blueprints for military bases in Juneau, Sitka, Anchorage, and
Fairbanks, and for naval dinstallations along the coast and in the
Aleutian Islands were drafted. Arnold's report materially aided these
Tabors.26

The Colonel's flight undoubtedly reawakened military interest in
norfhern aviation. Early in 1935, famed arctic explorer, lecturer, and
writer, Vilhjalmar Stefansson attended a dinner in Washington hosted
by an army general. During the course of the evening, Major-General
Hugh A. Drum, the Assistant Chief of Staff, asked Stefansson about the
relative wisdom either of stationing large, permanent military air
forces in the north or providing ground facilities there with a skeletal
staff. The latter would enable the army to deploy air power in the
north in an emergency from bases in the states. Sometime 1later,
Stefansson answered in a lengthy memorandum in which he considered the
pros and cons of the proposition. He concluded that "for quickness
and decisiveness of action, and for thorough adaptation of both person-
nel and equipment to Arctic and sub-Arctic conditions, it would be
best to have a large force permanently in Alaska." A number of
considerations, however, weighed against stationing a large airforce
in the north. These included the much greater maintenance costs, and
since the territory had no political clout, "the politicians would be
opposed to large expenditures in Alaska.” Furthermore, other powers
in the area might consider such a force a threat to their security.
Under these circumstances, Stefansson suggested that it might he ideal
to have three main bases, in Minnesota, North Dakota, and Montana,
similar in climate to interior and northern Alaska. Much of the train-
ing would take place in these three states, while the "final or post-
graduate stage of training should be in Alaska in connection with
esatablishing and maintaining there the necessary ground facilities
for occupation by a large force that would come when wanted from some-
where south" of the forty-ninth paraHe'I.27

A few months later, in May 1935, Major Carl Spatz of the Air Corps,
the chief of the Training and Operations Division, recommended to the
Chief of the Air Corps that the federal government construct commercial
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air fields and airways in Alaska complete with night lighting, radio
navigation aids and communications systems. Spatz supported this
proposal by pointing out that adequate airways systems would aid
Alaska's economic development and eventually warrant the costs of
maintenance; furnish potential operating facilities for wartime use
by the Air Corps so therefore should be as complete as possible; and
the lack of railroads and roads in the north called for radio aids and
a communications system as complete as possible to make operations safe.
At the same time, an interdepartmental committee studied Captain Murray
Hall's recommendations for the development of a comprehensive airways
system for the North. The War, Navy, Interior, Post Office, and
Commerce Departments were represented and considered the cost of con-
struction and maintenance computed under five different schemes. These
varied from a complete 1ighting, equipment, and radio system, costing
$5,198,000 to build and $1,200,100 to maintain annually, to the cheap-
est scheme calling for day terminals, day intermediate fields and
skeletonized radio equipment with a construction tag of $356,000. The
War Department incorporated Spatz's recommendations into its proposal,
and requested that seventeen landing fields be speedily developed.
Fairbanks headed the list, followed by Ketchikan, Petersburg, Juneau,
Valdez, Cordova, Seward, Anchorage, Copper Center, Galena, Nome,
Bethel and Big Delta, and ending with Mumtrak . 28

Despite planning, recommendations, and high hopes, Congress did
not appropriate any monies for an Alaskan airways system. In the fall
of 1936, Secretary of the Interior Harold L. Ickes, neatly summarized
the state of Alaskan aviation. He asserted that the airplane rendered
"a greater per capita service in that territory than anywhere else on
earth . . . under the most extreme and hazardous conditions existing
in any populated area." The secretary stated that there were "74 so-
called airfields in Alaska," and the following data indicated their

inadequacies:

out of 74 had more than one runway;

out of 74 had runways longer than 3,000 feet;

out of 74 had runways between 2,000 and 3,000 feet;
out of 74 had runways between 1,500 and 2,000 feet;
out of 74 had runways less than 1,500 feet.

(B —d
LML

301



Ickes asserted that more often than not Alaskan aviators were
forced to use sandhars and clearings rather than the airfields. The
only surfacing provided was that found at the site, and in a few cases
when gravel was available it was used to fill holes. None of the
fields had any Tighting facilities whatever, except for Fairbanks and
‘Anchorage which each had a rotating beacon and one flood 1ight.
No public radio facilities catered primarily to air service, but seven
airfields had privately-owned radios. There were no accommodations at
any of the fields, and there were no privately-owned hangers for
visiting planes, except at two localities, and the facilities of
these two were limited. There had been no planning in constructing
the existing airfields on air routes fixed by nature and c¢limatic con-
ditions or fixed by centers of population; rather they have been con-
structed at points where most needed in order to move passengers and
freight from a center point to a terminating makeshift field." The
Secretary pointed out that fewer than half a dozen fields had been
built purely for emergency and safety, and bush pilots customarily
flew as much as 300 miles in a land plane without a single landing
field. 1In view of these appalling facts, the Alaska Road Commission
and the Bureau of Air Commerce of the Commerce Department, after con-
sulting with representatives of the War and Post Office Departments,
had prepared a program of airport development calling for the expendi-
ture of $3,000,000. Unfortunately, Interior so far had been unable
to secure emergency funds for this program. Ickes, therefore, expect-
ed to include a substantial amount in the 1938 Alaska Road Commission
estimates, hoping to gradually eliminate presently existing hazards.
He finally asked the War Department to instruct the Signal Corps to
study the proposed airport construction program and furnish estimates
for providing adequate communication aids and weather reports for this
system, 29

Despite all the planning and high hopes, however, it was not until
1937 that the federal government contributed any funds for the con-
struction and maintenance of Alaskan airfields and sea plane ramps,
platforms, and floats. These monies fell far short of what Hall, the
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Air Corps, and Ickes had envisioned. During the 1937 and 1938 con-
struction seasons, they amounted to a mere $214,117.31, the Territory
contributed $282,827.74 and municipalities, commercial companies and
individuals chipped in $31,066.90 for a two-year total of $528,011.95.
The Alaska Road Commission built and improved some of these airfields,
and so did the Civilian Conservation Corps, while the Territory con-
tracted with private builders and municipalities for the others.30

In the fall of 1938, the Civil Aeronautics Authority became in-
volved in the planning process for airports and airway facilities in
Alaska. At an interdepartmental conference the CAA revealed its in-
tention to improve a number of airfields in the larger municipa1ities,
and also to install radio beams, radio communications, and make
weather reports available. The CAA, however, stated that it did not in-
tend to install modern equinment, but rather use the older, obsolescent
but usable gear on hand. This plan made possible the provision of
reasonable facilities over a considerable area rather than maximum
facilities in a few places. The CAA intended to cover southeastern
Ataska and the Aleutian Chain as far as Dutch Harbor with this communi-
cation network in addition to southcentral, interior, and northern
Alaska, and eventually tie the system into the Honululu beam.3]

War broke out in Europe on September 1, 1939 when Germany's panzer
divisions invaded and quickly overran Poland. In the closing days of
that conflict, Soviet forces joined the German effort and moved across
the Russian-Polish border. Across the Pacific Ocean, the Japanese
pursued their third year's effort to conquer China. On February 23,
1940, General George Catlett Marshall, the Chief of Staff, presented
the Army budget for fiscal year 1941 to the Subcommittee on the War
Department of the House Appropkiations Committee. He reminded Sub-
committee memhers of the existing crisis abroad, and urged that "any
major developments there should be paralleled by added precautions in
this country. If Europe blazes in the late spring or summer, we must
put our house in order before the sparks reach the Western Hemisphere."
The proposed budget was a modest one in view of coming events. Includ-
ing a supplemental estimate and as reduced by the Bureau of the Budget,
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it asked Congress for $906,137.254, It was the first defense budget for
years to come dealing only in millions and not billions of dollars. The
budget included $12,734,000 for the construction of an operating air
base near Anchorage. The hearings concluded on March 26, 1940, A
few days later the Subcommittee on the War Department reported the
measure to the full Appropriations Committee, but minus the funds for
the Anchorage base. Despite pleas by Marshall, Major General Henry
"Hap" Arnold and Alaska's Delegate to Congress Anthony J. Dimond, the
Subcommittee refused to budge, and on April 4 the House voted the
appropriation without the Alaskan base.32

On April 9, 1940, Adolph Hitler's armies 9{nvaded Denmark and
Norway and in the ensuing weeks occupied the two countries. UWhen
Marshall and Arnold appearéd before the Subcomnittee on the War Depart-
ment of the Senate Appropriations Committee on April 30 and asked for
the restoration of the Anchorage base, a different mood prevailed.
Before the Senate Subcommittee finished its hearings on May 17, the
German Luftwaffe had bombed Rotterdam without provocation or warning,
and German armies had seized the Netherlands, marched through Belgium,
and hegun the invasion of France. The Senate restored the Anchorage
hase, and the House concurred. In 1939 Congress had appropriated
$4,000,000 for the construction of a cold-weather testing station for
airplanes near Fairbanks. Construction had started on Ladd Field in
1940, Now, Fort Richardson and its air establishment, Elmendorf Field,
could be built. On December 7, 1941, the Japanese attacked the American
Pacific fleet at Pearl Harbor. America was at war, but not a single
military or naval base in Alaska was ready for action. Now Congress
poured billions of dollars into the defense effort, and all the plans
nurtured for years to <create an integrated airways system were

speedily accomplished.33
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CHAPTER ELEVEN
THE TRANSFER OF THE ALASKA ROAD COMMISSION

As early as February of 1917, the War Department had entertained the
thought of transferring the Alaska Road Commission to the Department of
the Interior, engaged in building the Alaska Railroad. The plan,
recommended by Major General T. H. Bliss, was consistent with the War
Department's intentions of drastically reducing its responsibilities in
the north. !

Wilds P. Richardson had left his job as president of the Commission
at the end of 1917. But after having spent practically all of his
productive working years 1in Alaska, he retained a keen interest in the
North. 1In the late fall of 1923, Richardson discussed Army activities in
Alaska with John W. Weeks, the Secretary of War, and particularly the work
of the Alaska Road Commission. The Secretary asked Richardson to obtain
information on the travel and general business over the Valdez-Fairbanks
trail. And although the Army's work 1n Alaska needed no defense, Richardson
asserted, the secretary wanted to be armed "with the facts briefly stated,
to answer any questions or criticisms that might be made, both as to the
cost of the work and its past and present value."?

Colonel John C. Gotwals, the engineer officer of the Commission,
complied with Richardson's request and furnished him with traffic statis-
tics, taken at the Salcha Ferry near Munson's Roadhouse, covering the
open season from May 18 to November 1, 1923,

Persons Autos Trucks Wagons Horses Tons
Commercial 1080 A80 30 6 12 80
U.S. Govern-
ment A.R.C, 180 12 148 8 24 122
Coast and
Geodetic 32 -- 12 -- -~ 8.5
Survey
Sianal Corps 81 -— b5 2 4 40
1,373 492 245 16 40 250.5
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The above statistics reported the through traffic, but there also was
considerable local movement from Valdez and Chitina not destined for
Fairbanks. Gotwals had only been able to ascertain that teamsters
freighted some 100 tons from Valdez to the vicinity of Copper Center.
Additionally, there had been much winter freighting over the road during
the last season, including moving supplies from Chitina to the Slate
Creek and Mentasta mining districts, and at times even as far as the
Shushanna mining area. And from Fairbanks one company had freighted 150
tons of mining machinery to Caribou Creek via the Salcha River. Gotwals
estimated that in addition to the figures given in the table, another 500
persons and 500 tons of freight had moved over the road. A month later,
Secretary Weeks proposed that the Bureau of Public Roads of the Department
of Agriculture take over the functions of the Alaska Road Commission.
The Bureau already operated in Alaska as elsewhere, constructing roads on
federal lands for development purposes. Weeks, therefore, thought it
unwise that there "should be two agencies requiring duplicate equipment
doing the same type of construction in one locality.” The Secretary
considered this the best solution rather than transferring road-building
responsibilities to the Department of the Interior, which had no organiza-
tion nor expertise in this field. During recent reorganization discus-
sions in Congress, Weeks had submitted this proposal to the Tawmakers.3

Actually, it had been Alaska's Governor Scott C. Bone who had sug-
gested that the Alaska Road Commission be abolished, but at the same time
he had requested that Congress include the Territory in the Federal Aid
Highway Act of 1916 and its various subsequent amendments which funnelled
federal monies into road construction activities in the states and terri-
tories according to a complex matching formula involving population,
size of the state or territory, and the acreage of the public domain in
each jurisdiction. Congress had excluded Alaska from this legistation,
ostensibly because the territory's vast area would have entitled it to
receive an unduly Targe share of the total appropriation made under the
act. Legislation introduced into the Senate and House in 1925 for the
reorganization of the Administrative branch of the government abolished
the Alaska Road Commission and transferred its duties to the Department
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of the Interior, while at the same time including the Territory to share
in a1l appropriations available for apportionment under the Federal Aid
Highway Act.?

Atlaska's delegate to Congress Dan Sutherland was unhappy with the
proposal, and appealed to Secretary Weeks to exert himself on preserving
the Commission. If the section of the measure abolishing the Alaska Road
Commission could not be deleted, he asked that the War Department offer an
amendment providing for the continuation of the Commission's work under
the supervision of engineer officers detailed from the Army. Sutherland
reminded the Secretary that appropriations for roads and trails in Alaska
in 1920 had been barely sufficient to maintain the transportation system
already constructed, much Tess develop new roads. In fact, progress in
the transportation field had come to a standstill. Since then, however,
the Chief of Engineers had persuaded Congress to gradually increase the
annual appropriations, and for fiscal year 1926 that amounted to $900,000.
Suthertand had done his part aiding this effort. The Commission had
regained considerahble momentum after it had reorganized its structure
after the war. It had aggressively enlarged the organization and acquired
much new mechanical equipment; extended its facilities to other bureaus
of the federal government as well as the territory; prepared an extensive
road proaram, and with that program increased funding made some progress
in accomplishing. To terminate the Commission at this point would be
disastrous for ATaska, Sutherland wmaintained, and he asked that the
Secretary further consider the matter before the legislation came up for
a vote in Congress.?

The delegate had the support of Major General H. Taylor, the Chief
Engineer. He reminded the Adjutant General that for several years at-
tempts had been made to include Alaska in the Federal Aid Highway Act,
atways unsuccessfully. The House Committee on Roads had held several
hearings on the matter, and representatives of the War and Agriculture
Departments had testified. But the Department of Agriculture and com-
mittee members had been unwilling to extend the Federal Aid Highway Act
to Alaska in a fashion acceptable to Delegate Sutherland, namely providing
greater funds for road and trail construction than available under ex-
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isting law. In the meantime, the Alaska Road Commission had performed
its work, praised by the Bureau of the Budget and the House Committee on
Territories. In annual appearances before the Appropriation Committees
of both Houses of Congress, the Alaska Road Commission had won the confi-
dence of both, evidenced in the modestly increased funds these committees
had made available. From the military point of view, Taylor continued,
Army officers serving with the Commission received valuable training for
their duties in wartime in road and trail location and construction and
exploratory and reconnaissance surveys under pioneer conditions. Better
yet, these men performed economically and efficiently essential work of
permanent value.®

Taylor particularly objected to the abolition of "a going concern"
with no concrete plans for anything to take its place. Nobody knew how
the Secretary of the Interior intended to handle territorial road work,
but it was known that he had "no personnel nor organization in Alaska
equipped to take it over". Worse yet, the proposed legislation made no
provision for safequarding the system of military roads and trails
which the War Department had constructed during the past twenty years.
Taylor also criticized that section of the broposed legislation which
transferred control from the Commission that was resident in the territory
with full authority to meet emergencies and handle business on the spot
without having to wait for permission from Washington, to a department
in the capital "with all the attendant delays that are such a conspicuous
feature of the usual handling of Alaskan affairs...." In fact, the
Committees on the Territories for several years had been considering
plans for centralizing control of all federal affairs relating to Alaska.
Instead, the proposed legislation abolished the only federal bureau
without Tong-range and unbusinesslike control from Washington.7

Taylor criticized the proposed measures from yet another angle,
namely that they were uneconomical, because at least two organizations,
and perhaps even four, reporting to different departments, would have to
be created if these bills passed. He praised the Commission for handling
other engineering work for which funds were provided. These included
River and Harbor work for the Chief of Engineers, handling the water
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supply at the Army's Chilkoot Barracks and administering the Sitka miTi-
tary cemetery for the Quartermaster General; the Commission also managed
the Sitka National Monument and developed roads in Mt. McKinley National
Park for the National Park Service; and finally, the Alaska Road Commission
performed needed work for various municipalities and built roads, bridges,
trails, and shelter cabins supported by territorial legislative appropri-
ations. 1In short, inasmuch as the existing organization had fully proved
its versatility, effectiveness and economy, Taylor recommended the main-
tenance of the status quo. After some qinternal soul searching, Secretary
Weeks reconsidered his previous views and advised Congress that the
abolition of the Altaska Road Commission would be premature, because
throughout America's frontier history the War Department had performed
work of a similar character to that of the Alaska Road Commission in
opening up the West. Alaska still was a remote frontier, and it would
be years before it reached a development stage comparable with that
found in the contiquous states. In view of these facts, and the expressed
desires of Alaskans, Secretary Weeks declared that his Department was
willing to continue to sponsor the work of the Alaska Road Commission.B

Weeks might have added that much of the agitation for the abolition
of the Alaska Road Commission came from advocates for a centralized
Alaskan transportation administration within Congress as well as the
Department of the Interior that had constructed the Alaska Railroad and
now operated it. In 1923, the administration of President Warren G.
Harding had consolidated the functions of the railroad and the Commission.
As previously stated, Colonel James G. Steese, the president of the
Commission, directed the wmerged transportation activities. By the end
of the year, the two organizations had broken apart again, primarily
because 1ittle hope existed for a permanent merger, and the differing
natures of rail and road created internal problems. Geography confined
train operations, and railroad maintenance was a year-round necessity.
The Ataska Road Commission had far-flung responsibilities, but much of
its work was intensely seasonal. The two organizations thus operated on
different cycles. The merger, however, was one of many efforts to ration-
alize the federal bureaucracy in Alaska.?
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In fact dissatisfaction with Alaska's laggard development reached
back to a period following the American purchase of Russian America,
when Sitka citizens had complained about the lack of economic development.
Finally, in 1913, Secretary of the Interior Franklin K. Lane called for
a lTocal development board. Thereafter, the Department of the Interior
and its Congressional friends urged a reorganization of the federal
bureaucracy in Alaska. A variety of draft bills established a board
comprising major bureau heads and other federal officials who could
radically rearrange bureau activity and make other decisions subject
only to the approval of the Secretary of the Interior. Historian William
H. Wilson has stated that "insofar as these proposals recognized the
need for a special, coordinated approach to northern lands, they were
entightened and progressive. Had their sponsors confessed that Alaska
required a unique federal policy because of its particularly difficult
climate, terrain, and geographical relationships, their candor might
have carried the day" hut rather than doing so, they argued that bureau-
cratic red tape had frustrated and defeated the efforts of the many
hardworking and ambitious pioneers. In addition, Jjournalists attacked
federal bureaucrats routinely in the popular press for their indecisive-
ness and obstructionist methods. These insulting barrages about bureau-
cratic staff and methods were resented and added to the fears of bureaus
threatened with a loss of their autonomy. From 1914 through the early
19205, the bureaus worked with their Congressional sympathizers to ward
off several development board bills. In the meantime, the Department of
the Interjor tried various temporary administrative solutions. Secretary
John Barton Payne, Lane's successor, established an Alaska Advisory
Committee which included representatives of his own department, the Post
Office Department, the Department of Agriculture, and the Shipping Board.
This committee studied reports, held hearings in Seattle, and submitted
its recommendations for territorial development. Among these was one
for the creation of a Permanent Interdepartmental Alaska Committee to be
lTocated in Washington. The committee was to include, in addition to the
memhers of the Advisory Committee, representatives from the War, Navy,
Agriculture, and Commerce Departments. Alaska's governor was to serve
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in an ex-officio capacity, and it was to be chaired by a representative
of the Department of the Interior. The Departments agreed, so Secretary
Payne established the Committee with the approval of President Woodrow
Wilson in December, 1920. Subsequently, this new entity met occasionally
and made recommendations, but it lacked real authority. The Harding
administration retained it, and renamed it the Alaska Interdepartmental
Committee. 1In 1922 a Tocal Alaska Council was appointed, which proved
to be as ineffectual as the Washington Committee. Finally, at the request
of Secretary of the Interior Hubert Work, President Harding abolished
the Interdepartmental Committee in April 1923,10

It is against this background that one has to view the efforts of
the Department of the Interior to assume the functions of the Alaska Road
Commission - namely the desire to streamline and combine related responsi-
bilities in one department. The Department of the Interior worried
particularly ahout the continued deficits of the Alaska Railroad for
which it was responsible, and despite drastic economy measures applied
by the manager, Colonel Otto Ohlson, Congress applied heavy pressure for
further cutbacks. 1In August 1931, the Special Select Committee on Inves-
tigation of the Alaska Railroad named the Howell Committee after its
chairman, Senator Robert B. Howell, arrived in the Territory. The,
Committees report was critical of the railroad's management and skeptical
about its economic future. Senator Howell in particular argued that
since no significant development had taken place along the railhelt, the
1ine's success or failure should be judged by profit and loss alone.ll
The report revealed the railroad's many problems, and one among these was
the trucking competition across the Richardson Highway from Valdez to
Fairbanks., In order to cut this competition, the Department of the
Interior proposed tolls be imposed for the use of the Richardson Highway.
The way to impose tolls was to take over the Alaska Road Commission from
the War Department.

Eventually, the administration of President Herbert Hoover prepared
Tegislation for the transfer of the Alaska Road Commission to the Depart-
ment of the Interior and asked Senator Howell and Representative Edward
T. Taylor to introduce the legislation in their respective chambers.
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This they did, The Senate passed the measure unanimously and the House
passed the bill as well. Taylor praised the work of the Army engineers,
but stated that the time had come to consolidate and systematize federal
activities in Alaska. The transfer of the Commission was a first step
in the right direction. O0fficials in the executive department had care-
fully considered into which department the Alaska Road Commission would
fit best. Taylor argued that when members of Congress realized that the
Interior Department has the public domain, "about 98 percent of this
territory, the Mount McKinley National Park, the reindeer, the Alaska
railroad, the governorship, the legislature, and the larger proportion
of all the activities of Alaska in that department, the President and
his Cabinet officers decided that this work should be transferred from
the war Department to the Interior Department."12

Some members of Congress suggested that it might be hest to consoli-
date road building activities in the Bureau of Public Roads, hut deferred
to administration desires in the matter. The House Committee on Terri-
tories considered the measure favorably in May 1932. Secretary of the
Interior Ray Lyman Wilbur stated that the transfer was advisable "if we
hope to succeed in our efforts to place the Alaska Railroad on a self-
sustaining basis.” Still another consideration in favor of the transfer
was that it would enable Congress to review the budgets for the main
transportation systems in Alaska in one department, because now the
railroad, river, and highway systems would be under central administrative
control and expenditures could be properly correlated. Wilbur promised
no curtailment of the road building program for Alaska as a result of the
transfer, a promise made to still fears many Alaskans had expressed to
members of Congress.!3

Secretary of War Patrick J. Hurley remarked that "while it is believed
that the activities referred to have been efficiently and economically
adninistered under existing Taw," his department had no objections to the
transfer, However, Representative Edward T. Taylor, who had authored
the House measure, was curious to learn how the Department of the Interior
proposed to carry out its new duties. Secretary Wilbur testified that he
intended to assign the administration of the Commission to Alaska's
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governor, an employee of the department who was located in Juneau as were
the headquarters of the Commission. The War Department normally assigned
six army officers to the Alaska Road Commission, although there were
only five in 1932. 1In addition, a few civilians were permanent employees,
occupying positions such as senior engineers, superintendents and assis-
tant superintendents, disbursing clerks, foremen and mechanics, among
others. There also were some ninety-nine temporary employees, many of
whom had worked for the Commission for many construction seasons. Payroll
expenses for permanent employees in 1931 amounted to $109,920, with an
estimate of $110,770 and $111,540 for 1932 and 1933, respectively. The
salaries and wages for temporary employees for 1931 had come to $817,463,
and with estimates of $762,275 and $600,505 for 1932 and 1933, respec-
tively. Secretary Wilbur intended to maintain as much of the existing
civilian organization as possible with the prospective reduced appropria-
tions, but he planned to relieve the Army officers of their duties.l4

Wilbur's testimony satisfied Representative Taylor, who was of the
opinion that there existed "an unnecessary amount of government of Alaska
by too many departments, bureaus, boards, commissions, and officials,"
and he thought that much of this should be gradually and systematically
consolidated, combined, and coordinated wherever reasonably possible.
Such a course, Taylor and the Committee believed, would be in the interest
of the federal government and would speed the orderly development of
Alaska.l®

The Senate Committee on Commerce also reported the transfer measure
favorably. The Senators, however, stressed that truck competition over
the Richardson Highway would increasingly affect the Alaska Railroad
adversely. Therefore, besides transferring the Commission, the measure
also authorized the Secretary of the Interior to fix and collect tolls on
the Richardson Highway 'where necessary or available in the public in-
terest."16

Colanel 0tto F. Ohlson already had warned Fairbanks merchants that
they were unwise in "patronizing temporary fair-weather competition of
the railroad that did not contribute to the upkeep of Fairbanks." He
reminded members of the Fairbanks Commercial Club that the railroad had
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been built "for the people of Alaska and for the purpose of developing
the Territory, and that they needed it." Ohlson told his listeners that
the railroad spent hetween one to two million dollars annually; that it
rendered expensive service in the winter, operating rotary snow plows in
order to get the trains through; and that unless the inhabitants of the
railroad belt did not give their loyal support to the railroad, "there
was a possiblity of it being closed down during the wintertime, necessi-
tating merchants having to lay in a 7-month [sicl supply which they
could not afford to do in these times because of lack of capital and
credit.” Continuous service required patronage in the summer as well as
in the winter, Ohlson had concluded.l’

Secretary Wilbur told the Senators that he had not urged the transfer
"as a matter of economy in road building but to make possible a smaller
deficit on the Alaska Railroad and in the interest of effective coordina-
tion of related activities now handled by two departments." He once
again stated that Alaskan citizens and organizations need not be afraid
that his department would neglect the road building program in the north,
nor would civilian administration be more expensive than the military
one. In fact, he concluded, "it would be our endeavor to continue the
efficient operation now maintained by the War Department."18

Both houses of Congress passed the transfer bill, and the Alaska
Road Commission hecame a part of the Department of the Interior, effective
July 20, 1932. For twenty-eight years the Commission, under the supervi-
sion of the War Department, had labored diligently to construct a basic
transportation network. The work in Alaska had offered invaluable exper-
ience in northern construction problems to many young Army officers.
Alaskans had greatly benefited from the dedicated labors of the organi-
zation, and although there had been occasional criticism, the majority
of northern residents approved of the Commission's efforts. During its
last year of operation under the War Department, the Commission had
largely attempted to maintain the exsiting transportation network, and
to improve the more important routes for the use of motor vehicles.
Inadequate appropriations had confined new construction to a few major
projects which already had been underway for a number of years. The
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Commission had built 40.15 miles of new roads, 20 miles of sled roads,
130 miles of trails, 520 linear feet of bridges with over 60-foot span,
3,158 linear feet of trestle span hridges, 1 airplane landing field, and
4 shelter cabins. The Commission reconstructed 75.6 miles of road,
surfaced 107,37 miles of road, and replaced numerous culverts, In addi-
tion, it maintained 1,304.13 miles of road, 74 miles of tramway, 813.5
mites of sled road, 4,732.25 miles of permanent trails, 329 miles of
temporary flagged trails, 26 airplane landing fields, and 36 shelter
cabins.19

By 1932, the Alaska Road Commission had constructed a transportation
system of 11,231 miles consisting of 1,627.5 miles of roads, 74 miles of
tramroads, 1,495.5 miles of sled roads, 7,322 miles of trails, and 712
miles of temporary flagged trail. Between 1905 and 1932, the Commission
had expended a total of $18,312,825.40 from all sources, but War Department
appropriations accounted for $11,895,928.42 of this total.Z0

The Commission headquarters were at Juneau, and it also maintained a
suboffice in Washington, D.C. It had divided the territory into seven
districts and one subdistrict. A superintendent in each district directed
the work of the local foremen. Employees of the Commission all were
experienced men who, in nearly all cases, had served the organization
for many years. The Commission, because of the high cost of labor, had
purchased much mechanical equipment over the years, enabling it to handle
engineering construction anywhere in the territory.21

In short, the transfer ended an important era in Alaska's transpor-
tation history and the beginning of another. 1In 1932, however, nobody
could foresee what the new era would be 1ike, nor could anyone guess the
hitter controversies which were to arise over the imposition of tolls on
the Richardson Highway.
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The following describes the organization which the Department of the
Interior, together with the governor of Alaska, worked out:

The Honorable

The Secretary of the Interior
My dear Mr. Secretary:

Transimitted herewith is an Organization Chart of the Alaska
Road Commission and a list of permanent employees showing the sal-
aries and classifications in which they have been carried by the
Alaska Road Commission.

Under your order, No. 585, July 1, 1932, Mr. lke P. Taylor
was designated as Acting Chief Engineer,

The Organization chart shows an Assistant Chief Engineer,
which corresponds to the position formerly held by Mr. Taylor and
which is essential to the proper functioning of the organization.
This position has not been filled but there are letters in the mail
requesting the appointment of Mr. Hawley Sterling, who is eminently
quatified for the position but who is now employed in a temporary
capacity because of difficulties with the Civil Service Commission
who have declined to certify him and insisted that a selection bhe
made from the eligible 1ist on file with the Civil Service Commission
in Seattle. If it 1is impossible to designate Mr. Sterling, we
wish to select one of the other Field Superintendents for this
position and will submit appropriate recommendations on receipt of
a decision regarding Mr. Sterling.
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In the Juneau office Mr. Gustavus H. Skinner {is Chief
Clerk., He has occupied this position for many years is thoroughly
familiar with every phase of the activities and is eminently quali-
fied to discharge his duties. He is the only employee in the organ-
ization who can discharge these duties and his continuation in that
position is earnestly recommended. The other clerks in the Juneau
office are Arthur Adams, Mrs, H. L. Jewett, Gertrude K. Waltonen,
Mrs. TIdeal Wildes, Edna M. Smith and Harry E. Brown. They should
be continued in their present positions for the time being and
until we have had time to determine whether or not their services
are necessary to perform the required work. The list of employees
shows Lance E. Hendrickson as Senior Draftsman in the Juneau office.
Mr. Hendrickson has been employed in a dual capacity under the
Rivers and Harbor work and the Alaska Road Commission. He fs not
Tisted in the Organization Chart for the reason that it seems probable
that there will not be any necessity for such position after the
close of the present field season. We desire further time to consider
the division of the duties which must occur, in view of our reorgan-
jzation, before making definite recommendations. He should be
continued on the roll in his present capacity for the time being.
In addition to the employees listed, there are between 300 and 500
temporary employees, consisting of foremen, skilled and unskilled
laborers, cooks, warehousemen and truck drivers. This numher varies
each day. Reports will be made each month showing the total number

on the rolls.

The position of Locating Engineer is held by Mr. Donald
MacDonald of Fairbanks. His duties require him to make surveys of
new projects and resurveys of existing projects where changes are
contemplated. He is carried on the roll as Associate Engineer. So
far as can he determined at the present time there is sufficient
work to justify his continuation.

Mr. John Coats, with headquarters at Chitina, is master
mechanic. His duties require him to supervise the maintenance and
repair of all of the motorized equipment of the Road Commission and
in this capacity he is required to visit each district where equipment
of this character is used. He is well qualified for these duties
and his services are necessary.

Valdez District - (Headquarters, Valdez) -
Thomas H. Huddleston, Superintendent

Mr. Huddleston has heen with the Commission for a great
many years and is well qualified for his position. The Valdez
District embraces the Richardson Highway from Valdez to Willow Creek
and a number of other small projects. Mr, Earl C. Simmons is
Disbursing Clerk for the Valdez District. In each district where a
large number of seasonal and temporary employees are engaged, it is
absolutely necessary to have a Disbursing Clerk so that the employees
may he paid promptly at the termination of their services.
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Southwestern District - (Headquarters, Anchorage) -
Morgan . Edmunds, Superintendent

This district embraces the area tributary to the Alaska
Railroad, Mt, McKinley National Park and the Alaska Peninsula. My,
Edmunds has been with the Commission for many years and is well
qualified. Mr., Anton Eide is at present Assistant Superintendent.
His salary, however, is being paid from a special appropriation for
the maintenance of the Lowell Creek project at Seward and it is
anticipated that within the next two or three months the work will be
completed, and, under the law, no further appropriations can be made
for this project, hence, he will be retired since he has reached
retirement age. At the present time it is not contemplated that this
position will be filled on Mr. Eide's retirement. Mr. Fred J. Spach,
with headquarters at Anchorage, is Assistant Engineer. He is well
qualified and functions as assistant to Mr. Edmunds. His services
are necessary. Mr. John A. Borges is Deputy Disbursing Clerk and
has functioned in this capacity for many years. He is well qualified
and should be continued in his present capacity.

Nome District - {Headquarters, Nome) -
Ross J. Kinney, Superintendent

This district embraces the projects on the Seward
Peninsula. Mr. Kinney has been with the organization for a great
many years and is well qualified and thoroughly familiar with all
of the projects and the policies of the Commission. He should be
retained in his present position. Mr. D, E., Dunbar is Disbursing
Clerk and has discharged his duties in a satisfactory manner. He
should be retained.

Chitina District - (Headquarters, Chitina) -
Robert J. Shepard, Superintendent

Mr. Shepard has been with the Alaska Road Commission 1in
various capacities for a great many years and is well qualified to
perform the required duties. Mr. Frank Shipp s Assistant Superin-
tendent. He is an old employee and will be eligible for retirement
in a short time. From the information at hand it appears that with
the retirement of Mr. Shipn, and until there is an increase in our
appropriations, it will not be necessary to fill his position. Mr,
William J. Niemi is Assistant Engineer and is well qualified for his
position. It is anticipated that if we do not fi1l Mr. Shipp's
position on his retirement many of the duties will be assigned to
Mr. Niemi. Dean H. Kelsy, Deputy Disbursing Clerk, has bheen with
the Commmission for many years and should be continued. Russell J.
Sullivan is shown as storekeeper. His services are necessary during
the season of operations, but it is intended to furlough him at the
end of that time and re-employ him again, if available, at the
beginning of next season's operations.
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Fairbanks District - (Headquarters, Fairbanks) -
Mr. Frank Nash, Superintendent

Mr. Nash has been associated with the Commission for many
years and is well qualified for his duties. He should be continued
in his present capacity. Clarence E. Burglin, Assistant Engineer,
is one of the younger employees of the Commissfon, but he has
discharged his duties in a very satisfactory manner and should be
continued in his present capacity. Mr. Peter Grandison, NDishursing
Clerk, has Ffunctioned in this capacity for many years and should be
continued. Vincent H. Pierce is Clerk for the Fairbanks District.
He should be continued in his position until it can be ascertained
whether or not his services will be required in performing the work
authorized under the present appropriations. Russell R, Robinson is
shown as storekeeper and he has been employed in this capacity in the
past and was given the rating by the Civil Service Commission. In
view of the reduced appropriations, he was not continued as store-
keeper this year but 1is working as a laborer in one of the road
crews. Fairbanks is one of the most important stations, and while
the services of a storekeeper are not required at the present time
and the position is not filled, it is deemed advisable to keep the
designation.

Kuskokwim District - (Headquarters, McGrath)
Mr. Hawley SterTing, Assistant Superintendent

Mr. Sterling is not carried on the list of permanent
employees hecause he is employed under a temporary appointment. This
position will be discontinued at the close of the present working
season and hereafter a foreman will be detailed to have charge of the
work.

Southeastern District - (Headquarters, Juneau) -

This district embraces the territory in Southeastern Alaska
and a sub-district which included Eagle on the Yukon River. Each
year a foreman is employed to supervise the work in that region. The
other activities of the Commission in the Southeastern District are
administered through the headquarters office.

Very truly yours,

Governor
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CHAPTER TWELVE
TOLLS ON THE RICHARDSON HIGHWAY

For years, Congress and the federal government had been dissatis-
fied with Alaska's uneven, slow development. As early as 1913 Secretary
of the Interior Franklin K. Lane had called for the creation of an Alaskan
development board. Subsequently, Interior and its Congressional friends
urged a reorganization of the federal bureaucracy in the north., Many
draft bills established a board comprising major bureau and agency heads
and other federal officials who could recast federal activities in a
major fashion and make other basic decisions subject to the approval of
the secretary of the interior. Misunderstandings on the part of Congress
and infighting among bureaucrats doomed these efforts, however, and while
Congress struggled with the concept of development hoards, Interior tried
temporary solutions, which led to the consolidation of The Alaska Railroad
and the Alaska Road Commission in the spring of 1923. By May of that year
the Railroad and the Road Commission used each other's men, equipment, and
supplies interchangeably.

Mlaska Road Commission and Alaska Railroad Merger

James G. Steese directed the merged transportation agencies. With a
trim build, neatly dressed and sporting a trim mustache, Steese at forty-
one was a successful career officer. A West Point graduate of the class
of 1907, he had served four years in Panama during the construction days.
He taught several years at West Point and Forts Riley and Leavenworth
and became the assistant chief of engineers. Promoted to full colonel
in 1918, he won an appointment to the general staff, and in July 1920
assumed the presidency of the Alaska Road Commission. As a bachelor
without a family to yearn for warmer climates, Steese was very well
fitted for duty in the north.]

Steese was pleased with the merger, and thought that it immediately
speeded development work according to a unified plan, and better yet,
decisions could quickly bhe made in the field. Six months later, in
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October 1923, the consolidated operations ended. The Railroad had many
problems, and probably the most important was the Tine's poor condition.
Upheavals in management continued to shake the Alaska Railroad, and its
troubles did not end until the appointment of strong-willed and indust-
rious Otto F. Ohlson as general manager in 1928. In response to heavy
Congressional pressures for economy, Ohlson ran a tight operation. He
consolidated sections and discontinued stations, bought used rolling
stock, and most importantly, raised freight rates to the ire of Alaskans.
Soon, Chlson fought competing trucks, buses, boats and airplanes, mostly
in the summer for the tough winters made operations for all but the
Railroad nearly impossible. The competition hauled almost entirely high-
value perishables, first class freight, and passengers. Competition
started in earnest in 1931 after Congress had mandated drastic rate in-
creases designed to put the Railroad on a self-sustaining basis. Competi-
tion continued despite the Railroad's low summertime rates and a system
of 1icensing and tolls on the Richardson Highway. And as competition
continued, its emotional context expanded until truckers became the
heroes, and Ohlson and the Railroad the villains, of Alaska transporta-

tion.2

Source of Authority

Only as a last resort did Ohlson accept the idea of a toll on high-
way tonnage. The Department of the Interior received its authority to
requlate traffic and impose Ticense fees and tolls in the 1932 transfer
of the Alaska Road Commission from the War Department. Now, one admini-
stative head possessed the power to control the competition between
traffic on the Richardson Highway and the Alaska Railroad. The Act
also contemplated an equilization of rates between the railroad
and the highway transportation system so that the latter would not en-
courage the diversion of passenger and freight traffic from the railroad
to the highway. Until the transfer in 1932, no formal regulations govern-
ed the speed, weight, or type of vehicle on Alaska's roads. Regulations
were needed to protect the system, particularly during the soggy breakup
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season when roads became very soft, against the ever more powerful and
heavier cars, buses, and trucks. On February 15, 1933 the secretary
adopted regulations governing the use of the Richardson Highway. Sub-
sequently amended on June 13, 1933, they were designed to accomplish
three goals: 1) regulate the weights of vehicles; 2) the size of
vehicles; and 3) set up a registration and license system requiring
all vehicles to be registered and pay a license fee. The purpose of
the registration and license fees was to aid in the maintenance of the
road and reduce the competition of the highway over which common car-
riers operated 1in direct competition with the railroad. Failure to
comply with the regulations established by the Secretary of the

Interior would perhaps have constituted a crime. However, since the
Act contained no express language on the subject, the courts probably
would not have sustained any attempt to make a violation a basis for

pr‘osecution.3
Governor Parks Confused

Alaska's Governor George A. Parks was confused about the various
proposals by the Department of the Interior to issue new rules and requ-
Tations. Mobody had informed him, and whatever information he possessed
had heen obtained from press notices. Parks guessed, however, that these
proposals were designed to equalize the rates of the Alaska Railroad
and those charged by carriers on the Richardson Highway. The governor
predicted that it would be difficult to fix tolls. For example, bus
companies operating between Fairbanks and Valdez charged ten dollars for
a one-way ticket at the height of the competition in 1932, while the rail-
road cost forty-seven dollars from Seward to Fairbanks. Many Alaskans
lived along the highway and traveled a great deal. Obviously, they did
not compete with the railroad. Additionally, several hundred individuals
from Fairbanks and coast points made weekly trips along the highway for
recreational purposes. Many Fairbanksans owned summer cabins at Harding
and Birch Lakes some sixty miles south of Fairbanks, and others traveled
to Paxson's Lodge on fishing excursions, a point almost half-way between
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the termina1s.i A1l of these people did not compete with the railroad,
and therefore should not have to pay tolls. Furthermore, imposing tolls
suggested that the government assumed the obligation to keep the road
open at all times for traffic. Would claims accrue against the Govern-
ment in the event of wash out or slides? This might delay traffic for
several days and cause carriers who had paid tolls at Valdez to lose
loads of perishabtes.?

This was not all, however, for how should tolls be collected? the
governor asked. During the summer period with practically continuous
daylight traffic was underway at all hours of the day and night. The
law restricted employees to eight working hours per day. Since pre-
liminary investigation revealed that tolls would have to be collected
at two points along the highway, this necessitated stationing three men
at each station unless the road was closed for a certain period each
day. In conclusion, Parks recommended that Ohlson be instructed to
direct his traffic manager to study the problem carefully and cooperate
with the governor's office in preparing recommendations for approval
by the Secretary of the Interior.5

The Department of the Interior Confused

I[f the governor was confused, so was the Department of the Interior.
E. K. Burlew, the administrative assistant to the Secretary, maintained
that local traffic should not be charged but only buses and trucks act-
ing as common carriers in competition with the railroad and tolls should
be coliected through a Tlicense system because hiring a collection
staff would be too expensive. Colonel Ohlson traveled the highway
in early July and reported that the low rate of $10.00 in effect at
the heginning of the season had been increased to $25.00 for a one-
way ticket Valdez - Fairbanks or Chitina - Fairbanks. Since the rail-
road charged $47.05 for a one-way trip from Seward to Fairbanks, the pro-
posed tol1 had to be the difference of $22.05 to be effective. However,
such a measure, however, he warned would trigger serious protests and
antagonistic feelings among northern residents. Echoing Governor Parks,
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Ohlson stated that Alaskans would argue that the imposition of tolls
would obligate the government to maintain the highway in good condition.
Ohlson asked that he be permitted to lower the freight and passenger
rates to Fairbanks to a competitive level while the Richardson Highway
was open during the warm season.b

Interior Recommendations

By the end of August, 1932 Interior made the following recommenda-
tions as to the administration of tolls on the Richardson Highway:
1. That the Department proceed with due caution as to precedent
regarding highway tolls, giving regard to present practice on

tol1 highways and bridges.

2. That pleasure cars on single trips, as well as residents along
the highway, should not be charged tolls.

3. That tolls be charged buses, trucks, or any type of common
carrier for hire.

4, That tolls should not be charged to the extent of the amount
needed to make the railroad competitive with highway traffic
or freight haulage. No attempt should be made to equalize
rates between the railroad and the highway.

5. Tolls, where charged, should be collected through a system of
Ticenses, eliminating the necessity of a collection staff.

6. To make railroad haulage rates competitive with highway
haulage, lower freight and passenger rates should be used dur-
ing the season the highway is open.

Both Governor Parks and Colonel Ohlson considered these recommenda-
tions, hut rejected all except the last one as impractical. Instead,
both men advocated regulations governing the size and weight of all
vehicles and the speed of all traffic. Such regulations, properly en-
forced, would reduce maintenance costs and render freight transportation
from Yaldez to the interior unprofitable with the exception of certain
perishable goods. These traffic regulations, together with lower rail-
road freight and passenger rates during the warm season would solve the

problem.”
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In early December 1932 Interior had decided to follow the suggest-
jons of the two men to draft regulations governing vehicle traffic on
Alaskan roads. But it also desired to include a schedule of registra-
tion and T1icense fees for commercial passenger cars and trucks operat-
ing on the Richardson Highway. In the preliminary draft no wheeled
vehicles exceeding 10,000 pounds gross weight, dincluding load, were
allowed to operate on Alaskan roads. Vehicles were restricted to 7.5
feet in width and 20 feet in length, including trailers. This provision
was to protect the roads, particularly during spring break-up when
heavy trucks had caused serious damage. Alaskan bridges were none too
sturdy, and therefore Interior restricted the moving load on any bridge
to be no greater than 20,000 pounds for any vehicle having a length of
not Tess than 14 feet. No more than two successive loads were allowed
on any span bridge at once. In addition, motor vehicles were to be
operated at a safe speed and in a safe manner. No truck weighing in
excess of 6,000 pounds was to drive faster than 25 miles per hour.8

VYehicle Permits

Every motor vehicle operating on the Richardson Highway was to
obtain a permit for a nominal fee of one dollar. In addition, each
vehicle was to pay a license fee, the amount depending on its classifi-
cation. Class A vehicles, which included all conveyances used for
commercial or pleasure purposes not listed in classes B and C were
exempt. Class B vehicles carrying from five to fifteen passengers
were to pay license fees ranging from $100 to $175, depending on size.
Class C vehicles up to 7,000 pounds gross weight were to pay $100,
those above 7,000 pounds but below 10,000 pounds were to pay $150, and
finally automobiles operating as Class B up to a weight of 7000 pounds
were to pay the minimum charge for their class, plus an additional $100.
Shortly thereafter, the solicitor of the Department of the Interior
discovered that there was no statute which provided penalties for the
violation of these new regulations. He suggested that the department
draft a measure for Congressional approval correcting this oversight.9
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The 1932 Democratic Landslide

In the meantime, American voters rejected the Republicans in the
1932 elections and chose Democrat Franklin D. Roosevelt as the new chief
executive. Roosevelt's secretary of the Interior, Harold L. Ickes,
inherited Alaskan problems, including the regulations governing automo-
bile traffic in the north and the imposition of license fees for use of
the Richardson Highway. Ikes agreed with his predecessor's actions,
and in reply to a protest from the City Council of Fairbanks stated
that American taxpayers for many years had paid the deficits incurred
by the Alaska Railroad. He could see no apparent reason why the
federal government should maintain a highway which further reduced raii-
road revenues. And although the fees to be charged did not cover the
maintenance of the highway, nevertheless the monies collected helped
reduce the subsidy somewhat and above all would "show an effort on the
part of the people of Alaska to share in the expense now carried
completely by the taxpayers of the States."!0

Delegate Dimond Unhappy With Tolls

Alaska's newly-elected delegate to Congress, Anthony J. Dimond, was
unhappy with the imposition of license fees or tolls for the use of the
Richardson Highway. Dimond, a tall, powerfully built individual had
grown up on his father's farm near Palatine Bridge, New York. Born in
1881, he finished high school in Amsterdam, New York, and completed an
additional fifth year of schoolwork which qualified him as a teacher.
Working on the farm, he taught an eight-grade country school during the
winters, studied Latin and mathematics and also read law for about three
years under the supervision of an Amsterdam attorney. In 1905, Dimond
came to Alaska where he worked as a prospector, miner, teamster and
waiter. In 1911, a hunting accident which nearly cost him his life left
Dimond permanently with osteomyelitis, an infection of the bone, then
incurable., Realizing that his prospecting career had ended, Dimond re-
sumed the study of law and was admitted to the Alaska Bar in mid-
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December, 1912. Appointed U.S. Commissioner at Chisana, center of a
recent gold strike, he became a law partner in a Valdez firm in 1914,
He participated in civic affairs in Valdez and eventually won a seat in
the territorial senate. 1In 1932 he ran for the delegateship against
James Wickersham and routed the incumbent in the Roosevelt landslide.ll

The new delegate told Secretary Ickes that the whole scheme of im-
posing registration and license fees should be set aside and "no further
order or regulation made except such as may be necessary to prevent the
use of the road by trucks or cars as might not he suitable for the type
of road which exists.” In fact, instead of trying to prevent the use
of the highway through fees and tolls, the Department of the Interior
should encourage the use of the railroad by Towering 1its passenger
and freight rates. Ickes was not wmoved by the delegate's arguments
and repeated his belief that the federal government should not be re-
quired to build and maintain a highway to compete with its own railroad
which operated at a loss. Indeed, Ickes thought that the fees should
be extended to cover private passenger cars, as well as privately owned
trucks carrying merchandise for their owners. Accordingly, Ickes
informed the delegate, he had amended the requlations to embrace private
passenger cars and trucks.1?

Ickes Chastises Troy

Ickes had consulted Alaska's new Democratic Governor, John W. Troy,
on the automobile license fees for the use of the Richardson Highway.
Troy had opposed the fee system, and on July 6, 1933 Ickes read an
editorial in the Daily Alaska Empire entitled "An Unjust Tax," criticiz-
ing the Department of the Interior and the Secretary. Ickes had been
told that Troy owned the newspaper. As owner he presumably controlled
editorial policy, and Ickes wanted to know how the Governor could recon-
cile this attack on the administration with the loyalty expected of a
presidential appointee. The Secretary lectured Troy that as an employee
of the Department of the Interior he was not permitted to criticize a
federal policy once it had been established. Troy obviously did not
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understand the temper of Congress, "although it has been expressed fre-
quently and emphatically, with regard to Federal appropriations for
Territorial support." Congress no longer wishes to subsidize Alaska,
Ickes stated, and Alaskans had to realize that "self-support and the
independence that goes with it is more important to their welfare than
Federal 'hand-outs'..... " In fact, even those who believed that the
federal government owed "Alaska a living must affirm that a liberal sub-
sistence has been provided for many years." The time had come, Ickes
concluded, to measure the rights of Alaskan citizens against those of the
taxpayers in the contiguous states and establish a mean "that is not dis-
proportionate on either side."13 The Secretary obviously had forgotten
that northern residents were American citizens and taxpayers, and not
mere colonial subjects.

Troy Defends Himself

Governor Troy quickly assured the secretary that he no Tonger owned
the newspaper referred to, and in fact had not read the offending editor-
ial. And in case he no longer could loyally support the administration,
Troy stated, he would immediately submit his resignation. Ickes seemed
to be satisfied with Troy's assurances, and that settled the matter. In
the meantime, however, the Juneau and Fairbanks Chambers of Commerce
vociferously objected to the toll system, as did political and civic
organizations as well as individuals who all called for the revocation
of the regulations, claiming that while law abiding citizens paid the
license fees, others deliberately avoided them without punishment.
And indeed, without amending legislation so as to provide penalties
for violating the secretary's regulations, the government could under-
take no pr‘osecutions.14 In the meantime, however, affected citizens

complained.
Homesteader Warren Complains
Jack Warren, a homesteader near Fairbanks, was one such law-abiding
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individual who had paid the $101 license fee on his truck and six dollars
for his car. Living twenty-four miles south of Fairbanks on the
Richardson Highway, Warren cut and sold firewood in the city. He did
not object to paying the Tlicense fee - if everyone paid equally and
the regulation was enforced. But he knew of sixteen trucks which used
the highway more than he did and yet their owners had avoided the
required payment, enabling them to "profitably market their wood for
less than I can, thereby getting all the business.” Still other
trucks traveled the entire 1length of the highway, competing with the
railroad by carrying freight from Valdez. They did not pay, either.
"Thus 1 pay a high freight rate for everything I use coming over the
Alaska Railroad and then a high tax to get merchandise just twenty-
four miles out on the highway," Warren complained to Ickes. He demand-
ed redress for this outrage, for only a few had paid the fees "while
the others laugh at you and your regulation and at us, the poor saps
who did pay it."1® And while most motorists ignored the license fee
requirements, the department also found that it was unable to enforce

the provisions regarding weight, safety, and speed.

Very Little Money Collected

For a1l the dissatisfaction with the prevailing license fee system,
the federal government collected very little money. For example, in
1933 some 113 class A vehicles paid a license fee of $6.00 each for a
total of $678.00, no class B licenses were taken out, and only four
class C were paid, three at 3101.00 each and one at $151.00 for a grand
total of $1,132.00. Governor Troy readily admitted that the registered
class A automobiles did not represent the total number of privately
owned cars using the highway because the majority of owners simply did
not bother to take out licenses. Several of these individuals not
complying with the regulations had been reported to the U.S. District
Attorney, but he had advised that he could not prosecute under exist-
ing Taws. The Governor urged the Department of the Interior to
obtain legislation providing penalties for the violators of the requ-
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lations, hecause those who obeyed the law increasingly resented those
circumventing it. As a matter of fact, Troy thought that reducing
railroad fares would do much more to divert passengers and freight from
highway competition than license fees could ever hope to achieve.
Although the governor opposed the Tlicensing system per se he realized
that it appeared to be necessary, for the purpose of diverting traffic
to the railroad. He therefore proposed that only trucks, busses, or
passenger cars hauling freight and travelers from Valdez to Fairbanks
or vice versa be licensed and that all other vehicles be freed from
these fees. Troy mentioned that all through traffic on the Richardson
Highway had to use the ferry crossing the Tanana River some seventy-three
miles southwest of Fairbanks. It might be practicable to establish a
toll collection facility at that point which would catch all commercial
through traffic. Secretary Ickes 1iked the toll idea and asked the
governor to work out a rate structure.l®

Troy's Proposals

Troy thereupon proposed that all vehicles using the Richardson
Highway be assessed a five-dollar annual registration fee, while
commercial vehicles pay five dollars per passenger and two dollars per
1,000 pounds or fraction thereof ¥or net loads. In the meantime, how-
ever, nothing could be done in collecting either licenses or tolls or
in enforcing the regulations which had no enforcable penalty clause.
The Department of the Interior appreciated the governor's suggestions,
but had been unable to persuade Congress to define an offense and
provide a penalty for the Richardson Highway situation. Furthermore,
changing from a license to a toll system probably would have to be
approved by the president, and still would not cover the use of the
road at either end.17 The question of the license fees was becoming

very complicated, indeed.
Get The Traffic Back To The Railroad
Early in 1935, Ohlson and Ike P. Taylor, the chief engineer of the
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Alaska Road Commission, attended a conference in Washington, and, to-
gether with other department employees, proposed to strike at the
truckers where they could be hurt most. They adopted Governor Troy's
scheme to collect a toll at the Commission-operated ferry across the
Tanana River at McCarty, now Big Delta. Taylor recommended collecting
a toll of 2.5 cents per ton-mile at the ferry. Thus the rate for one
ton going the fuill distance was $9.27, a charge which they believed
would return some traffic to the railroad. Truckers could refuse to
pay, and they could not be prosecuted for non-payment. But they could
not cross the river until they paid. Secretary Ickes issued the new
orders governing the "use of roads, trails, and other works" on March
25, 1935. They included the new tolls and deleted the license fees.18

Alaskan Continue Protests

The Valdez Chamber of Commerce and a sizable group of Fairbanks
citizens protested the tolls even more vehemently than the fees,
The Chamber denied that the Richardson Highway represented a threat to
the Alaska Railroad since freight deliveries occurred only during the
open season from June 15 to October 15, 0Only twenty percent of the
total tonnage hauled over the highway during these short five months
reached Fairbanks, while eighty percent were transported to Copper
Center and other points adjacent to the highway not reached by any
other transportation. The Chamber concluded that the tolls "are a
rank discrimination entirely un-American and contrary to the usual
procedure in the encouragement of the development of a pioneer country
as no tolls are assessed on any other highway in Alaska." The Chamber
pointed out that there were no plans to collect tolis on the highway
under construction from Anchorage to the Matanuska Valley which
paralleled the Alaska Railroad. The Fairbanks citizens claimed that
the tolls were confiscatory, not in the public interest, increased
the 1iving costs for Interior residents, created unemployment, dis-
criminated against citizens in the Interior; and that they were
"un-American and an unjust burden upon the pioneer people of Interior
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Alaska." Some ninety-two petitioners asked President Roosevelt and
Secretary Ickes to revoke the order "forthwith" and grant Interior
residents "their accustomed right to the free use of the Richardson

Highway...."19
New System Seems To Work

But despite these protests, the new system seemed to work, at least
for a while. The truckers could not evade the toll station, for they
had to cross the river. Highway tonnage destined for Fairbanks slipped
from 734 tons in 1934 to 304 tons in 1935. Regular ferry collections
for the crossing at one dollar per vehicle decreased from $1,186.00
in 1934 to $967.00 1in 1935. The new toll brought in a total of
$2,856.00 in 1935. But Ohlson's hopes were shortlived, because with
financial aid from interested parties in Fairbanks and Valdez, the
truckers soon regained the tonnage they had lost. By 1939, the trucking
business hoomed: and confident of public support, the truckers were pre-
pared to evade the tolls by subterfuge if possible and force if neces-
sary. In September 1939, Clyde Gordon, a motor truck operator, reached
the McCarty ferry with a load of fuel o0il. Toll collectors Lloyd Hansen
and Charles Simmons denied Gordon the use of the ferry when he offered
payment only of the vehicle toll of one dollar. They demanded that he
pay the 2.5 cents per ton-mile from Valdez to Fairbanks. Gordon returned
to nis truck which he parked some 200 yards south of the ferry landing
and within a short time U.S. Deputy Marshal Einar A. Tonseth arrested
him at the request of Frank Nash, the superintendent of the Commission
for the Fairbanks district. No complaint had bheen filed had nor a
warrant for arrest heen issued. The deputy marshall took Gordon to
Fairbanks after forcing him to Tleave his truck south of the ferry.
Once in the city, he was set free. Gordon thereupon filed a suit
against the ARC asking that the judge issue an injunction preventing
the collection of tolls on the highway, insisting that neither Ickes
nor the Alaska Road Commission had the right to impose tolls which
were "designed to annoy, harass, and penalize" those transporting
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freight over the highway. What Gordon had failed to mention in his
civil suit was that he had parked nis truck in such a fashion that it
blocked a1l other traffic. fOnly after he refused to move the truck
did Tonseth arrest him. On July 26, 1940 Federal District Court Judge
Harry E. Pratt rejected Gordon's suit, stating that the Secretary of
the Interior had the authority to level tolls and that he did not "act
beyond the power delegated and that he did not act capriciously and
arbitrarily.” A month later Gordon appeared in the Y. S. Commissioner's
Court on a charge of disorderly conduct, based on his having again
blocked the Richardson Highway at the McCarty ferry crossing just a
few days eariier. This was the second time the ARC accused him of
obstructing access to the ferry. This time Benjamin N. Stewart, Jr.,
a civil engineer with the ARC signed the complaint on which the warrant
of arrest was issued. Deputy U.S. Marshal Pat O0'Connor made the arrest
after Gordon parked his truck diagonally across the road in front of
the tol1 booth. He refused to pay, and did not do so until after he
was arrested. Then the ferry took him across the river and he drove
into town. The jury listened to the testimony and shortly thereafter
returned its verdict of '"not gquilty." The jury verdict proved that
there was much support for the trucker's position. In fact, after the
verdict officials of the ARC were “somewhat up in the air as what to
do in case the truck drivers try another such stunt, as it will
apparently do no good to have them arrested and appears very doubtful
if a jury could ever be secured in Fairbanks that would return a
verdict of guilty, no matter how strong the evidence."22

Truckers Rebel

By the summer of 1940, truckers sometimes unloaded their trucks at
the river and shipped their loads across on a motorized, homebuilt scow
defiantly waving a skull-and-crossbones flag. They then drove their
empty trucks onto the ferry, paid the required one-dollar fee and re-
1oaded after debarking on the north bank. The Fairbanks Daily News
Miner reported that "Truckers Refusing Toll Pay; Richardson Highway
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Battle Flares as Freighters Buy Boats." Six Fairbanks trucking
companies were determined not to pay the govermment tolls, and had
hauled a number of Targe motor boats to Big Delta to tow their scows.
Alaska's acting Governor E. L. Bartlett reviewed the situation for the
Department of the Interior, and suggested that an alternative toll
station could be estahlished at Shaw Creek, somewhat closer to Fairbanks
than Big Delta. That would require the establishment of a separate
organization there, however, and add to the costs. Bartlett warned
Washington, however, that "the substantial and informed opinion at
Fairbanks, is that no matter where a toll station is established or
how it is established no jury could be found locally to convict a man
for failing to pay the tol11." Before the department responded to this
latest incidence, six truckers, members of the Tanana River Tfansportau
tion Company arrived at the ferry crossing northbound in the early
evening hours of September 15. The group lingered on the south side
and made no attempt to cross the river on the ARC ferry or on their own
hoats and small barge. Shortly before midnight the ferry operator,
Floyd Hansen closed for the night and remarked that "anyone wanting to
cross the river could go ahead, use the ferry and take themselves
across...." The truckers took Hansen at his word and took their loaded
vehicles across. They then gave Clyde (Doc) Gordon, the individual
operating the gas boat and barge at Big Delta for the freighters five

dollars to pay the ferry charge.?3
Tol1 Rebellion Continues

Superintendent Frank Nash quickly replaced ferryman Hansen with
0tto Bayles and instructed him to take along padlocks and chains to
secure the ferry, when it was not in operation. The truckers, however,
continued to use the ferry without paying the tolls. 1In the early morn-
ing hours of September 20, Gordon and a few other men hooked onto the ARC
ferry with the trucker's power boat, called the Paul Bunyan, and towed
six trucks across the river and then returned the ferry to the south
banks. The truckers continued to use the ferry whenever they arrived
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at Big Delta, either Toaded or empty. Bayless kept the steering wheel
locked, but made no attempt to Tock it to the shore as it seemed 1ikely
that sooner or later violence would erupt and somebody would get hurt.
Early on the morning of September 25, the Paul Bunyan broke down, so
the truckers broke the chain and operated the ferry under its own power.
A day later the Bepartment of Justice dispatched Deputy U.S. Marshal
Pat 0'Connor to Big Delta to restore order. Since they had succeeded
before, 0'Connor's presence did not intimidate the truckers who con-
tinued their assault on the toll system. MWithin a short time, the
Deputy Marshal arrested fourteen truckers who refused to pay tolls.
After each arrest, he allowed the individuals to take his loaded truck
across the river without toll payment and permitted the driver to
proceed to Fairbanks on his own recognizance. U.S. Marshal Joseph
McDonald jailed the men for a few hours, and then Judge Pratt released
them after the prisoners had applied for a writ of habeas corpus.??

Trial Of The Truckers

The joint trial of the fourteen men accused of disorderly con-
duct for the alleged blocking of the Richardson Highway at the Big
Delta ferry crossing lasted a day and a half before United States
Commissioner William V. Growden. The jury of seven men and five women
deliberated only one-half hour and returned a verdict of "not guilty."
United States Attorney Ralph J. Rivers remarked in disgust that he had
"just lost the first highway blockade case on an absolutely arbitrary
acquittal by a local jury...." 1In fact, most Fairbanksans considered
taking the ferry as a protest against the toll as a type of "Boston
Tea Party patriotism.” Under the circumstances, with no provisions
for punishing toll evaders on the books except the disorderly conduct
statute, Rivers saw l1ittle sense in prosecuting additional cases.?2?

Rivers did not know it yet, but a day earlier, on October 14, a
nunber of truckers seized Dennis Doyle, the Deputy U.S. Marshal station-
ed at Big Delta, took his shotgun and locked him into the Commission
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scale house. They then moved ten loads of freignt across the river
on the ferry without payment of toll. After the truckers had finished
their work, they released Doyle and gave him back his qun. There were
no arrests. As soon as Rivers neard of the incident he declared that
"assaulting an officer in the performance of his duty" constituted a
felony with a maximum punishment of three years in Jjail or a $5,000 .
fine or both. Rivers planned to present the case to the grand jury.
The issuance of warrants for arrest and subseqguent trial in the district
court, he stated, would depend on the return of findictments by the
grand jury. A coupte of days later, Nash ordered the ferry drydocked
for the season because of low water and running ice in the river.
Nash was relieved that his troubles had ended, at least for the time
being.?26

Governor Gruening Is Angry

While the traffic on the Richardson Highway ended with the onset of
winter, the paper war over tolls continued. Alaska's Governor Ernest
Gruening was angered by this "latest carefully planned act of violence"
and thought it essential "that justice be meted out to the culprits if
the Department’s highway regulations are ever to be enforced." He
suggested that the Department of Justice act "promptly and vigorously,”
and, if necessary, station a force of U.S. Deputy Marshals "sufficiently
areat to prevent a repetition of this latest performance."2’/

Gruening soon learned that the grand jury in Fairbanks had refused
to return an indictment against the truckers because they considered
the Richardson Highway toll discriminatory and retarding the development
of Alaska. The governor relayed the news to Secretary Ickes. He clearly
was unhappy about the action of the grand jury, but apart from the tol}
evasion - which had cost an estimated $7,633 in 1940 - there had also
heen the persistent overloading of trucks, adding further to highway
maintenance costs. Obviously there was a toll vrebellion on the
Richardson Highway, and Gruening suggested that in the 1941 season
the department should meet these challenges and, regardless of cost,
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enforce the regulations. Gruening had strong opinions on the subject,
but throughout the winter of 1940-41 his superiors endlessly debated
the question of what to do about the toll rebellion in far off Alaska.
Learned lawyers exchanged complicated opinions, and administrators
simply scratched their heads. By April 1941, Secretary Ickes, although
lToath to admit it, had to confess that the federal government was
powerless to secure compliance with the regulations "issued under law
by the Secretary of the Interior and approved by the President."28

U.S. Deputy Marshals At Ferry

By May 1941, Ickes informed the governor that the Department of
Justice had authorized the stationing of two U.S, Deputy Marshals at
the Big Delta ferry. If these law officers were unable to control the
situation, Gruening was to close the highway to all through traffic.
The governor thought that two deputies should be able to enforce the
law, but warned that 1).S. Marshal McDonald had connived with the truckers
last year. He should be informed that unless he performed his duties
he and his Deputy Marshals would be fired.?29

Gruening was convinced that the toll rebellion would continue.
Already, the truckers were constructing a big scow at Big Delta to be
used to haul their trucks across the river. The governor had looked
into the possibility of having the government withdraw all the surround-
ing land from entry, thus making it impossible for a rival ferry to
operate. Unfortunately, some homesteads already had bheen claimed and
the competing ferry would operate from this privately held ground.
Other alternatives for collecting tolls existed not far from Big Delta
in places where the road was narrow with a cliff on one side and the
river on the other. Abandoning maintenance on the highway was another
possibility, for it soon would become impassable. As a last resort, "
discharge of buckshot into one of the truck's gas tanks and tires would
have a decidedly deterrent effect wupon the violators," Gruening
thought. 30

a
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Truckers Use Their Own Ferry

By June Marshal McDonald reported that all was quiet at Big Delta
hecause the truckers used their own ferry to cross the river and then
resumed their journey north to Fairbanks. The Marshal suggested that
the Commission estahlish a tol1l gate at Shaw Creek bridge, twelve miles
north of Big Delta. At this point the rocad made a sharp descent to
the river level, crossing Shaw Creek over a bridge. He offered to
station his deputies there, but the ARC was unclear about whether it
had the authority to proceed in the matter.3T

Compromise Reached

On July 18, 1940, Ickes adopted McDonald's suggestion and revised
the regulations which now prohibited any vehicle transporting freight
to pass Shaw Creek bridge without proof of payment of tolls. The ARC
constructed a toll gate, which, however, truckers presumably pulied out
and destroyed. Before deputies could be stationed at Shaw Creek and
a new toll gate be built, the truckers and the government reached an
agreement., Until a court decided upon the validity of the tolls, the
operators agreed to pay the toll which was to be placed in escrow.
George W. Folta, the Counsel-at-Large for the department, negotiated
the agreement. The truckers insisted, and Foita aareed, that the
validity of the tolls be tested in the Appellate and Supreme Court.32

World War Il Solves The Problem

On October 17, 1941, the district court in Fairbanks upheld the
validity of the tolls. By the summer of 1942 there was no doubt that
the tol11s only added to the cost of supplies and equipment for federal
wartime projects. Colonel Ohlson had his hands full in moving an
unprecedented volume of military freight and keeping his railroad from
collapsing under its weight. The small amount of truck cargo destined
for Fairbanks civilians no longer mattered. On July 15, 1942 Ickes
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removed the tolls, and they were never restored. The demands of war
had disposed of the dispute.33
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REGULATIONS GOVERNING TRAFFIC ON ALL ALASKAN ROADS AND HIGHWAYS

In accordance with the act of June 30, 1932 (47 Stat. 446) the
following requlations are promulgated for governing traffic on all
Alaskan roads and highways constructed wholly or in part from
Federal funds by the Alaska Road Commission.
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1. No wheeled vehicle shall have a gross weight including load,
exceeding 16,000 pounds, no single wheel load shall exceed 6,000
pounds and the maximum load per inch diameter of pneumatic tire
shall not exceed 500 pounds and per inch width of steel tire not to
exceed 300 pounds, except that any vehicle exceeding these limits
which has prior to the issuance of these regulations, been in use
on the roads covered hy these regulations. Such vehicles may be
operated only by special permit, which may be obtained upon appti-
cation to the Commission, subject to revocation should damage occur
to the roads as a result of the operation of such vehicle.

2. The moving load on any bridge shall not be greater than
20,000 pounds for any conveyance having a length of not less than
14 feet. Not to exceed two such successive loads shall be allowed
on any span bridge at once. If conveyance is of crawler type the
bearing per square inch of tread shall not exceed 10 pounds.

3. During the period of thawing in the spring and after periods
of continuous rain, the load Timits specified above may be reduced
for Timited time by order of the local superintendent to such an
extent as may be necessary to protect the roads from damage.

4, No motor vehicle shall be operated at speed which may be
considered unsafe or in a reckless or careless manner. Any motor
vehicle operated at speed such that it can not be brought to a stop
within the lenath of road visible to the operator at any time or
any such vehicle not properly eguipped with brakes will be con-
sidered careless and reckless operation. No truck, the aross Toad
of which exceeds 6,000 pounds shall be operated at a speed exceed-
ing 25 miles per hour.

K. Failure to comply with the regulations herein set forth
will suhject the owner of the motor vehicle to liability for any
damage occasioned thereby, and in the discretion of the Alaska
Road Commission, the offender may be denied the privilege of using
the roads to which these regulations are made applicable,

REGULATIONS GOVERNING TRAFFIC ON THE RICHARDSON HIGHWAY
TERRITORY OF ALASKA

In accordance with the act of June 30, 1932 {47 Stat. 445) there
are hereby promulgated the following regulations governing traffic
on the Richardson Highway.

1. Licenses: A permit or license shall be required of every
motor vehicTe operating over the Richardson Highway. Such license
shall be issued by the Alaska Road Commission upon application,
shall be good during the year of issue, expiring on December 31st
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of each and every year and shall he renewed annually upon appli-
cation to the Commission. The application for registration must
state the class of vehicle and such other information as the
Commission may require. It must contain an agreement that appli-
cant will waive the Government's responsibility for maintaining
the Richardson Highway passable at all times and that applicant
will not carry passengers for hire unless registered under Class B
nor transport freight commercially unless registered under Class C,
described below., When such license is issued to the applicant he
will bhe provided with a sticker to be placed on the windshield which
will signify that the motor vehicle in question s so registered for
the current year. The nominal fee of $1.00 {one dollar) shall be
collected for this registration.

2. Classes: All motor vehicles operating on the Richardson
Highway should be divided into three main classes:

A. A1l motor vehicles used for commercial or pleasure
purposes not listed in Classes {B) or (C) below;

B. A1l motor vehicles carrying passengers for hire;
C. A1l motor vehicles transporting freight for hire.

In addition to the fee required for every motor vehicle operat-
ing over the said hidghway, a license fee shall be reguired for each
motor vehicle listed under either Class B or Class C or Class C
when operated under Class B, in an amount to be determined annually
by the Alaska Road Commission with the approval of the Secretary
of the Interior. A distinguishing windshield sticker shall bhe

issued for vehicles in Classes B and C.

3. Operation of Motor Vehicles: No wheeled vehicle shall have
a gross weight including load, exceeding 10,000 pounds, no single
wheel load shall exceed 3,500 pounds, and the maximum load per
inch diameter of pneumatic tire shall not exceed 500 pounds and
per inch width of steel tire shall not exceed 300 pounds. The
width of vehicle or load shall not exceed 7 1/2 feet and the
Tength including trailer shall not exceed 20 feet. If it is
necessary to move loads of greater width or length than above
specified, a special permit may be granted for each such case.

The moving load on any bridge shall not be greater than 20,000
pounds for any conveyance having a length of not less than 14 feet.
Not to exceed two such successive loads shall be allowed on any
span bridge at once. If conveyance is of crawler type the bearing
per square inch of tread shall not exceed 10 pounds.

No motor vehicle shall be operated at a speed which may be con-

sidered unsafe or in a reckless or careless manner. Any motor
vehicle operated at a speed such that it can not be brought to a
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stop within the length of road visible to the operator at any time
or any such vehicle not properly equipped with brakes will be con-
sidered careless and reckless operation. No truck, the gross load
of which exceeds 6,000 pounds shall be operated at a speed exceed-
ing 25 miles per hour.

4, Penalties: A1l permits or licenses issued by the Alaska Road
Commission under these regulations shall be subject to revocation
for failure to comply with any regulation herein set forth, and any

person, firm or corporation who shall operate a motor vehicle over
said highway, without having secured a permit or license as herein
provided, or who shall operate such vehicle after such permit or
license shall have been revoked for violation of any of these
regulations, shall be subject to the same penalties as the laws
of the Territory may provide for a like offense in said territory.
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20, 1939, Central Classified Files, 9-1-55, part 1, R.G. 126,
N.A.
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22.

24,

2h.

26.
27.

Opinion, Clyde Gordon vs. Frank Nash et al., July 26, 1940,
Central Classified Files, 9-1-55, part 1, R.G. 126, N.A.
Fairbanks Daily News-Miner, August 14, 1940; WNash to Juneau
Headquarters of the Alaska Road Commission, Augqust 16, 1940,
Central Classified Files, 9-1-55, part 1, R.G. 126, N.A.

Wilson, Railroad in the Clouds, p.212; Fairbanks Daily News-Miner,
September 17, 1940; Nash to Juneau Headquarters, Alaska Road
Commission, September 20, 1940, Central Classified Files,
9-1-55, part 1, R.G. 126, N.A,

Fairbanks Daily News-Miner, September 26, 30, 1940; Nash to Juneau
Headquarters, ATaska Road Commission, Qctober 1, 1940, Central
Classified Files, 9-1-55, part 1, R.G. 126, N.A.

Fairbanks Daily News-Miner, October 3, 1940; Rivers to Mash,

October 15, 1940, Central Classified Files, 9-1-55, part 1,
R.G. 126, N.A.

Fairbanks Daily News-Miner, October 15, 16, 1940.

Gruening to Ickes, October 25, 1940, Central (Classified Files,
9-1-55, part 1, R.G. 126, N.A. A summary of traffic at Big
Nelta for 1939 and 1940 and an estimate of toll evaded in 1940
follows:

1939 1940
Govt. vehicles 342 417
A1l other vehicles 1800 2142*
Total 2142 2559
Govt. passengers 761 691
Other " l.ocal traffic 2090 2197
Other " Commercial 2920 3578
Total 5771 6466
Freight Excl, Govt. local Tons 31.95 9,00
" " " Through " 1408.15 2167 .50*
Total 1440.10 2176 .50
Ferry charges collected $1800.00 2093, 50**
Tolls collected 13252.34 12439 ,17%*

*These include vehicles and tonnage on which no ferry charge was made
as shown below.
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**Does not include established amount of toll and ferry charges evades
as shown helow.

Estimated amount freight moved across river
by other means than ARC ferry 481 tons

Estimated amount freight moved across river
on ARC ferry by freighters who took over
ferry and did not pay toll 270 tons

Estimated amount freight moved across river
on ARC ferry by ferryman upon order of
Deputy Marshal after he had arrested :
drivers for blocking road. No toll paid 72 tons

Total estimated freight on which toll
not paid 823 tons

Vehicles crossed on ferry while being used by
truckers - no ferry charge paid 49

Estimated tol11 evaded 823 tons 305,333 ton miles
P 025 $7633.32
{Assumed all above freight moved Valdez to
Fajrbanks, 371 miles)

Ferry charges evaded 49.00

Total estimated evasion \ $7682.32

The increase in number of vehicles crossing the ferry is partly
accounted for by the fact that the road was open between Valdez and
Fairbanks about two weeks earlier in 1940 than in 1939 thus increasing
the length of open season about 10%. This also partly accounts for
increase in freight hauled. '

?8. Alaska Daily Press, October 29, 1940; Gruening to Ickes, October

30, 1940, 1Ickes to Attorney General, April 10,1941, Central
Classified Files, 9-1-55, part 1, R.G. 126, N.A.

29. Gruening to Ickes, May 29, 1941, Central Classified Files 9-1-55,
part 2, R.G., 126, N.A.

30. Ibid.

31. McDonald to Attorney General, June 16, 1941, Central Classified
Files, 9-1-565, part 2, R.G. 126, N.A.
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32. United States of America, Plaintiff, vs. Lawrence J. Rogge et al.,
August 15, 1941, Office File of G. W. Folta, Counsel-at-Large,
Juneau, Alaska, R.G. 48, N.A. Folta to Margold, August 19,
1941, Central Classified Files, 9-1-55, part 1, R.G. 126, N.A.

.33. lnited States of America, Plaintiff, vs. Lawrence J. Rogge, et al.,

October 17 1941, Order No. 1715, July 15, 1942, Central Classi-
fied Files, 9-1-55, part 2, R.G. 126, N.A.
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CHAPTER THIRTEEN
THE DIFFICULT YEARS OF THE EARLY 1930s

Alaska had changed substantially between 1905, when the War Depart-
ment assumed the responsibilities for building and maintaining wagon roads,
bridges, trails, and sled roads, among others, when the Department of the
Interior took over these duties on July 1, 1932. The War Department
turned over an 11,231 mile long transportation system, of which, however,
only 1,627.5 miles consisted of roads. Still, it was a substantial
achievement, considering the fact that in 1905 there had been less than
a dozen miles of wagon roads in all of Alaska.

Transportation Systems

With the increase in road and railroad mileage, and the expanding
air transportation system, steamboat travel on the Yukon River had con-
tinued to dwindle until in 1930 there was only one boat every two weeks
plying between Nenana and Holy Cross, owned by the Alaska Railroad. A
gasoline launch, operated by a commercial company, irregularly served
points between the mouth of the river and Holy Cross. 0One steamboat came
down from Dawson once every two weeks and traveled up the Tanana River
to Menana. Gas or steamboats supplied small communities located on the
tributaries of the Yukon and Tanana Rivers usually only twice a year, in
the spring and again in the fall. The price of these services was exorbi-
tant. ! '

The Alaska Railroad

The Department of the Interior managed the Alaska Railroad which
ran two trains weekly in the summer and one in the winter. The Copper
River and MNorthwestern Railway had closed during the winter because the
owners had shut down the Kennecott mine because of low copper prices.
This had deprived the railroad of its chief income source, transporting
the metal hetween Kennecott and Cordova. On the Seward Peninsula, the
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Alaska Road Commission maintained the seventy-four mile Tong narrow
gauge railroad from Nome to Shelton which the territory of Alaska pre-
viously had purchased from its owners. It was a railroad without head-
quarters, shops, roadhouses, stations, telegraph operators, or schedules.
Those who traveled it owned their transportation, using the track when-
ever convenient. It was known as the "pupmobile" of the North, because
dogs customarily pulled the light push cars which could bhe lifted from
the rails when meeting someone from the opposite direction. Hawley
Sterting, a long-time employee of the Alaska Road Commission, remarked
that "any arguments upon meeting were usually between the 'locomotives'

rather than the 'engineers'"?Z
Air Transportation

Just as horses had partially replaced dogs, now the airplane consigned
both to obscurity for long distance travel. Airplane companies operated
in Anchorage, Fairbanks, and Nome. lLicensed bush pilots flew for hire,
and fares between Fairbanks and MNome and Anchorage or Fairbanks and
McGrath had been reduced to $200.00 and $100.00, respectively. The
territorial legislature had financed the construction of scores of air-
fields, and "Outside" capital had become interested in commercial
possibilities of Ataskan aviation, particularly a future route through
Canada and Alaska to the Orient. In mid-summer 1934, iieutenant Colonel
Henry "Hap" Arnold led a flight of ten Martin B-10 twin-engined bombers to
Alaska, Chief of the Army Air Corps, General Ben Foulois, had given
Arnold the special assignment to follow the early air trails pioneered
in 1920 when General Billy Mitchell had sent Captain St. Clair Streett
in command of Ffour biplanes from New York to Nome. This famous flight
of the Black Wolf Squadron had demonstrated the feasibility of air
transportation from the contiguous states to Alaska. Arnold's 1934
mission was far more sophisticated for his intention was to take aerial
photographs for navigation charts and future airway routes, and to evaluate
the feasibility of locating future defense hases in Alaska.3

3563



Shrinking Funds

Congressional appropriations for the Alaska Road Commission shrank
from a peak of $1,013,577.53 1in 1926 to $448,777.90 1in 1933, despite the
fact that more road miles had to be maintained. Yet much had been
accomplished despite the financial shortages. The Richardson Highway
was gravel; surfaced for its entire Tength, and automobiles could travel
comfortably from Valdez to Fairbanks in two days without danger of becom-
ing stuck in mud in a poor section. Passengers could travel the distance
for as 1ittle as fifty dollars.?

Upgrading Roads and Machinery

The Alaska Road Commission had completed the Steese Highway from
Fairbanks to Circle City on the Yukon River, and graveled the surface
over the worst sections, encouraging placer mining along its route.
From the Alaska Railroad, passengers could drive sixty-five miles into
Mount McKinley National Park, and the Commission had built or was in the
process of constructing other branch roads from the railroad. Good, short
roads adjacent to coastal towns in the National Forests already existed
or were being built, and vast improvements in road machinery had contri-
buted to the progress. Tractors had proven their versatility in northern
operations, and not only had replaced horses in road construction, but
displaced these animals for winter freighting as well. Scrapers, graders,
maintainers, and trucks had steadily improved in performance and eliminated
much of the heavy manual labor. Hawley Sterling remembered that the father
of the Alaska road system, General Wilds P. Richardson, or the "much beloved
rtolonel Dick to his friends,™ had last visited Alaska in 1925, He had died
four years later. To his memory, a plaque in granite stood in Isabelle
Pass along the road named in his honor. "No conscientious road man ever
passes this monument," "Sterling recounted, "without stopping for a brief
ceremony of good cheer in Colonel Dick sty1e.“5
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Operations in 1933

In its 1933 annual report, the Commission stated that "the general
scheme of operations is practically the same as under the War Department,"
except that the military officers had all departed. As before, the Juneau
headquarters, staffed by a chief and assistant chief engineers and the
reguired clerical assistants, was located in the Federal and Territorial
Building. The disbursing officer for the Department of the Interior at
Juneau handled Commission finances. The Commission used Alaskan products
in its work whenever price and quality compared favorably with the cost
of the same items delivered to warehouses in the Territory. A governmental
agency in Seattle, acting also for various other federal bureaus operat-
ing in Alaska, bought all supplies not obtainable locally. The individual
bureaus shared the cost of this service on a pro rata basis. The
Commission's share consisted of four percent of the invoice price of items

purchased.6

ATaska Road Commission Employees

The ATlaska Road Commission hired both common and skilled labor in the
Territory. Decreased appropriations because of the Nepression had resulted
in shorter work periods for even the most senior employees, and others
the Commission had not been ablte to hire at all that season. The Commission
noted "the exceptional loyalty to the organization which is manifested
generally even by the Towest paid laborers." The Commission explained
that this was probably because "as a whole Alaska labor s probhahly
superior to that found elsewhere." What the Commission did not mention
was that seasonal employment suited the Alaskan Tifestyles of its employees,
many of whom utilized the off-season for hunting and trapping, or traveled

outside to spend the winters in warmer ¢limates.’
Districts and Subdistricts

The Alaska Road Commission in 1933 maintained five districts and two
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district suboffices, located at Valdez, Anchorage, Nome, Chitina, and
Fairbanks, and Eagle and Takotna. The Commission closed the two district
suboffices during the winter months. 1In fact, during the winter of 1932-
33, the Commission had decided to discontinue the Kuskokwim district sub-
office located at Takotna. Increased air travel, which caused a marked
decrease in the use of winter trails, made this move necessary. It saved
$2,500, and the Anchorage district office now handled the summer season
operations. The Juneau headquarters office now supervised projects in
the vicinity of Bethel which formerly had belonged to the Kuskokwim sub-
office at Takotna.®

MultipTe Responsihilities

As hefore, the Commission handled or supervised construction pro-
jects for other federal bureaus and the territorial government. This
work consolidation had saved considerable tax dollars over the years,
particularly on small projects in isolated sections of Alaska. This was
especially true of small territorial road projects which were not included
in the Commission's general road program.9

Difficult Construction Problems

Alaskan construction posed special problems because of the Territory's
pecuTliar physical and climatic conditions. Permafrost and thawing during
the summers required that special precautions be taken for proper drainage.
It was frequently necessary to build intercepting ditches on the uphill side
of a road to drain off the water. After vegetation had been stripped from
the projected roadway, it was necessary to allow the ground to thaw, settle,
and consolidate for several months before the grading could be completed
and the surface finished. O0ften, it required several weeks to permit
thawing, settling and drainage to occur. In order to keep the road open
for traffic during this period it was necessary to corduroy the stretch
in question. Once exposed, the subsurface ice continued to thaw, often
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causing banks to slough which resulted in mud slides covering and hlock-
ing roads.19

Alaska's climate called for special revetment and stream control
methods to withstand the destructive effects of sudden floods and wash-
outs caused by the rapid runoff from melting snow, heavy rains in the
mountains, or the release of impounded waters by breaks in glaciers.
The Commission had found that the most suitable type of revetment for
this purpose consisted of brush bundles wrapped in wire and weignhted
down with stones to prevent its washing away. Raging streams and
rivers needed to be controlled at times, but most often they had to be
crossed. The Commission built bridges of native fir or imported timber
or steel, depending on their importance, and was in the processing of
replacing culverts made of native Tumber with metal culverts which did

not rot. '

Accomplishments

The small appropriation forced the Alaska Road Commission to confine
its work Targely to wmaintenance and improvement of the chief existing
routes. The Commission accomplished the following work during the fiscal

year 1933:

New construction of 21.5 miles of road, 59.5 miles of sled road,
replacement of 340 Tinear feet of bridges of 60-foot span or over,
and 1,732 linear feet of trestle span. It reconstructed 30.6 miles
of road; surfaced 54.14 miles of road with 72,387 cubic yards of
gravel; and buiit 319 linear feet of retaining walls, and replaced
numerous culverts. The Commission maintained 1,552 miles of road,
74 miles of tramway, 707 miles of sled road, 4,687 mites of perma-
nent trail and 329 miles of temporary flagged trail.12

John E. Ballaine and The Anchorage - Matanuska Road

It had heen a poor year for the Alaska Road Commission, but prospects
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for the future looked brighter as President Franklin D. Roosevelt's various
Mew Deal agencies became operational. There were hopes that the Public
Works Administration, provided for in the National Industrial Recovery
Act, might allocate substantial monies for Alaskan road work in 1934,
In the fall of 1933, Anchorage residents, as they had done for a number
of years, once again pleaded that the Commission construct the Anchorage-
Matanuska Road. 0On a previous occasion the Commission had turned the
project down because it paralleled the Alaska Railroad and the money
could better be used elsewhere. The proposed road also had its critics,
and one of these was John E. Ballaine, a northern railroad promoter,
businessman, and former general manager of the dejunct Alaska Central
Railroad. Ballaine objected to the project because the road would paraliel
the Alaska Railroad all the way to Matanuska and compete with it for
freight, and, untike claimed, not open "as much as an acre of agricultural
Tand anywhere north of Eagle River. Furthermore, the argument that the
road would provide miners with access to Anchorage simply was not true.
There was "not a single miner, not a single mine, not a single prospect
or indication [of any minerals] anywhere between Anchorage and Matanuska,
35 miles in the valley or in the adjacent mountains...." it was unnecessary
to build the road because the Alaska Railroad already connected Anchorage
with the road system in the Matanuska - Wasilla region. Furthermore,
farmers already within three wiles of Anchorage, and with vacant agri-
cultural lands in a radius of eight wmiles of the city would be able to
supply a settlement of one-hundred times 7its present population with
agricultural products. Finally, Ballaine addressed the fact that

Anchorage citizens Ffor nine years had urged the construction of the pro-
posed road and in 1933 alone had expended about $4,000 by voluntary sub-
scriptions, the Alaska Railroad had given its blessings once, and the
Territorial Legislature had approved the proposal twice. That still was
no reason to waste precious monies on the project, because "the identical
reasons can be presented in favor of auto road building in thirty or
more other localities in Alaska, not one of which has roads connecting
either with the railroad or with navigable waters." Ballaine suggested
that if funds were available they should be spent in providing access to
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"an extensive shelf [of land] between Cook Inlet and the Kenai Mountains,
an area 30 miles wide by 110 miles long, having rich soil over most of
it...." This area, he claimed, was the potentially richest part of Alaska
with birch and poplar forests, and thousands of acres of "luxuriant blue
stem and red top grasses." The region about 2.2 million acres was
washed by the "Japan current and yet being sheltered from the ocean by
a projecting spur of mountains." With a benign climate, Ballaine
suggested that it could comfortably support about 500,000 "hardy Americans"
pursuing general agriculture, fruit growing, gardening, dairying, fishing,
mining, and Tumbering.13

Ballaine still had another proposal up his sleeve. He proposed that
the Commission build a road between the end of the Chickaloon branch of
the Alaska Railroad and the Richardson Highway at Gulkana, traversing a
mineralized zone for forty wmiles out of Chickaloon. This would open
ricn country and allow the Commission to abandon some 250 miles of the
Richardson Highway which wound "through barren country where no population
or industries ever will be...." Such a scheme he claimed, "would abolish
for all time the present destructive competition by the Richardson Highway
against the railroad, and would benefit Anchorage and all the rest of the
railroad belt incomparably more" than the proposed auto road to Matanuska.l4

Governor Troy Refutes Ballaine

Alaska's Governor John W. Troy refuted Ballaine's criticisms, noint-
ing out that the proposed road paralleled the railroad for only twenty-
three wmiles out of Anchorage and then swung away and went through wmuch
good farmland between the Knik River and Palmer. Near Palmer, it
connected with the 118 mites Tlong Wasilla - Matanuska - Palmer road
system, half of which was surfaced with gravel. The whole system was
passable by automobiles during the summer. Unfortunately, the railroad
operated only one weekly freight schedule throughout the year. This
permitted only weekly delivery of farm products to the Anchorage market.
Troy thought that the construction of the road would stimulate the
approximately fifty homesteaders in the area to produce larger crops for
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the city market. It was true, of course, that there were numerous pro-
jects throughout Alaska which had been endorsed by the citizens in their
vicinities, hut the argument in favor of the Anchorage - Matanuska pro-
ject was that it served one of the larger population centers 1in the
Territory.15

With the receipt of Public Works Administration monies, the Commission
took over the Anchorage - Eklutna Road which Anchorage had started and
partially graded. 1In the late fall and winter of 1933, the Commission
graded 12 miles of this road, constructed bridges over Eagle River and
Peters Creek, and put in a 300 foot steel bridge with a 120 foot approach

over the Matanuska River at Palmer, 10

Plans for a Juneau Douglas Bridge

The availability of Public Works Administration funds prompted
Governor Troy to apply to the Corps of Engineers for permission to build
a highway bridge across Gastineau Channel, connecting the cities of
Juneau and Douglas on Douglas Island. Lieutenant Jon R. HNoyes of the
Corps held a public hearing on the application on November 8, 1933, where
he explained that the Corps had to consider applications of that kind
under the provisions of the Rivers and Harbor Act of 1899. The Governor
asked for permission to build a bridge, composed of a fixed high level
span 400 feet Tong across the channel at its narrowest point, and pile
approaches on both sides for a total length of about 1300 feet, and rock
fills on both ends connecting with the existing street system in Juneau
and with the road extending northward from Douglas. The bridge was to
be about 380 feet wide with a clearance of 50 feet above mean sea level
which was about 38 feet above the highest recorded tide. Previously
the War Department had issued permits for overhead cables across the
channel to the electric company of Juneau and the Alaska - Juneau Gold
Mining Company. Both permits, which had been in effect for about twenty
years, crossed the navigable part of the waterway at an elevation of
fifty feet or slightly greater. The clearances required of those two
cables was above mean high water which was somewhat higher than that
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requested for the bridge.17

Nobody at the hearing objected outright to the proposed bridge.
Tom Gardner, for example, represented a lumber company which used the
basin above the bridge site for storing log boows. His company had
never experienced any difficulties in going to that part of Gastinear
Channel above the bridge site at any stage of the tide passing under
the existing wires and transmission lines. B. Frank Heintzleman, a
forester employed by the Department of Agriculture, cautiously suggested
| that "it would be a big mistake to close the channel above the bridge to
any future findustrial development." Perhaps some investors "might want
to start something up there which would require more clearance for vessels
than these bridges you contemplate." Heintzleman proposed the construction
of a draw bridge which would eliminate the problem. Then it would be
possible to lower the bridge down to eight feet above the highest high
water.18

None of the twenty-two witnesses who testified objected to the
original bridge plans, and there was no real support for Heintzleman's
draw bridge idea. It was not long before the Corps of Engineers issued
the permit for the construction of the Juneau-Douglas Bridge, the
Commission signed the necessary contracts, and the foundation work on
the project began on April 23, 1934,19

The Governor's Construction Proposals

In Tate November 1933, Governor Troy had assembled a long wish list
of roads, airfields, and other related projects to be built with funds to
be appropriated by the Public Works Administration. It was an expensive
request, consisting of twenty-five projects with a combined price tag of
$6,552,000. tUnfortunately, however, Public Works Administration funding
fell far short of requirements, only partially funding fourteen projects
to the tune of approximately $964,000.20

Farly in 1935 the Bureau of Public Roads 1in the Department of
Agriculture evaluated the governor's proposed projects. As previously
mentioned, the BPR had taken over construction of roads and trails 1in
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Alaska's Mational Forests in 1922, a task performed by the Alaska Road
Commission up to that time. The two orqanizations had developed quite
different and distinct philosophies governing their construction activi-
ties in Alaska. The BPR noted, rather disdainfully, that Commission
projects largely consisted of "surface construction more or less in the
nature of expediency," in short, of very low standards, This resulted in
subsequent heavy repair and maintenance expenses. "Such roads," a Bureau
of Public Roads spokesman pointed out, could "be handled quickly by day
labor or force account methods" and naturally did not involve "extensive
long range careful p1anm‘ng."21

The work done by the Bureau of Public Roads contrasted sharply with
that performed by the Commission. The BPR had constructed about 304
mitles of roads in the Chugach and Tongass National Forests at a cost of
$6,278,273. Many of the Forest highways were situated near population
centers, particularly Juneau, Ketchikan, Seward, and Skagway, and smaller
settlements such as Wrangell, Petersburg, Sitka, Katalla, and Cordova.
Nearly all of these roads were usable throughout the year. The work of
the Bureau of Public Roads had been performed with careful surveys, with
plans, designs, and construction intended for continued service over a
lTong time period. After many years of Alaskan experience, the BPR was
convinced that "such re]ative]y permanent construction on rather narrow
surfaced widths but with good grade, alignment and structures has bheen
good policy." Naturally, work had been slow but steady, and in some
instances portions of the highways needed to be improved to higher
standards of widths and surface thickness. The BPR spokesman asserted
that short season roads, such as mining service roads, "ought similarly
to be always in usable condition."?2 A noble ideal, but unattainable
for the Alaska Road Commission which had to build and maintain roads,
bridges, trails, tramways and airfields in all areas of Alaska outside
of the Chugach and Tongass National Forests which covered approximately
twenty miltlion acres. Alaska contains about 365 million acres. Deduct-
ing the 20 million acres of National Forests left the Board with responsi-
bilities over an area of 345 million acres. From 1905 to 1935, the Board
had spent a total of $22,107,953 from all sources and built 1,653 miles
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of roads, 74 miles of tramway, 549 miles of sled road, 4005.5 miles of
permanent trajl, and 304 miles of temporary flagged trail. In 1935, the
Board had added 121 miles of road, 8 miles of sled road, 6 miles of tram-
road, 126 miles of trail, 848 linear feet of timber bridges over 38 foot
span, 1,120 1inear feet of steel bridges of 300 foot span or over 1,836
linear feet of timber trestle span bridges, 432 linear feet of concrete
girder span, and 2 airfields.?3  Alaska Road Commission Construction
standards might not have been as high as those of the BPR, but at least
the Commission had succeeded in providing Alaska with a rudimentary
transportation system of approximately 7,000 miles. That had been an
extraordinary achievement, considering the Territory's difficult geo-
graphy and climate and the Commission's meager financial resources.

In the summer of 1936, Delegate Dimond appealed to the House of
Representatives to approve a ten-year road construction program for
Alaska at a total cost of 320 wmillion, or $2 million per year. Such
a program, consistently carried out, would give Alaska "a really
efficient and useful system of roads and one that would be hound to
stimulate speedily the settlement and the economic development of the
Territory." Unfortunately, Alaska in 1936 possessed only approximately
2,800 miles of motor roads, 1,500 miles of sledroads, and 7,000 miles
of trails. Dimond explained to his colleagues that Alaskan trails were
"pack paths through the forests and over the tundra, and not capable of
being traversed by vehicles of any description." Only 2,400 miles of
motor roads in a region of 586,000 square miles was not much, he com-
plained. Indeed, "the State of Delaware, with a proportionate road
mileage, would have just about 10 miles of highway in the entire State."
Dimond observed that "even Delaware would feel rather cramped with only
that much in the way of roads."24

Dimond told his fellow Tlawmakers that the 3$20 million requested
for the ten-year period included not only construction but also main-
tenance costs from year to year. It did not include the substantial
Territorial contributions for Alaskan roads. In fact, except for roads
built in the National Forests and in Mount McKinley National Park,
Alaska's citizens had paid approximately 32.3 percent of the entire cost
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“of construction and maintenance of all Alaska roads through 1935.25
Dimond continued that even at the end of the ten-year period when
the $20 million had heen expended, the Territory still would not have
a1l the vroads it needed. Dimond predicted that such a construction
program would stimulate the "economic exnloitation" of Alaska. Thefe
was no need to look beyond the ten-year period at present to determine
what might be required for the future. "Eventually," he stated, "I hope
to see a highway over which one can drive from New York City to Bering
Sea without a break.” A1 that lay in the future, however, and "“for
the present we must be more modest," and plan as presented "for immediate
road development in Alaska has nothing in it of the unreasonable or
extravagant."20
' Dimond concluded by tisting 24 small local roads which cost an
estimated $343,000 to build. A1l 24 were badly needed, and all only
served local requirements. The Tist follows:2/ -

Name of project: Amount
Yaldez-Mineral Creek......... P ceeases $20,000
Kanctak-Becharof Lake.......... i resaeane eeee 10,000
Campbell Creek Road. . ..o iviniivaresiiannnnas 4,000
Lake Otis Road............ e rereeeaaeaes 3,000
Faith Creek Road.......... braseneans fesearaas 6,000
Porcupine Creek Road..... Cesrraraearasnansenn 12,000
Cleary-Summit-Chatham Creek...... tesseasenas . 6,000
Happy-Goldstream Road...vveivevnenrennensonss 15,000
Farmers-Birch Hill Road..vovvivneneennnnns ees 14,000
Bettles-Coldfoot.....iovevininnianss Ceresanaae 20,000
Bessie-Snake River Road....... Creae i ves 20,000
Marvel Creek Trail..... Ceveacasae teserrecsnas 5,000
Vault Creek Road (3 miles)....... Cereesereeae 3,000
Mason Creek Road (5 miles).......... R 5,000
Grant Creek Road (4 miles).eeeeinrnrineennnas 4,000
Nenana-Mission Road....evvivivnanvenisennsnoss 4,000
Cripple-Cripple Mountain.....cvviieiinnnnse. 20,000



Homer Road Extension....... Ceearsiessrennrans 38,000
Marshall Road......evvvuns Ceseissrserennas ... 6,000
Candle Creek Road Extension..........veuvuve. 12,000
Marsh Branch, Anchorage......vceveveennreeees. 6,000

Pt. Gustavus Road.......... fressserasenaens v 15,000
TeTler-BlUestone. . coureeerennnnrnrecennnnnna. 20,000
Seldovia-McDonald Spit..... Cetreetrseennnas .. 75,000

TOtd] ------ * LI LR R R R $343 ’000

Dimond followed the list of small projects with a more substantial
one which, in his estimation, needed to be constructed without delay.
He gave the location of the road and an estimate of the funds needed
to complete each project. The 1list follows:28

01nes-Livengood

Estimated to complete.....vvvieneennnns $215,000

This road is necessary, indeed absolutely necessary, for the
development of the extremely promising Livengood mining region.
The work was commenced with Public Works funds; $295,000 of such
funds having been spent thereon. It is estimated that $215,000
is necessary to complete the work. This project is surely en-
titled to a high degree of priority and should be undertaken with-
out delay. The road can be completed economically 1in 18 months
from the date the work begins. :

Shelton-Dahl
Estimated to complete........... ceeeess  $35,000

This project was estimated to cost in the beginning $170,000,
and an allotment from Public Works funds of $135,000 was obtained
and spent. The project provides for the construction of &6 miles
of tram as an extension of the Nome-Shelton tram, a ferry over the
Kuzitrin River, and the construction of 10 miles of tractor road
east of the river. Completion of this road will provide easier
access to & known productive placer field, reducing the present
freight rate thus enabling operators to work lower-grade gravels
and thus, in turn, provide employment for a very considerable.
number of persons in an industry where competition does not exist.
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Kantishna-Park Boundary
Estimated to complete.......viivveuonnn. $50,000

This project calls for the construction of 6 miles of road,
and when completed it will connect with the road which traverses
Mount McKinley National Park. The completion of this road will
unquestionably stimulate the Kantishna mining district, which is
one of great promise. The Kantishna district is the only district
in Alaska which holds excellent prospects of being developed for
its silver ore, The road would be an important feeder to the
Alaska Railroad, a point worthy of consideration. The road can
he completed within 5 months after construction begins.

Tatkeetna-Cache Creek

Fstimated to complete.......... ferasaens $150,000

The district supplied by this road affords employment in the
placer fields for 100 men during the summer months. The present
poor road has heen in existence for 14 years as a passable wagon
road. 1t 1is planned to improve it to a truck-road standard and
to extend it to existing placer operations, enabling operators to
materially reduce freight costs, thus again permitting the working
of lower-grade gravels and an increase in employment and addition-
al tonnage for the Alaska Railroad. The plans call for construc-
tion of the road in a period of 15 months after commencement of
work thereon.

Cantwell-VYaldez Creek
Estimated to complete.......... Ceeciaees $345,000

This road will connect the very important mining district
of Valdez Creek with the Alaska Railroad. The building of the
road is certain to furnish additional traffic to the Alaska Rail-
road, and thus make the railroad what it was designed to be, a
large factor in the development of the country through which it
passes. Some money, approximately $25,000, from Public Works funds
has been expended on the project for bridge constriction. The
road is of distinct merit. An estimate has been made that 30 months
#i1l be required for construction, embracing three summer working

Seasons.

Hot Springs Road System
Estimated to complete.......... veeesesss $80,000

An altotment of $10,000 from P. W. A. funds has been expended
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on this project for preliminary construction of a tractor road.
Recent developments 1in placer mining in the area indicate the
necessity for a truck rod, and the estimate has been increased
accordingly. The road will serve a producing placer camp which
has been handicapped due to lack of adequate transportation. If
the work is started on June 1, it may be completed within 16
months.

Willow Creek System

Estimate to complete.........covvvene.. $80,000

The Willow Creek system supplies an outstanding mineral region
of Alaska with the necessary roads, but the system is far from be-
ing complete. The additional amount estimated, $80,000, allows for
the improvement and graveling of the Willow Creek-Lucky Shot Road
and for the construction of the proposed 2-mile Willow Creek Spur
Road, which will sarve new lode properties now having no road. This
road system also is a feeder to the Alaska Railroad. Work can be
completed in one working season.

Takotna-Nixon Fork
Estimate to complete........ veesesseses $150,000

The town of Takotna is situated 65 miles up the Takotna River
from the Kuskokwim River. It supplies the entire mining community
in the vicinity of Takotna and Ophir and is the terminus of a road
leading to Ophir and the Yukon watershed. The Takotna River on its
upper reaches is a very unreliable means of transportation due to
swift water and bars. In dry seasons it is impossible to get
freight by river to Takotna, and in several instances spring freight
has had to lay at McGrath until Movember and then has been hauled
on the snow. The first 20 miles of the Takotna River--from McGrath
to the mouth of the Nixon Fork--is always navigable. 1t is proposed
to build a road 15 miles long from Takotna to this point, doing
away with 45 miles of very uncertain river travel and making this
community accessible at all times in summer. The work can be com-
pleted within two working seasons of 5 months each.

Poorman-Ruby

Estimated to complete.......vvevueus... $200,000
The construction of a passable wagon road 56 miles hetween

these two points was recently completed, reducing the freight rate
from 12 to 6 cents a pound. It is proposed to improve and gravel
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this road, which will further reduce the freight rate to not
more than 2 cents a pound. This will allow lower grade ground
to be worked and stimulate gold production in this wvicinity,
leading again to material increase in employment in working the
Tow-grade placer grounds which witl be made available for

operation by the road. Work can be completed in two working
seasons of 5 months each.

McCarthy Road System
Estimated to complete........cvvenns ... $84,000

This road system is connected with the Copper River & North-
western Railroad near 1its terminus at the Kennecott mine--the
point of departure of the railroad being at the town of McCarthy.
These roads serve operating placer mines which have been worked
for years, and lead to numerous promising gold-lode prospects.
A large part of the expenditure in this region has heen made in
building and maintaining a bridge across the Nizina River. This
hridge is absolutely necessary. In former years it was crossed
by fording or swimming, and many l1ives were lost. No large-scale
operations can be carried on under such circumstances. The work
may he completed in two working seasons. This system embraces
much-needed construction to supply road facilities for the im-
portant Bremner mining district,

I1iamna Bay-ITiamna Lake

Estimated to complete............ .. <. $30,000

This is a part of a transport route to connect Bristol Bay
with the Gulf of Alaska through Cook Inlet. The use of this
route saves approximately 2,000 miles of travel by sea around the
end of the Alaska Peninsula. The construction of this road,
coupled as it is with travel hy boat on Iliamna Lake and on the
Kvichak River into Bristol Bay, gives facilities for a great sav-
ing in transportation costs. The route 1is already extensively
used. The work may be completed in one working season.

Newhalon-l.ake Clark
Estimated to complete.....vvvvuvnnenn .. $40,000
This project will require the construction of 7 miles of road
providing a portage from Lake Iliamna to Lake Clark. There is a

large native settlement on Lake Clark; at the present all supplies
for the lake Clark area are packed across this portage on men's
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backs. Work can be completed within 6 months.

Gulkana-Nabesna
Estimated to complete.....vovvuvenvve. $245,000

Estimated cost $450,000:; allotted from Public Works funds,
$205,000; balance unallotted, $2455,000. The balance required
will complete this road to one of the most promising hardrock
sections in Alaska. One mine 1is now milling $1,000 per day.
According to the Geological Survey, there are many possibilities
of additional deposits being found. With the completion of the
road, the district will see an influx of prospectors who will un-
doubtedly prove the prediction of the geologists. Work can be
completed within 18 wmonths from commencement, provided it s
started at the beginning of a working season.

Goodnews Bay-Platinum Creek

Estimated to complete....vcvvuvensnee.. $35,000

This project provides for the construction of 9 miles of road
connecting placer platinum mines with ocean boats at Goodnews Bay.
One of the larger mining companies has tentatively agreed to pro-
vide the balance of the funds required above this estimate for
completion. Work can be completed within 6 months.

Chistochena~Slate Creek
Estimated to complete....... cetrearrans $40,000

This provides for the improvement of an existing trail, 40
miles in length, to provide for freighting by tractors to serve
a producing placer-mining area. Work can be completed within 6
months.

Colorado Station-Wells Mine
Estimated to complete.....covvvennnnne. $75,000

This projct provides for the construction of 10 miles of
road from the Alaska Railiroad to a Tode mine now being developed
on a very considerable scale. The road is an absolute necessity
for the mineral development. The working of the Tlode property
in question, now apparently amply financed, will give employment
ultimately to several hundred men and will not throw anybody out
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of employment. The road 1is eminently Jjustified from an economic
standpoint. It has been estimated that by commencing work on
the project at the beginning of the season the work can be com-
pleted within 18 months,

Kenai Lake-Kenai-Homer
Fstimated to complete......vvvvvnvnen.e $1,100,000

This is one of the wost important road projects in all of
Alaska. A road has heretofore been built from Seward to the east
end of Kenai Lake and from Moose Pass, which is approximately 12
miles from the east end of Kenai Lake to Sunrise and Hope on
Turnagain Arm. A branch of this road has been constructed--the
construction is not completed--to the west end of Kenai Lake. From
the west end of Kenai Lake the plan is to build the road to the
town of Kenai on Cook Inlet and thence south to a small settlement
called Homer, on Kachamak Bay. This would open up and make avail-
able for settlement some of the best agricultural Tand in Alaska.
1t should be noted here that the so-called "missing 1ink" between
the east end of Kenai Lake and Moose Pass is now under construction,
With the completion of the "missing Tink" and the building of the
Kenai Lake-Kenai-Homer Road all of that very large region will be
rendered accessible to settlers, and, more important, the settlers
will have access to the wmarket which will be afforded through
Seward and through other towns along the Alaska Railroad. It is to
he noted nere that Seward is situated on the shores of Resurrection
Bay and is the southerly terminus of the Alaska Railroad and is the
northerly terminus of the main steamship Tine which serves Alaska.
Out of Seward runs another steamship along the shores of the Alaska
Peninsula and into Bristol Bay, as well as smaller motor vessels
to other parts of the general region. The Kenai Peninsula district
has probably attracted more attention as a farming region in recent
years than almost any other part of Alaska, except the Matanuska
Valley in which the Government has recently aided in establishing
a number of farm families. The climate of Kenai Peninsula is com-
paratively mild, the soil is deep and fertile, and the rainfall
sufficient without being excessive. It is reported that 58 familijes
moved into this region last year immediately north of Homer. At
the present time, however, the country is not accessible because,
except for a very short distance out of Homer, no roads exist. A
farmer away from a road on the Kenai Peninsula is so effectively
isolated that the settlement of the country cannot proceed until
the road is built.

Moreover, the adjoining waters of Cook Inlet and Kachemak
Bay contain plentiful supplies of salmon and herring. The packing
season for both species of fish is so short that the settlement of
farmers in the region would aid greatly to a balanced economic 1ife.
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The construction of this road 1is absolutely necessary for the
development of the district to be served, and the district in
question is one which, according to all present indications,
would he rapidly settled and would maintain in comfort a con-
siderable population if the road were built. The chamber of
commerce of the village of Seldovia, situated on the south shore
of Kachemak Bay, has received hundreds of 1letters from pros-
pective settlers inquiring about conditions in the region, and
more than 1,300 people already residing in the district who would
be directly or indirectly benefited by the road have joined in a
petition for its construction.

The period of construction of this road would probably cover
three working seasons in order to do the work economically and
without the establishment of an unduly large working force.

Fairbanks-Chena Hot Springs System
Estimated to complete........ecvvuevne. $530,000

This route is now supplied by winter train and is entirely
inaccessible in summer except for airplanes. Agitation for a
sumner road has been going on for 16 years. The construction of
such a road would provide access to a known health resort and to
producing placer fields, thus providing increased employment. If
work is commenced at the beginning of any season it may be com-
pleted economically in three seasons or within a total period of
30 months. No complete engineering data is available, and there-
fore no reliahle estimate of the ultimate cost can be given.

While the Fairbanks Chena Hot Springs system is stated sepa-
rately and the Livengood road is considered, and properly so, as
an individual project, in reality the Fairbanks-Chena Hot Springs-
Livengood system should all be included in one set-up of roads for
that region. It is realized, of course, that not all of it can be
put into construction at once, so particular emphasis has been
placed, first, upon the completion of the Livengood road, and,
second, the Fairbanks-Chena Hot Springs project. But utlimately
Rampart should be connected with the others, and when that is done
the larger part of the road-building program for that particular
region will be well taken care of,

Nenana-Bonnifield Country
The Bonnifield country has definite possibilities for both

placer and lode development. The Alaska road system should be ex-
tended into that district. Such a road, like many others des-
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cribed, is bound to lead to largely increased wmining operations
and thus to increased employment.

Snag Point-Lake Aleknagik

Estimated to complete......veveuvusas.. $125,000

This proposed road would connect Snag Point on Bristol Bay
with Lake Aleknagik, out of which Hood River flows, thus more
adequately opening to development a mining and fishing region.
Recently a road was built between Snag Point and Kanakanak which
would be extended on to lLake Aleknagik by the proposed construc-
tion. The population of the region is increasing, and by reason
of the wealth of its fisheries and prospects inland for mineral
development there is ample justification for construction of the
road desired.

Naknek-Egegik
Estimated to complete....... cireeas «... $200,000

Naknek and FEgegik are settlements on the shores of Bristol
Bay. Large salmon-packing operations are carried on at each
place. Traveling in the summertime is confined to small boats,
either those using sails or powerboats. No shelter is available
for 40 miles. 1In this connection it 1is worthy of note that
commercial fishing in Bristol Bay is confined to sailboats, and
no powerboats are permitted to be used. A reindeer company owns
a nerd of approximately 5,000 reindeer stationed at Naknek. The
surplus deer of this herd could be quite extensively used by the
people employed in the salmon-packing operations, but under
present conditions no market can be obtained by reason of lack of
transportation. If the road were built, the reindeer owners would
be ahle to sell their meat to the canneries. A road through this
part of the country would be easy to build, since it is mostly
flat country, containing some graveled hills, with no heavy rock-
work to be done and no large streams to be crossed. Many sturdy
pioneers already wmake their homes fin that region. Their comfort
and material welfare would he greatly enhanced and the population
of the district enlarged by the building of the proposed road.

Georgetown-Flat (50 miles)
Estimated to complete....covvennnnnn ... $500,000

The construction of this road would effect a saving of 2 cents
per pound on all freight going into the Flat district, (annual
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gold production over $400,000) and make it possible for lower-grade
placers to be worked. More than 1,000 tons of freight were re-
quired Jast year. It would also provide much cheaper transporta-
tion for placer workings on the immediate route and make accessible
promising quicksilver prospects. It would allow the Flat district
to receive freight from 2 to 4 weeks earlier in the spring, and 2
to 4 weeks later in the fall, Its construction would solve the
problem now being agitated of changing the course of the Iditarod
River to permit small boats to reach Iditarod City. At present
they are obliged to discharge their cargo on the banks three-
fourths of a mile from the warehouses except at high-water stages.
If work is commenced about June 1 of any year it can be completed
in three working seasons, or within a period of 30 months.

Nome-Council
Estimated to complete................ .. $200,000

The Mome-Council road is a road commencing at HNome extending
back to the foothills and then taking an easterly direction cross-
ing the Flambeau, Eldorado, and Bonanza Rivers to Solomon River,
and thence on to Council on the Niukluk River, a total distance of
about 75 miles. Qut of Nome a road now exists about 43 miles and
the halance of the route is supplied after a fashion, by a sled
road. The motor road should be completed to Council in order to
furnish adequate transportation for that entire region. A1l of the
rivers crossed have been and still are producing placer gold and
some of them, 1ike Solomon River and Ophir Creek, have produced
many millions. With respect to many of them, on account of the
existing high cost of operation due in part to high cost of trans-
portation, only the highgrade ground was worked. Here again is a
field for operating low-grade ground and thus furnishing employ-
ment to many people.

Nome-Teller

Estimated to complete.......oovvvuvvan. $360,000

Teller is quite an important settlement on Port Clarence--the
harbor is measurably protected. The distance between Teller and
Nome is approximately 80 miles. A road would be of very much bene-
fit to all of the people of that region. At the present time a
road has been built out of Nome going by way of Little Creek and
turning westward across Snake River to the Third Beach line of
Sunset Creek, a distance of 12 miles, which is the end of the road
at present. The road should be extended westward across Penny,
Cripple, and Sinrock Rivers to the Bluestone and Gold Run Creeks,
and thence on to Teller. All of the creeks mentioned have been
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producing gold for more than a quarter of a century but only the
richest spots could be mined under the conditions that have
existed in regard to roads.

Copper Center-Chickaloon-Palmer

The Richardson Highway, extending from VYaldez on the souther-
1y seaboard of Alaska to Fairbanks in the interior, passes through
the settlement of Copper Center, about 103 miles north of Valdez.
The Anchorage-Matanuska Valley region is supplied by a local road
system recently waterially enlarged and expanded. No connection
exists, however, hetween the Matanuska Valley-Anchorage region and
the main highway system of Alaska, of which the Richardson-Steese
Highway is the principal part. Eventually a road should be built
from Copper Center by way of Tazlina River over the summit, which
is not high, down the Chickaloon, and thence on to Palmer, there
to connect with the Anchorage-Matanuska roads. (No estimate is
given of the cost because engineering data are not available).

Cordova-Thompson Pass

Cordova is a substantial city on the southern seaboard of the
main hody of Alaska. It is the seaboard terminus of the Copper
River & Northwestern Rajlway. Eighty miles to the north lies the
city of Valdez, which is the seaboard terminus of the Richardson
Highay. In order to give the Cordova region access by highway
to the interior of Alaska a road, if geographically feasible,
should connect Cordova with the Richardson Highway, and that con-
nection can probably be made at or near Thompson Pass, about 26
miles northerly from Valdez. At the present time no sufficient
survey of such a connection has bheen made to determine whether the
building of such a road is practicable, but many who are acquainted
with the country through which the road will pass say that it is.
Therefore it is included in this Tlist of road projects for Alaska.

Beaver-Caro-Little Squaw
Estimated to complete......... creeseans $290,000

Total estimated cost $300,000, of which $10,000 has already
been allotted from Public Works funds. A winter sted road now
serves placer operators and quartz prospects in this district. Re-
cent developments indicate that prominent mining concerns have done
sufficient work on one of the lode prospects to warrant a continua-
tion of expenditure probably leading to actual mining. This will
necessitate summer traffic to this district. It is proposed to con-
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struct a summer tractor road for this purpose at a cost of $300,000.
The total distance is 120 miles. 1If work is commenced at the begin-
ning of any season it may be completed economically within three

seasons.

McCarty-Canadian Boundary
Estimated to complete.....oviiiinnnnn., $2,250,000

This proposed road is part of the so-called International High-
way through British Columbia and Yukon Territory, Canada, into Alaska
to connect with the present Richardson Highway in Alaska at McCarty.
The road is described in the Report of the Commission to Study the
Proposed Highway to Alaska. This project is of the greatest im-
portance to Alaska as a whole, and if constructed under a general
agreement with Canada to construct the portion of the route through
that country necessary to reach the United States, it should be
given very early priority. It seems likely that not less than four
summer seasons will be required to complete the Alaskan sections
requiring 182 miles of new construction accessible now at only two
points. It seems also probable that the same length of time will be
necessary for the construction of the proposed highway which lies
in British Columbia and in Yukon Territory.

The construction of the McCarty-Canadian boundary road in, of,
and by itself is amply justified and construction should be under-
taken immediately even though the remainder of the International
Highway is not built at the present time, for the reason that the
building of this road, which lies entirely in Alaska, will wmake
accessible for development enormous areas of placer-mining ground,
some of which has bheen worked for years, and will make available
for exploitation and development large areas of what is generally
referred to as low-grade ground, thus very largely extending placer
operations and leading to greatly increased employment. One feature
of road building in Alaska is that the construction of most of the
roads under consideration will not only give employment during the
construction period but the building will make available for
development large areas of mining country as well as agricultural
tands, and in the mining country alone it is estimated that the
building of the roads will give employment to at least 2,000 ad-
ditional men for wmany years to come. Hence the benefits of the
building of the roads here recommended are of very large scope
and extend indefinitely in the future. In this connection it
should be noted that, according to a report of the Department of
Agriculture, the building of this road will make available and
accessible for settlement approximately 750,000 acres of the best
agricultural land in Alaska located in the Forty-mile country. The
building of this road would give direct road connection with the
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very important city of Dawson in Yukon Territory, Canada, since an
existent low-grade road extends westerly from Dawson to a point
very close to the boundary between Yukon Territory and Alaska.

In addition to its local benefits, as above indicated, the
McCarty~Canadian boundary road is an integral part of the proposed
British Columbia-Yukon-Alaska Highway.

Congress did not appropriate the needed funds. While some of the
projects eventually were built, others never emerged from the planning
stage. 1Indeed, not until 1948 did Congress approve an accelerated road
construction program - and that step was made necessary by the Cold War.
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CHAPTER FOURTEEN

THE LATTER YEARS OF THE LEAN 1930s

Year after year it was the same story - endless requests for roads
from all sections of Alaska, hut too 1ittle money to meet these needs.
ror example, there were the mining operations in the Cache Creek Mining
District near Talkeetna. Merle H. Guise, the vice-president and con-
sulting engineer for the Peters Creek Mining Company, Inc., one of
the operations in the area, appealed to the Commission to improve the
Peters Creek Road and airfield "so we really could go ahead and mine.
I mean in a real manner, so as to get some real 'dust' out, and some
freight in, and I know my people would back me in this section or any
section where there was a chance of really ‘opening up'...." Al-
though willing to help, ke P. Taylor, the Chief Engineer of the Alaska
Road Commission, was pessimistic about the outlook for the 1936
season. Appropriations for Alaskan roadwork in the Department of the
Interior budget were meager., Taylor doubted that the Commission would
he able to undertake any extensive road improvements in the Talkeetna
district, hecause expected funds provided only for maintenance and
minor improvements to the existing road system. Guise, of course, was
disappointed by the unwelcome news. Not much work remained to complete
the road up Peters Creek from the Peters Creek hridge on the Talkeetna-
Cache Creek Road. It only needed to be widened sufficiently to allow
tractors to haul in the large machinery ready for assembly. “The
areas of pick and shovel [miningl ground remaining in this and other
placer camps” in Alaska is limited, Guise told Taylor, and "it is
absolutely necessary that we have some better means of transportation
if we are to operate 1in any practical wmanner." This included the
proposed airfield, for the existing landing strips were only safe for
winter operations and "extremely unsafe for summer use.” Guise believed
that the mining operators in the district could guarantee a sufficient
tonnage for weekly air service from Anchorage. Guise clearly was
frustrated. Petitioning for roads and airfields season after season
had only brought piecemeal results. Air fields, such as the one his
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company requested, were far wmore important for developing Alaska than
spending enormous suns on a few large airports, Guise asserted, and
it was particularly stupid to waste millions of dollars "in a vain
effort to grow pineapples or coconuts or whatever it is hoped to grow
in the Matanuska Colony...." Guise referred to President Franklin D.
Roosevelt's New Deal effort which had resettled some 200 families from
Michigan, Wisconsin, and Minnesota in the Matanuska Valley, approxi-
mately 50 miles north of Anchorage. Clearly, Guise was frustrated and
proinised also to appeal for help to the Territorial Board of Road Commis~
sioners for help on the road and airfield because it was "extremely
vital that we have better transportation this summer if we are not to
be checked or defeated in this venture...."” He intended to "use every
means at hand to secure such improvements, or to find out why legitimate
mining ventures and worthwhile mining districts are neglected while
wellnigh worthless and useless projects are flooded with money froi
several sources. “Guise obviously exaggerated, because projects seem-
ingly worthless to him served the vital needs of some other user con-
stituency. The complaints of Guise and his fellow miners, however,
were effective, because the Commission expended $5,514.25 on the
Talkeetna-Cache road, and $19,067.81 on the Peters freek road in the
1936 working season.]

Talkeetna - Cache Creek Mining District

During the 1938 construction season, the Commission expended
further funds in the Talkeetna-Cache Creek mining district. At the
end of Fehbruary, the Anchorage district office of the Commission sent
a bridge crew of nine men to Talkeetna. The men arrived in Talkeetna
on the same day about midnight, and the next day started moving equip-
ment across the Susitna River. After establishing camp at the Peters
Creek bridge, the men demolished the old wooden bridges across Peters,
Croto, and Upper Peters Creeks and replaced them with a 150 foot span
on steel piling piers, an 8D foot span and two 18 foot steel approaches,
all on steel piling piers, and a 56 foot girder span, on concrete piers
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resting on solid rock, respectively. A. F. Ghiglione constructed the
first two bridges, and Amos Morse the last one, At the end of the
season, Superintendent M. G. Edmunds reported that the total cost of the
bridges had been as follows: Peters Creek bridge $10,079.36, Croto
Creek $5,885.72, and Upper Peters Creek $5,212.61. The Commission con-
tinued to spend funds for maintenance and improvements in the Talkeetna-
Cache Creek district. In 1939 it amounted to $37,020.32; in 1940 it came
to $21,731.67, with another $150.76 for the Talkeetna airfield; in 1941
it amounted to $21,342.05; in 1942 to $24,175.94; and it declined to
$11,215.06 in 1943; to $3,206.86 in 1944, and again rose slightly to
$5,830.12.2 The War Production Board issued the "Gold Mining Limita-
tion Order 1.-208" on October 8, 1942 which made the industry non-
essential to the war effort. 1In 1943, gold production dropped 20 per
cent over the previous year's level, and the industry never really re-
covered from the near shutdown during the war. With a deemphasis on
gold mining, the Commission used its funds for work on the wmain road
system and work in and near Alaska's urban centers,

The ITiamna Lake District

Alaska's residents Tived in widely scattered locations, and every
settlement at one time or another appealed to the Commission to con-
struct relatively short roads connecting to the railroad, a major road,
or to tidewater, For example, in early 1936 the Seward Chamber of
Commerce petitioned the Commission on behalf of the people of the
Itiamna Lake District to extend the existing Iliamna Bay Pile Creek
road another 2.5 miles to the shores of Iliamna lLake. The Commission
had built the existing road in the 1920s. Substantial freight came
over the road, but lake boats and scows were unable to ascend Pile
Creek to the end of the road. Therefore, smaller craft had to be
used on the leg from Pile Creek to ITiamna Lake, where the freight
once again had to be transferred to larger boats for distribution to
points along that body of water. There was no money to respond to
the request that season, so0 in early 1937, residents of the region
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prepared a petition and a summary of why roads where needed in the
ITiamna and Lake Clark region. At the present, the petitioners pointed
out, the region could be reached via the Kvichak River from Bristol Bay.
The first route, they argued, was long, costly, and not always satis-
factory because of the tides and unpredictable weather in the Bay.
This caused time delays and soaring freight rates which discouraged
potential settlers from coming into the region. A great deal of money
already had been spent on the Iliamna Portage, but it could not be
fully utilized because of the swiftness of the Iliamma River which
constantly shifted its channels and which only small skiffs equipped
with outhoard motors could navigate. lnfortunately, even this was
impossible for a large part of the shipping season because the water
was so low that motors were often damaged. It was almost impossible
to haul large amounts of supplies downstream during the dry wmonths
of June through August. Goods, therefore, had to be piled up on the
bank of the Iliamna River waiting for high water. What was needed to
remove this bottleneck, the petitioners pointed out, was the construc-
tion of a 2.5 mile road from the Portage to Pile Bay. The Commission
already had surveyed the route, the petitioners pointed out, so their
request was not a new one. From Pile Bay, lake boats easily could haul
freight and supplies, which would increase traffic over the portage
which had been under-utilized.

Road from Itiamna lLake to Lake Clark

The petitioners also argued that the Commission should build a
road, approximately 14 miles in length from Iliamna lLake to lLake Clark.
The shores of the latter offered ideal residential sites as well as

homesteads. The soil, after proper cultivation, yielded wmany types
of vegetables and domestic plants. 1In fact, even strawberries thrived

on the shores of the Take, and there was no telling what a garden en-
thusiast might be ahble to do."4
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Mineral Deposits

In addition, the region contained valuable metal deposits such as
qold and copper, and wmany prospectors already held mining claims,"
anxiously waiting for proper transportation facilities so that they
could easily bring in the needed machinery." 1In short, the construc-
tion of these two roads would be of great benefit to Alaska because
it would result in increased revenues from taxation. The region,
blessed with favorahle climate, had needed no federal assistance. In
fact, a1l White and Native families as well as individuals were self-
supporting. Progress, however, demanded the construction of roads.
This task, however, was the responsinility of the Territory "desiring
such progress" and could not bhe undertaken by individuals. These
arguments must have been persuasive, for in 1937 the Commission altlot-
ted $4,646.55 for the project, and this rose to $32,833.40 in 1938,

enough to finish the two projects.?
Telephone Communications

Roads and trajls enabled Alaskans to obtain supplies, develop
mineral properties, and reach the outside world., Telephone communi-
cation enahled residents to make immediate contacts with one another,
relay vital information, and request help when needed. In the first
dacade of the twentieth century the U.S., Army had constructed a lengthy
telegraph system linking Alaska with the outside worid. After radio
communication made the telegraph line obsolete, the Signal Corps
ahandoned it. In 1926 the Alaska Road Commission took over the tine
from Valdez to Fairbanks, a distance of 371 wmiles, and maintained and
operated it. 1In 1927, the Commission constructed a branch line of 39
miles to Chitina, and added another 106 mile branch Tine to Nabesna
in 1930 to 1934 in connection with road construction in that area. 1In
1936, the Alaska Road Commission owned a total of 516 miles of Tine.
Construction had cost $3,264 and the average cost of annual maintenance
amounted to $6,500. The nighway T1ine connected the Fairbanks switch-
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board to all city phones. Furthermore, phones had been installed in
all roadhouses and construction camps along the route. In addition,
the Commission maintained a small switchboard at Copper Center, which
served to connect Nabesna, Chitina, and Valdez. It was impossible to
obtain a through connection from Fairbanks to Valdez, but messages
to the latter city could be relayed via the Rapids Roadhouse. The old
T1ine, however, was not in top shape and it was impossible to maintain
uninterrupted service at the level of maintenance performed. This was
particularly true after the Commission camps along the route had closed
for the winter season.0

Comptrolier General Critical

Within a snhort time, the Comptroller General of the United States
wanted to know if the Commission collected tolls for the phone services
it provided, The answer was negative. The Commission requested the
Fairbanks Telephone Company to run the line through its exchange, and
allowed it to wmake a charge to reimburse it in exchange for the services
rendered. Rates charged varied from a low of $0.25 from Fairbanks to
mile 18 on the Richardson Highway to a high of $0.75 for a call from
Fairbanks to Rapfds. There were no charges for official government
calls. A1l roadhouses south of Rapids paid a modest fee directly to
the operator of the Copper Center switchboard of the Alaska Road Commis-
sfon. Taylor explained that it would have heen absurd to charge tolls
for a telephone service which was so unreliable, particularly after the
Commission camps had closed for the winter season. He estimated that
the Fairbanks Telephone Company probably collected no more than $250
per annum for dits services. Taylor doubted that the company would
handle this service for any less money than it now received. 1f the
government decided to discontinue the service through the Fairbanks
Telephone Company exchange, Taylor pointed out, it would inconvenience
the Commission, and require the installation of additional phone equip-
ment in its Fairbanks office, warehouse, shop and garage.7
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Federal Investigation

The Comptroller General investigated the matter, and reported that
the Fairbanks Telephone Company collected approximately $720 per annum,
rather than the $250 Taylor had estimated, from calls made over a line
built and maintainad at public expense. There was no compensation to
the United States. 1In addition, the Commission now had installed and
maintained a government-owned switchboard in the home of Frank H.
Carroll at Copper Center which served 386 miles of telephone 1ine south
of Rapids. The Comptroller General discovered that Carroll was an
emplovee of the Commission who worked as a telephone line repairman at
a rate of $8.00 per day when actually needed. His wife, Wayla Carroll,
served as Commission telephone operator at a salary of $420 per year.
The Comptrolter General was shocked to discover that as additional
compensation, Frank H. Carroll was permitted to charge individuals
and business concerns for the priviiege of connecting privately-owned
telephones to the government line and retain the proceeds for his per-
sonal use. The Comptroller General estimated that this amounted to
an additional $3,000 per year.B

Formal Contracts to be Drawn

The Comptroller General objected to this casual arrangement, and
insisted that formal contracts be drawn up and the proceeds split
between the private operators and the federal government. Taylor
agreed to comply with the wishes of the General Accounting Office.
The Fairbanks Telephone Company stated that in order to split the
receipts, toll charges would have to be doubled to make it worth its
time to handle them. R. J. Shepard, the superintendent of the Chitina
Commission office, recommended that a full-time operator be hired and
the Commission collect the tolls., He insisted that Wayla Carroll re-
ceive the civil service appointment as operator. The Carroll family
had given seven and a half years of excellent service to the Commis-
sion, in fact had built their family life to fit the job, and there-
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fore should be kept on. Mrs. Carroll was a paid observer for the
J.S. Weather Bureau, and these duties fit din well with those of a
switchboard operator. In any event, Shepard was anxious to get the
matter resolved in a fashion acceptabhle to the General Accounting
0ffice.9

Tolls Increased

In the middle of June 1939, Chief Engineer Taylor increased the
toll rates for the Richardson Highway Tine by about fifty percent, and
announced that the Fairbanks Telephone Company would collect the monies
under the terms of a contract. For the Carrolls the Chief Engineer
drew up a formal contract. Taylor then asked the General Accounting
Office to review the two documents, and if not satisfactory, indicate
wnat changes were necessary. He asserted that the Commission was
anxious to comply with General Accounting Office guidelines, "even
to the extent of abandoning the Tine if there is no other alternative."”
He was reluctant to do that however, because the line passed through
"a pioneer section where communication facilities are wholly lacking,"
and numerous small mine operators depended on this service. The
General Accounting Office, however, objected to the contract between
the Commission and Frank H. Carroll because it was for personal ser-
vices in connection with the maintenance and operation of the tele-
phone exchange at Copper Center for a fixed sum plus certain phone
rentals. At the same time it contemplated using the services of the
contractor as a Tineman, when needed, at a wage of eight dollars a
day. This not only involved dual employment and double compensation
contrary to law, but also involved the expenditure of receipts which,
by law, had to be deposited into the Treasury of the United States as
miscellaneous receipts.lo The General Accounting Office had expended
thousands of dollars in investigating and reporting upon a matter which
involved ahbout $3,000 per year. Unwilling to make exceptions for
Alaska's unique circumstances, it destroyed a telephone system which,
albeit primitive, had served the Alaska Road Commission and numerous
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residents very well for a number of years. Fortunately, radio communi-
cation came into use during World War II and made the primitive tele-

phone system totally obsolete.
Mileage Abandoned

Alaska was in a period of transition. As already pointed out, the
heavy use of the airplane and the decline of the mining industry enabled
the Alaska Road Commission to slowly abhandon many shelter cabhins, various
short roads, and some trail mileage. In 1936, for example, the Commis-
sfon ahandoned the Donnelly-Washburn project which had cost a total of
$33,460.06 for construction and maintenance through June 30, 1936.
Ester-Dunbar at $19,405.18, Fox-Steel Creek at $855.75; Vault Creek at
$4,875.20; Gilmore Creek at $1,562.00; Mile 34-Lynx Creek at $22,192.66;
Bessie-Dry Creek and Dry Creek-Newton at $3,289.20 and $623.74, res-
pectively; Glass Gulch at $1,125.73; Center Creek at $2,803.80; Lewis
l.anding-Nishkaket and Nulato-Dishkaket at $483.37 and $735.88, res-
pectively; Kern Creek-Knik and Kenai Lake-Kern Creek at $13,891.95 and
$6,833.20, respectively; Mite 27-Mile 29, Alaska Northern Railroad at
$741.66; Kenai lake-Mile 27 Alaska MNorthern Railroad at $1,595.87;
Kern Creek-Indian Creek at $3,758.26; Knik-Susitna at $8,437.44;
Dishkaket-Kaltag at $4,790.00; Susitna-McDougal at $8,640.21; McDougal-
Cache Creek at $7,350.00; Lakeview-McDougal at $3,675.00; Cripple and
Penny Rivers at $8,801.79 and $1,967.08; Otter Creek at §$1,802.52;
Kugruk River Approach at $488.00; Otter Creek Towpath at $488.23;
Summit-Otter Creek at $5,047.66; Fairangel Extension at $104.20; Moose
Creek-Baxter at $2,218.62; Valdez-Quartz Creek at $524.75; Valdez-Glacier
at $616.91;  Shoups Bay at $3,457.25; Katalla-Chilkatat §7,752.56;
Elliott-Kotsina at $6,858.42; Brooks Tram at $63,455.39; Cripple-lewis
Landing at $100.00; and Matanuska-Chickaloon at $11,268.30. That was
just for one year. The Commission also turned over numerous projects
to other departments for continued improvement and maintenance, such as
the Juneau-Sheep Creek road and the Sunrise-Hope connection. Still,
at the end of the 1936 fiscal year the Commission boasted of 2,037 miles
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of road and tramroad, most of it suitable for automobiles, 1,630 miles
of winter sled road, 7,151 miles of trail and 314 miles of flagged trail.
As of June 30, 1936, the Commission had expended $22,958,891.09, of
which $12,104,550.55 had been utilized for new work and $10,854,340.54
for maintenance and improvement.1]

Status of Roads in 1940

By June 30, 1940, roads and tramroads had grown to 2,212 miles of
which about 80 percent was suitable for automobile travel; winter sled
roads had decreased to 1,464 miles and trails to 6,494 miles and flagged
trails to 240 miles. By June 30, 1945, automobile roads had grown to
a total of 2,517 miles while winter sled roads had further decreased to
1,250 miles, and trails and flagged trails to 4,115 miles and 164 miles,
respective1y.12

Trails in the Bethel Area

There were regions in Alaska, however, where Shelter cabins and
trails continued to be important. The Bethel area in western Alaska
was a good example. Located on the Kuskokwim River, the settlement
was a supply center for villages throughout the region. H. M. "Big
Hans" Hansen contracted with the Commission for the construction of
shelter cabins and the staking of trails. Work in these rewmote areas
was difficult, at hest. Hansen was to build a few shelter cahins, but
noted that the construction material he had received "all green and
wet and the time" he handled it. He also told the Commission that
additional Tumber needed to be purchased locally, at higher prices,
to compensate for the shrinkage. He discovered, for example, that
"none of the 8-inch Tumber measures over 7-inches; there is also a
lack of extra Tumber to take care of the door and window casings.”
Hansen was an experienced builder. He recommended double-pane windows,
with celotex and buiiding paper. Solid insulation was a necessity,
he pointed out, because there was Tittle heating fuel along the
trails.13
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Metal Pipes a Failure

Staking trails with pipes in the reqgion had been a failure, Hansen
stated, hecause most of the pipe driven into the ground between the
Bethel-Goodnews Bay trail leaned at a 45 degree angle. The metal pipe
was a perfect conductor for the sun's heat, thawing the permafrost to
the bottom of the pipe. Strong winds, common in that section, caused
the pipes to lean over. None of the pipe had been driven less than
three feet. Whenever the ground had proven too hard to drive the
pipes, workmen had huilt tripods, and these had withstood the climatic
alements exceedinaly well. Hansen recommended the erection of tripods
to mark the trail from Johnson River to Kinak Village, and from Bethel
to Muntchak. Hansen offered to tripod the trails at $32.00 per mile,
with tripods 500 feet apart. Since there were not enough {iron pipes
on hand, Hansen proposed to use spruce poles to make up the shortage.
Hansen also offered to huild the shelter cabin on the Johnson River to
Kinak Village trail, including two extra windows, stove and stove pipe
for 3$500.00, "work guaranteed and job complete before July 1, 1937 -
hut will not take the job for day labor, This is the best I can do and
if satisfactory with the A.R.C. let me know at earliest date. A1l my
worle is gquaranteed or no pay." Hansen's offer was acceptable to
Chief Engineer Taylor, although he reminded Fred J. Spach, the assistant
engineer of the Commission in Anchorage that it still was necessary "to
write up invitations and call for bids at Bethel." This was a necessary
legal formality, Taylor implied, and continued that Spach should send
Hansen "an invitation direct and it will, of course, be necessary to
explain to him that it is impossible to give him the work on contract
without formally calling for bids." The Commissioner awarded Hansen
the contract for building the shelter cabin in that same year, and the
one for trail staking in 1938.14

The Cook Inlet-Kenai Peninsula Region

Although nobody had any inkling in the late 1930s that the Cook
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Inlet-Kenai Peninsula region would experience dramatic growth in the
post-war periods, settlers already had started moving into the area in
the late 1930s. The region's towns still were small. Anchorage, for
example, had a population of only 2,736 in 1930, and Seward a modest
835. By 1940, Anchorage had almost doubled to 4,229 souls, and Seward
had registered a small increase to 949 residents. Mr. C. Edmunds, the
fommission Superintendent in Anchorage, noticed the growth on the
Peninsula on a visit to Homer in early 1939. While there, he attended
a meeting of the Homer Civic League whose members told him, that there
had heen an influx of families into the Homer district within the last
two years. Since all the lower benches in the vicinity already were
homesteaded, these folks had taken out land on the higher bhenches to
the west of the settlement. No roads existed to serve these newcomers,
and eventually numerous spur roads would be required to reach the vari-
ous homesteads. leagque members suggested that the Commission should
begin a survey for a road hetween Homer and Kenai, because that would
let prospective settlers know where to Tocate.15

Proposed Road from Kenai to Homer

Taylor thought the idea of having settlers located along the line
of a proposed road a good one - but "when we put in stakes for a road
the people will reasonably expect that the road will be built soon.”
With the small funds available, he stated, the location had to be a
short one so as not to disappoint the settlers. At the end of 1939,
the newly-formed Kenai Development League of Homer, Alaska, appealed
to the Commission, Territorial Governor Ernest Gruening and Delegate
to Congress Anthony J. Dimond to funnel some territorial or Works Pro-
gress Administration woney into their region. About 320 individuals
resided in the area, and many needed immediate work relief. If funds
could be obtained, these people could be put to work to build sorely
needed roads connecting the homesteads to the already existing system.
In addition, the Homer dock needed repairs badly. It was the com-
munity's only facility through which vitally needed supplies could be
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brought in. The lLeague estimated that $18,000 would at least start
the work, Superintendent Edmunds met with lLeague members and listened
to their request, but cautioned that funds were 1imited.16

Access Road to Homer Homesteaders

Ry 1940, however, the Commission had started to build a road along
the high benches where several newcomers had settled. This irked some
of the older settlers, and John Bandvold, their spokesman, protested
the location, stating that the road on too of the bench would be useless
to those who had homesteads on the lower benches. Furthermore, the top
of the bench would be hlanketed by snow anywhere from six to ten feet
deep. The Tlocation along the side hill Brandvold and his group had
asked for would be "bare of snow entirely and this road will be bare
at Teast three wonths longer each year than any of the roads that you
can build on top of the ridge." What Brandvold and his group objected
to was that they would have to c¢limb to the top of the bench to reach
the road and "go at least three times as far to get to the store and
post office...." Had the Commission accommodated their wishes and built
a road along their homesteads, the distance to the store and post office
would be shortened by three to seven miles. "That means a whole lot in
the winter," Brandvold concluded, "when the days are short and the
weather is cold and the snow is several feet deep."17

Complaints Unjustified

C. Arvid Swanson, a spokesman for the majority of the homesteaders
in the Homer area was acutely embarrassed by the complaints of Brandvold's
aroup. He assured the Commission that the majority of residents realiz-
ed that road building funds were limited and not everything desirable or
needed could be accomplished in a year. In short, most everyone agreed
that "the Road Commission is doing a fine joh and the majority are more
than pleased with the way the work is progressing." Taylor was pleased
with Swanson's assurances, and told Brandvold that "no subversive in-
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fluence has been brought to bear to cause the road to be located along
the top of the bench rather than to build the Tong .grade up the hill"
as his group had desired. With the large number of settlers in the
region it was "impossible to provide a road to each man's homestead
and it was felt if we could get in the main roads that each indiyidual
homesteader could then ready the road nearest to him, 17 Dbviously, the
Commission had carefully considered the various alternatives, and de-
cided, as in other cases, to put very limited funds into the construc-
tion of trunk roads in the hest location to serve the greatest number

of peop1e.18
Small Appropriations

Unfortunately, it was apparent that appropriations for the Alaska
Road Commission under the Department of the Interior were consistently
lTess than what they had been under the last ten years under War Depart-
ment Administration. The years from 1932 to 1941 were extremely lean
ones for the Commission, and all it was able to do was to maintain the
2,200 miles of low-standard roads, with small improvements, and try to
maintain the 10,000 miles of trails which had been constructed by 1932.
As already stated, the Commission was able to abandon some trail mile-
age during this decade and use the savings for small improvements to
existing roads. The Commission submitted adequate estimates to the
Department of the Interior each year, but nobody there really fought
for the agency before Congress. Alaska's Delegate to  Congress,
Anthony J. Dimond, had submitted a ten-year, twenty million dollar
road construction plan to Congress in 1936, as already mentioned. All
to no avafl. FEarly in 1938 Delegate Dimond tried again when testify-
ing hefore the subcommittee of the House Appropriations Committee con-
cerned with the activites of the Department of the Interior. He opened
his remarks by stating that 1t was very difficult to wake anybody under-
stand the need for roads in a country which had so few. The Department
of the Interior had budgeted a mere §$535,000 for the Alaska Road
Commission for 1939. That amount, Dimond pointed out, was not even
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sufficient to maintain the existing system, and "if we are going to
develop Alaska, we must have more money for roads. We are simply at a
standstill with $535,000." Dimond asked for wmany other items, such
as funds for the construction of emergency airfields and airports, for
the rehabjlitation of the Alaska Railroad, and for defensive installa-
tions, among others. iYimond told his colleagues that Alaska was situ-
ated on the direct line between the Orient and the United States.
Should a hostile power seize Alaska, it would be within 747 miles of
Seattle, Washington, "a nice comfortahle airplane range." Alaskans
demanded to be protected by their government, because without that
protection they knew that they would be the first victims should war
break out, Congress did not respond. As planned, it appropriated
$535,000 for 1939.19

European Events Affect Alaska

One event in far-off Europe eventually was to effect Alaska in a
revolutionary fashion. On September 1, 1939, fermany's armed forces
invaded Poland, and on September 3, Great 3ritain and France declared
war on Germany. World War Il had begun. 1In the spring of 1940, Nazi
forces invaded Denmark and Norway. For the first time, Congressmen
realized that the Scandinavian Peninsula was just over the top of the
earth from Alaska, and that bombers, which could fly such a distance,
existed. This sudden insight, Dimond later believed, brought about
a turning point in Alaska's fortunes and history. In fact, year 1940,
Congress appropriated $39,823,285 for defensive installations, ranging
from a Sitka Navy air base to a Kodiak MNavy air base, and from a
Fairbanks Army air base to an Anchorage Army air base. DNimond remarked
that "at least a fair beginning has been made upon the construction of
national-defense works and facilities in Alaska." The 1941 appropria-
tion for the Alaska Road Commission doubled, from $560,000 in 1940 to
$1,130,000 in 1941. 1Indeed, Dimond bdelieved that much more would be
required, including numerous airfields and the long proposed highway to
Alaska.?0 He did not then know how correct his forecast was, because
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between 1941 and 1945, the federal government spent approximately two
billion dollars in Alaska, trigaerina an economic boom far greater
than that caused by any of the previous gold rushes.
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March 1, 1939
Township 5, South, Range 12 West

Sec. 25 James White

Sec. 29 Curtis M. Huffman

Sec., 31 George T. Press
Wilhelm Burgie

Sec, 32 Wm. Bechdol
Wendell Thurston
George Kirkpatrick
Thizza G. Holmes
Bernard Ekkleboom

Sec. 33 Ernest Edw, Bird

Sec, 34 L. M. Moore

Township 5 South, Range 13 West

Sec, 3 Stanley Jones
J. 0. Alberson
Ray B. Malone
Orvan Officer

Sec. 32 Orvan O0fficer
E. L. Bunnel

D. E. Mervin

Sec. 33 D. E. Mervin
. E. Halstead
M. M. Myers

Fred Harbinson
Sec. 34 Fred Harbinson
F. E. Nightenhelser
Sec. 35 F. E. Nightenhelser
Wm. H. Fletcher
Tom P. Caughlin
Sec. 36 Tom P. Caughlin
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396



Sec. 26
Sec. 76
Sec, 1
Sec. 2
Sec, 3
Sec. 4
Sec, 7
Sec. 8
Sec. 9
Sec. 10
Sec. 11
Sec. 1
Sec. 2
Sec. 3
Sec. 4
Sec. H

Township 5 South, Range 14

W. F. Borton
Wm Scott
Mainhardt Bredt

Township 6 South, Range 14

Stanley Jones
Howard A. Wilford
0. L. Jones
Edwin Herndon
Milton Howe
Edwin Herndon
Sam Gasparic
Dave Jones
Richard B. Gray
Richard B. Gray
Dave Jones

Frank Hopper
Albert L. Hughes
Homer Lathan
Buster Goss

R. L. Monroe

Township 6 South, Range 13

W, J. Frazier
Star Nielsen

Ras P, Nielsen
Jack Dietz

Chas. Sharp

Tom Caughlin
Donald Ingalls
Wm. H. Feltcher
Wm. G. Sanford
Chas. Miller

Wm. G, Sanford
0. S. Woodman
George Dahlgren
Floyd Manseth
Harold Davies
Erling Broderson
George D. Earl
Luke M. Wilkerson
E. L. Bunnel

“Orvan Officer

H. K. Allen
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Sec,

Sec.

Sec.

Sec.
Sec.
Sec.

Sec.

Sec.

Sec.

Sec.

Sec.

Sec.

West
36

West

12

13

West

6

10

Wm Scott
F. A. Wolfe
Howard A. Wilford

R. M. Campbell
Joe R. Johnson
Robert W. Xranich
H. P. Sheard

Paul W. Poelette
Laura M. Feehan
Guy Waddell
Walter Bell

Sam Pratt

0laf T. Svediund
0laf T. Svedlund
Sam Pratt

Andrew 0. Aasland
Andrew 0. Aastand
Sam Pratt

Emil P. Rose

Sam Prat

Guy Waddell

H. A. Wells

Frank Memec

H. K. Allen
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CHAPTER FIFTEEN
THE WAR YEARS

Construction on Alaska's defensive finstallations had started in
a Teisurely Ffashion in 1940. Alaska's Governor Ernest Gruening was
vitally concerned with the territory's defenses. 1In the fall of 1940
hie urged the Division of Territories and Island Possessions, to whom
the Alaska Road Commission reported, to set aside the Commission's
normal bhudget item, for its construction season and replace it with a
much more extensive program emphasizing routes of particular interest
in connection with the national preparedness program. Gruening had
been informed that the Army would support such a course of action. He
therefore recommended that the Division confer with Army officials and
immediately prepare the following estimate for submission to the Bureau
of the Budget:

A connecting link from the Anchorage road system to the Richardson
Highway at a cost of $1,500,000; extension of the road from Seward
across Turnagain Arm of Cook Inlet and into Anchorage at a cost of
$1,000,000; and improvement of the Richardson Highway at a cost of
$2,500,000 for a total of $5,000,000.

The above projects, Gruening claimed, were indispensible from a mili-
tary standpoint, but also would be of inestimable benefit for Alaska's
development. Should funds be appropriated, the governor stated, they
would immediately become available and not lapse until the projects had

heen compTeted.1
Military Priorities

The military quickly responded to Gruening's initiative with its
priorities. lieutenant General John L. DeWitt, the Commanding General
of the Fourth Army, and General Simon B. Buckner, Commander of 1J.S.
forces in Alaska, agreed that the Alaska Railroad from Seward to
Anchorage had to be shortened and the terminal relocated. This was the
first priority. They recommended, therefore, that a 14 mile railroad
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spur be built from Portage, 66 miles north of Seward on the railroad,
to Portage Canal on Prince William Sound where the new terminus was to
be located. The troops at Fort Richardson near Anchorage, then under
construction, received all of their supplies, munitions, and personnel
from Seward by railroad to Anchorage. Should the Seward port facilities
and the railroad be damaged or destroyed, this would cut off the
Anchorage garrison completely. Valdez was an alternate port, but
supplies destined for Anchorage had to be transported via truck north
to Fairbanks and then be shipped out to Anchorage by rail, The second
priority was the construction of a highway connecting Anchorage and
Valdez via the Richardson Highway at the earliest practicable date and
the hest route from the standpoint of distance, economy of maintenance,
and the ability to keep the road open during the winter. Henry L.
Stimson, the Secretary of War, directed that $5,300,000 be included in
the next department budget to cover the estimated cost of relocating the
southern terminus of the Alaska Railroad, and requested that Secretary
of the Interior Harold L. Tcke include $1,500,000 in his fiscal 1942
estimates for the Alaska Road Commission to cover the cost of building a
highway connecting Anchorage and Valdez via the Richardson Highway.?Z

Another Lean Year in 1940

While the War Department had started the preliminary steps to ex-
tract the funds for these two projects from Congress, the Alaska Road
Commission had another lean year in 1940, Congress had appropriated
$560,000, as already stated. Added to that was another $140,000 from
the Alaska Fund, while the Territorial Legislature appropriated $213,085,
the National Park Service contributed $50,300, and individuals and
corporations helped out with $12,341 for a total of $975,726 for the
1940-1941 year. Accordingly, Commission work was Timited mainly to
maintenance and some fmprovement of the existing system. It constructed
19 miles of new roads which consisted chiefly of short extensions or
branch roads to existing routes, financed mostly by Territorial wmonies.
It also built 53 mites of new sled roads. Utilizing HNational Park
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Service funds, the Commission widened and graveled the highway through
Mt. McKinley National Park to Mile 43.9 and graded the road to Mile 51.
1t continued to extend the Bunker Hill-Kougarok road an additional 3.75
miles to Mile 14.25; made passable to Mile 8.75 from the river the new
road which was to connect the Takotna and Ophir mining districts with
steamboat navigation on the Kuskokwim River and also worked on the 1.50
mile stretch from the Takotna road to the Takotna River, and built a
1.25 mile branch road into Candle Creek; the Commission assumed mainten-
ance responsibilities for 60 miles of the abandoned Copper River and
Northwestern Railway between Chitina and McCarthy which was used as a
tramroad; it maintained the 10 mile branch road from the Anchorage-
Palmer road leading to Eklutna Lake, and improved 5 miles of the Eagle-
l.iberty road teading into the Fortymile mining district for automohile
travel. The Commission built three miles of secondary farm roads at
Homer, and dug a 150 by 2,000 foot canal, about 3 feet deep, between
l.akes Hood and Spenard to create a pontoon landing pond, allowing air-
planes 6,100 feet take-off space; and with Territorial funds built new
airfields at Nation, Beaver, Stevens Village, Rampart, Wiseman, and the
CHiff Mine.3

Defense Money Revives Road Construction

For the 1941 working season, the Commission received $570,000 from
Congress, another $150,000 from the Alaska Fund, and a $214,798 appro-
priation from the Territorial Legislature. Furthermore, War Department
endorsement bore fruit in the form of a $1,000,000 appropriation tn
start the construction of the Glenn Highway, connecting Anchorage and
Valdez via the Richardson Highway. The new road was named after Captain,
Tater Major General Edwin Forbes Glenn, who in 1893 and 1899 explored
routes to the Copper and Susitna Rivers, and then searched for a way to
the Tanana River from Cook Inlet. In April of 1941, the Commission
started work at both ends on the Glenn Highway, but because of the late
arrival of equipment work had just gotten well under way at the end of
June, 1941, In the meantime, General Buckner, now the commanding
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general of the Alaska Defense Command, was convinced that in case of
war troops would have to use the Richardson Highway. He had been over
the route and found it insufficient for military purposes. Buckner
urged Commission members to widen and straighten the highway where
needed, strengthen all bridges to accommodate 15 ton loads, and replace
the Fferry across the Tanana River at Big Delta with a bridge. There-
upon, the Department of the Interior, at Buckner's request, Tncluded
$600,000 for the contemplated bridge work, $124,000 for a bridge across
the Tanana River, and $1,400,000 for improving and straightening the
the Richardson Highway where necessary. The War Department endorsed
the request as "necessary from the standpoint of Hational Defense."4

The 1942 Season

For the 1942 work season, Congress granted the Commission $684,500,
another $151,000 came from the Alaska Fund, and the Territorial
legislature contributed a wmiserly $127,338. There was an allotment
of $500,000 for the construction of the Glenn Highway, and another
$2,200,000 for the strengthening of bridges and the widening and re-
alignment of the Richardson Highway. War Department endorsement opened
Congressional purse strings, the Alaska Road Commission discovered.?

Military Projects

Obviously, the military buildup stimulated the construction
industry, revitalized the Commission, and brought to fruition long
cherished plans for roads. For example, the Navy and Army sponsored
massive defense construction projects on Kodiak Island and surrounding
smaller islands. The Army and Navy requested that the War Department
endorse construction of 70 miles of access roads at an estimated cost
of $2,735,500, to be built by the Public Roads Administration. These
projects included a patrol road around Nyman Peninsula from the perma-
nent dock to the Buskin River; a road from the north boundary of the
NMaval Reservation through KXodiak to Spruce Cape; an access road from
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the Naval Station to Broad Point, and one from Broad Point road to
Cape Chiniak; an access road from Kalsin Bay to Portage Bay, and
another from Buskin Lake to Sharaton Bay. The Public Roads Adminis-
tration also was to build a road from Anchorage to Potter - Gull Rock -
Hope, connecting with the existing Hope - Sunrise - Seward road, another
from Anchorage to Portage - Whittier, and three roads connecting towns
with their airports, namely Juneau, Cordova, and Naknek. Alaska finally
was on its way 1in acquiring an integrated transportation network .6

Japanese Attack Pearl Harbor

Military expenditures lured thousands of construction workers to
Alaska, but to most northerners war seemed far off. That changed sud-
denly when the Japanese attacked the American Naval base at Pearl Harbor
on the Hawaiijan Island of Oahu on December 7, 1941. The next day the
United States was at War. At the end of January, 1942, Assistant
Secretary of State, A. A. Berle, Jr. addressed the question of a highway
to Alaska. He believed that Canada would agree to the construction of
such a highway, provided the United States undertook the job. He
pointed out that the Canadians would probably prefer to have the road
run from Yancouver to Prince George, British Columbia, and from there to
NDawson in the Yukon Territory and thence to Fairbanks. Berle recommend-
ed, however, that the State Department favored a route from Edmonton,
Alberta, to Ft. St. John, British Columbia, to Watson Lake and Whitehorse
in the Yukon Territory and from there to Fairbanks. Incidentally, that
was the route the War Department preferred as well. 0On February 13,
1942, 3rigadier General L. T. Gerow, the Assistant Chief of Staff,
informed Berle that the Permanent Joint Board on Nefense, United States
and Canada was making preparations for the construction of a highway
along a chain of airfields built close to the following route: Fort
St. John - Fort Nelson - Watson Lake - Atlin - Whitehorse - Kluane -
Big Delta - Fairbanks.’
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A Highway to the Norfh

Serious discussions about such a highway leading to the North had
begun as early as 1929, Foremost among its proponents was Donald
MacDonald, a locating engineer for the Alaska Road Commission. In that
same year interested individuals established the International Highway
Association with branches in Fairbanks, Dawson City, Yukon Territory,
Vancouver, British Columbia and Seattle. Soon many associations, such
as Chambers of Commerce, auto and mining clubs, the American Automobile
Association and the U.S. Chamber of Commerce, among others, supported
the IHA plan. 1In 1930, Congress established a Commission to cooperate
with Canadian representatives in determining the feasibility of such
a highway. In its 1933 report the Commission found the project to be
entirely feasible and recommended that it be built. MacDonald, in
fact, already had made a reconnaissance of part of the route between
McCarty and the Canadian border.8

The Alaska International Highway Commission

Alaska's Delegate Dimond subsequently introduced a measure for
such a highway, but nothing came of it. In 1938 Congress created the
Alaska International Highway Commission to make another study. Donald
MacDonald was a member of this Alaska International Highway Commission,
together with Congressman Warren G. Magnuson (D., Washington), James
W. Carly, a Seattle consulting engineer, Thomas Riggs, former Governor
of Alaska, and Dr. Ernest H. Gruening, the Director of the Division of
Territories and Istand Possessions of the Department of the Interior.
The Commission, together with its Canadian counterpart, recommended the
construction of such a highway, although opinions as to routing differ-
ed. As late as August 1940 the Secretary of War told a Congressional
Committee that such a highway had no military value. In November 1940
the Permanent Joint Board on Defense, United States and Canada, con-
sidered the nighway aquestion at a meeting in Vancouver, but decided
not to make any recommendation on the subject. 1t concluded, however,
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that the military value of such a road would be negligible. 1In the
fall of 1941, the War Department altered its view somewhat in view of
the uncertainty as to who would ultimately control Siberia, the Soviet
Union or Nazi Germany, and the construction of numerous Army airfields
in Alaska. The War Department stated that such a highway would have
some strategic value but it did not recommend that it be given high

construction priority.9
Navy Asserts It Can Protect Alaska

On Fehruary 5, 1942 the Navy informed Chief of Staff George 0.
Marshall that the Mavy "can afford protection to the sea communications
hetween the West Coast and Alaska adequate to ensure the maintenance
there of all Army garrisons and the civilian population." Admiral
Ernest J. "Ernie" King, the Navy Chief of Staff and Commander in Chief
of U.S. Navy Operations told Marshall that he thought it improbable
"that the enemy can obtain a foothold in Alaska from which he could
render our sea communications dangerous.” King, therefore, disagreed
with the thesis that a road to Alaska was necessary because the Navy
"cannot afford adequate protection to the shipping destined for that
region." Obviously, the American representatives on the Permanent
Joint Board on Defense, United States and Canada could not be allowed
to express different opinions because that would raise doubts as to
the military necessity for the highway. The Navy soon fell into 1ine.
Soon thereafter the Alaska International Highway Commission and its
Canadian counterpart protested the selection of the route 1inking the
airfields, only to be told that military expediency directed the
location of the route. In fact, troops already were on their way North,
and Secretary Stimson assured the critics that the Army would have a
pioneer road Ffinished by the end of the 1942 construction season.1?

President Roosevelt on February 11, 1942 had given the green light

to proceed and soon the necessary'forma1ities with the Canadian authori-
ties had been satisfactorily concluded. The U.S. Army vanguard
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arrived in Dawson Creek, on March 9, 1942, and soon thousands of men,
both military and civilian, toiled in the wilderness and completed
the pioneer road on November 20, 1942. Officials estimated that the
pioneer road had cost $27,745,000, with $17,548,000 being the Army
portion, and the balance funds from the Public Road Administration.
By June 30, 1945, the Public Roads Administration had spent a total of
$123,093,443 for the 1,477.5 wmile long ALCAN Highway, at an average
cost of $83,311.97 per mile.l]

The Alaska Highway

The ATaska Highway, as the road came to be called, joined the
Richardson Highway at Biq Delta. A branch of the Alaska Highway extended
135 miles from a point near the junction of the Tok and Tanana Rivers to
Gulkana on the north - and - south section of the Richardson Highway
which provided coastal connections with Valdez and with Anchorage via
the Glenn Highway. Alaska certainly was in the news. One contemporary
Journalist, Richard L. Neuberger then serving in the Army, reported
early in 1942 that the Territory had not been so conspicuous and
prominent in the American press sfnce its purchase in 1867. He
anticipated that the war would speed Alaskan development and progress
significantly. A rash of articles appeared extolling the strategic
importance of Alaska in the defense of the western shores of the United
States, and Ernest K. Lindley of Newsweek reminded his readers early in
1942 that General "Billy" Mitchell in the mid-1930s had emphatically
stated that Alaska was the most important strategic spot on the globe
in the age of air power. HNobody had listened at that time. Americans
were shocked when enemy forces invaded and occupied Attu and Kiska on
the Aleutian Chain in the summer of 1942, America's pride was hurt,
and citizens were united in their determination to drive the enemy
from American soil. Thousands of troops poured into Alaska to partici-
pate in its defense and prepare for the recapture of the two islands,l?
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The 1943 Season

The year 1942 had been an eventful one in Ataska. For the 1943
working season, Congress appropriated $999,900, to the Commission,
another $125,000 came from the Alaska Fund, while the Territorial
contribution declined $21,035 from 1942 to a mere $106,301. Congress
allotted another $500,000 for the completion of the Glenn Highway
which the Commission completed and opened for traffic on November 5,
1943, Much work remained on this road for final completion, but at
least it was passable - and the Commission kept it open throughout the
winter. The Commission also accomplished much work on the straightening,
upgrading and bridge re-construction on the Richardson Highway. It
also built a new steel bridge across the Tanana River near Big Delta
consisting of two 300 foot spans. This new bridge replaced the ferry,
and the Commission also constructed heavy duty bridges at Bear and
Sheep Creeks, Tsaina River, and Steward Creek. A1l of this work was .
connected with the defense effort. The regular work of the Commission
had to continue, and in 1943 it reported maintenance of 2158 miles of
road, 139 miles of tramway, 304 miles of sled road, 500 miles of
permanent trafl, and 224 miles of temporary flagged trail.13

Problems in Homer

Alaskans continued to petition the Commission for assistance.
Rainhardt Bredt of iomer, a homesteader attempting to make a living
farming, recently had signed a contract with the Army to supply Fort
Richardson with 425 tons of produce during the 1943 season. His nhome-
stead was located six miles out of town, and there was no road. Bredt
realized that because of the demands of war, the Commission was "practi-
cally powerless to help us. Nevertheless, I wish to state my request
for a road which I feel should go through as it is a direct aid in this
war." Bredt assured the Commission that the road would be easy to build,
with only a few minor side cuts and no fills. 1In addition, the road
would serve twenty-four homesteads, comprising more than half the en-
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tire cultivated land of Homer. Bredt, for example, farmed sixty
acres of potatoes, forty acres of carrots and fifteen acres of ruta-
bagas, while his nearest neighbor cultivated thirty acres. The road
alone was not enough, however, because Bredt had to transport his
produce to the dock on the iHomer Spit for shipment to Anchorage.
Unfortunately, the Homer Spit road had washed out Tast fall, but in
a show of self-reliance Homer citizens nad practically rebuilt the
road, and also constructed a dock. Obviously, this demonstrated that
the residents of Homer were serious about farming.M

Comptaint That Commission Mot Helpful

Bredt complained to Governor Gruening that the Commission rendered
no help. First he had been told that there was not enough equipment
in Homer to do the job. That was not true, since there was an Allis
Chalmer D7, two graders, and several trucks in town. Superintendent
M. €. Edmunds then told Bredt that the Commission did not have the
manpower to run the equipment. Bredt pointed out that the homesteaders,
all qualified to operate the machinery, would gladly donate their time
if they could use this equipment to build the road. Finally, Edmunds
stated that the Commission just did not have enough money for such a
project. Bredt was clearly frustrated, because he felt that tdmunds
was just "beating around the bush." In the meantime, the equipment
sat idle for six months of the year, and during the remainder
Commission personnel operated it only eight hours a day. "What ahout
the other sixteen hours?,” Bredt asked. ™"Cannot this machinery be put
to work two shifts?" Bredt concluded by stating that "I said my say,
as I had a right to, and I sincerely wish you [Governor Gruening]
would Took into this matter."14

Agricultural Roads Near Homer
Superintendent Edmunds heard about the complaint from Chief
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Engineer Taylor. He stated that it would be easy to construct a
graded road to the Bredt homestead, "but to build a road over which he
could haul over 400 tons of vegetables to market during a wet fall would
require much additional surfacing" on the new road and also on the old
road to which it would connect. In Edmunds' estimation, Bredt, a young
man in his mid-twenties, belonged to a group of individuals who had
Tocated at Homer during the Tast ten years, and "some of them have big
ideas, they feel they can set the world on fire and show oldtimers how
to do things on a large scale. FEdmunds, presumably, was one of these
sourdoughs, and he visibly resented the cheechakos. Usually, however,
"these people last a year or so," he observed, and then, "after having
made a failure of their original plans, they leave the country and are
not heard of again." Bredt should not be "bragging about his farming
exploits,” Edmunds advised, because while it was true that he had plow-
ed some land last summer, "a targe part of his crop which he hauled to
the Spit had to be thrown finto the sea on account of freezing."15

Edmunds Responds to Criticism

Fdmunds refuted the assertion that there were a large number of
competent dozer and truck drivers at Homer. In fact, he had been un-
able to recruit even one man for a road project at Red Mountain. Bredt
himself was "not much of an operator,” Edmunds observed, for Tast
winter he had been unable to start a tractor although he had tinkered
with it for wonths. It took a Commission mechanic half an hour to get
the machine going. No douht, the superintendent was annoyed at Bredt's
complaints, and doubted the man's competency as a farmer. Rather than
spending money on building a road to his homestead, however, Edmunds
insisted the limited funds be used to maintain the road connection
some four and one half miles to the dock at the end of the Homer Spit.
It was a necessary chore because area residents needed the dock and the
road. The problem was that high tides washed over the Spit depositing
timbers and rubbish, and particularly washing out the road where it
joined the mainland at Mud Bay. Ideally, the Commission should build
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a pile bridge across the spit which would withstand high tides and
storms and solve the wash-out problems at Mud Bay. Funds had never
been available to do that, so the Commission had muddied along by build-
ing timber and brush dykes which freguently had to be repaired.15

Roads to be Built

Nevertheless, the Commission started to construct a road to Bredt's
homestead Tocated on the high bench at Homer. When narvest time came,
however, Bredt's crop was a failure and he had nothing to haul over the
Commission-built road which, incidentally, also served other home-
steaders. BRredt and his brother then left Homer and gave up their
homsesteads. The Commission had not finished the road clear to his
homestead after his 1943 crop failure.l’

Citizens of Homer Still Dissatisfied

Numerous protests about road conditions during the winter months in
the Homer area continued and came to Taylor's attention. Mrs. R, W,
Edens was dissatisfied that the Commission was unable to keep the Homer
Heights road plowed during the winter, Residents needed the road to
get to town, and so did the school bus. Patsy Myhill and Margaret M.
Richardson had attempted to talk with Taylor about the Tack of snow re-
moval on a visit by the Chief Engineer to the area. lnfortunately,
Taylor had only been able fo spare a few minutes with the two women,
and the talk had infuriated both. They left the brief meeting with
the feeling "that to expect any help from you" had been just wishful
thinking. Taylor's opinion that it required a rotary snowblower, cost-
ing approximately $14,000 to keep the roads open was plainly erroneous.
A1l he needed to do was to hire a competent dozer operator. Carl
Sholin, the Commission road boss in Homer, knew little about operating
a dozer. Consequently, "the hill folks were isolated for the rest of
the winter. 1t is unfair to a community to make 60 people suffer "he-
cause one man was inexperienced. FEvery winter since 1939-1940 the snow
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had been removed satisfactorily by experienced dozer operators - except
the last season. The Homer area finally attracted families, both wowen
claimed, they would not stay "unless we have hopes for a solution to the
problen of roads.” The whole community keenly felt the loss of a single
family, and within the past year six families had moved out because of
inadequate transportation facilities. "Alaska homestead 1ife," they
stated, "has enough hardships connected with it without adding the un-
necessary hardship that isolation brings." Residents needed roads to
get children to school, obtain medical aid, conduct business, receive
mail, attend church, and maintain social contacts. Perhaps men smiled
at the term "social contact," but even the Army had recognized that
need, and "in Anchorage, social 1ife is so important that roads are
kept open to the roadhouses." Both women demanded that Taylor consider
the community's "needs fairly and give our problems unbiased considera-
tion. None of us Ffeel that this has been done up to this time." For
that reason, the little community of Homer Heights had banded together
in a united effort to obtain results.18

Chief Enginear Taylor Sympathetic

Taylor was sympathetic and diplomatic. Complaints such as these
were not new to him. Residents from all sections of Alaska always
asked, in fact demanded as a right, many more projects and services
than the Commission's slender resources could supply. He told the
residents that while some snow removal had been performed in the past
an some roads, it was impossible to assure "that your roads will be

"

kept open continuously during the winter...." The Commission had never
heen ahle to provide continuous winter maintenance on all of its roads.
"In fact," he stated, "such maintenance has been Timited to heavily
traveled roads in thickly settled areas around Jarge towns." He
promised, however, to do all humanly possible to satisfy the requests

with the funds and equipinent available.19
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Sholin To Be Replaced

Taylor discussed the situation with Superintendent Edmunds, and
advised him to replace Carl Sholin as dozer operator because a
"unanimity of opinion" regarded his skills as insufficient. In reality,
however, these people desired additional Commission resources channelad
into Homer, and there Jjust were not any, and that was not Sholin's
fault. Edmunds thereupon arranged to have the dozer work double shift
to get the roads plowed out as soon as possible after a storm. He also
agreed to replace Sholin with a thoroughly competent operator. Edmunds
then hired Robert W. Kranich, the school bus contractor, to keep the
roads open. So far, so well.20

Private Contractor Only Partly Successful

In February 1944, Xranich reported troubles. He had been unable to
keep the road open during all of January because the whole month "was
one continuous snowstorm with plenty of wind thrown in. The hill roads
drifted level full with three to five feet of snow and a large part of
our road work to the dock completely washed away." School bus service
had to be discontinued temporarily, and even the school closed during
the last week of the month because "the storms were so severe that it
was impossible to go even on foot." Edwmunds felt vindicated, for the
critics had claimed that "it was comparatively simple for some compet-
ent man to keep the roads open for traffic." Kranich was such a man,
the community had agreed. Now it seemed that the Commission's con-
tention that it would be very difficult and expensive to do this work
was justified. Edmunds noted that no further complaints had been re-
cejved, Apparently, the residents of Homer Heights realized nhow diffi-
cult the work really was. "It is very easy to criticize and find fault
with government agencies," he concluded, but more often than not
"government men are not really at fault as we cannot do impossible
things.... especially when funds and equipment are limited."21 Taylor
had handled the criticism well. He had cooperated with resident wishes
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and engaged a competent man to keep the roads open. A severe winter
had shown the residents that human determination and skills were no

match for nature's forces.

Seward Chamber Petitions

In the meantime, the Seward Chamber of Commerce petitioned the
GCommission to build a road from Homer to Cooper's Landing. This was
not a new idea, for as early as 1938, Kenai Peninsula residents had
appealed to the Commission to at least survey a future highway from
the Seward-Kenai road, ending at Russian River, down through the best
agricultural areas and terminate at Homer. Locating and marking such
a route would encourage settlers to follow it and homestead adjoining
lands, thus transforming the whole route "into a beehive of activity.
The people would start making their home knowing that by the time they
were ready for business the highway would no doubt be well under
construction." Don Carlos Brownell, the mayor of Seward, had strongly
supported the petition. Brownell was an Alaska booster, and as such
axaggerated conditions. He claimed "that there are hundreds of people
intending to locate farms on the Peninsula,"... and "all the towns,
especially Seward, are receiving increasing demands for information
as to advisability of coming now." The reply always was to wait until
the land had become wmore accessible through roads. Despite these
warnings, however, "families are coming in by the dozen," some locat-
ing in Momer as well as the various other Kenai Peninsula towns "there
to wait until a survey of a road will enable them to locate on land
eventually connected by roads to markets." Brownell reminded the
Commission that Kenai Peninsula residents had sent a petition with
many signatures to Juneau, asking for the immediate start of construc-
tion of such a road. This time, however, fearing that the request
would not be granted at once, they only asked that a permanent survey
be started immediately. Nothing had come of it. In receipt of the
1944 petition, Taylor told the citizens that "our experience in obtain-
ing appropriations for road work during the past two years has been
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that neither the Bureau of the Budget nor the Congress is willing to
approve funds For road work in Alaska except that directly connected
with Army activities in the Territory." He assured the petitioners,
however, that the Commission had included the road project in its
postwar construction program. In June 1945, Hawley Steriing, the
Rssistant Chief Engineer, finally made a reconnaissance of the pro-
posed road from Kenai lake to Homer. Sterling estimated that a total
of approximately 108 miles of main road would have to be built, with
another 22 miles of branch roads. 1If approved and funded, Sterling
betieved that the road could be built rapidly because work could start
simultaneously from a dozen points, if necessary. Power barges could
land heavy equipment at any point along the Cook Inlet, and though
this would necessitate the construction of spur roads, these would be
required in any event for gravel hauling. In 1946, the Commission
finally put three survey parties to work on the Kenai Peninsula.2?

Commission Moves Property

In the meantime, following the abandonment of the Copper River
and Northwestern Railway, and the construction of the Glenn Highway,
the Alaska Road Commission moved its shops and warehouses from Chitina
to a point on the Glenn Highway near its junction with the Richardson
Highway. Since electricity was unavailable, the Commission built its
own electrical plant on a site set aside by executive order and in-
formally given the name Glennallen. Following the Commission move from
Chitina, a number of employees built residences in the vicinity. By
the end of 1943, they desired to obtain electricity for home use from
the Commission plant., The Commission supported these requests, not
only to fimprove living conditions of the employees but also to avoid
fire hazards that had to be expected where the employees used gasoline
or coal o0il for lighting. In December 1943, Secretary Ickes granted
the request to have Commission employees at Glennallen hooked up to
the electrical plant. They were to be charged at the rate of ten
cents per kilowatt hour, with a minimum charge of one dollar per
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montir for each meter. The fees were to be deducted quarterly from
employee paychecks.?3  Although a minor matter, the administrators
of the Alaska Road Comwission were very careful in obtaining permis-
sion from the Secretary of the Interior before furnishing the service
requested. They well remembered the trouble the maintenance and use
of the telephone lines along the Richardson Highway had caused a few
years earlier., There was to be no repetition of such a situation.

Plans For Postwar Projects

By Tate 1943, the Alaska Road Commission had prepared a Tist of
projects for a postwar construction program. It had selected those
which would be wmost heavily used immediately after completion rather
than offering a complete T1ist of all projects the Commission and
others had recommended from time to time during the Tast twenty vears.
The Commission belijeved that homesteaders would expand the farming
area, and that many tourists would visit Alaska to satisfy curiosities
awakened by the wide publicity the North had received during the war.
The Commission, furthermore, was convinced that any postwar road pro-
gram for Alaska would be of military interest. The Second World War
conclusively had shown Alaska's strategic military importance. The
Commission also pointed out that former estimates for the same projects
had heen far too low in lignt of recent experiences which had shown
that a road, 24 foot in width, would cost between $20,000 to $25,000
per mile to construct. The total cost for the Ffourteeen projects
came to $16,070,000, most to be completed by the third year and the
remainder by the sixth year. The fourteen projects and their price

tab follow:
Kenai Lake to Homer, $2,500,000;
Skagway to Dyea, $ 200,000;
Farm Roads Wasilla area, $1,200,000;
Iliamna Lake to Lake Clark, $ 150,000;
Cantwell to Valdez Treek, $1,000,000;

Valdez Creek to Richardson Highway $2,000,000;
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Cantwell to McKinley Park Station, $ 600,000

Farm Roads Homer Area, $1,000,000;
~arm Roads, Fairbanks Area, $ 800,000,
Fairbanks to Chena Hot Springs, $1,620,000;
Mine Roads Seward Peninsula, $1,000,000;
Eagle to Forty Mile to Tanacross, $2,300,000;
Chitina to McCarthy, $2,200,000;
Leila l.ake to Richardson Highway via
McLaren River $2,500,000.24

A Modest Program

It was a modest program, and only time would reveal whether or
not Congress would appropriate the necessary monies. For the last
year of the war, 1945, Congress appropriated $2,250,000 to the Commis-
s$ion, another $152,500 came from the Alaska Fund, while the Territory
contributed a mere $31,892. The years 1941 to 1945 can perhaps bhe
best summarized by stating that the Alaska Road Commission used its
entire Congressional appropriation to maintain the central Territorial
highway system. In the 1944, work season, the funds had been insuffici-
ent for even the barest maintenance because of the very heavy miiitary
traffic on the Richardson, Glenn, and Steese Highways. In fact, the
Commission had been forced to request a deficiency appropriation only.
The Commission had used the modest, and unfortunately declining
Territorial appropriations for maintaining roads in the outlying
districts, which for the most part, served mining communities. A1l of
these secondary roads were in poor condition at the end of the war.
In fact, some had deteriorated so badly that they required complete
reconstruction. 6. H. Skinner, the Chief Clerk of the Alaska Road
Commission, put the situation bheést when he stated that wmaintenance
and rehabilitation on the secondary road system could not hegin until
the Commission either received "large appropriations or traffic on
the central system falls off sufficiently to engble us to divert funds
now employed on the maintenance of those roads.2> At that point, no-
body could predict what the postwar years would bring.

417



10.

FOOTNOTES

Gruening to Emerson, September 28, 1940, R.G. 407, Records of the
Adjutant General's Office, 611 Alaska 1-1-45, N.A.

General DeWitt memorandum to the Adjutant General, "Construction
of Roads in Alaska," October 18, 1940, War Plans Division
Memorandum to the Chief of Staff "“Construction of Roads in
Alaska," November 7, 1940, Stimson to Ickes, November 12, 1940,
R.G. 407, Records of the Adjutant General's Office, 611 Alaska
1-1-45, N.A.

Alaska Road Commission, Annual Report, 1940, pp. 1, 6-7.

Alaska Road Commission, Annual Report, 1941, pp. 1, €-7; Adjutant
General to Commanding Generai, Western Defense Command, October
8, 1941, DeWitt to the Adjutant General, October 8, 1941, Act-
ing Assistant Chief of Staff Memorandum to the Chief of Staff,
"Improvement of Richardson Highway," October 28, 1941, Stimson
to Ickes, November 3, 1941, R.G. 407, Records of the Adjutant
General's Office, 611 Alaska 1-1-45, N.A.

Alaska Road Commission, Annual Report, 1942, p. 1.

Martin to Hewes, December 10, 1941, MacDonald to Hewes, December 3,
1941, Cogan to Commandant, Thirteenth Naval District, September
27, 1941, R.G. 30, Alaska Road Commission, box 65508, Federa)
Records Center, Seattle, Wa;hington.

A. A. Berle, Jr., Memorandum "Alaska Highway," January 31, 1942,
J. D. Hickerson to Berle, Confidential Memorandum, "Alaska
Highway," January 31, 1942, R.G. 407, Records of the Adjutant
General's Office, 611 Alaska 1-1-45, N.A.

Lyman L. Woodman, "Building The Alaska Highway: A Sage of the
Northland," The Northern Engineer, Yol. 8, No.2, Summer 1976,
pp. 11-15.

David A. Remley, Crooked Road: The Story of the Alaska Highway
(New York: McGraw-HiTT Book Company, 1976}, pp. 235-237; J. D.
Hickerson to Berle, Confidential Memorandum, "Alaska Highway,"
January 31, 1942, R.G. 407, Records of the Adjutant General's
Office, 611 Alaska 1-1-5, N.A,

King to Marshall, February 5, 1942, Eubick to Assistant Chief of
Staff, February , 1942, Stewart to Riggs, February 20, 1942,
Riggs to Stimson, February 24, 1942, Eisenhower to Marshall,
March 9, 1942, Stimson to Riggs, March 13, 1942, Gruening to
Ickes, February 27, 1942, Ickes to Stimson, February 27, 1942.
Stimson o Ickes, March 4, 1942, R.G. 407, Records of the
Adjutant General's Dffice, 611 Alaska 1-1-45, N.A.

418



1.

12.
13.
14.

16.
17.

18.

19.

20.

2—'.

22,

23.

Woodman, "Building the Alaska Highway," pp. 17-25; Theodore A.
Huntley and R. E. Royall, Construction of the Alaska High-
way (Washington, D.C.: Government Printing Office, 19457,
n, 96, P - 2985,

Naske, An Interpretative History, pp. 57-58.

Alaska Road Commission, Annual Report, 1943, pp. 1, 6-7.

Bredt to Gruening, April 13, 1943, R.G. 30, Alaska Road Commis-
sion, hox 65479, Federal Records Center, Seattle, Washington.

Edmunds to Taylor, May 8, 1943, R.G. 30, Alaska Road Commission
box 65479, Federal Records Center, Seattle, Washington.

Ibid.

Edmonds to Taylor, August 28, 1947, R.G. 30, Alaska Road Commis-
sion, hox 65479, Federal Records Center, Seattle, Washington.

Elden to Taylor, June 28, 1943, Myhill to Taylor, June 28, 1943,
Richardson to Taylor, June 30, 1943, El1liott to Taylor, June
28, 1943, R.G. 30, Alaska Road Commission, box 65479, Federal
Records Center, Seattle, Washington.

Taylor to Zettle, July 5, 1943, Taylor to Richardson, July 7, 1943,
Taylor to Myhil11, July 10, 1943, R.G. 30, Alaska Road Commis-
sion, box 65479, Federal Records Center, Seattle, Washington.

Edmunds to Taylor, September 17, 1943, R.G. 30, Alaska Road
Commission, box 65479, Federal Records Center, Seattle,
Washington.

Kranich to Edmunds, February 6, 1944, Edmunds to Sterling, February
12, 1944, R.G. 30, Alaska Road Commission, hox 65479, Federal

Records Center, Seattle, Washington.

Petition of Kenai Peninsula residents to Alaska Road Commission,
December, 1938, Brownell to Taylor, December 22, 1938, Taylor
to Seward Chamber of Commerce, April 21, 1944, Sterling
"Memorandum for files on Kenai-Lake-Homer Reconnafssance,
July 25, 1945, R.G. 30, Alaska Road Commission, box 65479,
February Records Center, Seattle, Washington; Alaska Road
Comnission, Annual Report, 1946, p. 7.

Sterling to Alaska Road Commission, July 17, 1943, Skinner to
Division of Territories and Island Possessions, October 27,
1943, Sterling to Steward, October 27, 1943, Thoron to Ickes,
Novemher 29, 1943, Hampton to Alaska Road Commission, December
4, 1943, R.G. 30, Alaska Road Commission, box 65410, Federal

419



264, Sterling to Division of Territories and Island Possessions,
October 22, 1943, R.G., 126, Classified Files, 9-1-55, N.A.

25. Alaska Road Commission, Annual Report, 1945, p. 1; Skinner to

Williams, May 25, 1945, R.G. 30, ATaska Road Commission,
box 65432, Federal Records Center, Seattle, Washington.

420



CHAPTER SIXTEEN
THE FUROR OVER HOUSE REPORT NO. 1705

On July 3, 1945, Conaress passed House Resolution 255, directing a
subcommittee of the Committee on Roads to inspect the Alaska Hiaghway and
its feeder roads, to determine why the highway was constructed, its cost,
the manner in which federal funds were expended on the project and its
collateral facilities, and to also determine the present and future value
of the highway to the United States and Alaska. In conformance with the
House Resnlution, the subcommittee consisted of Representatives J. W.
Robinson {Utah), chairman; W. M. whitington (Mississippi}; Jennings
Randolph (West Virginia); Hugh Peterson (Georgia); Jesse P. Wolcott
{Michigan); Paul Cunningham {(Iowa); and J. Glenn Beal (Maryland). A1}
members of the subcommittee, except Representatives Whittington and
Wolcott, spent the greater part of August 1945 in Canada and Alaska, making
an on-the-ground inspection of the Alaska Highway, its feeder roads, and
the collateral facilities constructed under military supervision to serve
the highway and to he served by it.l

Suhcommittee Members Travel in Alaska

Subcommittee memhers traveled by automobile over the entire Alaska
Highway except the 98 mile section between Whitehorse, Yukon Territory,
and the junction of the Alaska Highway with the Haines lateral highway.
Subcommittee members inspected this route from the air at Tow altitude.
In addition to covering the 1,479 miles of the Alaska Highway, the members
atso drove over 575 miles of the connecting road system in Alaska. At
each stop, the Representatives inspected highway maintenance and service
facilities as well as the many airports along the way. They collected
information on the problems of supplying the air route, the nature and
condition of the telephone and telegraph system paralleling the highway;
and the pipeline distribution system supplying airports between Watson
Lake, British Columbia, and Fairbanks with aviation and motor gasoline and
diesel and fuel oil. They also sponsored meetings in various cities and
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settlements in Canada and Alaska where they 1istened to comments and
discussed highway problems. Subcommittee members also -obtained informa-
tion on the agreement between the United States and Canada on the con-
struction and maintenance of the highway, and collected and analyzed
cost data on the construction of the Alaska Highway. In numerous appen-
dixes, the subcommittee members pulled together all of the relevant
historical data on the origins and construction of the Alaska Highway,
mich of it called from War Department and Public Road Administration
files. It was a truly comprehensive undertaking.?

Subcomnittee Members Learn About Alaska Highway

Subcomnittee members Tearned that, under the provision of the origi-
nal exchange of notes between the United States and Canada, those por-
tions of the Alaska Highway and the Haines lateral road located in Canada
would become integral parts of the Canadian highway system on April 1,
1946, On that date, Canada agreed to assume maintenance of these roads
within its boundaries. The portion of the Alaska Highway located within
the Territory already had become an integral part of the Alaska road
system. The subcommittee members learned that these highways were to be
opened for civilian use during the summer of 1946. The subcommittee
members then turned their attention to the maintenance of both highways
located in Alaska. Subcommittee members observed that "it would be
incorrect to say that the committee was impressed favorably with the
manner in which the Alaska Rdad Commission handles its assignment for
maintanance and new construction." After carefully surveying work per-
formed by the Commission in maintaining, repairing, and undertaking new
construction on the Richardson Highway between Valdez and Gulkana, "espe-
cially in the vicinity of Keystone Canyon, left the Committee with the
impression that the government is not receiving adequate value for funds
appropriated by the Congress for work to be done under the supervision
of the Alaska Road Commission ." Committee members particularly criti-
cized the "inadeguate engineering knowledge...exhibited by officials of
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the Alaska Road Commission in constructing a new section of the Richardson
ilighway along the floor of Keystone Canyon." Commission engineers had
"overlooked the simple engineering fact that rock cut out of the canyon
wall and dumped into the adjoining river bed would block the channel and
raise the water level in the canyon higher than its previous level." At
the first high water, the road was under water.3

Alaska Road Commission Criticized

Committee members found evidences of "inefficiency and employment on
a political rather than a businesstiike hasis..."For this reason, the
committee members recommended that Alaska be included in the provisions
on the Federal-Aid Highway Act (P.L.521) to cover road building opera-
tions. Since most of the Territory's land surface was a part of the
public domain, however, Congress should make an exception so that the
Territory not be assessed more for its share of the cost of these improve-
ments than it can eqguitably bear. Futhermore, the responsibility for
road construction should be transferred to the Public Road Administration
with its proven management record so that the federal government would

recejve more value from its highway investments in the future.?
Nonald MacDonald Objects to Criticism

Donatd MacDonald, a former locating engineer for the Commission and
an ardent advocate of a nighway to Alaska, immediately took exception to
the criticism leveled at the Commission. He briefly summarized the
nistory of the Commission and the history of the Alaskan labors of the
Public Roads Administration in Alaska. The former agency employed a day
Tabor system, the result of trial and ervor. The Commission had adopted
the system because the contractor wethod required imported labor, heavy
equipment, and supervision. A1l of this would have to be imported at a
high cost, In addition, the contractor system required an elaborate
engineering staff for the measurement and cost estimation of every step
in the construction process. This necessitated a big overhead expense,
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all out of proportion to the jobhs performed. The Commission, with very
1imited funding, very early decided to build the many miles of 1ight
pioneer roads requirad by the residents. To build heavy duty roads, as
the Public Roads Administration had done in Alaska's National Forests,
would have been unsound engineering for the Commission. The Alaska Road
Commission had always attempted to build the maximum mileage with every
available dollar, and eliminate every possible dollar of management and
engineering overhead. As a result, the district superintendents had to be
engineers, as far as possible, because they had to perform whatever
engineering was required. The Commission only used locating engineers,
topographers, draftsmen, chairmen, calculators and rodwen on long jobs of
road location. In short, MacDonald stated, a Commission engineer was "a
man who could do with one dollar what any bungler could do with ten."b

In contrast, MacDonald pointed out, the Public Roads Administration
of the Department of Agriculture was one of "the most powerful organiza-
tions in Washington," and supervised the expenditure of greater sums
than any other agency with the exception of the War and Navy Departments.
It directed the expenditure of huge sums of money for road construction
in all the States and Hawaii under the provisions of Federal-Aid Highway
Act. As a result, it had built great engineering and administrative
offices in Washington and throughout the States. This staffing was
necessary and commensurate with its responsibilities. MacDonald argued
that such a sophisticated organization was totally unsuited for the
construction of the 1ightly-gravelled pioneer roads through Alaska's vast
wilderness.6

Jessen's Weekly Defends Alaska Road Commission

MacDonald was not the only one to defend the Commission. The editor
of Jessen's Weekly of Fairbanks remarked that "when a Congressional
Committee assigned to an 'investigation' of the reputed extravagance and
waste on the Alcan Highway comes north chaperoned by the very big shots,
the head of the P.R.A. and the Colonel-in-charge of that construction,
whitewash the Alcan and then step clear out of its way to slap down the
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defenseless 1ittle Alaska Road Commission with an utterly unwarranted
haseless calumny it's time resident Alaskans oiled the old gun and started
Tooking for smelly varmints." The editor disputed the committee's asser-
tion that it had carefully surveyed the Commission's work on the Richardson
Highway. That was impossible, hecause the work was scattered along the
whole length of the highway's 370 miles. In fact, the members of the
subcommittee had not requested any facts and figures on the yardage of
dirt moved, length and number of the many wooden bridges replaced by
steel ones, labor costs, and weather conditions, among others. Further-
nore, why did the Committee ignore the Glenn Highway constructed by the
Commission, the editor asked? The total cost of the project, including
two year's maintenance, came to $19,484 per mile. Knowledgable engineers
claimed that the Commission built the nighway through wmore difficult
terrain than the Alcan Highway in Alaska, yet its cost amounted to just
one-fifth as much per mile.’

Editor Points to Long Alaskan Experience

The editor also refuted the committee's statement that "there was
no precedent in road construction in a remote and virtually unexplored
wilderness.” That just was not true, for the Alaska Road Commission had
accumulated over forty year's of experience, and constructed thousands
of miles of roads and trails in Alaska's wilderness, "an incomparable
record of achievement." Strangely, however, "neither the Army nor the
P.R.A. in their infallibility ever consuited this demostrable rich source
of information. They knew it all from birth.” Some members of Congress
now wished to transfer all Alaska road work to the Public Road Adminis-
tration in Washington, the editor complained, resulting in the complete
loss of local control. In conclusion, the "Tlittle A.R.C. is dinvolved in
the ambitions of a great Bureau seeking instinctively to extend Jts

powers."
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Judge Dimond Protests

Federal District Court Judge Dimond protested to the chairman of the
Committee, Congressman J. W. Robinson, that more than forty years resi-
dency in the Territory had given him ample opportunity to hecome familiar
with the work of the Alaska Road Commission. 1In his judgment, shared by
95 percent of his fellow citizens, "the Alaska Road Commission has heen,
and is, one of the most efficient and competent of all government agen-
cies." 1t had given the North better roads for the Tittle money it had
to work with "than anyone had a right to expect.” Naturally, these
roads were not of the "highest type, but they are eminently suited to
the primitive conditions existing in Alaska" where the prime need still
was for pioneer roads. Judge Dimond stated that "I grifeve over the
injustice" done by the Commission's report "to the honorable, hard-working
and intelligent men who, in the past, have served, as well as those who
are at present serving in the Alaska Road Commission."?

Deleqgate Bartlett Jumps Into the Fray

Alaska's Delegate E. L. "Bob" Bartlett likewise defended the Commis-
sfon. He complained that, although a member of the Committee on Roads,
he had not been given an opportunity to examine the report before its
publication. BRartlett resented the "highly derogatory" comments in the
report pertaining to the Commission. These statements had been widely
publicized in the Territory, he continued, and had "done irreparable harm
to a group of men whose Toyalty, ability and efficiency are by words in
Alaska." These comments were, in fact, without merit. Chairman Robinson
quickly assured both men that "our Committee had no thought of doing an
injury" to the Alaska Road Commission which had done some good work.
Fvery member of the Committee, however, shared the feeling "that too many
engineering mistakes had been made." Robinson stated that any statement
made was not intended to criticize hut merely call these facts to the
attention of the Alaska Road Commission. He concluded that if the
reputation of the Commission had been damaged "we will do what we can to

rectify it."10

426



Division of Territories and Island Possession Critical of House Report

In the meantime, the Division of Territories and Island Possession
in the Department of the Interior which supervised the work of the Alaska
Road Commission analyzed House Report No. 1705 and found it wanting. 1In
fact, it "definitely" was a "whitewash" of the construction activities of
the War Department, and more particularly, of the Public Roads Admini-
stration. DNespite all of this, it did contain much valuable data
related to the construction of the Alaska Highway. Division personnel was
disheartened and disillusioned "to see what unfair and unwarranted
conclusions can be adopted by a presumably open-minded committee of the
Congress." Not a word had been uttered on the excellent job the Commission
had done in building the Glenn Highway, a fact the editor of Jessen's
Weekly also had pointed out. The Keystone Canyon Job criticized so
hitterly was only approximately five miles long. FEven if mistakes were
made, it was "a fly speck compared to expenditures written off on the
Alaska Highway Jjob so uncritically. The Committee made no attempt to
learn the facts for either the Division or the Commission, "although it is
evident throughout the whole report that a sympathetic ear was lent to
both the PRA and the War Department for explanations of every conceijvable
Kind which would tend to throw the most favorable light on the Alaska
Highway job." The accusation concerning politics within the Commission
was groundless. In fact, the Public Roads Administration probably played
more politics to get this report out of the subcommittee on Public Roads
than had heen played in the whole history of the Alaska Road Commission.ll

Chief Engineer Taylor took time to refute everyone of the statements
made by the Committee, and concluded that the "indictment of the Alaska
Road Commission in the report is decidely unfair as no real investigation
of our work was made and available cost records were not examined or
requested.” Alaska's Governor Ernest Gruening was blunt in his evaluation
of the report. He called it thoroughly unfair and unfounded, and further
observed that "it arises from nothing wmore than the desire of Thomas
MacDonald [the head of the P.R.A.] to take over road construction in
Alaska hag and baqggage." Gruening recalled that a group of officials
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from the Division of Territories and Island Possessions visited MacDonald
late in the fall of 1944 to discuss Alaska's possible inclusion in the
Federal-Aid Higaway Act and the chance of receiving some federal funds for
for Territorial road construction. MacDonald, Gruening remarked, ex-
pressed his attitude virtually as an ultimatum. In essence he stated
that "I can get you some money provided the Public Roads Administration
builds all the roads and is put in charge." If not, there would be no
funds. The governor did not regard the Commission as perfect, for it
had made mistakes, but "“there 1s no evidence that any such were demon-
strated to the House Roads Committee." Gruening though it "a grim jest"
that the same report which condemned the Alaska Road Commission accorded
unqualified praise to the Army Engineers. "More major bungling, the
evidence of which is visible on every hand, was performed by the Army
Engineers than was ever seen before in the Territory.” The Haines lateral
rodd was an excellent example altough there were plenty of others. The
Alaska Road Commission had built the first 42 mile stretch extending from
Haines to the boundary with British Columbia in the 1920s. 1t had always
heeén a very satisfactory road. Then the Army Engineers came 1in and
extended the road to link up with the Alaska Highway. They went ahead
and "improved" and straightened the Haines road, Tocating it along the
thilkat and Xlehini Rivers. Commission personnel warned that the new
location would wash out, "but no one could tell the Army Engineers any-
thing." So the road washed out, not once but four times, and each time
they rebuilt it at greater expense on the same location along the river
hed, Finally, after more than a mile had been completely washed out,
the Army Engineers went back to the Alaska Road Commission location.
Gruening knew many other examples of such incompetency, and "while it is
not pleasant to bring up the errors of other government agencies," it
was mandatory in this instance in order to point out how unfairly the
Alaska Road Commission had been treated in the report.l2

Report Shows Vulnerability of Alaska Road Commission

The fury about the derogatory remarks about the Commission contained
in House Report Mn. 1705 soon subsided. The comments hy Committee members
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about the performance of the Alaska Road Commission demonstrated the
vulnerability of the organization. Alaskans were practically united in
their defense of the Commission, hut Tong term Toyal and effective service
in the Territory did not necessarily impress members of Congress. The
whole affair also demonstrated that the Division of Territories and Island
Possessions had not represented the Commission adequately in budget hear-
ings before Congress. This was a cumulative failure, going back to the
day the Commission was transferred from the War Department to the Depart-
ment of the Interior 1in 1932, Between 1932 and 1936, the Department
failed to effectively lobby Congress in behalf of the Commission, and
when the Division of Territories and Island Possessions became responsible
for the Commission in 1936, it also neglected to effectively represent
Alaska's transportation needs before the Congress.

Federal-Aid Highway Act for Alaska

Committee members had urged that Alaska be included in the Federal-
Aid Highway Act. That was not a unique recommendation for various
territorial legislatures had memorialized Congress on the same subject,
and Alaska's delegates to Congress from time to time had introduced mea-
sures designed to achieve the same purpose - always unsuccessfully.
After 1946, Alaskan politicians and administrators realized that sooner
or later Congress would include the Territory in the Federal-Aid Highway
Act. When that happened, the Alaska Road Commission would cease to
exist. This prospect must have wmade some members of the Commission

uneasy.

Division to Render more Help

In the wake of this controversy T.W, Taylor, the Administrative
Officer of the Division of Territories and Island Possessions visited
Alaska with the purpose of discovering in what fashion the Division could
be more help to the Commission., Taylor noted that there seemed to be no
general plan for Alaskan development. For example, the exact potential-
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ities of the various mining districts were not known. The Valdez Creek
Mining District furnished a good example. A pamphlet dealing with the
area stated that placer mining had been conducted in this district since
the first discovery of gold there in 1903. Considerable placer gold had
been produced, and would continue to be produced for many years because
many of the creeks had not been thoroughly prospected yet. Hiners had
also discovered some hard rock properties, but these had as yet produced
very Tittle qold. Conditions for substantial gold production were favor-
able, however, and therefore further prospecting and exploration were
well Jjustified. Taylor pointed out that these generalities were inade-
quate for supporting budget estimates before Congress. The same was
true for farmlands. Nobody quite knew how much suitable farm land there
was in Alaska. No precise data was available for the Kenai Peninsula
where the Commission had a road under construction. There was a need for
farmers, hecause most foodstuffs were imported. In 1945, for example,
$12,000,000 worth of foodstuffs had been imported. Obviously, there was
ah unutilized warket for food products, but nohody knew how large this
market was. This potentia1 would not be known until some definite develop-
ment plan had been worked out. All of this information was necessary to
decide where to build roads in Alaska. Taylor acknowledged that roads
under construction and those proposed for the future were in areas known
to be promising. The lack of specific data, however, made it difficult
to "make a real case for such roads" before Congress on the basis of

economic value.1l3

RBureau of the Budget Critical of Commission

The Bureau of the Budget had repeatedly told the Alaska Road Commis-
sion that its justifications for fund requests had not been specific
enough. Chief Engineer Taylor had largely overcome this objection for
the fiscal year 1948. He also had requested survey money, which, if
granted two years in advance of construction, would enable him to hase
his estimates on specific projects. Administrative Officer Taylor pointed
out, however, that the Cnief Engineer simply did not have the staff to
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prepare the kind of estimates and specifications which were customary
for the Public Roads Administration. The Bureau of the Budget also
complained the the Alaska Road Commission always "over-layed maintenance
difficulties due to weather." Ohviously, the Bureau of the budget had no
idea what Alaska's climate was Tike, and Officer Taylor therefore decided
to collect photographs which graphically demonstrated these difficul-
ties, 14

Army Proposes Massive Road Construction

The Division of Territories and Island Possession obviously intended
to represent the Alaska Road Commission more adequately before Congress.
Before the Division could formulate its plans, however, the Department
of the Army intervened. On October 28, 1947, Kenneth C. Royall, the
Secretary of the Army, told Secretary of the Interior Julius A. "Cap"
Krug that the Timited capacity of the Alaska Railroad and the deficiencies
of "the road system in mainland Alaska jeopardize the mission of National
Defense." The Army considered the support of it bases in the north and
the development of new sources of strategic raw materials vital necessi-
ties for effective national defense. These two requirements depended on
the existence of a road and railroad system "not only adequate for peace-
time use hut capable of sustaining the increased traffic which an emer-
gency would fimpose." Royall stated that Alaska had to be defended for
its own security as well as to protect the contiguous states against an
attack. Any planned operation needed to be put into action rapidly and
completely. Therefore, any Alaskan economic development, pnarticularly
if it made the Territory selfsufficient, would materjally aid the national
defense mission. Adequate transportation routes from the contiguous
states to Alaska and within the Territory were of utmost importance for
the logistics support of the military. Specifically, Royall suggested
improvements to all-year, all-weather standards of the main routes,
namely the Alaska Highway, the Haines Cutoff, the Richardson and Glenn
Highways, the Anchorage-Seward road, and the Tok extension of these main
routes north and westward. If extended, these should connect existing
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and planned military installations. The Fairbanks area north of the
Alaska Range was the most important to be served by an adequate road
system, followed closely by Anchorage. Royall pointed out that the
dependence on the Alaska Railroad for the transportation of goods and
supplies to the armed forces in the Fairbanks area constituted a weak
1ink in Alaska's defensive system which had to be remedied by building
adequate roads to Fairbanks, consisting ideally of alternate all-weather
roads. In addition, the Army intended to construct a petroleum pipeline
to Fairbanks, and it urged the surfacing of the main road system.15

Within a year, Congress approved a massive six-year road development
program for Alaska blessed by the Army. This program was to continue the
social and economic revolution wrought by World War 1I.
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CHAPTER SEVENTEEN
POSTWAR REORGANIZATION AND A PROPOSED FERRY SYSTEM

Events in distant places have always determined Alaska's fate.
That had heen the case when Alaska was Russia's colony, and continued
when the United States took Russia's place. The Territory had experi-
enced an economic boom during World War I as thousands of construc-
tion workers moved north to build wmilitary installations. The armed
forces garrisoned Alaska, and by 1943, about 150,000 troops defended
the Territory. 0On May 11, 1943, American and Canadian troops began
their amphibious assault on the Aleutian Island Attn. At the end of
that month, the island fell into American hands after fierce fighting.
Subsequently, on August 15, 1943, an amphibious landing was made on
Kiska. The troops, however, discovered that the enemy had evacuated
the island at the end of July under the protection of heavy fogs.
Following this action, the military command reduced ground forces
in Alaska, and by March 1945, only 50,000 troons were left. Forts
closed, bhases were dismantled, and airfields turned over to the Civil
Aeronautics Administration.]

Many Alaskans regretted the departure of the military, for with-
out the heavy federal expenditures, Alaska's economy threatened a re-
turn to its traditional seasonal character, dependent on mining and

the fishing industry.
The End of World War II

After the allied defeat of Germany in May 1945, and Japan's sur-
render a few wmonths later, in August, the nation celebrated the
victories. There was much to be thankful for., It had been a costly
conflict which had brought suffering and death to millions on both
sides., In the early summer of 1945, most Americans admired the
gallant Russian allies who had helped defeat the Nazis. In fact,
saven out of ten Americans liked the Soviets so well that they en-
dorsed the idea of sending German males to Russia to help rebuild the
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cities devasted by war. By the middle of 1946, disillusionment with
the Soviet Union had begun. Almost six of ten Awmericans felt that the
Soviet Union's actions in Eastern Europe and elsewhere expressed their
desire to rule the entire world, and about one in four was ready to
go to war immediately to stop these ambitions. Alvin Richman, a public
opinion specialist who had studied American attitudes concluded that
the negative trend toward the Soviet Union had been unusually steep
from September 1945 to March 1948. He concluded that by early 1948
about 70 percent of the Americdn public viewed the Soviet Union un-
favorably.?2

Cold Yar Revives Alaska's Economy

The collapse of good feelings and the start of the Cold War
rescued Alaska from the economic doldrums. Not only did it revive
Alaska's economy, bhut military necessity gave Alaska's lagging road
construction program a tremerddous hoost. Increased military prepared-
ness in Alaska, and the building of flajor military installations
throughout the Territory made urgent the interconnection of these
hases with paved highways. The Congress of the United States author-
ized a six-year road program costing in excess of $125,000,000. Since
1906 the Roard of Road Commissioners for Alaska, or later the Alaska
Road Commission as it was renamed, had appealed to Congress for funds
to provide Alaska with an integrated system, but to Tittle avail. As
Tate as 1941, Congressional appropriations were under $800,000 annually,
and that was a good year, for in 1940 it had been only $410,541,000.
The demands of war led to an appropriation of $1,892,925 1in 1942, and
rose to over two million dollars from 1943 to 1946, 1In 1948, Congress
appropriated $3,936,842 and also approved & massive six-year road con-
struction program for Alaska. In 1949, Congress appropriated $15,352,935,
and in 1950 that climbed to $23,633,376, and in 1951 rose still higher to
$29,389,476., Between 1905 and 1948, Congress appropriated approximately
$38,696,545 for Alaskan road, trail and bridge construction and mainten-
ance. JIn contrast, between 1949 and 1955, it appropriated about
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$135,395,031. 1In other words, in the short span of six years, Congress
appropriated more than three times as much as it had in the previous

forty-three years.3
Structural Changes for the Commission

There also has been structural changes over the years. As pre-
viously stated, the Secretary of the Interior had designated the ex-
officio Commissioner for Alaska, namely the governor, to administer
the duties relating to the road functions officially transferred to
the Department on June 30, 1932. On December 3, 1932, the Secretary
issued Departmental Order HNo. 605 which provided that the Board of
Road Commissioners for Alaska officially hecome the Alaska Road
Commission. Actually, that name had already been used since the mid-
1920s, but the order Tlegitimized it. Under the order, the Commission
form of organization ceased, and primary responsihility for its function
was placed with one dindividual. The chief engineer now became the
chief operating official, an arrangement that lasted until July 31,
1948, Together with the vastly increased Congressional road construc-
tion program for Alaska, the Department of the Interior reorganized the
Alaska Road Commission. On July 19, 1948 the acting Secretary of the
Interior issued Departmental Order No. 2448 which created the position
of a Commissioner of Roads for Alaska. The order did not change the
name of the organization but simply replaced the chief engineer as
operating official with a Commissioner of Roads for Alaska. This indi-
vidual now exercised the authority conferred upon the Secretary of the
Interior in the transfer act of June 30, 1932. The Commissioner reported
to the Secretary through the Director, Division of Territories and Island
Possessions. The chief engineer already had utilized this organizational
structure since 1936, Tke P. Taylor retained hnis position as chief
engineer. On January 3, 1949 Commission headquarters in Juneau announced
that Angelo F. Ghiglione would take Taylor's place effective February 1,
1950, Ghiglione had a long Alaskan background. He had started work
for the old Board in 1929 as an instrument man on harbor work in south-
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eastern Alaska. A few years later the Commission promoted him to the
position of resident engineer in charge of the Juneau Douglas bdridge
construction. Ghiglione continued his employment with the Commission
as Assistant Superintendent of the Anchorage District until assigned
to the main office in Juneau as Assistant Chief Engineer in April 1948,
In August of that year he became the Chief of the Construction Division
of the Juneau 0Office. A graduate of the University of Washington with
a degree in civil engineering, Ghiglione received a Master of Civil
Engineering from the Massachusetts Institute of Technology which he
attended on a competitive scholarship. During the Second World War,
Ghiglione, as a commander 1in the U.S. Navy Civil Engineers Corps,
sarved as a contract superintendent for the Thirteenth Naval District,
overseeing approximately $100,000,000 worth of Naval construction in

the northwest.?
Colonel John R, Noyes Becomes Commissioner

On August 1, 1948 the Secretary of the Interior, Julius A. Krug,
chose Colonel John R. Noyes as the Commissioner of Roads for Alaska.
Moyes was no stranger to the North. A 1923 graduate of the U.S. Military
Academy at West Point, and with a civil engineering degree from Cornell
University, Noyes has begun the practice of his profession as a young
officer for the old Board of Road Commissioners for Alaska in 1926.
Subsequently, he held a position with the U.S. Army Corps of Engineers
in Alaska from 1932 to 1934, DBuring UWorld War Il Noyes served in
Furope, and accepted the new position in 1948 on loan from the U.S,.
Army .5

Alaska Road Commission Expands

Increased appropriations also necessitated a moderate expansion
of the headquarters personnel of the Commission in Juneau. The
Department of the Interior created four divisions, together with the
required staff, designated, respectively. Administrative, Engineering,
Contracts, and Construction.®
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Noyes Assumes His Responsibilities

Colonel Noyes assumed his new responsibilities on August 1, 1948,
The prospects for vastly increased funding wmust have pleased him,
particularly since he represented a Tink with the past. He remembered
when the headquarters staff in Juneau consisted of three army officers,
a president, engineer officer, and a secretary and disbursing officer,
together with a handful of civilian employees. In those days, civilian
superintendents located at Anchorage, Fairbanks, Valdez, Chitina, and
Home, and a couple of subdistrict offices performed the field opera-
tions. When Noyes started nis work in 1925, some of the road work was
still performed by hand, although wuch mechanical equipment had al-
ready been acquired. In the 1920s the organization still cut much
Hrush and flagged trails used during the winter by dog teams and
horse slefighs. For years, the Alaska Road Commission maintained this
extensive trail system, but started to abandon it in the 1930s when
air travel had become common, In fact, in its 1947 annual report the
Alaska Road Commission listed the following total mileage of all roads:

Sled Flagged Grand
Road Road Trail Trail Total
June 30, 1946........ ceee. 28131 1238.4 4110.8 161.0 8323.3
Fiscal vear 1947:
New mileage......... vees 3007 T 30.7
Reclassified, abandoned
and transferred...... . -59.0 -11.0 ~59.0 -129.0

Total......(a) 2784.8 1227.4 4110.8 102.0 8225.0

No work of either main-
tenance or improvement
during fiscal; year 1947: 131.9 1033.4 3958.8 —w--- 5124.1

(a) Includes 80 miles tram road.’
The above figures show that the Commission had practically abandoned

its system of sied roads, trails, and flagged trails. The above mile-
age of roads consisted of the following systems:
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Principal Connected Road System

Miles
Richardson Highway 368
Glenn Highway 189
Steese Highway 162
Tok Cutoff _ 136
Alaska Highway and Branches 210 1065
Local Systems

Nabesna Branch 44
Feeder Roads, Richardson Highway 72
McCarthy Tram and Road System 31
Feeder Roads to Steese Highway 134
Livengood Road and Branches 87
Anchorage Local Roads 56
Fairbanks Local Roads 46
Palmer System 200
Home System 167
Seward Peninsula Mine Roads 94
Seward Peninsula Tram Road 80
Takotna System 71
Flat System 36
Manley Hot Springs System 48
Ruby System 66
Haines System 65
Kenai Peninsula System 47
Feeders to the Alaska Railroad 94
Eagle System 32
ITiamna System 26
Forty Mile Road System 29
Isolated Roads connecting with river or

ocean transportation 104
Mount McKinley Park Roads 9N 1720

Total 2785 8

The Colonel's Alaskan Experience

Colonel Noyes had helped construct the Richardson Highway, the
first main route connecting Valdez with Fairbanks. By 1948, there
existed a network of main roads hesides the Richardsen Highway, linking
the ice-free ports of Seward and Haines with the cities of Anchorage
and Fairbanks as well as with the contiguous states via the ALCAN, the
Alaska-Canada Military Highway. Better yet, when Noyes took over, the
paving of the principal connected road system began, making travel
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speedier, easier, and above all, dustfree. The remaining mileage, con-
sisting of the local systems, served approximately three-fourths of
Alaska's land area. Not only did the Commission maintain this mileage,
but it also continued to pioneer additional routes, meant to connect
developing resource and population regions with other modes of trans-
portation, such as river and ocean navigation and airfields.

Planning for a Ferry System

‘ Soon planners f¥or the massive six-year road construction program

maintained that any truly integrated system of highway transportation
| in the North had to be joined with an appropriate water transportation
system for southeastern Alaska. On March 1, 1949, James P. Navis, the
director of the Division of Territories and Island Possessions in the
Nepartment of the Interior to whom the Alaska Road Commission reported,
suagested to Secretary Julius A. Krug that he authorize a feasibility
study for a system of car ferries. PBRavis argued that southeastern
Alaska contained one-third of the Territory's population and resources.
The region had a difficult geography, composed of many islands separated
from each other and from the rest of the Territory by deep fjords and
steep mountains. fGiven this topography, it was impossible to develop
an effective highway system. Southeastern Alaska, however, was con-
nected with the outside world by a highway extending from Haines
through Canada to Haines Junction where it met the Alcan Highway; by
the White Pass Yukon Railway extending 1nland frowm Skagway to the Alcan
Highway at Whitehorse, Yukon Territory; and finally by a railroad and
highway connecting Prince Rupert 1in Canada's province of British
Columbia, just south of southeastern Alaska, with the United States.
Davis argued that car ferry service connecting Prince Rupert, Ketchikan,
Juneau, Haines and Skagway would connect southeastern Alaska with the
various roads and railroads, attract tourists, and most importantly,
promote the national defense. David recommended that the Alaska Road
Commission hire a competent marine engineer familiar with car ferry
operations to make a feasibility study. If the proposal appeared
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sound, David intended to ask Congress to fund construction of such a
system. Secretary Krug approved the Davis proposal a few days later.?

Moyes Searches for a Transportation Expert

Noyes accepted the charge with altacrity, and immediately contacted
a number of friends with the request to help him find "the right man
to make a feasibility study this summer." For example, he contacted
General Robert H. Wylie, the Mahager of the Roard of State Harbor
Commissioners, Port of San Francisco, and asked him to find a suitable
transportation expert to conduct the study. Anticipating criticism,
Noyes told Wylie that "you may laugh at this if you want, but I would
remind you that various highway departments do operate car ferries and,
therefore, the idea is not as far-fetched as it sounds. MNoyes appeared
anxious to hire a consultant from San Francisco rather than the Seattle
area, home of the Alaska Steamship Company, which served the Territory.
He believed that Seattle experts, with a substantial interest in the
Alaska trade, would be unable to render an "independent judgment" on
the feasibility of such a system.10

John T. Nanaher to Conduct Study

Within a very short period, MNoyes hired John T. Danaher, the
Assistant Vice President, Passenger Traffic, American President Lines,
of San Francisco, California to undertake the study. Danaher delivered
the finished product on June 4, 1949, Danaher pointed out that he had
carefully reviewed a preliminary study of this project, published in
June, 1944, entitled "Feasibility of Automobile Ferry Service Connect-
ing Southeastern Alaska with the Canadian Highway System at Prince
Rupert and with the Alaska Highway via Haines." Susannah Mirick,
James . Rettie, George Sundborg, and Charles McKinley of the North
Pacific Planning Project had authorized the study. In addition,
Danaher had also consulted a number of articles which had appeared on
the subject from time to time.ll
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Danaher Travels in Southeastarn Alaska

NDanaher traveled through southeastern Alaska in company with Noyes.
His first impression was that a ferry service, extending the Alcan High-
way from Haines Cutoff to Haines and thence by ferry via Juneau to
Prince Rupert "not only was a practical operation, hut would so favor-
ably affect the economy of the area through which the traffic would
move that it should receive. favorable consideration" and be put into
operation at the earliest possible time, Later reflection did not

change his mind.12
Danaher's Recommendations

Specifically, Danaher recomnended the estabtishment of a daily
ferry service between Tee Harbor and Haines, Alaska. This service
was to consist of two sections. The first and major operation was to
serve the ports of Ketchikan, Wrangell, Petersberg, and Juneau. Two
steam turbine ferries capable of a speed of 18.5 knots each would com-
nlete a sailing from either Prince Rupert or Juneau every 24 hours.
The second operation was to be undertaken by a ferry of the type of
the San Leandro, a former San Francisco Bay ferry, with landing slips
fore and aft, operating across Lynn Canal, a distance of about 50
miles hetween Tee Harbor and Haines. This ferry was to operate con-
tinuously throughout the 24 hour period, Danaher suqgested, for this
bay ferry-type vessel might not always be capable of accommodating all
the traffic from the Prince Rupert-Juneau ferry on a single trip.
Furthermore, continuous operation would assure southbound traffic a

conpection to Juneau.
Potential Ferry Traffic
Danaher pointed out that the success of any transportation opera-

tion, particularly water service, depended upon the available and
potential traffic. The consultant was convinced that the potential
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was extremely attractive, including both civilian and wmilitary
travelers and vehicles. Danaher argued that the greatest possible
travel would occur within a ninety day tourist season from mid-June
to mid-September. He was convinced that the Ferries would earn enough
revenues during this period to permit a daily service throughout the
year without the necessity for a subsidy. In addition, he expected
the trucking traffic during the winter months to contribute to the
daily operating costs outside of the ninety day fourist season, thus
permitting rapid amortization of the cost of the facilities.

Tourism

Danaher predicted that the greatest single source of tourist
traffic, approximately 72,000 individuals, would be passengers with-
out automohiles who came to Prince Rupert by railroad and bus. The
year-round sustaining traffic would consist of trucks or trailers
destined for Anchorage and Fairbanks. He estimated that these would
transport 400 to 500 tons of freight daily and occupy 750 linear feet
per day per vessel, with an average of a driver and one occupant.

Canadian National Railway Interested in Ferry

NDanaher had discovered that the Canadian MNational Railway was
vitally interested in the establishment of this ferry system, because
they hoped that it would place their railroad line between Jasper and
Prince Rupert on a profitable basis. The Southern Pacific Railway
also was intrigued in a daily ferry service at attractive low fares.
Offictals of the railway hoped that this Alaskan ferry service would
help support their new “Cascade Daylight" train which they planned to
put into operation between San Francisco and Portland. California had
experienced a substantial population increase during the war. Many of
these people, the railroad executives pointed out, would find Alaska
an attractive destination with a low-cost railroad, bus, package
tour arrangement. Danaher also has ascertained the interest of the
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Western Canadian Greyhoud Lines, Ltd., of Calgary, Alberta in such
an Alaskan ferry service. Greyhound operated buses between Vancouver
and Prince George over the Cariboo Highway. With daily ferry service
from Prince Rupert, the Greyhound executive promised that his Tline
would extend its route into that city in the process producing a sub-
stantial number of Canadian tourists hound for the North.

Potential Revenue

Danaher estimated that through trucks from Prince Rupert to
Haines, both north and southbound, would generate an annual revenue of
$1,525,182, private automobiles $1,166,832, while tourists during the
ninety day season would produce another $910,080, for an annual revenue
of $3,602,094 offsetting the cost of the ferry service.

Type of Vessels to be Used

The consultant suggested that the Alaska Road Commission ask
Congress for funds to construct two steam turbine propelled vessels,
320 foot in length, with a 57 foot beam, making 18.5 knots per hour
and having no more than a 13.5 foot draft in order to navigate the
Wrangell Narrows at Tow water. He urged that the design eliminate
passenger staterooms and instead cater to deck passengers who would be
provided with modern, reclining seats similar to the streamlined coaches
and overseas airlines. Vessels should be able to carry about 850 pas-
sengers each., A snack bar concession was to provide the food, and there
also might be a Tiquor bar concession. Danaher estimated that each
ferry would cost approximately $3 million to build.

Ask Army for a Ferry
Danaher proposed that the Alaska Road Commission ask the War

Shipping Administration to surplus the San Leandro, under charter to
the Army and formerly one of the San Francisco Bay ferries. The San
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Leandro was a steel hull, double-ended ferry with turbo-electric
drive with a speed of about 12 knots. Danaher pointed out that the
ship would need modifications costing about $200,000 to handle the
standard height of a 35 foot trailer.

Estimated Annual Operating Expenses

Danaher estimated the annual operating expenditures of the three
ferries at $1,187,170. Subtracting this expense from the estimated
revenue of $3,602,094 left a net income, to be applied against deprecia-
tion, amortization, and surplus of $2,414,924, The consultant also
pointed out that port facilities would have to be constructed, but
asserted that these would be fairly inexpensive because most locations
already possessed docks, ramps, and piers which, in some instarces,
needed modifications. In summary, Danaher estimated that Congress
would have to appropriate approximately $8,500,000 to construct the
ferries, port and dock facilities. He was convinced that the result-
ing traffic would greatly stimulate the economics, not only of Alaska,
but of British Columbia and the Yukon Territory as well,

The Alaska Steamship Company Critical

The Alaska Steamship Company, the chief carrier in the Alaska
trade, quickly criticized the Danaher report. The company had looked
at the ferry proposition "based on private development”, and concluded
that the present volume of traffic "could not begin to support the in-
vestment" necessary to launch the ferry system. Furthermore, Danaher's
estimate of $8,500,000 was rather moderatg, considering the necessity
to construct two ocean-going ferries, buy é third one and rebuild it,
and build and adapt seven essential terminals. 13

F. A. Zeusler, a retired Admiral and spokesman for the Alaska
Steamship Company, pointed out that the feasibility of the whole plan
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depended on a broad, comprehenéive highway development program in
Mlaska and Canada. This would include year-round maintenance and
asphalt surfacing at a minimum to afford the degree of comfort to which
American and Canadian automobile tourists had hecome accustomed.

Share Cost of Ferry System

The Alaska Steamship Company favored such a highway improvement
program because it would benefit the North. The company was convinced,
however, that "it would be impossible for private enterprise to under-
write" the ferry scheme. In fact, Danaher agreed with this assessment
because he specifically recommended that the Army and the Department
of the Interior share the cost of the project, to be operated by the
Alaska Road Commission. The Alaska Steamship Company, however, was
"unalterably opposed to any branch of the United States Government run-
ning the ferry system in competition with private enterprise. "Steam-
ship service undertaken by the unsubsidized American entrepreneur to
Alaska was already "in critical straits,” Zeusler pointed out, and
government competition "could have a most disastrous effect." If
the federal government insisted on establishing the ferry operation,
Zeusler continued, it should do so in cooperation with private enter-
prise and not in competition with' it. Finally, Zeusler came to the
core of his company's concern. He concluded that "since the Alaska

Steamship Company is the sole American operator offering general service
to all of Alaska, we feel that we should be the logical carrier to be
considered 1in such an arrangement.” 1In short, the Alaska Steamship
Company wanted to make certain that its nearly monopolistic control of
the Alaskan market not only be reaffirmed but also be strengthened.

Noyes Surprised About Criticism

Colonel Noyes perhaps was a bit surprised at the criticism. He
told Zeusler that the Commission had approached the whole matter from
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the standpoint of the development and use of the highways in connection
with the six-year Alaskan road development program Congress had
approved. He assured Zeusler that his organization was fully aware

of the many difficulties faced in maintaining and keaping open the
roads in Alaska and Canada to connect with the car ferries. He re-
assured Zeusler "that you and 1 are in substantial agreement as to
the desirability of private operation of the car ferries. Above all,
Noyes protested that he was "not dinterested in running them [the
ferries] and would do so only if a suitable private operator could not
be found,"14

Noyes Warned About Running Ferry System

Noyes had no reply to an old friend from the U.S. Army Corps of
Engineers who warned him that such a project might well ruin his
reputation as an engineer. "The fascination that the Inside Passage
has for some engineering minds is beyond me," this friend asserted.
"T hope for your sake anyway that you are not successful in putting it
[the ferry project] over." It was not a clean engineering problem
that could be accomplished through the application of Togic. Instead,
the friend seemed to warn Noyes, it was a project burdened with
politics, and potentially dangerous for Noyes' reputation.75

Noyes Ignores Advice

Noyes listened to the advice but did not accept it. 1Instead, he
pressed ahead with the ferry plans. He was pleased when told that the
Division of Territories and Island Possessions had been very pleased
with Danaher's study. If the Secretary of the Interior approved the
plan, the Division intended to include money for the project in the
Commission’'s 1951 budget estimates. Nayes assured the Division that
the ferry service would "attract an entirely new type of traffic to
Alaska which will supplement, but not seriously compete with the
existing traffic." WNoyes did not believe that the ferries would pose
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a serious threat to the operation of the Alaska Steamship Company nor
the scheduled airlines.” Commissioner MNoyes, however, was concerned
about the Coast Guard which insisted that full passenger vessels re-
quired 1ifeboats, stewards' department, and staterooms, among others.
These requirements would increase costs substantially. Noyes had told
the Coast Guard that the vessels which would allow the elimination of
the stewards' department and part of the 1lifeboat facilities, sub-
stituting 1iferafts for most passengers. So far, however, the Coast
Guard had not relented in its opposition to this plan.16

Secretary of the Interior Approves Ferry Plans

By the Tate fall of 1949, the Secretary had approved the ferry
project and it had been forwarded to the Bureau of the Budget as a
part of the estimates of the Department of the Interior for the fiscal
year 1951. Noyes, however, had developed some doubts about the'pro—
posed project. For example, he had discovered that the approach roads
in Canada leading to Prince Rupert and Haines were in poor condition.
He had negotiated with the Canadians asking for improvements of these
~routes, but so far the Canadians had shown a Tively interest but
promised no "actual performance." Furthermore, recent detailed looks
at the blueprints for the two big ferries had revealed that certain
technical details needed further study. This was particularly true
for the projected use of the ferries to carry railroad cars as well
as motor vehicles. This probably necessitated design changes, Noyes
stated, and therefore it appeared premature to ask Congress for ferry
hoat construction funds in fiscal year 1951,17

No Money For Ferry System

In the end nothing came of the Commission ferry scheme. A private
company, the Chilkoot Motorship Lines, Inc., operated a small ferry be-
tween Juneau, Haines and Skagway. When it ran into financial troubles,
the Territory purchased the vessel and operated it. 1In the meantime,
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late in 1947, entrepreneurs experimented in freighting on large barges
towed by tugs from Puget Sound to the raitbelt. It proved Feasible,
and the terminal port could be either Seward or the wartime port of
Whittier on Portage Bay on Prince William Sound. Most of the barging
operations were shortlived, but eventually Al Chezzi, a Fairbanks
resident and teamster, developed a barge and trucking operation under
the name of Alaska Freight Lines. Ghezzi had driven freight over the
Alcan Highway which the wmilitary had made available to civilian
traffic after the war. This overland operation proved unprofitable,
and gradually Ghezzi worked out a method by which he drove trucks from
the Seattle or Tacoma warehouses to the docks of these cities. Once
there, he disconnected motor and chassis, and had the truck body con-
taining the freignht lifted onto the barge which then was towed to the
Alaska terminals of Halnes or Valdez, and later, when the highway
connecting Seward to Anchorage had been completed, to Seward. At
these ports, the truck bodies would be swung onto wheels, hitched to
the motive power and driven to Anchorage, Fairbanks, or intermediate
points. Not until after statehood, however, did the new state govern-
ment inaugurate the ferry system Colonel Noyes had dreamed about.
Accomplished without federal subsidy it brought a partial solution to
one of the hitherto-unsolved transportation problems.
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CHAPTER ETGHTEEN

PECULIAR ALASKAN PROBLEMS, THE STRUGGLE FOR PREEMINENCE, AND THE
GENERAL ACCOUNTING OFFICE

The winter of 1951-1952 was very cold one in Alaska's interior with
temperatures dipping below minus fifty degrees, and staying there for
days on end. In mid-January, the Alaska Road Commission announced that
all construction activities had ceased for the season and all operations
were entirely on a maintenance basis. The Commission warned travelers to
make certain that their vehicles were in first class shape, and urged that
proper clothing be worn and carried along when traveling. For the motoring
public, it announced that the Richardson Highway, Route No. 1, was open
from Valdez to Big Timber Junction at Milte 130, and from Big Delta Junction
at mile 268 to Fairbanks at mile 365. The highway between Big Timber
Junction and Big Delta Junction was closed for the winter, and all
Fairbanks traffic from Yaldez and Anchorage was directed over the Glenn
Highway, Route No. 3, to Tok Junction, the Alaska Highway to Big Delta and
thence to Fairbanks. Route No. 2, the Alaska Highway, was open and in
good condition from the Canadian border, mile 1221, to Fairbanks. The
Taylor Highway from Tetlin to Eagqle was closed for the winter, but Route
No. 4, the Anchorage-Seward was open, as was Route No. 5, the Sterling
Highway, from its junction with the Anchorage-Seward Highway at mile 39
to its terminus at Homer, including the branch road to Kenai. Closed
for the winter were Routes Nos. 6 to 9, the Steese and El1liott Highways,
the McKinley Park roads, and the Haines Highway.1

Spring

Northern residents probably more than any other people on. earth
welcome the spring after a long, cold and dark winter. By February the
days are getting noticeably longer, and in March the sun is even warm in
interior Alaska. By April spring breakup has arrived, and mud replaces
snow. This period was always hazardous for the roads, and the Commission
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once again announced that weight and speed 1imits where necessary. By
April contractors were back working on the Richardson Highway out of
Valdez, and construction also was underway from mile 120, the Gulkana
airfield, to mile 199, Paxson, and again from mile 237 at Rapids to mile
268 at Big Delta. In short, construction activities were in full swing
by the end of April

Long Alaskan Experience of Commission

Obviously, in a country with such wide temperature extremes and the
existence of so much permafrost extraordinary care had to be taken when
building roads. The Alaska Road Commission had accumulated much useful
information on construction problems in northern climates from its incep-
tion in 1905 to 1952. For example, it had found that paved roads had to
he of the flexihle mat type. Flexibility was necessary because of the
continued surface movement caused by seasonal frost or deformation of
the underlying permafrost. Commission engineers had discovered that
"asphaltic pavements of either road-mix penetration or hot plant-mix
type" were successful. Contractors were paving Alaska's major highways
with a 20 foot wide, two inch thick mat of hot plant mix laid over a
four-inch crushed-rock base. The latter was primed with a medium curing
cutback asphalt, while rapid curing cutback asphalt was used in the
plant mix.?

Improve Highways To Standards

The major highways were to be improved to the following standards:

Through Roads Feeder Roads Local Roads
R/W Width 300° 2007
Width of Roadbed 28' 24" 20!
Width of Paving 20' none none
max. desirable max. desirable max. desirable
Sharpest curve, ° 18 11 25 11 25 -
Maximum Grade, % 7 - 7 -- 10 -
min. desirable min. desirable min. desirable
Non-Passing Sight
Distance 240 415 240 415 - -
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The principal gravel roads are surfaced with crushed gravel, while
Tow-standard roads are surfaced with an all-weather pit-run gravel layer.
Fortunately good gravel is plentiful along most of hte Alaskan highways;
therefore, very few roads are Timited hy adverse weather conditions.

Bridges

Bridges on through highways are designed for H-20 loading and have a
roadway width of 24 feet. Bridges on secondary roads are designed for H-
15 Toading with 20-foot roadway width. Steel, concrete, and treated-
timber bridges are used, and replacement of all native timber structures

is now nearing completion.3
Short Work Season

Alaska's construction was short, generally lasting no longer than
six months. This necessitated the seasonal employment of crews, long
periods of idle equipment and increased unit costs. The Commission often
scheduled bridge work for the winter season because it permitted longer
employment for key personnel and the more efficient utilization of
equipment. The Commission also had learned that the winter transportation
of suppties and materials to advanced construction sites reduced costs, as
did winter camp preparation and equipment overhaul.

The Permafrost Proh]eﬁ

One of the biggest problems confronting Alaskan construction was
permafrost, and an accompanying phenomenon called "icing". The Tatter
occurred when successive sheets of surface water froze, eventually forming
a mass of ice. Thick and localized ice was called "Icing mound," and when
it survived the summer it was known as "Taryn".

Stripping the protective moss cover off ground underlain with
permafrost resulted in thawing, practically suspending the soil in water
and creating an impenetrable mire which greatly hindered the operation of
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road building equipment. On these types of soils, the Commission employed
what it called "stage type construction,” with slow excavation as the
thawing progressed, and subsequent reshaping of the grade as differential
settlement occurred. The type of soil encountered in thawing permafrost
greatly affected the difficulties encountered. Porous, granular, gravel-
type soils gave 1little trouble since water easily drained away, and then
the soil became stable. Silty, kaolin or water-susceptible soils were
avoided whenever possible because of its instability.

Place Fill Material Over Protective Cover

Long experience had shown that it was best to construct new roads
without disturbing the protective insulating cover of the ground. This
resutted in less differential settlement, and 1cing did not develop as
often. Such construction consisted of placing borrowed fill material
over the natural ground as carefully as possible so as not to disturb the
natural cover. In fact, "even the location parties and tote road equipment
are required to detour and travél off the final Tine whenever possible in
order to avoid disturbing the natural ground cover". Still, while
roads built without disturbance to the natural ground cover were less
subject to icing and settlement, they needed to be reshaped repeatedly
until a new equilibrium had been established between the various factors

inherent in the permafrost areas.

Locate Roads Carefully

Careful observance of location criteria for roads and airfields
could reduce construction problems to a minimum, the Commission had
learned, For example, wherever possible locations should be developed
on the south rather than the north slopes of hills and mountain ranges.
Southerly exposures utilized the greatest heating effects of the sun,
normally had 1ighter snowfalls and less permafrost, and therefore reduced
subsequent maintenance problems caused by early freezing, late thawing,
and icing. To be avoided were wet side hills or slopes with water seep-
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ages since crumbling of the slopes and major mud slides could be expected,

and ground icing was to be expected.

Problems of Bridge Construction

Bridge construction had to consider permafrost foundations, winter
icing dangers, stream ice breakup and flow, termed "Debacle,” and major
channel shifting so common in Alaska's glacier streams. Additionally,
many glacier streams and rivers experience extreme flash floods, caused
by the bursting of glacier-dammed lakes or streams. Such flash floods
irregularly raised such rivers as the Nizina, Knik, and Kenai by as much
as twenty feet and caused heavy ice flows, bank erosions and drift
problems. Such floods could occur at any season and when occurring in the
winter caused considerable damage by carrying heavy broken lake and river
jce against the bridges. During the soring these floods carried ice down
from the glaciers and much ordinary drift materials consisting of trees,
stumps and debris, all lodging against hridges.

Steel Piling Trestle Bents Practical

Experience had shown that clear span type structures, and mid-channel
piers were very undesirable since special ice-breakers and protective
structures always had to be built. On wide, flat streams most subject to
jcing, it often was uneconomical to utilize clear spans. Since "Debacle"
was not an important factor in such streams, the use of steel piling
trestle bents had proved very practical. The steel bents were designed
without bracing in order to avoid hanging ice. While several feet of ice
often did build up and cling to the steel piling, no actual loads resulted.
Thawing temperatures had to prevail before the stream cut under the ice,
and during such temperatures the heat conduction quality of the steel piles
released the ice mass and permitted gradual settling.
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Useful Piers Developed

In 1934, the Alaska Road Commission developed piers for bridges
which were mostly of the steel "H" piling bent type and which proved
highly to be very successful, They equalled concrete piers in permanence,
and were practical particularly 1in isolated locations because of the
comparatively simple handling and erection facilities required. They -
cost relatively 1ittle since they required no expensive excavation, from
work, cofferdam or caisson construction, or underwater work common to
concrete piers. They also were well adapted for use in frozen ground and
could be installed as easily in the dead of winter as in the summer, an
important factor in Alaska where much bridge work was performed in the
winter when concrete pouring would require costly heating measurements.

Modified Steel "H" Piling Bent

In more recent times, the Alaska Road Commission adopted a modifica-
tion of the steel "H" piling bent in the utilization of salvaged railroad
rails. Commission employees fabricated piling by welding three rails
together bell to bell. Using a sevehty pound rail, this pilting provided
a section structurally superior to the ten inch "H" piling used previously.
The ease of manufacture and driving had saved over one dollar per foot in
place.

Maintenance Problems

Alaska also presented many unusual maintenance problems connected
with the unusual effects of permafrost changes, ice phenomena, and arctic
and subarctic operational hazards. Summer maintenance was very similar
to that performed in the midwestern states. After the spring thaw, roads
dried out and gravel sections became very dusty even though permafrost
might only be a few feet below the grade. Regardless of the stability
of the road foundation, underlying permafrost usually caused deformations
over a period of years. Such uncontrollable forces as seasonal weather
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changes and annual fluctuations in weather averages affected the thermal
balance within the permafrost regime. Changes in the permafrost showed
in subsidence or heaving of road sections. Under those circumstances,
the flexible-type pavements used suffered the least damage from such
deformations, although extensive crack sealing and spot paving, and
occasional leveling, were still necessary to reestablish uniform vertical
alignment. Chores such as brush cutting, ditch and culvert cleaning,
spot graveling, and other maintenance jobs had to be performed during the
summers. In addition, road crews also prepared for winter maintenance
during the summers by placing culvert and snow stakes, erecting snow and
ice fences, and flattening the gravel road crown in the fall to minimize
the dangers of stiding into ditches on icy roads. It also included the
creation of stock piles of sand and cinders for winter surface sanding.

Coping with Ground-Ice

0f necessity, the Alaska Road Commission developed methods of
preventing and coping with winter ground-ice Formations endangering
highways and highway structures. Most of Alaska's roads experienced the
effluent ground seepage ice, while river or stream icing was prevalent
only in the interior. Therefore, maintenance crews most often had to cope
with the former. It normally formed on side hill cuts, resulting in a
sloping ice surface on the roads. This increased traffic dangers by
crowding vehicles to the outer edge of the roads. Often this type of
icing built too many feet in depth, and often formed slopes prohibiting
the passage of any traffic. The Alaska Road Commission had developed a
fairly inexpensive and workable method for controlling icing. Termed
"ice Ffencing", it dammed off the seepage and controlled its freezing
hefore it reached the roads. Since the actual head of water to bhe diverted
is never more than the depth of the seepage film, the term "dam" was
actually misleading and the actual fence used could be of 1ight temporary
construction., The Commission placed this fence between the seepage and
the road, controlling the water by diverting the flow paralliel to the
road until it froze. The resulting vertical wall of ice could and did
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build up considerably, and often required a second, and sometimes even a
third 1ift of tne fence during the winter., Vertical feet of ice as much
as twenty feet high had formed parallel to the roads and had required
only occasional 1ifting of the 1ightly constructed barrier.

Interception Ditches

Ice fences had considerably simplified the control of icing, but
sometimes it was possible to avoid the problem entirely through the
construction of interception ditches graded to pick up the seepage before
it reached the road and thereby divert it into other drainage channels.
This method was particularliy effective where the ground water flowed near
the surface and could be intercepted some distance away from the road.

Similar interception ditches had been very effective where the water
preserved sufficient latent heat to keep from freezing until it had passed
through the road drainage structures. Icing still occurred, but it was
nelow the road and therefore posed no danger to the traffic. At times,
the Commission had covered or insulated these diversion ditches protecting
the chanelled flow against rapid freezing, further delaying icing.
Drainage structures and ditches in icing areas, therefore, had to be
deep and narrow rather than shallow and wide open,

Where Icing Not Controlled Presents Spring Problem

Where roads are not maintained during the winter and icing has been
allowed to build up uncontrolled, many problems result in the spring
opening for traffic. In very bad cases, ice has covered sections of road
several thousand feet in length to depths exceeding twenty feet., Removal
requires blasting, cutting with tractor and bulldozer, use of heavy ice
rooters, and repeated blading as the surface thaws during the spring.
Sprinkling dirt or ashes to accelerate the sun's thawing effect works
well, and the use of rock salt will speed the ice removal.
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Snow Removal,

Most roads in Alaska's connected highway system were maintained on a
year-round basis. They required snow removal operations six months of
each year. Commission crews removed snow with 1ight one-way throw blades,
mounted on three and five yard trucks. These trucks traveled at about
30 to 35 miles per hour when blading snow. At that speed, the blade
deposited the snow at a considerable distance from the road ditch.

Thompson Pass Snow Removal Spectacular

Very deep snow conditions occurred in Alaska's mountain passes. The
Alaska Road Commission's wmost spectacular winter maintenance operation
was that of keeping open Thompson Pass through the Chugach Mountains.
Less than 3,000 feet above sea level, the pass lies 2,000 feet above the
timber 1ine. Snowfall averages about 350 inches a year, and gail force
winds often rake the pass. Subzero temperatures are normal with extremes
as Tow as minus 60°F. Snow removal equipment for Thompson Pass was
huge. The Commission converted four large Kenworth trucks, each with a
gross weight of 106,000 pounds into rotary and V-type plows. The rotary
plows were eguipped with the targest manufactured Bros. Model M-9 rotary
heads powered with twin General Motors Corporation diesel units with a
total of 400 horse powers. The Commission modified these rotary plows
by extending the wmain plow cutting edges to provide sufficient clearance
for the extra wide trucks. Specially designed V-plows and wing bhlades
manufactured for mounting on these large trucks can clear a twenty foot
wide swath of road at one pass. Additionally, Commission crews used
standard road maintenance equipment on Thompson Pass consisting of a
fleet of heavy tractor-dozers, several Tlarge twelve foot blade motor
graders, and five yard dump trucks equipped with one-way front snow
hlades. Despite this array of equipment, the Commission had found it
impossible to keep Thompson Pass open during severe storms, and it was
normal to discontinue operations and halt traffic during such inclement
weather. Closures ranged all the way to five days, but with total closed
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time in any one winter not exceeding fifteen days. The Commission moni-
tored traffic over the pass with shortwave radio stations on both ends,
and through the maintenance camp in the center of the pass. When condi-
tions were unsafe for travel, Commission crews erected road blocks at
strategic control spots, and they also advised the various roadhouses
sftuated along the approach to Thompson Pass of weather conditions,
Good road markers were also necessary for IOCdting the road after severe
storms, Equipment had to he winterized in a special fashion and the
Commission had built warm storage facilities at the critical points in
order to keep the plows, draders and dozers in ready condition. In
short, winter maintenance was very expensive, and Alaska posed many
problems for road construction and maintenance not found in the contiguous
states. Through trial and error the Alaska Road Commission had devised
many techniques uniquely suitable for operations in Alaska's climate.

President Truman Requests Report On Commission

While the Alaska Road Commission coped with the vastly expanded road
construction program in the Territory, President Harry S. Truman requested
a report on the desirability of having the Commission perform some or all
of the activities of the Bureau of Public Roads in Alaska. The Bureau
response was swift and negative. Here was a large, powerful, and growing
bureaucracy which had no intention of allowing the Alaska Road Commission
to absorb its functions in the Territory.

Bureau of Public Roads Unwilling To Relinquish Alaska Functions

The Bureau stated that the proposal conflicted with legislation
under which it was charged with the responsibility of administering the
forest highway program in Alaska. Furthermore, the Bureau claimed, such
a proposal would be contrary to Congressional intent reflected in legisla-
tion and hearings, all directing that the Bureau of Public Roads maintain
an adequate organization in Alaska to administer its own functions and
also to perform engineering and supervisory functions for the Alaska
Road Commission on some of its major construction projects.4
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Bureau of Public Roads Justifies Its Role

In fact, the Bureau felt very strongly that the Department of the
Interior must have given misleading information to the president and the
Bureau of the Budget concerning the nature and scope of the Bureau's
Alaskan activities. Above all, Congress recognized the Bureau of Public
Roads as the principal road planning and construction agency of the federal
government. The Bureau reminded the president and the Bureau of the Budget
that the Bipartisan Commission on the organization of the Executive Branch
of the government, commonly referred to as the Hoover Commission, had
recomnended that federal transportation activities, then located in the
various executive departments, bhe concentrated in the Department of
Commerce. The Hoover Commission had recommended the transfer of the
Bureau of Public Roads to the Department of Commerce. This had happened
in 1949, One of the major functions of Commerce as expressed in its
Organic Act was to "foster, promote, and develop the transportation
facilities of the United States." For this reason the road building
functions of the federal government were transferred to the Bureau of Pub-

Tic Roads.
Multiple Responsibilities of Bureau of Public Roads

That was not all. In addition to the Federal-Aid Highway program
which involved the expenditure of about one billion dollars annually of
federal and state funds, the Bureau, by law, was responsible for the
administration of major highway programs in cooperation with other federal
agencies. This included, for example, highways in national forests and
parks, Indian reservation roads, public lands highways, defense access
roads, and Bureau of land Management roads. Additionally, it had taken
an important part in major projects such as the Alaska Highway and the
Inter-American Highway, and rendered technical assistance, advice and
services to numerous nations abroad under various foreign assistance
programs. The Bureau also cooperated in conducting research in highway
planning, financing, administration, construction, operation, and mainte-
nance in order to maximuze benefits from the expenditure of public funds.
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Congressional Intent Clear

The foregoing made it clear that Congress had wanted to center all
highway construction activities in one agency, and that was the Bureau of
Public Roads. Legislation over a period of years had confirmed Congres-
sional intent. These enactments related exclusively to the Bureau of
Public Roads and specifically authorized it to perform services for
other federal agencies in connection with the construction of roads and
bridges, including the preparation of plans, designs, specifications and
estimates, the execution of contracts, supervision of the work, and the
payment for such work involving the transfer of funds.

Bureau of Public Roads Criticizes Alaska Road Commission

Finally, the Bureau zeroed in on the Alaska Road Commission. Before
1948, it reminded President Truman and the Bureau of the Budget, the
activities of the Alaska Road Commission had been largely confined to
maintenance and force account work under very limited appropriations.
When funds for vastly expanded Alaska road construction became available
in 1949, the Commission concluded several agreements with the Bureau
which provided that the survey and construction of major road projects
would be handled under the engineering direction of the Bureau.

Transfer ARC to BPR

During the past several years, Alaska's delegate to Congress and the
Territorial legisTature had asked Congress to extend the Federal Aid
Highway Act to Alaska. If extended, the functions and duties of the
Alaska Road Commission would be transferred to the Bureau of Public Roads.
In 1946, two Congressional Committees had recommended that such a transfer
be effected, and in 1947 the Department of the Interior supported the

proposal.
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Bureay of Public Roads To Take Over Alaska Tasks

Taking all of the above into consideration, the Bureau recommended
that it be given the responsibility of supervising all highway work in
Alaska, at Tleast until Alaska attained statehood. At that point, the
Bureau would supply leadership and key personnel in helping the new state
establish a highway department. The Bureau also would lend the new Alaska
highway department a nucleus of personnel thoroughly trained in federal
aid procedures and also intimately familiar with Alaska highway problems.

Conference To Resolve Problem

On November 20, 1952 the Bureau of the Budget called officials of
the Bepartments of the Interior and Commerce to a wmeeting designed to
resolve the conflict over which agency should handle road construction
and maintenance responsibilities in Alaska. At the meeting, recrimina-
tions abounded. Bureau officials accused the Commission of having wasted
funds through its concept of stage construction in cases where the pioneer
road had to he abandoned when Congress authorized major improvements,
The Commission charged that the Bureau had built preciously few miles in
Alaska's forests for all the monies it had received over the years.
Interior Officials pointed out that Territorial officials had not been
dissatisfied with the performance of the Commission, while they had been
critical of the work performed by the Bureau. In fact, the Commission
always had developed its construction programs for community recommenda-
tions and advice received from Territorial officials. In the final
analysis, there was no resolution of the conflict, and the Department of
the Interior decided to leave conditions as they were, if at all possible.

Enter The General Accounting Office
While the struggle between the Bureau and Commission went on, the

General Accounting Office had reviewed the operations of the latter. It
issued its report in the summer of 1952. Although lauding the Commission

464



for the progress made in road construction, the General Accounting 0ffice
was highly critical of the methods and procedures through which it ob-
tained, controlled, and expended appropriated funds. Tt also noted that
the construction standards of the Commission and the Bureau differed
substantially. Moreover, each agency maintained a complete and distinct
organization in Alaska, and each considered that it should be the respons-
ibility for administering federal funds appropriated for territorial
highway construction.?

General Accounting Office Observations

The General Accounting Office also noted the relationship of the
Territorial Board of Road Commissioners to the Commission. The Board did
not maintain its own organization, but through annual cooperative agree-
ments with the Commission had it perform the construction and maintenance
of Territorial local roads. These projects were financed by contributions
from the Commission and the board. Unhappily howéver, Commission contri-
butions had increased each year since 1948, while Territorial appropria-
tions had decreased significantly. For example, in 1952 $1,060,350 had
been expended under this agreement, of which $810,350 the Commission
contributed and $250,000 came from the Territorial legislature. 1In 1948
of the $688,000 spent the Commission had contributed $347,000 and the
Territory $341,000. The Territory collected these funds from a part of
the proceeds of the Alaska motor fuel tax and operators' registration fees,
The General Accounting O0ffice criticized the gasoline tax of two cents a
gallon, lower than 1in any state except Missouri. Motor license taxes
went into the Territory's general fund and were not used for road con-
struction or maintenance. Trucks operating in Alaska paid only a $75
annual license fee, less than any of the 48 states charged.®

Territory Neglects Obligations
Although the Territory was responsible for highway regulation, it

had largely neglected to perform this function. The Commission, there-
fore, had taken the initiative in enforcing many of the regulations
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nighway construction.b

General Accounting Office Observations

The General Accounting Office also noted the relationship of the
Territorial Board of Road Commissioners to the Commission. The Board did
not maintain its own organization, but through annual cooperative agree-
ments with the Commission had it perform the construction and maintenance
of Territorial local roads. These projects were financed by contribhutions
from the Commission and the board. Unhappily however, Commission contri-
hutions had increased each year since 1948, while Territorial appropria-
tions had decreased significantly. For example, in 1952 $1,060,350 had
been expended under this agreement, of which $810,350 the Commission
contributed and $250,000 came from the Territorial Tegislature. In 1948
of the $688,000 spent the Commission had contributed $347,000 and the
Territory $341,000. The Territory collected these funds from a part of
the proceeds of the Alaska motor fuel tax and operators' registration fees.
The General Accounting Office criticized the gasoline tax of two cents a
gallon, Tower than in any state except Missouri. Motor Ticense taxes
went into the Territory's general fund and were not used for road con-
struction or maintenance. Trucks operating in Alaska paid only a $75
annual license fee, less than any of the 48 states charged.b

Territory Neglects Obligations
Although the Territory was responsible for highway regulation, it

had Targely neglected to perform this function. The Commission, there-
fore, had taken the initiative in enforcing many of the regulations
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required to protect the highways. For example, in April, May, and Sep-
tember 1952 the Commission installed three vehicle weighing scales on
Alaska's major highways, and also operated them.?

Principal Activities of Alaska Road Commission Since 1948

Since 1948 the principal activities of the Commission consisted of
administering contracts for the reconstruction and butuminous surfacing
of portions of the Richardson and Gienn Highways, the reconstruction of
the Haines Highway, and the force account construction of connecting roads
to the main highway system. These included the Sterling Highway, and the
Tok~Eagle road, both begun in 1946; and the reconstruction of the Tok
Cutoff begun in 1947. The Bureau of Public Roads administered contracts
on some sections of the Alaska, Richardson, and Glenn Highways with
funds appropriated to the Commission. 1In 1948 began the construction of
the Anchorage-Seward Highway with Commission funds, The Bureau of Public
Roads, however, built most of the highway because it traversed the Chugach
National Forest. Consequently, the responsibility of the Commission on
this project was largely confined to holding the funds. It did build 12
miles of road between Anchorage and Potter in the summer of 1948, and
supervised the paving of about 39 miles from Anchorage to Girdwood.B

The GAO pointed out that the conflict of standards between the Com-
mission and the Bureau became evident when both submitted estimates for
the reconstruction of the road between Seward and mile 58. The Bureau's
estimate according to its standards, adopted by the Department of the
Interior, was about $2,000,000 higher than the Commission's estimate.?

GAD Objects To Commission Budgeting Practices

The GAD objected to certain Commission budgeting practices. For
exampte, on the construction of the road from the Naknek airport to the
Village, the Commission transferred $550,000 from its paving funds to the
Corps of Engineers before requesting Congress to appropriate the monies.
Another example concerned the justification for a major project with a
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cost estimate that was obsolete when it submitted an $11,000,000 reqguest
for the Cordova-Richardson Highway. The Commission had arrived at that
total by adding $1,000,000 to an engineers report made in 1949. Yet in
1952, the project still had not reached a stage of planning where a reason-
ably accurate estimate of final costs could be made. The GAD recommended
that the Commission fully inform Congress when funds approved and avail-
abte for certain projects were transferred to cover obligations on other
major highway projects in excess of the amounts approved in the Commis-
sion's budget justifications.1l0

Commission Temporary Employees

The GAQ observed that the Commission hired a Targe number of temporary
employees, both wage board and classified, at the beginning of each
construction season. With wage board employees temporary appointments
were limited to one year or less. lnder the law, such individuals were
not entitled to compensation for holiday pay unless they worked. In
1952, however, the Commission paid these temporary workers for Memorial
and Independence Days in amounts of approximately $13,500.11

Commission Accounting System Changing

The Commission accounting system was in the throes of change in
1952. On June 30, of that year, the amounts recorded in the assets and
Tiability accounts, as well as the cumulative project costs, were mostly
inaccurate. The Commission distorted overhead charges by distributing
them to individual work orders, and it had the permission to use appro-
aoriated construction funds without time Timit. Monies received for
operation and maintenance, however, could only be Tlegally obligated
during the year for which the appropriation was made. In 1952, the
Commission reclassified certain projects from construction to operation
and maintenance with the result that on June 30 the annual appropriation
of $2,940,000 which had been received for operation and maintenance had
been entirely obligated. The GAD found that an equitable allocation of
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overhead would cause the appropriation for operation and maintenance to
be exceeded.1?

GAD Recommendation

The GAD recommended that Congress create an interdepartmental trans-
portation authority for Alaska which would promote the establishment of
a sound and equitable revenue hase to provide for further highway con-
struction and the maintenance of those already bhuilt. It also urged
{ongress to review the need for two independent federal road building
agencies in Alaska since it was not conducive either to economy or to
effectiveness of effort.l3

Obviously, the status quo was not to be preserved as the Department
of the Interior had hoped. Indeed, the General Accounting Office was to
scrutinize the Alaska Road Commission repeatedly until its demise in 1956.
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CHAPTER NINETEEN
THE FLUSH YEARS

In early November 1948, Colonel Noyes announced that he would hold a
public hearing in Fairbanks on December 15 for the purpose of receiving
and discussing information from all interested individuals about the use
that would be made of highways if the Commission kept additional routes
open during the winter.l As already stated, Congress had approved a
massive six-year road construction program for the Territory which was to
get underway in 1944, Inspired by military considerations, Noyes knew
that the main roadways would have to be kept open anyway. Which additional
ones warranted year-around maintenance, he asked himself? The hearing
was to provide data on which to base decisions.

Supplying Roadhouses Along The Richardson Highway

The mere mention that highways might be kept open during the winter
months delighted northern residents. G. H. Gilson, the manager of the
Gilson Mercantile Co. of Valdez was one of these. Although the Valdez
Chamber of Commerce intended to send a representative to the Fairbanks
meeting, Gilson was eager to tell Noyes about the future plans of his own
organization should the Richardson Highway be kept open. 1In July of 1948,
Gilson recounted, he had inaugurated a weekly wholesale delivery service
out of Valdez designed to supply the major needs of the small roadhouses
and trading posts all the way to tureka on the Glenn Highway;, to Paxson
on the Richardson Highway; and beyond Tok to Nell Kelly's trading post.
The response to the new service had been very good, and within a month
his firm supplied 26 businesses with fresh frozen meats, fresh produce,
aroceries, beer, clothing, and hardware. About the first of September,
Gilson's customers inquired whether or not the road was to be kept open
during the winter, and when it became known that it would not, many put in
a winter supply of goods to hold them over until "we should show up again
in the Spring." Gilson argued that Valdez was the logical distribution
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center for the part of central Alaska his business served. In fact, he
had competed very successfully with Anchorage and Fairbanks in supplying
the various roadhouses. DNespite the fact that he got a Tate start, many
of the roadhouse owners had already laid in a large stock of supplies, and
he only operated three months, he still did a gross volume of business
worth $48,000. Territorial Representative William A, Egan from Valdez
Tikewise supported the winter maintenance of the Richardson Highway.
Egan helieved that as much freight would be hauled over the route in the
winter as in the summer, and R. D. Kelsey, the manager of the Valdez
Dock Company, promised to spend Several thousand dollars to construct a
warm storage facility to properly care for winter freight. Representative
Egan, good politician that he was, added that winter maintenance not
only benefited Valdez, but that the highway had to be kept open for
reasons of national defense. Any difficulties could be solved during
the first season, and if "any nation should attack us, we would already
have established a vital permanent, speedy supply line to our troops at
Interior bases. We should not then, after the trouble had started, have
to wonder and theorize how best to establish an overland route from the
coast to our northern outposts."?

Support For Winter Maintenance of Richardson Highway and Other Routes

Robert Atwood, the president of the Anchorage Chamber of Commerce
and the editorial and publisher of the Anchorage Daily Times told Noyes
that the Chamber endorsed winter maintenance of the Richardson Highway on
a one year trial basis. This would certainly determine if the funds re-
quired warranted continued operation. In any event, such a move would
certainly aid not only the Valdez economy but all of the cities of
the interior. The Whitehorse Board of Trade firmly backed the idea of
keeping open the various roads between the Yukon Territory and Alaska,
but it was particularly interested in winter maintenance of the Haines
road, a sentiment echoed by the Port Chilkoot Terminal Company, the
Haines Chamber of Commerce, and the Veteran's Alaska Cooperative Company.
Like the other supporters, the groups from Haines stressed that Alaska's
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transportation network was the key to economic development and also a
vital, "perhaps deciding factor in the defense of our Territory, the
Dominion of Canada, and the United States." 1In fact, the more alternate
routes were available, the easier it would be to supply and move an
adequate fighting force. John Berdahl, the proprietor of Circle Hot
Springs, was more modest in his request. He merely asked that the Commis-
sion make an effort to keep the Steese Highway open until October 15,
two weeks longer than at present, and also have the road open for traffic
by May 15 of each year. He did not claim national defense necessities,
but merely pointed out that the highway served the historic Circle District
where miners had produced gold since 1894, Although only a dozen placer
mines operated in 1948, improved transportation undoubtedly would stimu-
late others to reopen mines, and best of all, the region, together with
Circle Hot Springs, offered splendid recreational opportunities for resi-
dents and tourists alike.3 Some eighteen organizations and individuals
had furnished Noyes with information on the desirability of winter mainte-
nance for varijous Alaskan roads. Twenty-three individuals, representing
as many organizations attended the public hearings 1in Fairbanks.

Hearing on Winter Maintenance

Colonel Noves opened the hearing by remarking that the meeting was
not designed to formulate a policy, but rather to collect information on
which a policy could be based. MNoyes also asked whether or not those
favoring the opening of the main passes would be willing to make a cash
contribution to help the Commission. Of those testifying, only three
declared themselves willing to contribute funds for winter maintenance,
but all urged the Alaska Road Commission to keep the highways open on a
year-round basis, and if that was not possible, then at least extend the
open season fin the fall and clear the roads earlier in the spring.
Major Allan Nesbitt of the 925th Engineer Aviation Group at Fort Richardson
urged that the Richardson Highway be kept open for military purposes, a
statement Noyes particularly appreciated because Armed Services support
was essential for obtaining the additional funds needed.4
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First Appropriation For Six Year Program and Bureaucratization

The hearing made it clear that Alaskans desired winter maintenance
of their roads, but it also showed that they were unwilling, and often
unahle, to contribute funds for this purpose. As already stated, Congress
appropriated the first installment of the massive six-year road develop-
ment program for the 1949 working season, consisting of $15,352,935.21.
Thereafter, talk about YTocal contributions subsided. The year 1949 also
was a turning point for the Ataska Road Commission. With the infusion of
millions of dollars, it quickly ceased to be the pioneer road constructing
agency it had been for all of its existence since 1905 and rapidly
developed into a modern highway construction and maintenance agency. As a
consequence of this development, Commission procedures became more formal
and bureaucratic. Many of the Commission employees, who had shaped the
policies for so many years, were close to the end of their careers.
Chief Engineer Taylor, replaced as head of the Alaska Road Commission in
1948 hHy MNoyes, completed his twenty-eighth consecutive year of service
with the Commission on June 1, 1949, G. H. Skinner, the Chief of the
Administrative Division, topped Taylor's record with his thirty-one
years of service. Noyes hired new faces. For example, Wayne C. Richie
from Washington, D.C. became the chief of the Accounts Section, while
George M. Tapley, a seventeen-year veteran of the Corps of Engineers,
became the Chief of the Commission engineering Division; Eugene J. White
joined the Engineering Division as the Chief of Surveys and Investigation
Section. He formerly had worked for the General Tire and Rubber Company
of Pasadena, California. Harold B. Schultz, oreviously bridge engineer
with the Iowa State Highway Commission joined the Commission in charge of
all bridage and structural design. F. E. Baxter, a former employee of
the Nevada State Hiahway Department, Jjoined the Commission as chief
éngineer of the Drafting Section, while his colleague Hamilton A, Highi
from Nevada became a draftsman for the Ataska Road Commission. Harry R.
Bates transferred from the Bureau of Reclamation at Ephrata, Washington
to the Commission as safety engineer, and Walter H. Daub, chief of the
contracts Division, had come to Alaska directly after having served two
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years in Korea as Chief Construction Engineer for the Department of
Transportation, U.S. Army, while Guy E. Carter, Chief of the Contract
Analysis Section came to Alaska from the Idaho Bureau of Highways.
Scores of new employees joined the Alaska Road Commission, rapidly chang-
ing the character of the Commission.’

Sterling and Taylor, Pioneers

ne of the pioneers of the Commission, Hawley W. Sterling died in
Seattle in September 1948. For sixteen years he had served as Assistant
Chief Engineer of the Commission. He had supervised the construction of
the Steese Highway from Fairbanks northeastward to the Yukon River at
Circle; he had Taid out and generally supervised the construction of the
Glenn Highway connecting Anchorage with the Richardson and Alaska High-
ways; and he had Taid out and started construction of the 120 mile long
highway extending down the Kenai Peninsula from the western boundary of
the Chugach National Forest to Kenai, Kasilof, Ninilchik, and Homer. In
Decemher 1949, the Secretary of the Interior, with the approval of Alaska's
governor, honored this pioneer road builder by designating the Kenai
Peninsula road the Sterling Highway. Already open to Timited traffic, it
was stated for completion in the summer of 1950. And at the end of Decem-
ber 1949, Chief Engineer Taylor announced his retirement, to be effective
February 1, 1950. He had spent thirty-six years in federal service, all
but two in Alaska. Taylor had come north in 1916 and gone to work as a
young engineer for the Alaska Engineering Commission which built the
Alask Railroad. 1In 1921, he started working for the Alaska Road Commission
as superintendent for the Fairbanks District. He was promoted to assis-
tant Chief Engineer in 1923, and to Chief Engineer in 1932, assuming
complete responsibility, under the governor of Alaska, for the operations
of the Alaska Road Commission. An industrious and efficient man, he had
utilized the small Congressional appropriations to the utmost. 1t must
have pleased Taylor to be able to participate in the paving of the main
roads which began a year or so before his retirement.5
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Pioneer Nash

A year later, in October 1950, the Conmission announced the impending
retirement of Frank Nash, the district engineer for Fairbanks. Nash had
started his career with the Commission on June 1, 1924, serving as a
surveyor, foreman, and engineer until 1929 when he assumed the duties of
acting superintendent for the Fairbanks District, a job later reclassified
to district engineer. When Nash started his career with the Commission,
Fairbanks still was a raw 1ittle pioneer community, and much of the travel
in the interior was still by dogteam. He was an expert dogmusher, and had
made many long and often arduous journeys by dogteam for the Commission
exploring the Yukon and Tanana River basins before there were any roads.’
In short, the sourdough employees were retirina to be replaced by profes-
sional engineers and road builders with University degrees.

Accomplishments

At the end of 1949, the Alaska Road Commission proudly announced that
it had accomplished much road work in the Territory which included the hard
surfacing of the main highways, major improvements in existing roads, and
much new construction. Since 1905, the Commission had built, and now
maintained, 2,981 miles of automobile roads. O0Of this mileage, 934 miles
of through roads included the northern end of the Alaska Highway and its
main extension to Anchorage, Valdez, and Haines. Connected to this
system of through roads were 356 mites of feeder or secondary roads, and
564 miles of local or third class roads for a total of 1,854 miles of
automobile highway connected through the Alaska Highway with Canada and
the contiguous states. Additional mileage in Canada included 1,221 miles
of the Alaska Highway and 108 wiles of the Haines Highway which the
Canadian Government maintained through the Northwest Highway System and
the Canadian Army. Within Alaska, the Commission had built and maintained
another 1,000 miles of secondary and third class roads serving isolated
communities and mining centers, which were not connected to the main high-
way system. 1In 1949, the Commission had paved 149 miles of roads extending
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eastward from Anchorage and Fairbanks with a light bituminous surface.
It had another 150 miles for paving under contract, slated for completion
in 1950. It planned to pave the entire through road system at a cost of
approximately $45,000,000,8

Surfacing Work

To provide asphalt for the surfacing work, the Commission had
installed two large asphalt storage plants at the ports of Valdez and
Anchorage, permitting bulk delivery of asphalt in ocean tankers. Kept
hot in storage tanks, contractor trucks carried the material to the work
sites, often several hundred miles inland. The Commission also completed
and reconstructed to all-weather gravel standard the road extending 85
miles northwestward from Fairbanks to Livengood. The Livengood road
represented the furthest northward and westward extension of the main
highway system, and would be the start of any extension of the road system
toward Nome on the Seward Peninsula and the Arctic.9

New Projects

Among the new 1949 projects was the 71 miles long Turnagain Road
which was to connect Seward and the Kenai Peninsula with Anchorage and the
main highway system. The Alaska Road Commission, the Bureau of Public
Roads, and the Alaska Railroad had undertaken the project under the terms
of a cooperative agreement, with completion scheduled for the summer of
1951. The Commission hoped that after it was finished the road would open
the scenic Kenai Peninsula to tourists from the contiguous states, assist
in the settlement of good agriculture lands on the western side of the
Peninsula, and provide an alternative access to the port of Seward.l0

The Sterling Highway, stretching 120 miles down the westside of the
Kenai Peninsula was already open for traffic and planned for completion
by the summer of 1950. Part of the wmain Kenai Peninsula road system it was
to 1ink with Anchorage by the completion of the road along Turnagain Arm.
Still another new road branched off northward from the Alaska Highway to
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the gold mining district of the Fortymile River. About 70 miles of the
road had heen completed, almost reaching Jack Wade. There it was to be
connected with a road largely in Canada extending to Dawson in the Yukon
Territory. The Commission planned to complete this route to the Canadian
border by the summer of 1950, and then continue it through Alaska another
40 miles to Eagle on the Yukon River, 11

The Denali Highway

The Commission intended to begin construction in 1950 of a 150 mile
Tong road from Paxson's lake to connect with Mt. McKinley National Park.
Requiring several years for completion, the road eventually was to connect
to Cantwell on the Alaska Railroad as well as 95 miles of existing
automobile road at McKinley Park Station. This would enable residents and
visitors alike to drive across the National Park to within 30 miles of
the famous mountain.l?

Local Road Development

Already under way was a program of local farm and industrial road
construction, which included approximately 30 miles of secondary and
third class roads in the Fairbanks, Anchorage, Palmer, and Homer areas.
Progressively extended year by year, these roads were to serve settler
needs., The Commission stated that the road system radiating out from
Nome on the Seward Peninsula and serving that city as well as Solomon,
Council, and the Kougarok mining district, about 275 miles long, was the
most isolated one. Connected, but not included in the mileage, was the
Seward Peninsula Tramroad, some 80 miles of three foot gauge railroad
which the Commission maintained as a common highway. Small, gasoline-
powered motor vehicles and cars drawn by dogteams used the tramroad. In
addition to the Nome system, the Commission had built isolated local
roads in years past to serve the mining areas around Ruby, Takotna,
Flat, Manley Hot Springs, Eureka, Wiseman, and many other locations.13
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The 1949 Season

During the 1949 summer the Commission carried out routine maintenance
chores which included rearading, gravelling where necessary, the placement
of signs and aids to the motorists, and repairs of damage caused by spring
breakup. Winter maintenance, however, was a serious problem, and the
mountain passes between Valdez and Fairbanks had never been kept open
during the winters, For the 1949-1950 winter the Commission had decided
to experimentally keep open Thompson Pass through the coastal mountain
range, enabling use of the port of Valdez throughout the cold season.
The Commission already cleared snow from the Territorial segment of the
Alaska Highway, the Glenn Highway, and the Tok Cutoff, connecting both
Fairbanks and Anchorage to the Alaska Highway and thence to the contiguous
states. The Commission also cleared snow from local roads around major
cities, enabling school buses, mail carriers, and private automobiles to

operate.l4
Principal Elements of Six Year Plan

The Alaska Road Commission had included plans for the future
improvement and extension of the Territorial road system in the famous
six-year plan Congress had approved. Revised annually, it was to keep
pace with Alaska's general development as well as local needs. This plan
included the following principal elements:

1. Improvement to a hard-surfaced standard of the Through Roads of
Alaska, including the Alaska Highway, Richardson Highway, Glenn
Highway, Tok Cutoff, Haines Highway, Anchorage-Seward Road, and
certain short, heavy traffic roads around Fairbanks and Anchor-
age.

Extension and improvement of Feeder roads to serve all principal
inhabited localities in Alaska.
3. Provision of local farm and industrial roads adequate to serve

™
«

all communities.
4. Completion of a road along Turnagain arm connecting Anchorage
with the Kenai Peninsula and Seward.l5

479



0i1 On The North Slope

Slowly the dreams of the pioneers of the Alaska Road Commission neared
realization. There were other dreams. For example, Commission personnel
learned in the fall of 1950 that the Navy had discovered 0il on Petroleum
Reserve No. 4 on Alaska's Arctic Slope. Chief Engineer A. F. Ghiglione
discussed the discovery with the Navy officer in charge of the project,
and learned that the Navy did not plan highway access but only had
considered the construction of a pipeline. The Navy agreed, however,
that the route of any pipeline would definitely be made to approximate
any highway location into the area. Ghiglione and the Navy officer agreed
that the logical route for both a pipeline and highway would be via
Anaktuvuk Pass in the Brooks Range, down the John River Valley through
Bettles and then to the Yukon River near Stevens Village. This route,
Ghiglione observed, would then tie in to the Commission-completed road
survey between Livengood and the Yukon River.l6 1t was a premature plan,
and a haul road to the North stope was not built until the mid-1970s in
conjunction with the development of the Prudhoe Bay oilfield.

A Busy Season Accomplishes Much

In the meantime, the Commission started conversion to winter opera-
tions in the late fall of 1950, preparing for snow removal and all the
other duties cold weather brought. It had been & hectic summer. Congress
had appropriated $23,622,376.10 for the work, the Alaska Fund had added
another $216,620.09, and some $431,019.44 had come from other sources.
The Commission had buitt 25 miles of new access roads in the Anchorage
area which opened considerable acreage for settlement east of the city in
the foothills of the Chugach Mountains. The massive paving program of
the main arterial system had progressed smoothly, and the Sterling
Highway had been completed. An editorial in the Anchorage Daily Times
Tauded the achievements of the Commission, stating that for employees it
may have been just another year in the long history of the agency. It
was, however, "a bigger year because of the millions of dollars invested
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in roads," and the activities of the agency had been of the same high
caliber that had "made the ARC one of the pillars of the Alaska development
program". In fact, “through the fine leadership of its executives and the
high caltiber of its employees out on the job, it has made itself one of
the most popular and respected agencies in the territory." Commission
employees had often gone beyond the call of duty by towing cars of drivers
who ventured where only tractors could move; taken stranded drivers to
road camps and offered them food and warmth in emergencies; politely
guided and assisted motorists in bad spots; employees at remote camps had
been roused at odd hours of the night to assist those in distress, and
"instead of dwelling on the foolish line of events that led up to the
crisis, the men have consistently concentrated on rendering whatever
'"first aid' is needed, even though it is to their own inconvenience."
The editor concluded that this was a unique record, extending many years
back into Alaska's history. The agency earned its reputation in the
early days by making itself an integral part of Territorial 1life and
taking a personal interest in the welfare of travelers. Better yet, even
with the great growth the agency experienced during the Tast few years, it
has "perpetuated the customs and traditions that made it great in the eyes
of Alaskans".l?

Bureau of Public Roads Criticized

The praise pleased the administrators and employees of the Alaska
Road Commission. Although many of the veterans of the Commission had
retired by now, the professional managers were proud of this historical
record and continuity of their agency. By 1951, the Commission also had
far outdistanced the Bureau of Public Roads which, since 1922, had
maintained its own organization in the Territory and performed all road
construction in the Tongass and Chugach National Forests. In the summer
of 1951, Governor Ernest Gruening told the Secretary of the Interior that
the Bureau of Public Roads applied methods and standards of road construc-
tion in its area of exclusive jurisdiction which, although Tlong applied
and accepted in the contiquous states were wholly inappropriate and
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unacceptable in Alaska. The Tongass and Chugach National forest embraced
southeastern Alaska and the Kenai Peninsuta and in the area surrounding
Prince William Sound respectively, regions of relatively dense population
and economic importance. They contained the three largest of Alaska's
five principal towns, namely Juneau, Ketchikan, and Sitka as well as
five of the seven towns next in importance, namely Petershurg, Wrangell,
Cordova, Valdez, and Seward. For years new road construction in these
areas had been practically negligible, evoking much discontent among
residents. From each of thes towns, except Valdez, it was possible to
drive only a short distance. Yet usage of the limited road system was
heavy. Southeastern Alaska, for example, an area of 34,391 square miles
and larger in size than the combined areas of New Hampshire, Yermont,
Massachusetts, Connecticut, and Rhode Island, only had 124.8 miles of
h1ghway.18

Gruening Critical of Bureau

Gruening charged that the Bureau had never shown much energy nor
enterprise in securing federal appropriations for road construction
in Alaska. In fact, for a decade, and until 1950, it had passively
assented to drastic reductions in the appropriations it was entitled to
under a formula originally devised by Congress. The Bureau also refused
to heed the wishes of the population which wanted the road mileage
extended. Instead, it had persisted in using its funds in improving,
widening, and straightening the small wmileage, "a largely" unnecessary
and wasteful performance. Indeed, the common sentiment was that "never
nave so many dollars built so few miles." Additionally, the Bureau of
Public Roads was extravagant in its road building and reconstruction
activities. There was no need to eliminate curves on short stretches of
scenic roads, yet "they move hillsides and blast vast masses of rock to
straighten out a curve which not only needs no straightening out but is
actually preferable on a short stretch of road which is obviously not
part of a trunk highway.... "Finally, a comparison between Commission and
Bureau projects showed that the former built roads at a cost of about
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$45,000 per mile, while the Bureau, for merely reconstructing and surfa-
cing 6.9 miles of existing Tongass Highway had budgeted $1,890,000, or
some $270,000 per mile. Congress had appropriated $7,000,000 for the
Bureau of Public Roads and the Forest Service. Gruening had discovered
that half of that sum was to produce only 2.7 mites of new construction.
That clearly was intolerable. Gruening therefore requested that Secretary
of the Interior Oscar L. Chapman investigate the situation, and follow
it by transferring the functions of the Bureau of Public Roads to the
Alaska Road Commission. Gruening asserted that there was no valid reason
that the Territory should have three road constructing agencies, namely
the Alaska Road Commission, the Rureau of Public Roads, and the Alaska
Territorial Board of Road Commissioners. The Tlatter contracted with
the Alaska Road Commission since it did not have an independent construc-
tion division. Some individuals within the Office of Territories had
suggested that Alaska should wait until it attained statehood before
initiating any changes. Statehood, however, was not 1ikely to come for a
numher of years.

Gruening urged that "we cannot afford to wait. The need for stopping
waste is immediate." He suggested ;hat the transfer be made by executive
order.1? The desired change did not occur, and when the consolidation
finally occurred in 1956, the Bureau of Public Roads abosrbed the Alaska

Road Commission.

De Armond Defends Bureau

Robert N. De Armond, a conservative columnist, disputed Gruening's
criticism of the Bureau of Public Roads. He pointed out that the Commis-
sion had received its large appropriations because it was engaged in
national defense work, and it had heen "much easier for a number of years
to secure an appropriation carrying a defense tag than almost any other
kKind of appropriation". The Bureau of Public Roads had not enjoyed this
advantage. In fact, most of its work occurred in southeastern Alaska which
was of Yittle military interest. The Bureau, therefore, had to justify
its road program for the development of‘naturai'resources, particularly
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pulp mill sites which were close to town. Road improvements contemplated
were between towns and potential pulp mill sites. The Bureau had learned
from long experience that rebuilding roads time and again was very
expensive. Why not build for the faster and heavier traffic in the first
place? In Ne Armond’'s opinion, the Bureau seemed to have a well-planned
program of road development for southeastern Alaska, and it was "carrying
out that program with the funds allotted to it, rather than spreading the
funds around by the rule of political expediency”.20 What De Armond had
missed entirely was that the Bureau had expended millions of dollars over
the years and had built preciously few miles of roads.

Commission Accomplishments

While the struggle over preeminence between the Alaska Road Commis-
sion and the Bureau of Public Roads continued, the former accomplished
much in the 1951 season. By the late fall of 1951, the Glenn Highway
hetween Anchorage and the Richardson Highway had been completely hard
surfaced except for a 16 mile section in the vicinity of Sheep Mountain.
The Commission also reconstructed the remaining portion of the Glenn
Highway between Big Timber and Tok Junction, formerly known as the Tok
Cutoff, and eliminated most of the sharp curves and also subtantially
widened the road bhed. Included in the work was a relocation of the road
around the east side of Mentasta Lake which shortened it by about nine
miles. BRetween Valdez and Big Delta on the Richardson Highway the Com-
mission supervised four contracts for grading. Three of these included
hard surfacing. McLaughlin Incorporated did the work between Valdez and
mile 36, and about completed the grading between Valdez and Thompson
Pass, widened and paved the tunnel in Keystone Canyon, and eliminated
many steep grades and sharp curves. C. F. Lytle and Green Construction
Company worked between miles 82 and 130, They completed all grading and
hard surfaced between miles 82 to 120. The A. J. Hooper Corporation had
contracted the section from Big Timber to Paxson for grading only. It
completed about 15 miles south of Paxson, and prepared the remainder for
rebuilding in 1952.73
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Contractors

. F. Lytle and Green Construction Company held the fourth contract
between Rapids and Big Delta, which included both grading and paving.
The companies constructed a line change between Rapids and Donneily
designed to eliminate flood damage by the Delta River. Tt hoped to
complete all arading and hard surfacing in the 1952 season.?2?

Anchorage-Seward Highway Opened

In an impressive ceremony on October 19, 1951 at Girdwood the
fommission formally dedicated and opened the new 128 mile Anchorage-Seward
Highway, another link in the main arterial system. Portions of the old
Seward-iope road, between Seward and mile 58, were still under reconstruc-
tion preparatory to paving, while the Commission had placed the section
from Girdwood to Anchorage under contract for hard surfacing. The Com-
mission intended to award additional paving contracts for the 1952 season
For the Anchorage-Seward Highway. These were to be administered by the
Rureau of Public Roads under a cooperative agreement with the Alaska

Road Commission,?23
Paving Alaska Highway

Under a similar agreement, the Bureau of Public Roads administered a
regrading and paving contract of the Alaska Highway eastward toward
Johnson River. The Rogers Construction Company and Babler Brothers were
the contractors. They had a 1ine change near Halfway House under
construction which, when finished, eliminated much winding road with
dangerous hlind curves. It was to be finished in the summer of 1952,24

The Taylor Highway

The Taylor Highway, named after retired Chief Engineer Ike P. Taylor,
extended northward to Eagle for the Alaska Highway, and included a branch
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connecting at Boundary with the road to Dawson. The road had almost heen
completed during the 1951 season. Two more bridges and bridge approaches
had to he built. WUhen finished, travel to Eaale would be possible in the
summer of 1952, On August 16, 1951, the Commission held a ceremony
at the Alaska-Canada boundary which officially opened the bhranch road to
Boundary and Nawson., 25

Other Commission Projects

The Commission continued work on the Richardson Highway - McKinley
Park Road concentrating efforts at the west end. It pushed a pioneer
road from Cantwell to McKinley Park Station. Only the construction of
bridges across the Nenana River remained bhefore travel between these
points was possible. In addition to maintaining almost 3,000 miles of
road, the Commission also completed paving of the Alaska portion of the
Haines Highway, and widened and improved the Sterling Highway from its
junction with the Anchorage-Seward Highway to Homer.?20

Local Roads

The Commission also extended, as much as funds would permit, the
farm and industrial road system, building approximately 20 new miles, and
reconstructed and surfaced 30 miles of low standard roads. AL the request
of various governmental bodies, the Commission built an additional 20
miles of road on the basis of cooperative agreements. TIn order to handle
the enlarged highway orogram, the Commission also nad to erect several
new huildings, including a new warehouse at Fairbanks, a warm storage
building and a dormitory at Glennallen, and setup twenty 30 foot house
traflers at Valdez to provide housing for engineerag personnel employed
on the many contracts in that area. And finally, the Commission once again
nrepared to keep the Richardson Highway over Thompson Pass open during
the winter. This would wmake for year-around maintenance for the third
consecutive winter. The Army had made funds available for this under-
taiking, and as a resutt Valdez had become a valuable all-season seaport
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through which large volumes of military and civilian freight moved to
Anchorage and Fairbanks.2/ By the end of 1951, the beneficial effects
of the Cold War on Alaska were apparent everywhere, particularly in the
paving program whicn enabled northern residents for the first time to
drive long stretches without choking on dust.
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Alaska Road Commission, bhox 65414, Federal Records (enter, Seattle

Washington.
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Ibid.
Alaska Road Commission, "Six-Year Plan," January 17, 1950, R. G. 30,

Alaska Road Commission, hox 65414, Federal Records Center, Seattle,
Washinaton. The following is a list of existing roads as of Septembher
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THROUGH ROADS

Miles
Richardson Highway. . . + « - « « « o o« « + o . 365
Glenn Highway « « « « v v v v v o o v o o v w s 189
Tok Cut-0ff . . . . « v v v v v v e e e e e e 136
Alaska Highway. . . + « « « & o v o 0 o o v o s 203
Haines Highway. . « . « v « « ¢ o o v o o v o 41 934
FEEDER ROADS
Connected with the Through Road System
Steese Highway. . « +« « v v v o v o o o o 0 o s 162
Flliott Highway + .« + « v « o ¢ o« « v o o« + 71
Fdgerton Cut-0ff. . . . . . « « « ¢« « & o« . . 39
Anchoraae - Potter. . . . e e e s 11
Alaska Highway - Forty M11e - anle . K7
Fairbanks - College . . . . 5
Anchorage - Lake Spenard. . .. 3
Circle Hot Springs. . . . « « « - . 8 362
FEEDER ROARS
Mot connected with the Through Road System
Ruby = Poorman. . « « « o v « « s s o o o o o s 56
Mome - Solomon. . . . . . e e e e e e e e e e 33
Kenai Lake - Homer. . . « « & + v v « v o o+ & 81
Mt. McKinley Park Road. . . . « « + « « « « + & 96 266
LOCAL ROADS
Connected with the Through Road System
Wahesna Branch. . . e e e e a4
Branch Roads, R1chardson nghway e e e e 33
Branch Roads, Alaska Highway. . . . . . . . . . 7
Rranch Roads, Steese Highway. . . . . . . . . . 128
Branch Roads ET1liott Highway. . . . . . . . + . 16
Anchorage Local Roads . . . . « « + + . « « .« & 67
Fairbanks Local Roads . + +« + v ¢ + ¢ ¢ o o & . 48
Patmer Local Roads. . . . . e e e e e e e 197
Branch Roads, Haines H1ghway e e e e e e e s 24 564
LOCAL ROADS
Not connected with the Through Road Systen
Nome local roads. . . . e e e e e e e e 65
Seward Peninsula Mine Roads e e e e e e e e e 177
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Seward Peninsula Tramroad . . . . . . . . . . . 80 323

Takotna Roads . . . . ., v« ¢« v v ¢ v v o0 .. 71
Flat Roads. . . . . . . . C e e e e e e e e 36
Manley Hot Springs Roads. . . . . . « . . « . . 48
Branch Roads Ruby-Poorman . . . . . . . . . . . 10
Wiseman System. . . + + ¢ v v 0 o 0 v e e e . 13
Kenai Peninsula Roads . . . . . e e e e 49
Roads connecting with the A]aska
Railroad. . . « + + ¢« v v v v &« ¢ « v 4 & 94
Eagle Roads . . . e et e e e e e e e e . 32
Jack Wade - Boundary e e e e e e e e e e 18
McCarthy Roads. . . . « . v « « v ¢ v o v v o & 31
ITiamna Roads . . . « « « ¢ ¢ v o v v v v v o & 28
Dillingham Road . . . « .+ + + « « v « + + « « & 10
Annette Island Road . . . C e e 15
Isolated Roads connecting w1th R1ver
or Ocean transportation . . . . . . . .. 83 861
TOTAL & v . v s v e v e e e e e e e e 2,981

R, G. 126, file 9-1-55, Alaska Road Commission General, part 7, N.A.

16. Flakne to Noyes, September 27, 1950, Ghiglione to Flakne, October 4,
1950, R. G. 30, Alaska Road Commission, bhox 65412, Federal Records
Center, Seattle, Washington,

17. Alaska Road Commission, Annual Report, 1955, p. 47; Anchorage Daily
Times, November 8, 1950,

18, Noyes to Davis, April 10, 1951, Gruening to Chapman, June 13, 1951,
R. 5. 30, Ataska Road Commission, box 65415, Federal Records Center,
Seattle, Wasnington. The enclosed maps show some of the Forest
Highways in southeastern Alaska. R. G. 30, Alaska Road Commission,
box 65509, Federal Records Center, Seattie, Washington.
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CHAPTER TWENTY
THE LAST YEARS OF THE ALASKA ROAD COMMISSION

As the foregoing chapters illustrated, the Departments of the Inte-
rior and Commerce conducted a complicated bureaucratic power struggle to
determine which agency, the Alaska Road Commission or the Bureau of Public
Roads, would assume total responsibility of road construction and mainte-
nance in the Territory.

Bureaucratic Deadlock

Early in 1953 the Director of the Bureau of the Budget reported to
President Truman on the bureaucratic deadlock. Since neither Interior
nor Commerce had compromised, he recommended that both agencies in Alaska
he continued. Should Alaska be admitted to statehood, the Director stated
that "it would be desirable to have the Alaska Road Commission available
for use by the new State as a highway department, and it would also bhe
essential to have Bureau of Public Roads' assistance in Alaska...."
Therefore, it would be unwise to "liquidate the Alaska Road Commission or
to displace the Bureau of Public Roads for Alaska", although it was
somewhat wasteful to have two federal agencies performing work which
could well he accomplished by one. The president heeded the Rudaet
Rureau's advice and informed the Secretaries of the Interior and Commerce
that no major organizational changes were to be made. Truman hoped,
however, that the two agencies, together with Territorial officials,
prepare a program for future road construction in Alaska. Such a program
Truman emphasized, should meet both civilian and military needs for the
next five years.l

Territorial Contributions Found Wanting

Unquestionably, the two agencies were to work out their jurisdic-
tional problems. Perhaps of greater concern was the Territorial contri-
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bution to the road construction and maintenance program. A. F. Ghiglione,
the Commissioner of Roads for Ataska, perhaps best summarized the concerns
of the Commission. He stated that the Alaska Road Commission had success-
fully coped with the Territory's rugged terrain and difficult climate
since 1905. It had achieved much, but even wmore remained to be done.
Southeastern Alaska needed a comprehensive ferry system, and although the
Territory operated one leg in the summer months between Juneau, Haines,
and Skagway, it needed to bhe extended., The Territory had to assume
responsibilities for the construction of suburban and subdivision roads.
Communities did not build heyond their corporate 1imits, therefore the
commission had recognized the need for such roads and used farm road
development funds to open areas around the cities., Further use of federal
funds for such purnoses was no longer possible, and the Territory had to
assume responsibitity for this vital 1ink 1in the highway system.?

Territorial Legislature Should Impose Taxes

Ghiglione observed that large expenditures were required to assure
Alaska's continued development. First of all, however, Territorial
citizens and lawmakers had to recognize that they actively must partici-
pate in this process. This they did not do. In fact, Territorial citi-
zens payed less than one-third the taxes for highway development purposes
that every other American highway user paid. The average fuel tax in
all the forty-eight states came to 5 cents per gallon. Alaskans continued
to pay 2 cents per gallon. Additionally, the average vehicle registration
fee for trucks and trailers in the contiguous states was twenty times
higher than that charged in Alaska. Congressional appropriations commit-
tees recoqnized that Alaskans failed to carry their fair share of highway
expenses, and Congress cut recent Alaska Road Commission budgets because
of this factor. For example, the 1952 federal appropriation of
$18,149,624.11 had been drastically cut from a 1951 appropriation of
$29,389,476.14. In fact, members of the Congressional appropriation
committee had threatened that uniess Alaskans corrected this situation,
future federal funding would be cut seriously. Ghiglione continued that
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Alaska was far more dependent upon federal monies for highway development
than any of the contiguous states. Many Alaskans had clamored For years
to he included in the Federal-Aid Highway Act believing that this would
bring more road construction funds. What most did not understand, he
contended, was that such finclusion required substantial Territorial
matching funds. Even if Alaska's highway user tax structure were revised
to equal the average within the states, the total Federal-Aid Highway
Act funds available on a matching basis would still be considerably less
than what Congress annually appropriated to the Alaska Road Commission.
Still, it was mandatory that the Territorial legislature make every
effort to substantialiy raise Alaska's monetary contributions to highway
construction and maintenance, Ghiglione concluded.3

Territorial Officials Recognize Problems

Territorial officials reéognized the problem. Frank A, Metcalf, the
Territorial Highway Engineer, echoed Ghiglione's concerns in his 1949.
1950 and 1951-1952 biennial reports. In the former he pointed out that
Alaskans paid less gas tax than any of the states except Missouri. An
increase was urgently needed to help pay for the rapidly increasinag démand
for more roads and harbor facilities. In the latter report, he pointed
out that between 1920 to 1940, the Territory contributed 11.7 percent of
the total funds the Alaska Road Commission expended for road work. Between
1950 and 1952, the Territory's contribution of $816,000 amounted to only
1.2 percent of the total. This limited Territorial contribution, he
pointed out, made justifying federal expenditures Ffor roads in Alaska
very difficult. Echoing Ghiglione, Metcalf stated that in "recent years
Congressional Committees have assumed the attitude that unless the Terri-
tory participates in its road program to an extent wore comparable to
that of the various states, further Federal appropriations will be
greatly curtailed".4



Gradual Reforms

In his biennial report for 1953-1954, Irving Mck. Reed, the Terri-
torial Highway Engineer and Superintendent of Public Works, alsp dealt
with the problem of Territorial contributions. He stated that the legis-
lature had gradually vreorganized his office in intent; purpose, and
composition in preparation for a more active participation through the
construction and maintenance of roads, as well as water and harbor facil-
ites. Mck. Reed noted that federal appropriations to the Alaska Road
Commission exceeded by twenty times the Territory's expenditures for
roads. He disagreed with Ghiglione in interpreting the Congressional
mood. Mck. Reed argued that Congress rally did not complain of the
proportion of Federal-Territorial road funds, but rather criticized
Alaskans for "not protecting the roads which the Government is building."
He therefore proposed that the Territory discourage the transportation
of overloads on Alaskan highways, operate truck weighing stations, in-
crease the motor fuel tax, and add the receipts from the sale of license

plates to the road fund. 5
Alaska's Possible Inclusion In Federal-Aid Highway Act

Reed also dealt with Alaska's possible inclusion in the Federal-Aid
Highway Act which providad for a long-range program of highway development
with a very favorable ratio of federal-territorial matching funds. The
apportionment formula was a complicated one, based on popultation, star
route or vrural mail delivery mileage, and the area of the territory
included in the public domain. In 1953, federal officials told Reed that
if Alaska was included in the program, the matching ratio would be about
86 percent federal and 14 percent Territorial monies. This arrangement
lTooked tremendously advantageous for Alaska, because besides the large
amount of federal funds coming to Alaska, the Territory could choose its
road system and type of roads to be built, and the speed of completion and
continuation of its road program would not be as dependent upon
Congressional whims, There were disadvantages, however, and one of the
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most important was that the Federal-Aid Highway Act required each state
or territory to maintain, at its own expense, a highway department having
adequate powers and being suitably equipped and organized to handle its
responsibilities. The federal government did not pay for the cost of
maintaining the central office nor the engineering organization of such
a highway department, and no federal funds could be used for the mainte-
nance of projects constructed under the provisions of the act, 1f Alaska,
therefore, was to come under the provisions of the Federal-Aid iighway
Act, Congress would probably abolish the Alaska Road Commission which
nandled all construction and maintenance of roads and highways with mostly
federal wmonies. Ilnder the Federal-Aid Highway Act, road construction was
done only in cooperation with the Bureau of Public Roads. Furthermore,
Congress undoubtedly would transfer all roads and highways built by the
Commission and the Bureau to- Alaska. 1In 1953, the cost of maintaining
the Territorial road system cost about $4,150,000 annually and Alaska only
paid a minute proportion of that cost. These expenses were bound to
increase with the expansion of the highway system. 1In case of a transfer,
Alaska not only would have to assume total maintenance costs, but also
face a tremendous initial investment in road equipment and machinery.
Therefore, in case Alaska was included in the act, it would need to come
up with about $5,000,000 a year for supporting a highway department,
equipment, and road maintenance. Only then could the Territory set aside
funds to match federal wmonies. Reed concluded that "the Territory is
unable to take advantage of the Federal-Aid Act."

Maintain Status Quo

Obviously, Territorial officials were as interested in maintaining
the status quo as had heen representatives of the Alaska Road Commission
and the Bureau of Public Roads, if for different reasons. Although
Territorial financial resources were slim, the Alaska legislature had
atways been reluctant to raise taxes for even the most basic governmental
functions. In a fashion, the federal government had supported this
retuctance to tax hecause it provided for most of the Territory's basic

502



governmental functions, which, besides highways and roads, a judicial
system, and the management of fish and wildlife resources, to mention a
fow.p

Alaska Road Commission Becomes More Complex

In the meantime, the bureaucratic organization of the Alaska Road
Commission continued to increase in complexity. By 1953, the Commission
held an annual conference of district engineers, designed to discuss
district as well as agency problems. In 1953, the Commission included
assistant district engineers in view of the heavy workload in all dis-
tricts, a result of the extensive improvement and paving program as well
as considerable pioneer construction. The 1953 agenda included subjects
stich as the organization of the Commission, public relations, general
topics, and the 1953 construction and maintenance program.7

Annual Meetings

As the first item of business, headquarters representatives handed
district personnel the latest revised organizational chart, and explained
that Commission charts were not fixed and were revisad about every six
months to meet changing situations and adjust to Congressional appropria-
tions. The two major changes in 1953 dinvolved the establishment of the
Internal Audit Branch directly under the Commissioner of Roads in response
to a 1952 General Accounting Office c¢ritical review. The other was the
creation of an independent Safety Branch reporting directly to the Chief
Engineer. There also was some discussion about staff relationships and
communication hetween headquarters and district offices, with an emphasis
on the necessity of coordinating efforts Territory-wide.8

Topics Discussed

Most conferees felt that the Commission did not need to "sell" jtself.
The best way to ohtain public qoodwill was to provide the best possible
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highway with the available fund, and "to exercise courtesy of the road to
the traveling public at all times." The headquarters staff also discussed
the functioning of the new Internal Audit and Safety Branches at some
lenath. Conferees also considered engineering problems, such as design,
materials testing, and permafrost problems, personnel matters, supply and
property, contracts, and operations. The two day conference ended on a
mutual note of satisfaction that the conference had brought about a closer

and more understanding approach to mutual problems.?
Summary of Accomplishments

In the summer of 1953, the Fairbanks Daily-News Miner requested
proaram information from the Alaska Road Commission for inclusion in the
paper's annual progress edition. Commissioner Ghiglione answered person-
ally. He proudly reported that as of June 30, 1953, the end of the
fiscal year, the Commission maintained a total of 3,422 miles of road.
During the year, it had built 91 miles of new roads, improved 284 miles
of primary highways to through road standards, and paved 137 miles. O0Of
the total of 3,422 miles, 577 were paved, and the Commission maintained
1,711 miles to year-round traffic. During the 1953 fiscal year, the
Commission had started work on the 170 mile long Copver River Highway,
which, when completed, would provide interior Alaska with its fourth
route to an ice-free, all winter port. Work continued on the 160 mile

long Denali Highway which was to connect the second largest American
National Park with the through highway network. The 160 mile long Taylor
Highway was open to Eagle on the Yukon River, and a branch connected
with the Canadian road to Dawson, Yukon Territory.l0

Farm and Rural Roads
The farm and industrial road program had made some gains with 47 miles
of new roads extending into the wmost promising farm, industrial, and

mining lands in the Anchorage, Palmer, Kenai, Homer, and Fairbanks areas.
* The Commission maintained a traffic census which showed a substantial
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increase over the entire interconnected highway system., Under construc-
tion were a new bridge across the Chena Slough at Fairbanks and an eight
mile by-pass around the Military Reservation at Anchorage, both designed
to relieve traffic congestion. The Commission had also maintained a
vigorous traffic safety program during the year which included improved
highway signs, centerline striping, safety patrols during extreme subzero
temperatures, erection of guard rails, and strict limitation of highway
1oads. 1l

Six-Year Plan

Ghiglione was happy to report that the six year accelerated highway
program authorized in 1948 and started in 1949 would continue into 1954,
although on a reduced scale. To date, more than $100,000,000 had bheen
expended on the programs since its start., He expected that Congress
would appropriate approximately $14,000,000, the lowest amount in recent
years. Ghiglione observed that Congress had made good its threat to cut
hack on appropriations because the Territorial legislature had failed to
nass the required highway revenue hills.12

Commission Plans

The Commission intended to complete the paving of the Richardson,
Alaska, and Glenn Highways by 1955; complete the Taylor, Denali, and
Copper River Highways by 1956; add another 40 miles of farm and industrial
roads annually through 1960, and continue pioneer surveys for possible
new routes, including the Livengood-Rampart and Skagway-Carcross projects.
It might even be possible to build parts of these routes in the latter
nart of the six-year program. Ghiglione also had a wishlist - projects
he wanted to see started. These included the start of new construyction
in 1954 on the Kasilof-Kenai-Steriing Highway; in 1955, the Fairbanks-
Nenana, Livengood-Rampart, and Haines-Lutak Inlet; in 1956, the paving of
the Sterlina and Denali Highways and construction of the Pittman-Willow
project; in 1957, paving of the Copper River, HNenana-Healy-McKinley
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Park, Chitina-McCarthy roads Skagway-Alaska Highway, and the Copper River
Highway-Bering River, and &Georgetown Flat; in 1958, the Chilkat River
bridge and road; in 1959, Seldovia-Yakatof Bay and Flax-McKinley paving;
and finally in 196D the improvement and paving of the Skagway-Dyea route,13

General Accounting 0ffice Critical

While Ghiglione projected the future plans of the Commission, the
General Accounting Office concluded its audit report of the agency and
submitted it to Congress. Once again, the GAO recommended that the
retationship between Federal and Territorial participation in highway
construction, operation, and maintenance be reviewed and that the Alaska
legistature should be prodded to contribute wore funds toward these
activities. Congress, for example, might consider limiting appropriations
to a ratio hased on cooperative Territorial funds. Under the exising
apportionment formula used by the Bureau of Public Roads and appticable
to the contigquous states, the share of federal aid for primary and
secondary construction on a projection Alaska would be about 87 percent,
while states usually paid all maintenance costs. The Alaska legislature
also had so far failed to raise taxes and license fees for motor carriers
to appropriate levels, and whatever little revenue the Territory derived
from this source at present was partly diverted to other uses. linder
those circumstances, Territorial contributions in recent years to the
total amounts available to the Commission for construction and maintenance
of roads had been ahout 1 percent in the last four years compared to

approximately 12 percent from 1920 to 1940,14
Territorial Contributions Vaque

Legislation covering Territorial contributions did not specify the
amount of monies to he contributed by nor the nature of the cooperative
programs with the Territory. FEach year the head of the Commission and
Territorial officials negotiated a basic cooperative program, which had
primarily been confined to contributions for the maintenance of local and
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feeder roads. For the tast five years, the cooperative programs provided
for the expenditure of the Commission's appropriated funds and Territorial

contributions as follows:

Construction Year ARC Territory Total

1949 $371,000 $215,000 $686,000
1950 $520,000 $222,000 $742,000
1951 $589,000 $250,000 $839,500
1952 $810,000 $250,000 $1,060,350
1953 $902,000 $250,000 $1,152,700

In 1949, the Territory's share amounted to about 37 percent, and in 1953
it had declined to approximately 22 percent.15

Differences RBetween ARC and BPR

The General Accounting Office once again commented upon the differing
construction standards of the Commission and the Bureau. The former's
policy was to serve as great an area as possible in building pioneer
roads to minimun standards and improve upon them when traffic warranted
it. The latter bui1t on the final location of the road in contrast to
the Commission's initial construction of bulldozer trails which had Tittle
value when further improvements became necessary. The GAO once again
recommended that Congress should review the necessity of maintaining the
two separate federal road building and maintaining agencies in Alaska.l®

ARC Business Losses

Other criticisms included losses incurred on mess operations, failure
to recover full costs for work performed for other government agencies,
the need to improve budgetary practices, accounting deficiencies, and
employee housing. 0On the latter point, the GA0 recommended that the
Commission leave the responsibility for housing its employees to the
Alaska Housing Commission. The GAO urged the commission to obtain specif-
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ic authority to furnish supplies and services to Territorial agencies,
such as the Alaska Departments of Education, Health, and Public Welfare,
because these activities did not fall within the duties imposed by law
upon the Commission. It also recomnended that the Commission discontinue
the practice of payina per diem allowances to temporary classified employ-
ees, hecause they did not incur the additional costs intended to be
covered hy these payments, and also strengthen its internal audit activi-
ties, accounting and fiscal procedures,l’

Winter Maintenance Expensive

The GAO additionally reported that winter maintenance of Thompson
Pass was very expensive. The cost for the 1952-1953 season amounted to
$201,661, or about 27 percent of the total cost of all winter maintenance.
The average cost of keeping this 47 mile section of road open came to
$4,291 per mile. 1In 1953, the Commission had informed appropriate City
and Territorial officials that it divested itself of maintenance activi-
ties with the corporate Timits of the larger settlements. For example,
the Commission notifiaed the City of Fairbanks that it must assume full
jurisdiction over - the Cushman Street bridge, and that the Territory had
to assume the full management of that portion of the Seward Peninsula
Railroad tram lying within Nome's corporate limits. As of June 30, 1953
the Commission was responsible for 315 miles of Tocal, isolated roads.
Maintenance of these roads cost about $117,000 in 1953.  Although
maintenance in these remote areas most of the time was not expensive,
equipment had to be placed there. It remained there for years although
Tittle use was made of it, and in some instances pieces of equipment had
heen idle for years. Because of isolation, administrative control was
difficult. Private citizens had often complained about Commission activ-
ities in these areas, retating to poorly maintained roads, construction
and maintenance of roads for the henefit of one or a few individuals, and
the improper use of Commission equipment and supplies for private pur-
poses. The GAO reviewed one such example. Wiseman, a small settlement
about 70 miles north of the Arctic Circle and about 200 miles northwest.-
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of Fairbanks, had a population of about 300 individuals before World War
IT. With the decline of mining during and after the war, the population
had dwindled to about 21 year-round and & summer rasidents. For several
years the Commission maintained about 13 miles of road, and built another
4.5 miles. During 1953, the Commission spent about $7,000 in maintenance.
fine air shipment of caterpillar parts and petroleum products weighing
26,930 pounds cost $1,346. For all this expenditure, only two private
vehicles used the road. Clearly, the amount of money expended was not
commensurate with the number of people served.l8

Continuing GAQ Demands

After this report, representatives of the General Accounting O0ffice
kept up a steady stream of correspondence with the Commission, scrutini-
zing the smallest details. For example in November 1953, GAD noted that
the Commission performed work on private property for private individuals,
usually in exchange for materials utilized in road construction or im-
proved rights of way. GAO wanted the Commission to furnish a reference
to the authority relied on to 1) perform work on private property; and
?2) exchange service for materials or rights of way without transfer of
funds. Ghiglione replied that

The Act of June 39, 1921, 42 Stat. 90, as amended by the Act of June
30, 1932, 47 Stat. 446 provided that the "Secretary of the Interior
[The Alaska Road Commission] authorized to receive from the Territory
of Alaska, or other source, such funds as may be contributed by them
to be expended in connection of construction, repair, and maintenance
of roads, bridges, ferries, trails, and related works in the Terri-
tory of Alaska, and to cause such funds to be deposited to the
credit of the Treasurer of the United States, and to exvend the
same in accordance with the purpose for which they were contributed
{48USC 327).
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Ghiglione Explains ARC Operations

Ghiglione explained that the Commission performed work for individu-
als under this authority. Freauently, however, it was advantageous to
do this work on a barter basis because the individual in question might
be ahle to trade necessary materials for such services but was unable to
pay cash. Furthermore, at times it was possible to obtain rights-of-way
advantageous to the government. The Commission maintained that it did
not avade or circumvent the law but rather acted in a fashion profitable
to the government. The GAD kept picking away however, and no sooner had
Ghiglione answered an inquiry when another came. Again he had to consult
the statutes. It took much time. Finally, he contacted F. M. Edwards,
Jr., the Chief counsel of the Office of Territories and urged him to
draft remedial legislation for the Commission designed to ward off the
constant General Accounting Office inquiries. Ghiglione complained that
it was "unfortunate that representatives of the General Accounting Office,
in conducting site audits, must adhere completely to the Jetter of the
law." As a result the Commission time and again had to try and explain
"the authority by which we perform cartain operations.” In fact, "it
begins to seem a bit ridiculous that the usual and ready explanation for
operations, which, in the strictest sense, may be contrary to law, is
that such operations are really in the Dest interests of the Government."
The Commissioner of roads then enumerated the problem areas, such as
contributions, barter for services, agreements with Territorial agencies,
and the operation of messes. These practices had developed over many
years, Ghiglione explained. Alaska's vast expanse, arctic and subarctic
climate, and its economic structure required the greatest degree of
cooperation between the Commisston and the Territory in order to accom-

plish set goals.l?
ARC and I1ts Accounting and Fiscal Procedures

nefore the Office of Territories could act, the General Accounting
0ffice released yet another report, this one dealing with the Commission's
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accounting and fiscal procedures,  Again, there was miuch criticism of
Comnission pr‘()(:(—?dure%.?” What the General Accountina Office did not
understand was that the Alaska Road Commission had developed procedures
over many years which best suited Alaskan circumstances. As long as
Congressional appropriations had heen so wmiserly, nobody had bothered
to scrutinize the Commission. As soon as Congress appropriated large
amounts of money in 1949, the Commission had come under close observation.
At that point, it was expected that the Alaska Road Commission, still
operating in a raw frontier area, conform to federal standards appliicable
to the contiguous agricultural, urban, and industrial states.

Legalize ARC Procedures

In the spring of 1954, the O0Office of Territories had drafted a
measure designed to put long established Commission practices on a legal
footing. When Ghiglione received the draft bill, he told the 0ffice of
Territories that it had undergone so many drastic revisions that it was
of Yittle value to the Alaska Road Commission. Two years later, in January
1956, Ghiglione submitted a draft of a measure worked out within the
Commission. Short and to the point, it authorized the Commission to accent
funds and materials from the Territory and other sources for use, together
and with federal monies, for the construction, repair, and maintenance of
roads and bridges; to make agreements with Territorial agencies for the
transfer of materials, supplies, equipment, and services; and furnishing
food and lodging to employees of the Commission and credit payments re-
ceived to the appropriations from which expenditures had been made. The
O0ffice of Territories redrafted the measure various times, but it already
was too late for within a few months the Alaska Road Commission was to
he absorbed by the Bureau of Public Roads. 21

Territorial Legislature Revamps Highway Revenue System

In the meantime, the Territorial legislature revamped the nighway
revenue system in 1955. It raised the motor fuel tax on vehicles from
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two to five cents a gallon, divided the revenues from the motor fuel tax
into a highway and a water and harbor facilities fund and also changed
the Territorial fiscal year from January to December 31 to July 1 to June
30 to conform with the federal fiscal year. After the legistature had
raised the motor fuel tax, the Department of the Interior announced in
June 1955 that it no longer would request the usual $400,000 in its
program for the construction of farm and access roads. It turned the
program over to the Territory -- which had no choice but to accept it
because these access roads were very important. The Alaska Road Commis-
sion, however, assured the Territorial Highway Engineer that it would
continue in its maintenance all roads built by the Commission with Terri-
torial funds.2?

ARC To Be Transferred to BPR

On August 17, 1956 the Departments of Interior and Commerce jointly
announced that the Alaska Road Commission would be transferred, effective
September 16, to the Bureau of Public Roads. This action became necessary
when Congress placed Alaska under a modified section of the Federal-Aid
Highway Act, to hecome effective on July 1, 1956.23

Ghiglione Submits Last Annual Report

On August 31 of that year, Ghiglione submitted the last annual report
of the Alaska Road Commission to the Office of Territories. He summarized
the Commission's history of fifty-one years of service to Alaska. Until
the start of the six-year program in 1949, the Commission had been a
small, efficient organization handling a modest program of comparatively
low standard road construction. The massive road construction program
made it necessary to form around this small group of experienced Alaska
road builders a wmodern highway organization. Despite the increase in
specialized personnel, the Commission found it necessary to utilize the
Bureau of Public Roads Alaska organization to weet survey, design, and
contract administration deadlines. The staffing, c¢limate, terrain, and
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construction problems were formidable, but did not delay the start of
the accelerated program. In fact, contractor's work forces often followed
the Commission's engineering crews by only a few hundred feet. 1In 1956,
eight years and $170,000,000 later the program neared completion. The
1956 highway system consisted of 1,000 mile network of all-weather paved
routes, connecting the ice-free ports of Valdez, Seward, and Haines with
Alaska's principal cities and mititary installations, and with the contig-
uous States via the Alaska Highway through Canada. A secondary system
connected farming and mining areas to the primary network. In addition,
the system included 570 miles of isolated roads connecting inhabited

areas with air, rail, or water transportation facilities.?%
Conclusion

Before the start of the new program in 1949, the Commission, in an
effort to provide minimum transportation facilities for everyone, had
built pioneer roads into every region of Alaska, constructed small air-
fields, a seaplane canal, operated ferries, and built and maintained

portages and narrow gauge tramways. The labors of the Alaska Road Commis-
sion had contributed much to the development of the Territory. With

Alaska's inclusion of the Federal-Aid Highway Act, a new era of road
building hegan for Alaska.
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During the fiscal year the highway system was increased by
50.9 miles; 16.1 miles of Feeder roads and 34.8 miles of local roads;
26.2 miles of principal Feeder roads were improved to Through rcad stand-
ards and reclassified.

Following is & tabulation of the road system as of 1954, 1955,
and 1956:

195k 1955 1956
Through Roads 989.1 972.3 998.5
. Feeder Roads 1,213.9 1,244, 7 1,234.6
Local Roads:
From Main Feeders 709.4 939.7 761.3
From Isolated Feeders 237.1 237.2 2h6.6
Isplated Feeders 332.9 3kg.6 353.4
Total Local Roads 1,279.4 1,326.5 1,361.3
Total - All Roads _ 3,k82.4  3,543.5  3,5g4.4
Trails 248.0 248.0 L5, 0
Total Roads & Trails 3,730.4 3,791.5 4,039.4

Following is a current tabulatlion of highway system:

THEROUGH ROADS

Route Winter
No. : Neme ILength Mzintenance
120 Richardson Highway (Valdez District) 227.3 227.3
130 Richardson Highway (Fairbanks District) 13k.9 13%.9
132 Fairbanke-International Airport 1.0 1.0
230 Alaska Highway 200.6 200.6
310 Glenn Highway (Anchorage District) 11h.7 11k.7
31CA Glenn Highwey Alternate 7.5 T.5
311 Anchorage Lth Avenue Post Road 1.0 1.0
320 Gleun Highway (Valdez District) 162.2 162.2
330 Glenn Highway (Fairbanks District) 33.4 33,k
410 Seward-Anchorage Highway 36.9 36.9
h11 Anchorage-Spenard 3.5 3.5
hiz Anchorage-Internaticnal Airport 3.0 3.0
510 Sterling Highway 10.9 10.9
514 Kenai Spur 4.3 14.3
630 Steese Highway (Fairbanks-Farmers Loop) 2.8 2.8
632 Steese Highway-University 3.8 3.8
950 Haines-~Boundary and Spur to Haines ko.7 40.7
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FEEDER ROADS

Route

No. Name

121 Edgerton Cutoff, Willow-Chitina
122 Copper River Highway

231 Northwey Junction - Airfield

232 Gerstle River Test Site Road (Army)
312 Palmer-Matanuska-Wasilla

313 Palmer-Wasilla-Willow

314 Glenn~Fishhook-Knik

321 Slana~Nabesna

331 Taylor Highway

511 Sterling Highway

513 North Kenal Reads

631 Steese Highway-Farmers Locp-Circle
633 University-Ester

634 Central-Circle Hot Springs

731 Elliott Highway-Fox to Livengood
T32 Manley Het Springs Landing-Eureka
811 Densli Highway (Anchorage District)
812 McKinley Park Primary Roads

813 North Park Boundery-Kantishna

821 Denali Highway {Valdez District)
011 Sterling Ianding-Ophir

012 Iditarod-Flat

013 Dillingham-Wood River-Kanakaenek
01k Abbert Road

031 Ruby-Long~Foorman

okl Nome~Counecil

o042 Nome -Kougarok

o3 Seward Peninsula R.R.

obh Nome-Teller

ILocal Rocad Systems

Anchorage Locals

Glenn Highway locals
Matanuska Valley Locals

Kenal Peninsula Locals
Kuskokwim Locals

Kodiak Locals

Alaska Railroad Feeder
Bristol Bay Locals

Ilismna Locels

MeCarthy Locals

Richardson Highway Feeder Systenm
Fairbanks Locals

Steese Highway Feeder System
Taylor Eighway Feeder System
Elliott Highway Feeder System
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Winter
Iength  Maintenance
39.0 39.0
6.8 6.8
3.6 3.6
13.9 13.9
30.7 30.7
33.6 33.6
45,6 -
161.0 -
108. 4 108.4
16.3 16.3
161.0 . 30.0
6.7 6.7
8.3 -
68. 4 9.0
25.7 -
82.0 -
93.6 -
L.5 -
41.9 -
7.0 -
8.7 -
b7 1L, 7
0.8 0.8
56.5 -
7.1 -
20.8 5.2
58.0 -
Winter
Total Miles Maintenance
€2.8 £2.8
91.7 60.7
139.1 8c.3
115.2 101.3
68.2 3.0
59.5 59.5
ok.2 19.0
25.3 16.5
28,5 _—
30.5 ---
8L.8 £2.9
37.5 355
136.4 35.6
19.1 1.9
9.5 _—-



Winter
Total Miles Maintenarce

Manley Hot Springs System i8.0 ———
Yukon River Isolated System 31.7 -
Nome System 211.5 9.5
Haines & Skagway Locals 61.8 37.h
Southesst Alaska Roads 36.0 26.0
Totals 1,361.3 621.9
Route TRAILS Winter
No. Name Iength  Maintenance
010.9 1 Goodnews Bay-Togiek . 53.0 53.0
2 Goodnews Bay-Platinum 9.5 9.5
3 Tekotna-Flat 18.5 18.5
030.7 Wiseman-Porcupine 18.0 -
0k0.5 1 Kotzebue-Shesholik 9.0 9.0
2 Kotzebue-Noatak £0.0 13.0
3 Kotzebue-Noorvik-Selawik 95.0 12.0
4 Golovin-White Mountein 12.0 12.0
5 Golovin-Moses Point 45,0 £.0
6 Deering-Candle-Kiwalik 25.0 12.0
7 St. Michael 5.0 5.0
8 Teller-Cape Douglas 21.0 12.0
9 Teller-Igloo Creek 22.0 6.0
10 Teller-Mission 6.0 6.0
11 Teller-lLagoon Channel 3.0 3.0
12 Teller-Mary's Igloo k3.0 k3.0

Traffic Statistics

Traffic density studies play an important part in the Commis-
sion's plenning and programming. Data obtained at 47 permanent traffic
count stations for identical periods each year are particularly useful
in allocating maintenance funds, and for detecting changes in traffic
patterns and characteristics.

Source, ARC, AR, 1956, pp. 26~28.
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_Appendix A
Members of the Board of Road Commissioners
for Alaska, 1905 to 1932

Presidents

Wilds Preston Richardson, Major, Colonel, and eventually Brigadier

General in the National Army, June 16, 1905 to December 29, 1917.

William H. Waugh, Major, December 30, 1917 to April 14, 1920.

John C. Gotwals, Lieutenant-Colonel, April 15, 1920 to July 6, 1920,

James G. Steese, Major, later Colonel, July 7, 1920 to October 15,

1927.

Douglas H. Gillette, Major, October 16, 1927 to November 8, 1927.

Malcolm E1liott, Major, November 9, 1927 to July 20, 1932,
Presidents and Engineer Officers

William H. Waugh, December 30, 1917 to April 14, 1920.

James G. Steese, Colonel, March 27, 1924 +to August 4, 1924,
By Departmental Order No. 585, date July 1, 1932, the Secretary of the
Interior designated the ex officio commissioner for Alaska (the governor)
to administer the duties relating to the road functions transferred to
the Department under the act of June 30, 1932. On December 3, 1932,
Departmental Order No. 605 amended the above order and provided that the
activity carried on in the name of the board of Road Commissioners for
Alaska be designated as the Alaska Road Commission. This made official a
term which had come into use in the 1920s. The Commission form of
organization ceased to exist and primary responsibiltiy for its function

was placed with one individual.

The Chief Engineer became the Chief Operative offical of the Commis-
sion until July 31, 1948, In that year Congress approved a substantial
road building program in Alaska for defense and economic development
purposes. To carry out this expanded program the Acting Secretary of the
Interior issued Departmental Order No. 2448 dated July 19, 1948, estab-
lishinag a Commissioner of Roads for Alaska.
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Chief Engineer

Ike P. Taylor, July 20, 1932 to July 31, 1948.
Commissioner of Roads for Alaska

John R. Noyes, Colonel, August 1, 1948 to June 30, 1951.

Angelo F. Ghiglione, July 1, 1951 to September 16, 1956.
Assistant Engineer

John Zug, Captain, December 30, 1917 to April 14, 1920,

Engineer Officers
George B. Pillsburg, Captain, May 15, 1905 to 1908,
F. A. Pope, Captain, 1908 to 1911.
Gten E. FEdgerton, Captain, January 1911 to September 11, 1915,
Joseph . Mahaffey, Mayor, July 1, 1917 to October 3, 1917,
WiTliam H. Waugh, Captain, October 4, 1917 to December 30, 1917, and
April 15, 1920 to July 6, 1920.
John C. Gotwals, Lieutenant Colonel, July 6, 1920 to March 26, 1924,
Lunsford E. OTiver, Major, May 21, 1924 to June 19, 1927.
James G. Steese, Major, June 20, 1927 to July 11, 1927,
Douglas H. Gillette, Major, July 12, 1927 to February 15, 1930.
Malcolm Elliott, February 16, 1930 to June 24, 1930,
Layson E. Atkins, Major, June 25, 1930 to July 20, 1932,

Secretaries and Disbursing Officers
Samuel C. Orchard, Lieutenant, March 1905 to 1911
Robert L. Weeks, Lieutenant, 1911 to August 26, 1913.
L. A. Xunzig, bLieutenant, August 26, 1913 to December 31, 1915,
Peter W. DNDavison, Lieutenant Colonel, July 1, 1917 to August 31,
1917.
Joseph C. Mehaffey, Major, September 1, 1917 te October 17, 1917.
John Zug, Captain, October 19, 1917 to January 18, 1918,
Sidney L. Carter, First Lieutenant, Jamuary 19, 1918 to June 30,
1921,
C. S. Ward, Captain, July 1, 1921 to May 2,1922.
Aubrey H. Bond, Captain, May 3, 1922 to November 25, 1922,
Pierre A. Agnew, March 1, 1923 to January 31, 1925.
Harry E. Fisher, First Lieutenant, February 1, 1925 to 1926,
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Frank A. Pettit, Second Lieutenant, 1926 to December 31, 1927.
Arleigh T. Bell, Second Lieutenant, January 1, 1927 to 1927
John R. Noves, First Lieutenant, 1927 to March 31, 1928.

Emerson L. Cummings, Second Lieutenant, April 1, 1928 to November

30, 1928.

Emerson C. Itschner, First Lieutenant, December 1, 1928 to July 31,
1929,

Phitip R. Garges, First Lieutenant, August 1, 1929 to January 31,
1930,

James G. Christiansen, First Lieutenant, February 1, 1930 to July 31,
1930,

Raymond B. Oxrieder, First Lieutenant, August 1, 1930 to January 31,
1931.

Leland B. Kuhre, First Lieutenant, February 1, 1931 to September 28,
1931.

Walter W. Hodge, First Lieutenant, September 29, 1931 to July 20,
1932. '

Special Disbursing Agent
James G. Steese, Colonel, September 23, 1922 to Fehruary 28, 1923.

Military Assistants
C. W, Ward, Captain, May 3, 1922 to November 14, 1922,
Pierre A. Agnew, First Lieutenant, December 18, 1922 to February 28,
1923.
John C. Gotwals, Lieutenant Colonel, March 27, 1924 to April 26,
1924,
Lunsford E£. Oliver, Major, May 2, 1924 to August 4, 1924,
Harry E. Fisher, Second Lieutenant, October 2, 1924 to November 1926,
Arleigh T. Bell, Second Lieutenant, September 28, 1925 to September

28, 1927.

Frank A. Pettit, Second Lieutenant, Septebmer 28, 1925 to March 27,
1928,

John R. Noyes, Second & First Lieutenant, November 9, 1926 to December
5, 1928.

Lunsford E. Nliver, Major, June 20 to June 21, 1927
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Emerson C. Itschner, Second & First Lieutenant, August 22, 1927 to
August 22, 1929,
Emerson L. Cummings, Second Lieutenant, August 22, 1927 to March 31,

1928.
Philip R. Garges, Second & First Lieutenant, April 4, 1928 to April

4, 1930,

Emerson L. Cummings, Second Lieutenant, December 1, 1928 to Auqust
29, 1929,

James G. Christiansen, First Lieutenant, November 7, 1928 to July
31, 1930.

Leland B. Kuhre, Second & First Lieutenant, August 14, 1929 to

January 31, 1931,

Raymond 8. Oxrieder, Second & First Lieutenant, Augsut 19, 1929 to
January 1, 1931,

Emerson L. Cummings, First Lieutenant, December 1, 1928 to July 20,
1932.

Albert H. Burton, First Lieutenant, July 20, 1930 to July 20, 1932.
Walter W. Hodge, First Lieutenant, MNovember 5, 1930 to 1931.



APPENDIX B
LAWS RELATING TO THE CONSTRUCTION OF ROADS IN ALASKA

May 26, 1900, An Act making appropriation for the support of the
Regular and Volunteer Army for the fiscal year ending June thirtieth,
nineteen hundred and one. (31 Stats., 214).

k * k Kk k k k Kk Kk %

Transportation of the Army and its supplies; . . . . . thirty million
dollars; Provided, that one hundred thousand dollars of this sum may be
used in Alaska, and shall be immediately available, for the construction
of military roads and bridaes in Alaska.
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June 30, 1902. An Act making appropriation for the support of the
Army for the fiscal year ending June thirtieth, nineteen hundred and
three. (32 Stats., 507).

* Kk k% k kK k& k k % %

Transportation of the Army and its supplies; . . . . . twenty-five
million dollars; provided, that the balance of the appropriation of one
hundred thousand dollars made by the Act of May twenty-sixth, nineteen
hundred, for construction of military roads and bridges in Alaska re-
maining unexpended on June thirtieth, nineteen hundred and one, is hereby
reappropriated, and made available for such construction; Provided
further, That the number of draft animals purchased from this appropri-
ation, added to those now on hand, shall be limited to such numbers as
are actually required for the service.

e o m W e ot wa v mm er s = = oy m am ol e e my M W et AR e o =S v e v m = v e e

April 23, 1904. An Act making appropriation for the support of the
Army for the fiscal year ending June 30, 1905, and for other purposes.
(33 Stats, at Large, 271).

* k k Kk Kk x k k kx %

For survey and estimate of cost of a wagon road from Valdez to Port
{sic) Egbert on the Yukon River, to be made under the direction of the
Secretary of War, twenty-five thousand dollars ($25,000.00) to be immedi-
ately available; said survey and estimate, herein provided, shall be
submitted to Congress at the earliest practicable day.

For surveying and locating a military trail, under the direction of

the Secretary of War, by the shortest and most practicable route, between
the Yukon River and Coldfoot, on the Koyukuk River, twenty-five hundred

B-1



dollars ($2,500.00) to be immediately available, and a report and esti-
mate upon said trail to be submitted to Congress at the earliest practic-
able day.
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April 27, 1904, An Act to authorize the appointment of road overseers
and to create road districts in the District of Alaska and for other
purposes. (33 Stats., 391).

* k k Kk k Kk *k k K %

Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembled. That it shall be the
duty of the commissioner in each precinct in the District of Alaska, on
the first Monday in the month of April in each year, to appoint a road
overseer for the precinct in which he resides, and create a road district
in the inhabited part of said precinct, which said district shall not
include incorporated cities and towns.

To fi11 all vacancies in the office of road overseer in his precinct.

To cause a record to be made defining the boundaries of said road
district.

Term of Office and Qualifications of Road Overseers

A17 road overseers shall hold office for one year and until their
successors are appointed and qualified.

Every person appointed to the office of road overseer of any road
district shall reside in the road district to which he has been appointed,
and shall, within thirty days after he shall have been notified of his
appointment, take and subscribe to an oath of office obligating himself to
the faithful performance of the duties of his office, and shall forthwith
cause such oath to be filed in the office of the commissioner of his
precinct, and in case any such road overseer shall become non-resident of
his road district, his office shall at once become vacant.

Each road overseer shall, before entering upon the duties of his
office, execute a bond to the United States in a sum not less than double
the amount of money which will probably come into his hands at any time
during this term of office, with two or more sureties, the amount and
sufficiency of the bond to be approved by the commissioner of the precinct,
conditioned for the faithful discharge of the duties of his office, which
hond shall be by him forthwith filed in the office of the commissioner and
ex-officio recorder. The approval of such bond shall be indorsed thereon
by the commissioner.

B-2



Duties of Road Overseer

The duties of road overseer shall be such as may be prescribed by
law.

Each road overseer shall keep an accurate account of all money re-
ceived by virtue of his office and the manner in which the same has been
dishursed, and to whom, and shall, on the last Saturday of March 1in
each year, exhibit such account, together with his vouchers, to the
commissioner for adjustment and settlement. Such account shall be 1in
writing, verified by affidavit of the overseer that the same is in all
respects a full and true account of all money received by him during the
full term for which he should make settlement and the amounts expended
and the manner in which they were expended.

[f any person appointed to the office of road overseer, unless unahle
from disease or other infirmity to discharge the duties of such office,
shall refuse or neglect to serve therein, he shall be 1iable to a fine of
twenty-five dollars; but no person so appointed who shall have served for
a term next preceding such appointment shall be 1iable to such fine for
refusing to serve if he shall have given notice in writing of refusal to
the commissioner within twenty days after having been notified of his
appointment.

Every road overseer who shall, after the expiration of his term of
office, neglect or refuse to deliver on demand to his successor in office,
after such successor shall have been duly qualified according to law, all
moneys, records, books, papers, or other property appertaining to such
office shall be liable to a fine of not less than fifty nor more than
five hundred dollars.

Road overseers of the different precincts are authorized, and it is
made their duty, to warn out all male persons between eighteen and fifty
years of age who have resided thirty days in the District of Alaska, who
are capable for performing labor onroads or trails, and who are not a
precinct charge, to perform two days's work of eight hours each in loca-
ting, constructing, or repairing public roads or trails, under the direc-
tion of the road overseer within whose precinct they may respectively
reside, or furnish a substitute to do the same, or pay the sum of four
dollars per day for two days' labor, and said road overseer shall receipt
for the same and shall expend it in location, construction, or repairs
on the public roads and trails within his precinct; and any moneys so
received and not expended shall be paid over to his successor in office,
who shall expend the same as above provided.

The overseer of roads and trails in each precinct shall give notice
to persons residing in his precinct 1iable to or charged with a road or
trail tax of the time and place and the kind of work expected to be
performed on the road or trail, and may direct what implement such persons

shall bring with which to perform such work.
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Whenever it shall happen, in consequence of sickness of absence from
home, or any other cause, that the two days' work aforesaid shall not be
performed within the time specified in this Act, the overseer shall be
authorized to require the performance of such work at any time prior to
the first day of October then next ensuing; and in case any person shall
neglect or refuse to do the two days' work, or furnish a substitute, or
pay in money the price of two day's labor, as provided in this Act, he
shall be deemed quilty of a misdemeanor and shall be fined in the sum of
ten dollars for each day refusing so to work upon conviction before
any justice of the peace of the precinct.

If any person shall appear at the proper time and place as directed
by the overseer and neglect or refuse to do a reasonable day's work
according to his ability, he shall be 1liable the same as if he had
neglected or refused to appear, or furnish a substitute, or pay the sum
of money as provided herein.

Under the direction of the overseer, and at his discretion, the
above road tax may be performed by one day's work, together with an able-
bodied man, a two-horse team with wagon, or a dog team consisting of not
less than five dogs and a sleigh, or a reindeer team of not less than two
reindeer and sleigh or cart.

It shall be the duty of each road overseer to receipt to each person
who performs Tabor on the public roads and trails of his precinct under
the provision of this Act for the amount of labor so performed, and no
person shall be compelled to pay road tax except in one precinct in the
District to Alaska during one calendar year.

Each road overseer shail, on or before the first day of April in each
year, report to the commissioner of the precinct the names of all persons
subject to the two days' road tax for the preceding year, the names of
those who have worked out said tax, the names of those have paid the said
tax money, and the names of those delinquent, and aiso all moneys received
by him from all sources, and how expended, and the report shall be approved
by said commissioner before any final settiement shall be made with such
road overseer.

Each and every road overseer who shall neglect or refuse to perform
the several duties enjoined upon him by this Act, or who shall, under any
pretense whatsoever, give or sign a receipt or certificate for Tabor
performed or money paid, unless the Tabor shall have been performed or
money paid prior to the signing or giving of such receipts of certificates,
shall forfeit for every such offense not less than five nor more than
fifty dollars, to be recovered by an action before any justice of the
peace within the precinct where such overseer may reside, and it is hereby
made the duty of every United States attorney or assistant to prosecute
all offenses against the provision of this Act not otherwise provided for.
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Per Diem

Road overseers shall be allowed four dollars per day for all services
required by this Act and actually performed in their respective precincts,
to be retained out of money paid said road overseers from persons paying
money or fines in lieu of two days' labor, upon the certified statement
of the overseers, approved by the commissioner of the precinct; Provided,
That no overseer shall receive pay for more than ten days in any one
year, and not until he has made the return as provided in the preceding
section, in duplicate, one copy to be retained by the commissioner and
one copy filed with the clerk of the district court in the division in
which the said precinct is situated.

Any oath required to be taken by said overseer, acknowledgement of
bond, or the filing or recording of any paper or plat authorized by this
Act shall be free of cost to said overseer.

Upon application of road overseers, it shall be the duty of the clerk
of the district court to furnish copies of this Act and blank forms of
notices warning persons to perform road work, receipts for road work,
bond, and oath, and for overseer's report to commissioner, the expense of
which shall be paid out of the fund for paying the incidental expenses of

the court.

The Attorney General of the United States is hereby directed to
furnish clerks of the district courts in the different judicial division
of Alaska a sufficient number of copies of this Act and other road and
trail laws that may now be upon the statutes relating to roads and trails
in the District of Alaska for use of road overseers in each judicial
division,

Repealed by Act December 16, 1930
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January 27, 1905. An Act to provide for the construction and
maintenance of roads, the establishment and maintenance of schools, and
the care and support of insane persons in the district of Alaska, and for
other purposes. (33 Stats., 616).

* k k k kK k kX k& k %

Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembled. That all moneys derived
from and collected for Tiquor Ticenses, occupation, or trade Ticenses
outside of the incorporated towns in the district of Alaska shall be
deposited in the Treasury Department of the United States, there to remain
as a separate and distinct fund, to be known as the "Alaska fund" and to
be wholly devoted to the purposes hereinafter stated in the District of
Alaska. One-fourth of said fund, or so much thereof as may be necessary,
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shall be devoted to the establishment and maintenance of public schools
in said district; five per centum of said fund shall be devoted to the
care and maintenance of insane persons in said district, or so much of
said five per centum as may be needed; and all the residue of said fund
shall be devoted to the construction and maintenance of wagon roads,
bridges, and trails in said district.

SEC. 2. That there shall be a Board of Road Commissioners in said
district, to he composed of an engineer officer of the United States Army
to be detailed and appointed by the Secretary of War, and two other offi-
cers of that part of the Army stationed in said district and to be desig-
nated by the Secretary of War. The said engineer officer shall, during
the term of his said detail and appointment, abide in said district.
The said Board shall have the power, and it shall be their duty, upon
their own motion of upon petition, to locate, lay out, construct, and
maintain wagon roads and pack trails from any point on the navigable
waters of said district to any town, mining or other industrial camp or
settlement, or between any such town, camps or settlements, therein, if
in their judgement such roads or trails are needed and will be of perma-
nent value for the development of the district; but no such road or
trail shall be constructed to any town, or camp, or settlement which is
wholly transitory or of no substantial value or importance for mining,
trade, agricultural, or manufacturing purposes. The said Board shall
prepare maps, plans, and specifications of every road or trail they may
Tocate and lay out, and whenever more than five thousand dollars in the
aggregate shall have to be expended on the construction of any road or
trail, contract for the work shall be Tet by them to the lowest responsible
bidder upon sealed bid, after due notice, under rules and regulations to
be prescribed hy the Secretary of War. The Board may reject any bhid if
they deem the same unreasonably high or if they find that there is a
combination among bidders. In case no responsible and reasonable bid can
be secured, then the work may be carried on with materials and men procured
and hired by the Board. The engineer officer of the Board shall in all
cases supervise the work of construction and see that the same is properly
performed. As soon as any road or trail laid out by the Board has been
constructed and completed they shall examine the same and make a full
and detailed report of the work done on the same to the Secretary of War,
and in such report they shall state whether the road or trail has been
completely conformable to the wmaps, plans, and specifications for the
same. It shall be the duty of said Board, as far as practicable, to
keep in proper repair all roads and trails, constructed under their
supervision, and the same rules as to the manner in which the work of
repair shall be done, whether by contract or otherwise, shall govern as
in the case of the original construction of the road or trail. The cost
and expenses of laying out, constructing, and repairing such roads and
trails shall be paid by the Secretary of the Treasury out of the road
and trail portion of said "Alaska fund" upon vouchers approved and certi-
fied by said Board. The Secretary of the Treasury shall, at the end of
each month, send by mail to each of the members of said Board a statement
of the amount available of said "Alaska fund" for the construction and
repair of roads and trails, and no greater 1iability for the construction
or repair shall at any time be incurred by said Board than the money

B-6



available therefore at that time in said fund. The members of said Board
shall, in addition to their salaries, be entitlied to receive their actual
traveling expenses paid or incurred by them in the performance of their
duties as members of the Board.

SEC. 3. That the governor of the District of Alaska shall be ex
officio superintendent of public instruction in said district, and as such
shall prescribe rules and regulations for the examination and qualifi-
cation of teachers, and shall make an annual report of the condition of
the schools in the district to the Secretary of the Interior.

SEC. 4. That the common council of the incorporated towns in said
district shall have the power, and it shall be their duty, in their
respective towns to establish school districts, to provide the same with
suitable schoolhouses, and to maintain public schools therein and to
provide the necessary funds for the schools; but such schools when
established shall be under the supervision and control of a school board
of three members, consisting of a director, a treasurer, and a clerk,
to be elected annually by the vote of all adults who are citizens of the
United States or who have declared their intention to become such and who
are residents of the school district. The members of said Board first
elected shall hold their offices for the term of two, and three years,
respectively, and until their successors are elected and qualified, and
one memher of such Board shall be elected each year thereafter and shall
hold his office for a period of three year until his successor is elected
and qualified; and they shall each, before entering upon the duties of
their office, take an oath in writing to honestly and faithfully discharge
the duties of their trust. In case a vacancy in the membership of said
board occurs from death, resignation, removal, or other cause, such va-
cancy may be fitled by a special election, upon ten days' notice, called
by the remaining members of the board upon the petition of five qualified
voters. A1l money avaflable for school purposes, except for the con-
struction and equipment of schoolhouses and acquistion of sites for the
same, shall be expended under the direction of said Board, and the treas-
urer of said Board shall be the custodian of said money, and he shall,
hefore entering upon the duties of his office, give his bond, with suffi-
cient sureties, to the school district, in such sum as the common council
may direct, and subject to its approval, but not less than twice the
amount that may come into his hands as treasurer, conditioned that he
will honestly and faithfully disburse and account for all money that may
come into his hands as such treasurer. The said Board shall have the
power to hire and employ the necessary teachers, to provide for heating
and 1ighting the schoolhouse, and in general to do and perform everything
necessary for the due maintenance of a proper school.

SEC. 5. That the clerk of the district court shall have the power,
and it shall he his duty, in the division to which he 1is appointed, and
establish by order in writing a school district at any camp, village, or
settlement outside of the 1imits of any incorporated town, but such school
district shall not embrace more than forty square miles of territory nor
contain less than twenty resident white children hetween the ages of six
and twenty years. The said petition shall specify as near as may be the
location and boundary of the proposed school district, the number of
people, the number of families, and the number of children between the ages
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of six and twenty years, resident therein, and such other material facts
as tend to show the necessity for the establishment of the school district.
Said petition shall be signed by not less than twelve persons of adult age
who are citizens of the United States or have declared their intention
to become such and who reside within the boundaries of the proposed
school district. If the clerk of the court is satisfied that it is
necessary and proper to grant such petitions, he shall make an order in
writing establishing the school district, describing the same and defining
its boundaries, and he shall also in said order appoint three of the
petitioners to supervise and give notice of the first election, and
shall specify the time and place of the same. The original order shall
remain on file in the records of the court, and a copy of the same shall
be posted at three public places in the school district at least ten
days bhefore the election, and such posting shall be deemed a sufficient
notice of such election. All persons qualified to sign said petition
shall he qualified to vote at said election. The qualified voters of
said school district shall at said election choose by plurality vote a
school hoard of three members, consisting of a clerk, a treasurer, and a
director, who shall, before entering upon the duties of their trust,
each take an oath in writing to honorably and faithfully discharge the
duties of their office. In case a vacancy in the membership of said Board
occurs from death, resignation, removal, or other cause, such vacancy
may be filled by a special election, upon ten days' notice called by the
remaining members of the board upon the petition of five qualified voters.
The treasurer shall be the custodian of the monies of the school district,
and he shall, before entering upon the duties of his office, have given
his bond to the school district with sufficient sureties, to be approved
by the clerk of the court, and in such sum as he may direct, but not
less than twice the amount of money that may come into his hands as
treasurer, conditioned that he, the treasurer, will honestly and faith-
fully disburse and account for all the woney that may come into his
hands by virtue of his office. Said Board shall have the power to build
or rent the necessary schoolhouse or schoolroom, to equip the same with
the necessary furniture and fixtures, to provide fuel and Tight, to hire
and employ teachers, and in general to do and perform everything that
may be necessary for the maintenance of a public school. The members of
said Board shall hold office for the term of one year and until their
successors are elected and qualified. An annual election shall be held
each year, after the first election, for the election of members of said
Board. As soon as the members of said School Board have been elected
and qualified, they shall send to the clerk of the court and fite in his
office a certificate of their election under the hand and seal of the
judges or supervisors of the election, their oaths of office, and the
bond of the treasurer, and the clerk of the court shall file said papers
and carefully keep them as part of the files and records of his office,
and he shall at once send to the governor of the District of Alaska a
certified copy of said papers, tegether with a certified copy of the
order establishina the school district, and the governor shall duly file
and preserve the same., The said Board, as soon as they have complied
with the requirements aforesaid, shall immediately report in writing to
the governor the number of children in their school district between the
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ages of six and twenty years that intend to attend a public school, and
the wages per month for which a teacher can be obtained; and after a school
has been opened and maintained they shall, at the end of each school term
report to the governor in writing the length of the term, the wages paid
the teacher, the total number of pupils in attendance, and the daily
average of such attendance at such term. The dovernor shall assign and
set apart to each school district established and organized under the
provisions of this section assume, not less than three hundred dollars nor
more than one thousand dollars, in proportion to the number of pupils in
the district, for the construction and equipment of a schoolhouse, which
sum shall be paid by the Secretary of the Treasury to the treasurer of
the school district upon the order and voucher of the governor out of
that portion of the said Alaska fund set apart for the establishment and
maintenance of public schools. The residue of said portion of said fund,
or so much thereof as may be necessary, shall by the governor be appor-
tioned among the several school districts established under the provisions
of this section in amount sufficient for each district to pay the wages
of a teacher, together with the expense of fuel and light, for five
months' school in each year. And the amounts so apportioned to each
school district shall be paid to the treasurer for the district by the
Secretary of the Treasury upon the order and voucher of the governor out
of the said portion of said fund.

SEC.6. That the clerks of school districts in the incorporated
towns shall, at the end of each school term, report to the governor in
writing the length of the term, the wages paid the teacher, the number of
pupils in attendance, and the average daily attendance during the term.

Sec. 7. That the school specified and provided for in this Act
shall be devoted to the education of white children and children of mixed
blood who lead a civilized life. The education of the Eskimos and Indians
in the District of Alaska shall remain under the direction and control of
the Secretary of the Interior, and schools for and among the Eskimos and
Indians of Alaska shall be provided for by an annual appropriation, and
the Eskimo and Indian children of Alaska shall have the same right to be
admitted to any Indian boarding school as the Indian children in the States
or Territories of the United States.

SEC. 8. That commissioners appointed by the judges of the district
court in the District of Alaska, pursuant to existing laws, shall, as ex
officio probate judges and in the exercise of their probate jurisdiction,
have the power, and it shall bhe their duty, in their respective districts,
to commit, hy warrant under their hands and seals, all persons adjudged
insane in their districts to the asylum or sanitarium provided for the
care and keeping of the insane in their District of Alaska. No person
shall be adjudged insane or commited as such, except upon and pursuant
to the following proceedings, to wit: Whenever a complaint in writing
is made by an adult person to a commissioner that there is an insane
person at large in the commissioner's district, the commissioner shall
at once cause such insane person to be taken into custody and to be
brought before him, and he shall then immediately summon and impanel a
Jury of six male adults, residents of the district, to inquire, try, and
determine whether the person so complained of is really insane. The
members of said jury shall, before entering upon the discharge of their
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duty, each take an oath to diligently inquire, justly try, and a true
verdict render, touching the mental condition of the person charged with
being insane. Before entering upon such trial the commissioner shall
appoint some suitable person to appear for and represent in the proceeding
the person complained of as insane, and in case there is a physician or
surgeon in the vicinity who can be procured, the commissioner shall
cause such surgeon or physician to exawmine the person alleged to bhe
insane, and after such examination to testify under oath before the jury
in respect to the mental condition of said person. The commissioner
shall preside at said hearing and trial. A1l witnesses that may be
offered shall be heard and shall be permitted to testify under oath in
said matter, and after having heard all the evidence the said jury shall
retire to agree upon a verdict, and if the jury unanimously, by their
verdict in writing, find that the said person so charged with being
insane as aforesaid is really and truly insane and that he ought to be
committed to the asylum or sanitarium aforesaid, and the commissioner
approved such finding, he shall enter a judgment adjudging the said
person to be insane and adjudging that he be at once conveyed to and
thereafter properly and safely kept in the said asylum or sanitarium
until duly discharged therefrom by Taw. The commissioner shall thereupon,
under his hand and seal, issue his warrant, with a copy of said judgment
attached, for the commitment of said insane person to the asylum or
sanitarium aforesaid, which warrant shall be delivered to the marshal of
the division in which said proceedings are had, and shall direct said
marshal to safely keep and deliver said insane person to said asylum or
sanitarium, and the said marshal; for the service of process in connection
with and the guarding and transportation of the insane, shall be compen-
- sated from the same source and in the same manner as in the case of
prisoners convicted of crime. The commissioner, the Jjurymen, and the
witnesses in said proceeding shall be entitled to the same compensation
and mileage as in civil actions. And all the compensation, mileage,
fees, and all other expenses and outlays incident to said proceedings
shall be audited and allowed by the district judge of the division in
which said proceedings are pending and had, and when so audited and
allowed shall be paid by the clerk of the court in such division as the
incidental expenses of the court are by him paid and from the same fund.

SEC. 9. That all Acts and parts of Acts inconsistent with this Act
are, to the extent of such inconsistency, hereby repealed.

Approved, January 27, 1905,

March 3, 1905. An Act making appropriations to supply deficiencies
in the appropriations for the fiscal year ending June 30, 1905 (sic), and
for prior years, and for other purposes. (33 Stats. at large, 1225).
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Engineer Department

Survey of wagon road from Valdez to Fort Egbert, Alaska: For a sur-
vey and estimate of cost of a wagon road from Valdez to Fort Egbert, on
the Yukon River, to be made under the direction of the Secretary of MWar,
five thousand seven hundred dollars and sixty three cents. ($5,700.63).

Survey of wmilitary trail between Yukon River and Coldfoot, Ataska:

For surveying and Tocating a military trail under the direction of the

Secretary of War, by the shortest and most practicable route, between the

Yukon River and Coldfoot, on the Koyukuk River, to be immediately available

?ne thousan? four hundred and thirty one dollars and fifteen cents,
$1,431. 15).
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May 14, 1906. Amendment to Act approved January 27, 1905. (34
Stats., 192).

* k k kK k k kX X &k &

Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembled. That section one of an
Act entitled "An Act to provide for the construction and maintenance of
roads, the establishment and maintenance of schools, and the care and
support of Jinsane persons in the District of Alaska, and for other
purposes” approved January twenty-seventh, nineteen hundred and five, be,
and the same is hereby, amended so as to read as follows:

SEC. 1. That all monies derived from and collected for l1iquor
licenses, occupation or trade licenses outside of the incorporated
towns in the District of Alaska shall be deposited in the Treasury
Department of the United States, there to remain as a separate and
distinct fund, to be known as the "Alaska fund" and to be wholly
devoted to the purposes hereinafter stated in the District of ATaska.
One-fourth of said fund, or so much thereof as may be necessary,
shall be devoted to the establishment and maintenance of public
schools in said district; five per centum of said fund shall be
devoted to the care and maintenance of 1insane persons in said
district, or so much of said five per centum as may be needed; and
all the residue of said fund shall be devoted to the construction
and maintenance of wagon roads, bridges, and trails in said dis-
trict; AND PROVIDED FURTHER, That the cTerk of the court of each
judicial division of said district is authorized, and he is hereby
directed, whenever considered necessary, to call upon the United
States marshal of said judicial division to aid in the collection
of said license monies be designating regular or special deputies
of his office to act as temporary license inspectors, and it shall
he the duty of said United States marshal to render such aid; and
the said regular or special deputies, while actually engaged in the
performance of this duty, shall receive the same fees and allowances
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and be paid in the same manner as when performing their regular
duties.

Sec. 2. That section two of said Act be, and the same is hereby,
amended so as to read as follows:

SEC. 2. That there shall be a board of road commissioners in
said district, to be composed of an engineer officer of the United
States Army to be detailed and appointed by the Secretary of War,
and two other officers of that part of the Army stationed in said
district and to be designated by the Secretray of War. The said
engineer officer shall, during the term of his said detail and
appointment, abide in said district. The said Roard shall have the
power, and it shall bhe their duty, upon their own motion or upon -
petition, to locate, lay out, construct, and maintain wagon roads
and pack trails from any point on the navigable waters of said dis-
trict to any town, mining or other industrial camp or settlement,
or between any such town, camps, or settlements therein, if in
their judgment such roads or trails are needed and will be permanent
value for the development of the district; but no such road or
trail shall be constructed to any town, camp, or settlement which
is wholly transitory or of no substantial value or importance for
mining, trade, agricultural, or manufacturing purposes. The said
Board shall prepare maps, plans, and specifications of every road
or trail they may locate and layout, and whenever more than twenty
thousand dollars, in the aggregate, shall have to be expended upon
the actual construction of any road or section of road designed to
be permanent, contract for the work shall be let by them to the
towest responsible bidder, upon sealed bids, after due notice,
under rules and regulations to be prescribed by the Secretary of
War. The Board may reject any bid if they deem the same unreasonably
high or if they find that there is a combination among hidders. 1In
case no responsible and reasonable bid can be secured, then the
work may be carried on with material and men procured and hired by
the Board. The engineer officer of the Board shall in all cases
supervise the work of construction and see that the same is properly
performed. As soon as any vroad or trail laid out by the Board has
heen constructed and completed they shall examine the same and make
a full and detailed report of the work done on the same to the
Secretary of War, and in such report they shall state whether the
road or trail has been completed conformably to the maps, plans,
and specifications of the same., It shall be the duty of said Board,
as far as practicable, to keep in proper repair all roads and trails
constructed under their supervision, and the same rules as to the
manner in which the work or repair shall be done, whether by contract
or otherwise, shall govern as in the case of the original construction
of the road or trail. The cost and expenses of laying out, con-
structing, and repairing such roads and trails shall be paid by the
Secretary of the Treasury, through the authorized disbursing officer
of the Board designated by the Secretary of War, out of the road
and trail portion of said "Alaska fund" upon vouchers approved and
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certified by said Board. The Secretary of the Treasury, shall, at
the end of each month, send by mail to each of the members of said
Board a statement of the amount available of said "Alaska fund" for
the construction and repair of roads and trails, and no greater
1iability for construction or repair shall at any time be incurred by
said Board than the money available therefore at the time in said
fund. The members of the Board shall, in addition to their salaries,
be reimbursed in the sums actually paid or incurred by them in
traveling expenses in the performance of their duties, and shall be
entitled to receive their actual expenses of living while serving
as members of said Board within the limits of the district and not
stationed at a military post.

Approved May 14, 1906.

June 12, 1906, An Act making appropriation for the support of the
Army for the fiscal year ending June 30, 1907. (34 Stats. at Large,

254},

* k Xk k k % k k ¥k %

For the construction and maintenance of wilitary and post roads,
bridges, and trails in the District of Alaska, to be expended under the
direction of the Board of Road Commissioners described in section two of an
Act entitled "An Act to provide for the construction and maintenance of
roads, the establishment and maintenance of schools, and the care and
support of insane persons in the District of Alaska, and for other
purposes” approved January 27, 1905, and to be expended conformably to
the provision of said Act, one hundred and fifty thousand dollars.

($150,000.00).

R T T T T e e T T e ™ R )

June 20, 1906, (34 Stats., p. 316}.

* k k * Kk k * k% * %

Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembled. That the sum of $35,000
be, and the same 1s hereby appropriated, out of any money in the Treasury
not otherwise appropriated, for a reconnaissance and preliminary survey of
a land route from the navigable waters of the Tanana River, at or near
Fairbanks, to the wvicinity of Council City, in the Seward Peninsula,
Alaska, for a mail and pack trail along such route, such sum to be
immediately avaitable, and to be expended under the direction of the
Secretary of War: report of said survey and reconnaissance to be made to
Congress at the earliest practicable day.

Approved June 20, 1906.
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March 2, 1907, (34 Stats. at Large, 1178).

*k ok ok ok ok ok ok ok ok &

For the construction and maintenance of military and post roads,
bridges, and trails in the District of Alaska, to be expended under the
direction of the Board of Road Commissioners described in section two of
an Act entitled "An Act to provide for the construction and maintenance
of roads, the establishment and maintenance of schools, and the care and
support of insane persons in the District of Alaska, and for other pur-
poses" approved January 27, 1905, and to be expended conformably to the
provisions of said Act, two hundred and fity thousand dollars.
{$250,000.00),

May 11, 1908. (11 Stats., 142).

k ko k k ok kK X kK Kk Kk

For the construction and maintenance of military and post roads,
bridges, and trails in the District of Alaska, to be expended under the
direction of the Board of Road Commissioners described in section two of
an Act entitled "An Act to provide for the construction and maintenance
of roads, the establishment and maintenance of schools, and the care and
support of insane persons in the District of Alaska, and for other pur-
poses" approved January 27, 1905, and to be expended conformable to the
nrovision of said Act, Two hundred and fifty thousand dollars
($250,000,00) to remain available until the close of fiscal year 1910,

e T T T L T

February 6, 1909. Amendment to Act creating Road Commission. (35
Stats. at Large, 601).

X kK kK kK k& kK k kK X

So much of the Act approved January 27, 1905, entitled "An Act to
provide for the construction and maintenance of roads, establishment and
maintenance of schools, and care and support of 1insane persons in the
District of Alaska, and for other purposes," as provides that five per
centum of the license monies collected outside of incorporated towns in
the District of Alaska shall be devoted to the care and maintenance of
such in such fnsane persons is hereby repealed, and such five per centum,
or so for the establishment and maintenance of public schools in said
district, under the supervision of the governor,
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March 3, 1909, (12 Stats., 148).

* kK ok ok kK k k kK kx &k

For construction and maintenance of military and post roads, bridges,
and trails in the District of Alaska, to be expended under the direction of
the Board of Road Commissioners described 1n section two of an Act entitled
"An Act to provide for the construction and maintenance of roads, estab-
Tishment and wmaintenance of schools, and care and support of insane
persons in the District of Alaska, and for other purposes,” approved
January 27, 1905, and to be expended conformably to the provisions of
said Act, three hundred and fifty thousand dollars {$350,000.00) to
remain available until the close of fiscal year 1911.

v o e o e e me e e ma e m W M me wv = e e e e e em wma b m m m e e wh e ea e

March 23, 1910, (13 Stats., 302).

* k ok k k kK k ok ok X

For the construction and maintenance of military and post roads,
bridges, and trails in the District of Alaska, to be expended under the
direction of the Board of Road Commissioners described in section two of
an Act entitled "An Act to provide for the construction and maintenance of
roads, establishment and maintenance of schools, and care and support of
insane persons in the District of Alaska, and for other purposes," approved
January 27, 1905, to be expended conformably to the provisions of said
Act, one hundred thousand dollars ($100,000.00), to remain available
until the <cTose of fiscal year ending June thirtieth, nineteen hundred

and twelve.

 RE s A am B A W e An m em e W e e ma nm v s o e Mm W me wm tm ms me um e = am R o -

March 3, 1911. (36 Stats., 1052)

* k k k k¥ k k& X k %

Same wording as act of June 12, 1906 (34 Stats., 254) except beginning
with amount appropriated.

.+« . one hundred and fifty thousand dollars ($150,000.00) to remain :
availabTe until the close of the fiscal year ending June thirtieth,
nineteen  hundred and thirteen (1913; Provided, That hereafter the
Secretary of War may, in his discretion, assign suitable retired officers
of the Army to active duty as members of the Board of Road Commissioners

for Alaska, and in the case of any officer so assigned the provisions of
so much of the Act of Congress approved April twenty-third, nineteen

hundred and four, entitled "An Act making appropriations for the support
of the Army for the fiscal year ending June thirtieth, nineteen hundred
and five, and for other purposes” as relates to the assignment of retired
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officers to active duty shall apply.

The above extended to Alaska an act of April 23, 1904 (33 Stats.,
264) which provided that "The Secretary of War may assign retired officers
of the Army, with their consent, to active duty . . . and such officers
while so assigned, shall receive the full pay and allowances of their
respective grades.

= ma ww  vM wa e me tm ma Wt ur e e m re me b aw me an e me  m im me ma s e ek Mmoo e am wm e

War Department Act approvéd August 24, 1912.

* Kk k Kk ok X k ¥ k %

Construction and maintenance of military and post road, bridges, and
trails, ATaska: For the construction, repair, and maintenance of miTitary
and post roads, bridges, and trails Tn the District of Alaska, to be
expended under the direction of the Board of Road Commissioners described
in section two of an Act entitled "An Act to provide for the construction
and maintenance of roads, the establishment and maintenance of schools,
and the care and support of insane persons in the District of Alaska, and
for other purposes" approved January twenty-seventh, nineteen hundred and
five, as amended by the Act approved May fourteenth, nineteen hundred and
six, and to be expended conformably to the provisions of said Act as
amended, one hundred and twenty-five thousand dollars ($125,000.007.

e s 4w mm a mm e em tm m m me oA tm e da um e e A e ma W wm = = = em ww e me mm wm e ww

War Department Act approved March 2, 1913,

*k k ok ok X ok k k ok X

Construction and maintenance of military and post roads, bridges,
and trails, ATaska: For the construction, repair, and maintenance of
military and post roads, bridges, and trails in the Territory of Alaska,
to be expended under the direction of the Board of Road Commissioners
described in section two of an Act entitled "An Act to provide for the
construction and maintenance of roads, the establishment and maintenance
of schools, and the care and support of insane persons in the District of
Alaska, and for other purposes,” approved January twenty-seventh, nineteen
hundred and five, as amended by the Act approved May fourteenth, nineteen
hundred and six, and to be expended conformably to the provisions of said
Act as amended $155,000; Provided, That not to exceed $55,000 of this
amount may be used by the Board of Road Commissioners for Alaska for the
protection of the Signal Corps Building and terminal grounds of the
ATaska MiTitary Cable and Telegraph System.

L . = T R . T T T T T R T .

March 3, 1913 (37 Stats., 728). An Act to provide assistance to
persons in Alaska who are indigent and incapacitated through nonage, old
age, sickness, or accident, and for other purposes.
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Be it enacted by the Senate and House of Representatives of the
United States of America in Congress assembTed. That section one of an
Act entitled "An Act to provide for the construction and maintenance of
roads, the establishment and maintenance of schools, and the care and
support of insane persons in the district of Alaska, and for other pur-
poses,” approved January twenty-seventh, nineteen hundred and five as
amended by an Act approved May fourteenth, nineteen hundred and six, and
as further amended by an Act approved February sixth, nineteen hundred
and nine, be, and the same 1is hereby amended to read as follows:

SEC. 1. That all monies derived from and collected for liquor
licenses, occupation or trade lTicenses, outside of the incorporated
towns in the Territory of Alaska, shall be deposited in the Treasury
Department of the United States, there to remain as a separate and
distinct fund, to be known as the "Alaska fund" and to be wholly
devoted to the purposes hereinafter stated in the Territory of
Alaska. Twenty-five per centum of said fund, or so much thereof as
may be necessary, shall be devoted to the establishment and mainten-
ance of public schools in said Territory; ten per centum of said
fund shall be, and is hereby, appropriated and authorized to be
expended for the relief of person in Alaska who are indigent and
incapacitated through nonaage, old age, sickness, or accident, and
a1l the residue of said fund shall be devoted to the construction
and wmaintenance of wagon roads, bridges, and trails in said
Territory; Provided, That the clerk of the court of each judicial
division of said Territory is authorized, and he is hereby directed,
whenever considered necessary, to call upon the United States marshal
of said judicial division to aid in the collection of said license
monies by desiagnating reqular or special deputies of his office to
act as temporary license inspectors, and it shall be the duty of
said United States marshal to render such aid; and the said regular
or special deputies while actually engaged in the performance of
this duty shall receive the same fees and allowances and be paid in
the same manner as when performing their regular duties.

That at the end of each fiscal guarter the Secretary of the
Treasury of the United States shall divide the amount of said ten
percentum of said fund so received during the guarter just ended
into four equal parts, and transmit to each of the four United States
district judges in Alaska one of said equal amounts.

That each of said judges is hereby authorized to expend so much
of the money received by him under this Act as may, in his discretion,
be required for the relief of those persons in his division who are
incapacitated through nonage, old age, sickness or accident, and who
are indigent and unable to assist and protect themselves; Provided
That each judge shall quarterly submit to the Secretary of the
Treasury an itemized statement, with proper vouchers of all expendi-
tures made by him under this Act, and he shall at the time transmit
a copy of said statement to the governor of the Territory; Provided
further, That any unexpended balance remaining in the hands of any
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judge at the end of any quarter shall be returned to the Secretary
of the Treasury of the United States, and by him deposited in the
said 'Alaska fund' and the said sum shall be subsequently devoted
first, to meeting any actual requirements for the care and relief of
such a person as are provided for in this Act in any other division
in said Territory wherein the amount allotted for that purpose has
proved insufficient; and, second, if there shall be any remainder
thereof, said remainder shall be devoted to the construction and
maintenance of wagon roads, bridges and trails in said Territory.

Approved March 3, 1913,

e ur we me re ua me e e e ome mr s e e v e me wm A w me e v am m e me bm eA e e e e e

April 27, 1914, (36 Stats., 366). An Act making appropriations for
the support of the Army for the fiscal year ending June thirtieth, nineteen

hundred and fifteen.

* ok ok ok k k ok ok ok %

Construction, repair, and maintenance of military and post roads,
bridges and trails, Alaska: For the construction, repair, and maintenance
of mititary and post roads, bridges, and trails, Territory of Alaska,
$125,000: Provided, That the accounting officers of the Treasury are
authorized and directed to allow and credit in the accounts of First
Lieutenant Robert L. Weeks, United States Army, the sum of $1,340,
disallowed against him on the books of the Treasury in accordance with a
ruling of the Comptroller of the Treasury, dated March fourteenth,
nineteen hundred and thirteen; and that hereafter any officer of the
Army and member of said Board of Road Commissioners who is living with
his family while serving as a member of said Board within the limits of
the Territory of Alaska, and not stationed at a military post, shall be
entitled to receive a per diem commutation fixed by the Board in 1ieu of
"actual 1iving expenses" as now provided by law; and this provision shall
emhrace the time during which any member of said Board shall have failed
in the post to receive any allowance for expense of living by reason of
the decision of the Comptroller of the Treasury above referred to, to the
effect that said allowance could not be made to an officer 1iving with his
family.

- e w1 s wm wm mm e we e e mm rm = me ww e wh mm mn rm e M wE wm o ue me ma s em e M e e e e

W. D. Act approved March 4, 1915,

* k koK k ok k Kk %k k

Construction, repair, and maintenance, military and post roads,
bridges, and trails, Alaska: For the construction, repair, and main-
tenance of miTitary and post roads, bridges, and trails, Territory of

Alaska, $165,000.
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W. D. Act approved March 29, 1916,

* ko ok ok ok ok k k k Kk

Construction, repair and maintenance, military and post roads,
bridges, and trails, Alaska: Construction, repair and maintenance of
miTitary and post vroads, bridges, and trails, Territory of Alaska,
$500,000.

W, D. Act approved May 12, 1917.

* k% K & kX k& X k k %

For construction, repair, and maintenance, military and post roads,
bridges, and trails, Alaska: Construction, repair and maintenance of
military and post roads, bridges, and trails, Territory of Alaska,
$500,000, to remain available until June thirtieth, nineteen hundred and
nineteen {19197,

- e Wm re v e e me e mm e wm mh o M e m e e e ww ek M o am = um e we e mm wm m e wa wr um

Retired Officer on Active Duty. (40 Stats., 231).

* k k k& kK k X k Kk %

That when Retired Officer of the Army, any portion of whose active
servies was in the Corps of Engineers, are called back into active service
they shall be eligible to fill any position required by law to be filled
by an officer of the Corps of Engineers.

Approved June 15, 1917,
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Appendix C
WORK PERFORMED DURING THE 1917 CONSTRUCTION SEASON
Southeastern District

Route 1 -~ Prince of Wales Island Road (4.1 mile road. 6.8 miles trail).

The work of the year was confined to the wagon-road section, the
greater part of which is planked. Worn planks were replaced and the
remainder leveled where necessary. An extension of 200 feet at the
western end of the road was constructed at a cost of $2 per linear
foot. The total expenditure was $676.09.

Route 2 -- Juneau-Eagle River road (16 miles road, 14 miles trail).

A branch road 3,600 feet in length was constructed during the
year, connecting the main road with the bridge previously built over
Mendenhall River. The new road was graveled throughout its entire
Tength at a cost of 15 cents per linear foot, and a 200-foot framed
trestle crossing a tidal slough was constructed at a cost of $3 per
foot. The work of continuing this branch to Auke Lake is now in prog-

ress.

General maintenance on the main wagon road included increasing
the depth of surfacing to enable it to withstand the heavy automobile
traffic, clearing ditches, and replanking about 600 lipear feet of
bridges and culverts at a cost of $1.50 per foot. A new bridge,
consisting of one 50-foot pony-truss span and 50 feet of approaches,
was built over Lemon Creek at a cost of $650.

Route 3 -- Haines-Pleasant Camp Road (47.5

The year's work on this route was entirely maintenance and
embraced resurfacing weak sections with gravel and repairing bridges
and culverts. Gravel in place cost approximately 75 centers per
cubic yard, the average haul being less than 3,000 feet., The total
cost of all work averaged $70 per mile.

Route 14 -- Sitka-Indian River Road (3.4 miles).

Approximately 3,000 feet of new road was constructed at a cost
of $1,300 1in extending this route toward Sawmill Bay, and a small
amount of work was done in protecting the piers of the Indian River
bridge during high water.



Route 39 -- Juneau-Sheep Creek Road {3 miles).

The work of the year on this route consisted chiefly of widening
the narrowest parts of the road and resurfacing it throughout the
areater part of its length. Gravel in place cost $1 per cubic yard,
the average haul being about 1 mile. A 60-foot trestle bridge,
destroyed hy a snowslide during the winter, was replaced at a cost
of $600. The average cost of all work was $1,864.80 per mile, the
high cost being due to unfavorable weather conditions and the very
heavy automobile travel over the road.

Route 40 -- Douglas-Gastineau Channel Road (2 miles).

A total of $414.10 was expended for minor repairs to this road
during the year.

Route 43 -~ Petersburg-Scow Bay Road (.5 mite road, 1 mile planked
trail).

Twenty-eight hundred feet of this road was graded during the
year at a cost of $2,285.70., The unusually high cost was due Targely
to the nature of the so0il encountered, which was a blue glacial

clay.

The completion of this road will be undertaken next year by the
Forestry Service.

Route 44 -- Skagway Valley Road {2.5 miles).

Route

The work of the year on this route was devoted chiefly to the
construction of 2.5 miles of road extending north from the bridge

previously built over the Skagway River. The new road is surfaced
where gravel was availahle in the ditches. Some additional work was

required during the year in protecting the bridge from damage by
high water. ‘

45 -~ Silver Bow Basin Road (4 miles).

This road extends from Juneau through the Silver Bow Basin to
the Perseverance mine. It was constructed by the mining company,
but was taken over by the Board in 1915. The work of the past year
consisted of surfacing with gravel the softest parts of the road,
cleaning ditches, and reconstructing 600 feet of planked roadway at
a cost of $1 per linear foot. The cost of gravel averaged $1.25 per
cubic yard.

The average cost of all work was $571.42 per mile.
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VALDEZ DISTRICT

(Mr. J. H. Ingram, Superintendent)

Route 4A ~- Donnelly-Washburn Sled Road (55 miles).

The construction of temporary winter bridges on the Big Delta
and Little Delta Rivers and a small amount of grading on approaches
to streams not bridged comprised the year's work on this route. The
bridges were constructed by contract, those over the Big Delta
costinag $2 per linear foot, and that over the little Delta $2.50 per
lTinear foot.

Route 4B -- Valdez-Ernestine Road {63 miles).

Throughout a great part of its length this route is subject to
attack by glacial streams, and its construction and maintenance have
heen difficult and expensive. The work of the past year has embraced
the repair of damage caused by these streams, general maintenance,
and improvements of substantial and expensive character.

The 3-mile section crossing the glacial wmoraine adjacent to
VYaldez has been built up to a grade above the highest stage of water,
and the embankment protected by brush and rock revetment, Two men
were kept on this section during the entire working season, and all
threatened portions were strengthened before any serious damage
could result,

Extremely high water in Lowe River during the late summer washed
out short sections of the road at the head of Keystone Canyon and at
the 5-mile post. The repair of these sections necessitated a
considerable amount of rock work.

The bursting of glacial reservoirs at the source of a small
stream near the head of Keystone Canyon twice destroyed a short
section of the road and changed the channel of the stream, reauiring
the reconstruction of the section and the removal of the bridge to
the new channel.

The usual maintenance work comprised the removal of slides and
snow, cleaning ditches, repairing culverts and bridges, etc. In
addition, about 3 miles of road was graded, and a total of 10,000

cubic yards of gravel surfacing placed. The cost of the gravel
depended largely upon the length of haul but averaged approximately

$1 per cubic yard.

The average cost of all work on this route was $688.34 per mile,
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Route

Route

4C -- Ernestine-Willow Creek Road (29.3 miles).

The work of maintenance and improvement was carried on over the
entire route during the year and embraced cleaning ditches and re-
moving slides and windfalls, repairing bridges and culverts, grading
approximately 2 miles of road, and placing 1,300 cubic yards of
gravel surfacing. The average cost of the work was $383.22 per

mile,

4D -- Willow Creek-Gulkana Road (36 miles).

Work on this route during the year included grading about 2.5
miles of road, Tlaying 1,100 Tinear feet of corduroy, cleaning
ditches, and general repairs to the road and bridges. A maintenance
crew of two men was emptoyed on this route for the last six weeks
of the year dragging the road and repairing culverts. The average
cost of all work during the year was $487 per mite, but the cost of
maintenance should be materially less in the future, as the entire
route is now in good condition.

Tazlina Bridge -- The Tazlina River bridge was in part recon-
structed during the spring of 1917. As originally built, together
with additions made necessary by changes in the main channel, this
bridge, exclusive of approaches, consisted of three 75-foot spans,
two 108-foot spans, and one 50-foot span. The 108-foot spans were
constructed in 1906, and it was thought advisable to replace them
and to repair the entire bridae. The work done was as follows: the
two south 75-foot spans were raised 2 feet to conform to the eleva-
tion of the new part of the bridge. The 108-foot spans and the
50-foot span were demolished and the north 75-foot span was taken
down and replaced by two 100-foot spans of the new standard type
{Pratt comhination trusses)}. The 75-foot span was reerected north
of the 100-foot spans and the bridge continued northward to the
hank by a 60-foot pony-truss comhination span and 170 feet of pile
trestle, The truss timbers and stringers of the new spans are
Douglas fir; the remainder of the tfimber used in the bridge is
Alaska spruce cut in the vicinity of the bridge site. Below is an
jtemized statement of the field cost of the bridge:

Material (steel, lumber, pile shoes, etc.) $5,870.57
Equipment 751.05
Freight 1,566,111
Subsistence 1,484,96
Forage and care of animals 560.15
Labor 8,214 .63
Miscellaneous 51.64

Total $18,499.11
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Route 4FE -- Gulkana-Sourdough Road (21.5 miles).

This is a difficult section to maintain, as the soil is largely
clay and mud, and there is but little gravel available within a
reasonable distance. The work of the year was devoted to widening
the clearing, where necessary, to allow the sun to reach the road,
grading with a road grader about 3.5 miles previously ditched by
hand, and general repairs. Further grading on this route is being
carried on this season. Because of the soil conditions the road is
given a higher crown than is usual, and it is thought that after
completion of the grading it can be kept in fair condition by a small
maintenance crew. The cost of the work done during the year averaged
$692.65 per mile.

Route 4F -- Sourdough-168 Milepost Road (18.2 miles).

In addition to ordinary maintenance, approximately 9 miles of
road was graded with a road machine to a width of 24 feet. The
clearing was widened to 60 feet along the agreater part of this 9
miles, to allow the sun to reach the road. A small amount of gravel
surfacing was laid at a cost of approximately $2.25 per cubic yard,
the high cost being due to the scarcity of gravel and the long
hauls necessary.

Route 4G -- 168 Milepost-Delta River Road (38.8 miles)

The work of the year on this route consisted chiefly of ordinary
maintenance, embracing the removal of slides, cleaning ditches, and
repairing culverts. Approximately 2 miles of road was graded and
9,200 feet surfaced with gravel. A short pile bridge was built over
the glacial stream near mile 202, and a dike 700 feet in length was
constructed for the purpose of confining the stream to its present
channel. The average cost of all work was $306.72 per mile.

Route 4H -~ Delta River-McCarty Road (73.4 miles).

The work performed on this route during the year embraced the
removal of slides, repairing bridges damaged by high water, grading
2 miles with a grader, and surfacing 1 mile with gravel.

The bridge over the glacier stream near Miller's was lengthened
by the construction of two 60-foot spans and 66 feet of approach.
The added spans are of the new pony truss type, with steel lower
chords and native timber compression members. The cost of this
work, exclusive of freight, was as follows:

Material $1,714.10
Labor:
Cutting and getting out timber 831,29
Whipsaw timber 416,10
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Construction piers 506.30

Framing trusses 143.29
Erecting trusses 107.43
Placing floor system 206.15

Total 3,925.66

To confine this stream to its present channel, a dike 585 feet
long and 5 feet high was constructed, with its upstream slope
protected by a heavy layer of brush secured at the top to the dike
and weighted with rock held in place by wire netting. The total
cost of the dike was $588.73.

Route 41 -- McCarty-Richardson Road {20.6 miles).

In addition to general repairs to the road bhetween McCarty and
Shaw Creek, the work of the year was confined chiefly to the ferry
and bridges in the vicinity of McCarty.

A new ferry scow, 16 by 35 by 3 feet, was constructed of native
whipsawed lumber, at a cost of $778.95.

Improvements to the bridge over the north slough near McCarty
included replacing the existing 30-foot span by a standard 60-foot
pony truss span, reerecting the 30-foot span north of the new 60-
foot span, and constructing 56 feet of pile trestle approach. The
total cost of this work was $1,027.97, exclusive of freight from
Seattle.

A pile bridge, 204 feet in length, constructed over the middle
of McCarty Slough, cost $828.37.

Route 6A -- Willow Creek-Tonsina Road (24 miles).

The greater part of this route was graded with a road grader
during the year. Culverts were repaired and new ones built where
necessary; ditches were cleaned out and a small amount of gravel
surfacing ptaced. During May and June of this year two maintenance
men, with a dam, were employed in dragging the road, repairing cul-
verts, etc. The cost of the year's work averaged $328.27 per mile.

This route, which traverses naturally good soil, is now in good
condition and should require 1ittle work in the near future outside
of that performed hy a small maintenance crew.

Route 6B -~ Tonsina-Chitina Road (15 miles).

Ordinary maintenance work was done on this route, but the chief
expenditure was devoted to improvement, which 1is expensive, hecause
of the rugged and difficult country through which the road runs.
The long grade leading to the Tonsina River Valley was widened and
surfaced, involving the construction of 1,760 linear feet of cordu-
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. roy, costing 78 cents per foot, and the removal of 1,400 cubic
years of solid rock which was made use of in surfacing 5,570 linear
feet of the road. Approximately 3,500 cubic yards of gravel sur-
facing was placed at an average cost of $1.10 per cubic yard. In
addition, ditches were cleaned, slides removed, culverts repaired,
driftwood removed from the Tonsina River Bridge, and 1 1/2 miles of
road qraded.

The dike constructed last year above the Tonsina Bridge (see
annual report for 1916, p. 11) was partly destroyed by high water
during the summer of 1916. It was rebuilt and strengthened this
spring, and has successfully withstood the hiagh water and accom-
plished its purpose.

Chisana Trail -- this is the winter trail from McCarty, on the
Copper River and Northwestern Railroad, to the Chisana wmining
district. The best route for travel varies from year to year, and
the trail is marked each winter with temporary stakes. The staking
Tast fall was done under the supervision of local parties, $500 being
expended by the Board and $500 contributed by interested persons in
the vicinity.

SOUTHWESTERN DISTRICT

{Mr. Anton Eide, Superintendent)

Route 10 -- Seward-Kenai Lake Road (14 miles).

The work of improvement on this route began in 1915 by the
Territorial road commissioner was continued by the board during the
past year., The first 3 miles were fimproved, and extensive new
construction was undertaken between mileposts 3 and 7. A total of 4.4
miles were graded with the road arader, 0.8 mile graveled, 5200 feet
of bridges redecked, and 7 new culverts constructed. The work was
areatly hampered by very heavy rains and high water. Unit costs of
various classes of work were:

Clearing and grubbing (heavy), per acre $230.00
Grading, per linear foot .12
Redecking bridges, per linear foot 2.50
Graveling, per linear foot 10

Maintenance work during the spring, embracing the repair of
washouts, surfacing soft spots, and dragging, cost $1,339.60.

The reconstruction of the bridge over Resurrection River (annual
report, 1916, p. 11) was completed during July. The three 75-foot
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spans are of Douglas fir and the remainder of the bridge of native
spruce timher. An itemized statement of the field cost is given
below; freight on material obtained in Seattle 1is not included.

Material
Piling $237.60
Fir lumber 693.40
Native lumber 659.40
Rods, bolts, etc. 600.00
Drifts bolts and spikes 105.50
Dynamite, fuse, and caps 33.00
Tools 10.00

Total $2,338.90

Driving piles:

Rent of driver with fuel and oil $160.00
Labor 753.67 913.67
Planking and capping piers and Tower approaches 330.00
Getting out stringers and caps for approaches 317.00
Framing and raising trusses 340.00
Placing stringer and decking 325.20
Placing hand and guard rails 107.40
Cutting and blasting out old trestle 50.00
Total $4,722.18

A 72-foot Howe truss span of native spruce was constructed over
a stream near the 0le Martin ranch. The detailed cost was:

Getting out timber for c¢rib abutments and lower chord $ 52.50
Constructing abutments 23.00
9,500 feet h.m. native lumber, at $22 per M 209.00
Rods, bolts, and spikes 47.83
Framing and raising trusses 55.00
Placing decking and handrails 30.00

Total “$417.33

Route 12 -- Mile 34 A.N.R.R.-Hope Road (31 miles road, 9 wmiles sled road).

The usual maintenance work on the wagon-road section included
the widening of the road, cleaning ditches, redecking 420 1linear
feet of bridges at a cost of $2.75 per foot, and general repairs.
On the sled-road section a small amount of work was done, principally
in removing windfalls., The total cost was $4,526.35, of which $524
was expended in repairing and protecting the road during the spring.
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Route 19 -~ Kern Creek-Knik Trail (86 miles).

During the summer of 1916, forest fires and landslides caused by
excessive rains destroyed a large part of this trail along Turnagain
Arm. The work of repairing this damage covered about 20 miles,
and included removing slides, replacing and repairing bridges and
culverts, clearing windfalls, and rebuilding cribhing. During the
winter two men were employed on the Turnagain Arm section of the
trail, repairing it, and keeping it clear of slides and dangerous
accumulations of ice.

Upon completion of the new Government railroad from Seward to
Matanuska the larger part of this route can be abandoned, but until
the gap between Kern Creek and Anchorage is closed winter traffic
over it will be very heavy.

Route 20A -- Knik-Susitna Trail (30 miles).
Route 20B -- Susitna-Rainy Pass Trail (127 miles)

Two hundred and fifty dollars was expended on route 20A during
the year, chiefly in clearing windfalls and bridging small steams
which are difficult to cross during the spring and fall.

Route 20C -- Rainy Pass-Tacotna Trail {130 miles).
Route 20D -~ Tacotna-Kaltag Trail (145 miels).

No work done on these routes during the year.
Route 24 -~ Miles 29 A.N.R.R.-Moose Pass road (29.5 miles).

The improvement of 14.5 miles of sled road to wagon road
standards constituted the work of the year on this route. Grades were
cut down, the road bed was widened and drained, culverts were

constructed, and corduroy laid where necessary. The average cost of
the work was $592.64 per mile. The average unit costs were:

Clearing and grubbing, per acre $120.00
Ditching and grading, per linear foot 07
Corduroy, per linear foot .60

Route 32A -- Tacotna-Flat Creek Trail (87 miles).
No work was done on this route during the year.
Route 35 -- Knik-Willow Creek Road (34 miles).

General repairs were made to the entire route during the year.
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A small amount of corduroy was laid, and a quantity of culvert timber

was cut and hauled for future use on the section above timber Tine.
One mile of new road was constructed to reduce a steep qrade at mile
33,

A standard 60-foot pony truss bridge of native spruce was
constructed over the Little Susitna River, replacing an old stringer
bridge. The cost was as follows:

Material (steel and hardware, Seattle) $408.00

Cutting and hewing timber 478.80

Hauling steel, etc., to bridge site 70.00

Constructing and filling timber abutments 75.00

Framing and raising trusses and placing decking 280,00
Total s

The freight on steel and hardware from Seattle is not included
in the above total.

Extensive improvement work on this road is now in progress from
Wasilla, where it crosses the new Government railraod, in order that
it may better serve the growing needs of the Willow Creek mining

district.
Route 35A -~ Archangel extension (2 miles).

This route will connect mile 32 on the Knik-Willow Creek Road
with the Archangel Creek VYalley, where a number of Tode mines
are developing. The entire road will be above timber 1line,
necessitating the transportation of all culvert material and
wood for fuel from considerable distances, and thus increasing
the cost. Total of $1,003.50 was expended during the past
year, and the work of completing the road is now in progress.

McDougall-Cache Creek Trail -- This trail leads from
McDougall, on the Yentna River, to the Cache Creek placer
mining district, a distance of approximately 30 miles, and was
constructed by operators in the district. During September
and October, 1916, a location for a wagon road following the
same general route was made and a bridge 120 feet long was
constructed over Cache Creek, at a total cost of $1,329.15.

Travel to and from this district is dependent upon uncer-
tain and slow, small hoat service from Anchorage up the Susitna
and Yentna Rivers. Upon the completion of the Government
railroad a more suftable route will lead from some point on
the railroad near Talkeetna overland to Cache Creek. A recon-
naissance of this route is now being made, with a veiw to the
probable construction of a sled road if a suitable location is
found.
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Palmer-Mile 26 survey -- During the late fall of 1916 a location
survey was made for a road 8 miles in length from Palmer, on the
Government railroad, to mile 26 on the Knik-Willow Creek Road, to
serve a considerahle number of farmers who have taken up homesteads
along the proposed route. The cost of the survey was $96.20.
Construction of the road is now under way.

YUKON DISTRICT

{Mr. R. J. Sommers, Superintendent)

Route 4J -- Richardson Salchaket Road (30 miles).

Extensive improvement of that portion of the road between
mileposts 312 and 330, except 1 mile, -constituted the work of the
year on this route. The road was straightened, widened to 30 feet,
and graded with a road grader. A change in the location was made
hetween mileposts 318 and 319, involving the construction of
approximately a quarter of a mile of new road around a steep bluff.
The old road at this point was located on the flat along the Tanana
River, where it was subject to overflow during high water. Two other
short relocations were also made, the road in each case being
shifted from the flat to the hillside, where better soil and drainage
could be obtained. Sixty-eight culverts were constructed at an
average cost of $20 each, and 560 linear feet of corduroy was laid at
a cost of %60 per foot. The average cost of all the work was
$1,955.95 per mile for the 17 miles improved.

Route 4K -- Salchaket-Fairbanks Road (40 miels).

Eighteen and a half miles of this road, from mile 352 to mile
370, were reconstructed during the year. The road was widened,
straightened, and graded with a road grader; fills were made across
small swales, and 8,470 linear feet of drainage ditch constructed.
Sixty-one culverts, two 36-foot pony truss bridges, and seven 16-
foot stringer bridges were built, and 4,050 Tinear feet of corduroy
Taid.

Owing to the continuous cutting away from the road near mile 357,
a relocation was made between mileposts 353 and 360. The new location
is 09.5 mile longer than the old road but it is on higher ground,
with better soil conditions, and is well back from the river., This
relocation also eliminated about 3 miles of narrow corduroy which is
subject to overflow by the Tanana river during high water, and which
could not be satisfactorily repaired except at great expense.

Average unit costs of the work were:
Clearing and grubbing to 30-foot width, per mile $ 289.20
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Route

Route
Route
Route
Route
Route
Route

Route

Route

Grading, including small frills, per mile 1,289.36

Drainage ditches, per foot .15

Corduroy, per foot .60
Culverts, each 20.00

Bridges, 16-foot each 40.00
Bridges, 36-foot each 200.00
5 -~ Ester-Fort Gibbon Sled Road (148 miles)

The year's work on this route consisted of general repairs and
maintenance. Slides, windfalls, and stumps were removed between
the 12 and 49 mileposts and 4 bridges, ranging in length from 19
to 31 feet, were constructed, at an ‘average cost of $5 per foot, the
high cost being due to the scarcity of suitable timber. Repairs to
bridges near Hot Springs cost $157. Seven bridges near Tanana,
varying from 18 to 36 feet in length, were reconstructed with sawed
lumber at a cost of $858.78.

7A -~ Summit-Cleary Road (11 miles).

78 -- Fox-01nes Raod (13 miles).

7C -- Summit-Fairbanks Creek Road (11 miles).

7E -~ Vault Creek Road (2 miles).

7F -~ Vault Creek-Treasure Creek Road (1.5 miles).
7H -- Little Eldorado Creek Road {1.%5 miles).

71 -- Gilmore-Summit Road (6 miles),

These routes were maintained by the Territorial road commis-
sioner for the fourth judicial division, and no work was done on
them by the Board.

7D -- Ester Creek Road (13 miles).

The work of the year on this route consisted of the improvement
of 2,000 feet of the road on mile 3, where it traverses a mattress
of decayed vegetable matter, or peat, several feet deep, for a
distance of over 0.5 mile. Two thousand feet of corduroy was laid
and covered, at a cost of 85 cents per foot. Four bridges, with an
agaregate length of 89 feet, were built, at a cost of $239,

During the present year the improvement of the road is being
continued as far as the Government experimental farm,
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Route 7G -~ Fairbanks-Gilmore Road (13 miles).

The work done by the Board on this route was confined to the
construction of a pile bridge over Noyes Stough to replace 70-foot
Howe truss span, which collapsed. A part of the material from the
0ld bridge was used in the new construction, and other material was
furnished by the Territorial road commissioner, who also performed
general maintenance work on the road.

Route 7J -- Fairbanks-Chena Hot Springs Trail (64 miles).
Route 7K -- Olnes-Livengood sled road (54 miles).
No work was done on these routes during the year.
Route 9 -- Rampart-Eureka Road (6.5 miles road, 21.5 miles sled road).

General maintenance work on this route was carried on during
July and August, and included redecking 19 culverts and 3 bridges,
the reconstruction of 2 bridges, aggregating 54 feet in length, and
widening and repairing the road between the 6 and 10 wileposts.

Route 11A -- Eagle-0'Brien Creek Road (17 miles).
Route 118 -- 0'Brien Creek-Fortymile Sied Road {30 miles).

Work on these routes during the year consisted of general
repairs and maintenance. On the wagon-road section, culverts were
rebuilt, bridges repaired, and one new bridge constructed, ditches
cleaned and extended, and a small amount of gravel surfacing placed.
Maintenance work on the sled-road section included the removal of
rock stides, widending the road, and ditching some sections.

Route 11C -- Steel Creek-Jack Wade Road (2.5 miles).

Route 11D -~ Canyon Creek-Walkers Ford Sled Road {10 miles).

No work done on these routes during the year.

Route 11E Eagle-Seventy Mile Sled road (20 miles).

A total of $502 was expended on this route, chiefly in construc-
ting three bridges, repair culverts and bridges, and ditching.

Route 15 -- Circle-Miller House Road (49 miles).

Annual maintenance work on 34 miles of this route was performed
during the summer and included cleaning and constructing ditches,
laying 1 mile of 1ight corduroy, repairing damage caused by washouts,
and redecking and repairing culverts and bridges. The average cost
of the work was $137 per mile for the 34 miles on which work was

done.
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Route 16 -- Chatanika-Miller House Sled Road (81 miles).

The year's work on this route consisted chiefly in repairng
bridges and removing slides. Six bridges were repaired, and one new
bridge 24 feet long was constructed. The total cost of the work was
£500.

Route 17 -- Fort Gibbon-Kaltag Trail (257 miles).

The temporary staking of this trail for the guidance of winter
travel was done by contract, at a cost of $300.

Route 17A -- Lewis Landing-Dishkaket Trail (108 miles).
Route 17B -~ Nulator Dishkaket Trail (90 miles).
Mo work done on these routes during the year.

Route 22 -- Hot Springs-Sullivan Creek Road (9 miles wagon road, 6 miles
traill.

The work of the year on this route was confined to the wagon-
road section. Bridges, culverts, and corduroy were repaired, ditches
were cleaned, and a small amount of new ditching was done. Grading
was done on sections between Kemperville and Sullivan Creek where

the road had settled and a grader could be used to advantage. The
average cost of the work was $127 per mile,

Route 23A -- Chatanika-Beaver Trail (120 miles).
Route 23B -- Beaver-Chandlar Sled Road (25 miles).
Route 29 -- Fort Gibbon-Koyukuk Trail (100 miles).
No work was undertaken on these routes during the year.

Route 30 -- Hot Springs Land-Eureka Creek Road (32 miles).

The year's work on this route was confined to the section between
the Landing and Hot Springs, and comprised Taying 180 feet of cordu-
roy, cleaning ditches, filling ruts, and repairing several small
bridges and culverts.

Route 31 -- Salchaket-Caribou Creek Sled Road (46 miles).

Mo work was done on this route during the year.

Route 37B -- Iditarod-Flat Creek Road (8 miles).

Route 33A -- Otter Creek Towpath (22 miles).
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Route 33B -- Summit-Otter Creek Road (6 miles).

The work of the year on these routes was devoted to maintenance
on the main Iditarod-Flat Creek Road, with some improvements on the
first 6 miles of that road. Bridges and culverts were repaired, 4,010
Tinear feet of corduroy laid, and 9,481 feet of road graveled. The

total expenditure was $4,500
Route 38 -- Ruby-Long Creek Road (19.5 miles road, 10.5 miles sled road).

The year's work on this route embraced repairs to the main
street of Ruby, the maintenance and improvement of the 6 miles of
wagon road previously constructed, and the improvement to wagon road
standards of approximately 13.5 miles of sled road.

The extension of the road which forms the main street of Ruby
{not an incorporated town) was reconstructed for a distance of
1,300 feet, or practically its entire length, The steep approaches
at either end of the street were graded down and ditched and the
entire street was surfaced with rock. Six culverts were constructed,
the material for five of which was furnished by adjacent property
owners. The total cost of this work was $1,501.09.

From Ruby to milepost & extensive maintenance and improvement
work was done. Sidehill cuts were widened, holes filled, corduroy
repaired and renewed, and 240 linear feet of road surfaced with rock.
The average cost of the work was $466.84 per mile,

From the 6 milepost to a point 0.5 mile beyond the 19 milepost,
a wagon road was completed, targely following the old sled road.
The work was accomplished under very trying weather conditions, the
rainfall throughout the summer being without precedent in the history
of Ruby. This heavy rainfall greatly increased the difficulty of
overcoming the miles of glacial muck formation traversed, and was
chiefly responsible for the unusually high cost of the work.

In construction of the new road 183 culverts were constructed,
24,506 linear feet of corduroy laid, 46,603 liner feet of road graded
and ditched, and two bridges having a total length of 298 feet built.
The road varies in width from 16 to 30 feet, according to the forma-
tion of the ground. A1l of the culverts, with the exception of 12,
were constructed of poles secured on the ground. Pole or brush
corduroy was used, depending upon the timber available where re-

gquired.

Average costs of the work were:

Clearing, grubbing, and grading, per linear foot $0.78
Corduroy, per linear foot .90
Culverts, each 27.88
Bridges, per linear foot 1.81
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A permanent cache or warehouse 16 by 48 by 10 feet, with a
corrugated iron gable roof, was constructed near the 19 mile post
for the storage of supplies, equipment, and forage, no building
heing available for the purpose along the entire length of the road.
The cost was $484.61.

Maintenance work during the past spring on the entire 19.5
miles of wagon road comprised thawing ice out of culverts, opening
channels under bridges, and repairing damage done to the new road
during the break-up. The soil in this region cuts very rapidly when
the moss is removed, and it is subjected to the action of running
water, and a large part of the corduroy was seriously threatened by
cutting ditches. Where this was found to be the case, the inner
sides of the ditches were thoroughly revetted with moss and so covered
with earth. It is thought that in the future any damage from this
source can be Targely eliminated by leaving a wider berm -- at least
5 feet -- between the ends of the corduroy and the inner edges of the
ditches, and this will be done. The cost of this spring work can
not be given, as part of the expenditures had not been reported at
the close of the period of this report.

Prior to last year the prevailing summer freight rate from Ruby
to Long Creek was 7 cents a pound, the freight being hauled over
ridges which in wet weather became almost impassable, horses often
sinking to their bellies in the mud. At the present time light
motor trucks are delivering freight in ton lots at the 20 milepost
under favorable weather conditions, for 1 1/4 to 1 1/2 cents a pound
and the rate to Long City when the road is complete will probably
not exceed 2 to 2 1/2 cents per pound, the saving resulting directly
from the road thus amounting to at least $70 per ton.

The work of completing the road to Long Creek is now in progress.
A further extension from Long Creek to Poorman, a distance of
approximately 24 miles, is urgently needed, but its construction
will be expensive and can not be undertaken by the Board with the
funds now available or in prospect.

Route 32B -- Long Creek-Cripple Trail (60 miles).

The work of the year on this route emhraced the construction of
a 25-foot bridge over Ophir Creek, repairing the bridge over Monument
Creek, and fi1ling in washouts between the Solatna River and Poorman.

The total cost was $196.
Route 46 -- Kantishna Trail (75.75 miles).

This is a trail constructed during the past winter from the
Thirty-mile Roadhouse, 26 miles from Nenara on the proposed route
of the new Government railraod, to the Kantishna mining district.
Form the initial point to the Toklat River, 26 miles, an old Indian
or prospectors' trail was followed. This trail was widened where
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necessary, and tripods were placed at intervals of 200 feet in open
country for the guidance of travel.

From the Toklat River to Diamond City, 37.75 wiles, the work
was entirely new construction. The trail was cleared for a width
of 8 feet through all timbered sections, trees being cut close to
the ground as the depth of snow permitted, and other obstacles
to traffic removed. A1l open country was staked with tripods, and
10 permanent bridges, aggregating 315 feet in length, were con-
structed.

Between Diamond City and Glacier, the terminus of the route (12
miles), the Tocation follows an old trail, which was widened and
straightened where most necessary.

The work done during February and March of this year under the
efficient supervision of Mr. Thomas Lloyd. The total cost was
$4,571.63.

Route 47 -- Coldfoot-Wiseman STed road (11.25 miles}.

This is a winter sled road from Coldfoot, the ordinary head of
navigation on the Koyukuk River for light-draft boats, to Wiseman,
which is the supply point for the Koyukuk mining district. Freight
is landed at Coldfoot during the summer and a small amount is
transported to Wiseman on small gasoline or poling boats or on horse
scows. The greater part of the freight, however, is sorted at
Coldfoot and hauled to Wiseman and the adjacent producing creeks
during the winter,

Construction work was carried on during September and comprised
clearing and grubbing over the entire distance, and the construction
of 3 foot bridges, with a total length of 445 feet, and 18 wagon
bridges, adggregating 384 feet in length.

The total cost of the work was $5,000, or $444.44 per mile.

Eagle-Circle Mail Trail ~-- A total of $206 was expended on this
trail during the year. The work consisted of grading approaches to
streams and widening and clearing the trail between mileposts 6 and
10 and between mileposts 15 and 22 north of Eagle.

Bridge over Chena slough, Fairbanks -- The project for this
bridge was described in the annual report for 1916 {p. 15). The
superstructure is a 300-foot steel span, with Petit trusses, designed
for a uniform live load of 50 pounds per square foot or for the two
8-ton motor trucks passing. The abutments are of concrete, each
consisting of two columns with stepped reinforced footings, supported
on piles. The columns are connected at the top by a reinforced
concrete curtain wall. The north approach is a framed trestle 180
feet in length; the south approach constructed by the city of
Fairbanks, is combined of earth fi11 and trestle.
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Excavation for the abutments was commenced August 9, 1916,
begin delayed until the date by the difficulty of securing proper
Tumber for the cofferdams, which were constructed at Wakefield sheet
piling. Work on the south abutment, which was constructed first,
was greatly hampered by a mass of brush and refuse extending to a
depth of 15 feet below mean water level, through which the cofferdam
and excavation had to bhe carried. As a consequence of the delays,
cold weather set in before the north abutment could be completed,
making it necessary to heat the concrete materials and to keep the
abutment covered and heated until the concrete had thoroughly set.

The structural steel for the bridge reached Fairbanks on the
last hoat to arrive there during the open season of 1916, but seven
eyebars were found to have been so badly damaged as to make their use
inadvisable., Duplicate bars were ordered immediately, shipped by
express to Seattle and thence by freight to Chitina, from which place
they were hauled on sleds to Fairbanks, arriving only two days before
they were needed in the erection.

Pile falsework was driven, braced, and capped hefore the freeze
up. The usual falsework employed in the interior of Alaska is merely
a trestle supported on the ice, but in this case the weight of the
hridge and the fact that several sewers discharging hot water have
their outlets near the bridge site made the use of piles advisable.

A wooden gantry traveler for erecting the trusses was framed
and erected during the latter part of the February of this year.
The cost of the traveler was considerably increased by the inability
of Tocal Tumber dealers to furnish timbers of requisite size, which
necessitated the use of many built-up members.

The erection of the trusses, starting at the north end was begun
March 1. No unusual difficulties were experienced, although the
greater part of the crew had had no previous experience in such
work. The bridge was swung March 22 and opened to vehicular traffic
on April 19.

The total net cost of the bridge was $51,489.19. This was much
greater than the first estimate, the increase being due to various
causes, some of which, such as the necessity for replacing damaged 1
bars, the difficulty of excavating for the south abutment, etc.,
have been mentioned above. It was originally intended to construct
the bridge during the winter of 1915-16, but the destruction by fire
of the almost completed plans in July, 1915, caused the postponement
of the project for a year, during which time prices underwent a
considerable advance, making the cost of all structural materials

greater than had been anticipated.

A detailed report of the cost has not yet been received; the
general distribution was as follows:
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Material $23,190.14

Freiaght 7,689.88
Equipment 839.67
Engineering and inspection 2,941.81
Lahor 15,395.22
Hire and care of animals 1,250.03
Fuel and power 1,032.31
Miscellaneous 622.21
Total $53,001.27

Received from sales 1,512.08
Total net cost $51,489.19

NOME DISTRICT

(Mr. Daniel A. Jones, Superintendent)

Route 8 -- Nome-Council Road (approximately 82 miles; 57 constructed).

Maintenance work on the Nome-Fort Davis section included blas-
ting the ice under bridges in the spring and resurfacing 3,300 feet
of road with gravel. The Rocker Creek Bridge was repaired by con-
structing two new crib supports and replacing old stringers.

Mo expenditure was made on the Fort Davis-Cape Nome section,
which, as noted in previous reports, was very badly damaged by the
storm of 1913. The Territorial road commission is now engaged upon
the reconstruction of this section.

Work on the Cape Nome section, which was reconstructed in 1915
by the Territorial road commission, consisted of removing stides,
cleaning ditches, and constructing 1,575 feet of approaches to the

new road at a cost of $2,826.99

General maintenance and the construction of 6,945 feet of
gravel-surfaced corduroy constituted the year's work on the Solomon-
Fast Fork section. The total expenditure was $5,041.23.

Maintenance of the Fox River-Council section, which is entirely
corduroy, cost $445,10 per mile.

The maintenance and operation of the Safety Ferry cost $885.80,
of which $385.80 was expended for new cable and minor repairs to the
SCOW.

The cost of maintaining and operating the Bonanza Ferry was
$537.70; of this amount, $162.70 was for new cable and repairs to
the ferry scow.




Route 13A -- Nome-Bessie Road (3.3 miles).

General maintenance on this route, inctuding resurfacing 7,335
Tinear feet with gravel, cleaning ditches, and opening channels
through the 1ice under bridaes during the spring, cost $696.97 per
mile. In addition, 400 cubic yards of material in the i1l over Dry
Creek, washed out by high water, was replaced at a cost of 51 cents
per cubic yard. The maintenance cost for the year was greater than
usual, Targely hecause of the heavy rains during the summer of 1916.

During June of this year 1,200 tons of freight were transported
over this road, and the daily average freight movement throughout the
vear was approximately 30 tons.

Route 13B -~ Bessie-Banner road (3.5 miles).

The work of the year on this route was confined to surfacing
2.3 miles with gravel, at a cost of $3,797.07.

Route 13C -- Bessie-Little Creek Road (1.25 miles).

Route 13D Ressie-Dry Creek road (1.25 miles).

1
!

No work was done on these routes during the year.
Route 13E -- Dry Creek-Newton Road {0.33 miles).
Repairs to culverts on this road cost $27.
Route 13F -~ Nome-Osborne Road (4 miles).
General maintenance work on this route cost $45.18 per mile.
Route 13G -- Grass Gulch Road (1.75 miles).
No work was undertaken on this route during the year.
Route 13H -- Center Creek Road (1.37 miles),

The cost of resurfacing 625 feet of this road with gravel was
$386.84,

Route 131 -~ Nome River Road (5 miles).

The protection of this road during the spring break-up cost
$13.05 per mile. No other work was done during the year.

Route 13J -- Wonder-Flat Creek Road (2 miles).

General repairs and maintenance on this route cost $178.05 per
mile.
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Route 13K -- Bessie-Buster Road (5 miles).

The work of the year on this route consisted of general mainten-
ance and surfacing 1 mile with gravel 12 inches thick, at a cost of
$0.36 per foot.

Route 18 -- Kaltag-Solomo Trail (248 miles).

On the Topkok-Unalaklik section of this trail 2,818 permanent
stakes, each 3 inches in diameter at the butt and 9 feet long, were
cut and set. In addition the permanent stakes on 79 miles were
repaired and reset where necessary and 4 1/2 miles of new trail
cleared through timber. The total cost was $961.85.

Route 21 -- Unalakiik-St. Michael Trail (approximately 65 miles).

The temporary staking of 18 miles on the ice between St. Michael
and Klikitarick cost $16. The remainder of the work embraced
restaking 27 miles with permanent stakes and the construction of a
1ight tram over the Golsovia River, at a total cost of $381.40.

Route 25A -- Cripple River Road (13.5 miles, total A and B).

Route 258 -- Penny River Road.
Route 25 -- Nome-Wireless Road (0.25 mile).

No work was done on these routes during the year.
Route 25D -- Mouth of Center Creek Road (2 miles).

General maintenance and repairs on this road cost $87.66 per
mile.

Route 25F -- Submarine Paystreak Road (2.5 miles).

As originally built this road extended from near the mouth of
Snake River for a distance of approximately 1 mile along the submarine
paystreak. A total of only $620.84 has been expended on it since
its location, is being constructed from Snake River bridge to the
submarine paystreak. This road will be designated by the same name
and route numher as the old road, which has been abandoned.

The work of the year consisted chiefly in the construction of
£fi11s leading to the Snake River bridge approaches, containing 1,460
cubic yard of material. A branch road 1,200 feet in length was also
constructed from the west approach to a point near the mouth of Snake
River. The total cost of all work was $1,765.07.
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Route 25F -- Anvil-Glacier Road (3 miles).

General repairs to this route included cleaning ditches and
hauling 480 cubic yards of aravel surfacing. The average cost was
$395.85 per mile.

Route 265G -- Snake River Extension Road {3 miles}).

The work of the year on this route embraced general repairs and
the surfacing of 2,380 Tlinear feet of road with gravel. A suspension
foot bridge over Snake River at the mouth of Boulder Creek, having a
span of 130 feet, and two 18-foot bridges over Sledge Creek were
constructed at a cost of $294.73. The material used was Tlargely
obtained from the old Snake River bridge.

Route 25H -- Otter Creek Road (1.25 wmiles).
No work was done on this route during the year.

Route 25 -- Sinrock Ferry.

The total cost of maintaining and operating this ferry was
$321.90, of which $71.90 was expended for minor repairs to the scow.

Route 26 -- Candle-Candle Creek Road {5 miles}.

The year's work on this route consisted of cutting and tying
3,382 fifty-pound bundles of willows, which were hauled and distri-
buted along the road during the winter for use in constructing
corduroy this year.

Route 27 -- Deering-Inmachuck Road (25 miles).

General maintenance covering the -whole route, together with
some new construction on the left bank of the Inmachuck River,
eliminating seven crossings of the river, constituted the work of
the past year. The center pier of the bridge over the lagoon near
Deering had been undermined and was removed and replaced by piles.
Eight new culverts were constructed, 0.5 mile of road graded and
ditched, and 2,700 feet of corduroy laid and graveled.

Route 28 -- Dahl Creek-Candle Trail (140 miles).

The repair and reptacement, where necessary, of permanent stakes
throughout the entire Tlength of the route cost $1 per mile.

Route 37 --Topkok-Candle Trail (141 miles).

Twenty-six miles of this route were restaked with permanent
stakes and 3 miles cleared through timber, at a total cost of $460.
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Route 42 -~ St. Michael-Kotlik Trail (approximately 70 miles).

Those portions of this route not on the ice were marked with
permanent stakes, 40 to the mile. The work was done by contract and

cost $350,

Route 49 -- Davidsons Landing-Taylor Creek Road (40 wmiles; 24 con-
structed).

This road extends from the head of navigation on Marys River to
Taylor Creek, in the Kougarok mining district. Only light construc-
tion work was undertaken, covering the first 24 miles of the route,
and consisting of clearing out the road, eliminating creek crossings
by grading, and laying gravel-surfaced willow corduroy over soft
“spots. Since the work was done teams have been able to haul Toose
Toads 1,500 pounds greater than the averaage before the improvement
was made,

Marshall Road -- This road when completed will extend from a
tributary stough of the Yukon to the placer mines of the Marshall
district and will be about 3 miles in length. The work done during
the past year consisted of cutting and hauling poles for approxi-
mately 2 miles of corduroy. Only a part of the accounts covering
this work have heen received, and the total cost can not be reported.

This project has been taken over and will be completed this
year by the Territorial road commission.

Flagging trails -- Approximately 550 miles of trails, in addi-
tion to those permanently marked, were temporarily staked or flagged
for the guidance and safety of winter travel. The total cost,
including cost of inspection trips by the superintendent of the
district, was $4,225.30.

Snake River Bridge -- The construction of this bridge (see
annuaT réport 1916, p. 18) was begun June 17 and completed August
19, 1916. Nearly all of the material used including piles, lumber,
and steel, had to be obtained and shipped from Seattle, largely
increasing the cost. The two 100-foot spans are of the combination
Pratt truss type. A1l truss timers, stringers, and planks are

Douglas fir.

The total cost including the expenditure reported last year,
was $16,949.93, distributed as follows:

Material $5,646.72
Equipment 400,21
Freight on material and equipment 3,441.65
Engineering 600,00
l.abor 6,188,39
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Hire of animals 453,31

Miscellaneous (fuel, telegraph, etc.) 220,25
Total $1%,

0f the above amount $526.50 was expended during the winter in
protecting the piers by cutting away the ice and placing riprap
around them.

SOURCE: War  Department. 1917. Annual Report of the Board of Road
Commissioners for Alaska, 1917. opp. 17-37.
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Appendix D
RECONNAISSANCE SURVEY - FORT GIBBON (TANANA) TO KOYUKUK AND

KOBUK RIVERS TO KOTZEBUE, 1923-1924

The purpose of this survey report in the winter of 1923-24 was to
obtain information on the route for possible improvements of the trail
and erection of shelter cabins. It was an old established trail, and of
great use in access to the upper Koyukuk and Kotzebue area on the coast.

The trail extended north to Allakaket, Bettles, Coldfoot, and
Wiseman, a distance of 180 miles. From Allakaket it branched off west-
ward to Kotzebue, via the Alatna and Kobuk Rivers to Shungnak, Kiana,
and Kotzebue, 280 miles.

The snowfall in the vicinity of Alatna was very light at the time of
arrival at that place. The Christmas holidays brought the natives to the
Mission of St. John in the wilderness at Allakaket on the Koyukuk, near
the mouth of the Alatna River. This gave me an opportunity to select a
suitahle guide from among the Kobuk natives. After having all the
arrangements made for the trip, taking ten days supplies and dog food, I
proceeded with Napoleon, the Kobuk guide, January 7th along the Alatna
River, taking advantage of the portages, to Blackjack, a Kobuk village,
where we stayed at Chief Nulyook's place for the night. From Blackjack the
river was used, making short cuts across the portages of the many bends
in the river, A 7 x 7 tent was used for camping out as there are no cabins
along this route of travel. We had already resorted to the use of snow
shoes to hreak trail for the dog team, the snow being heavier towards the
Endicott Range. A blizzard from the northeast compelled us to seek
shelter in a spruce grove, where we pitched camp for the nioght. It snowed
during the night and the wind was getting stronger. Nothing was visible
for more than a half a mile, but having worked out a compass course,
Napoleon and I started to break trail and mark the same to the Hogotza,
locally called the Hog River. For the next two days we were breaking
trail and found faint traces of old blazes but the snow had driven so hard
that the bark of the trees was covered with snow. The 1ine of blazed
trees corresponded to the compass course and the same was followed for
three hours, returning to camp at dusk. Only two days dog food was on
hand and our food supply was getting low; I decided to return to Marsan to
replenish our supplies. On the return trip we met a Fur warden from
Nome with three dog teams and two natives as guides and trajl breakers.
Later in the day we met a Kobuk trapper and we camped at this tent for the
night. Leaving the tent next morning, we traveled the Alatna River. The
cold was severe, the nostrils and mouths of the dogs were getting iced.
We made Pooto Hope's cabin, stopped for the day (63 dearees helow zero).
The next day we returned to Marsan and after replenishing our supplies,
engaged Nictune, native, to return with us to haul dog food. Leaving
Marsan on the 28th of January, the Kobuk was reached on February 1st,
made camp about two miles above Reed River (temperature 52 degrees below
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zero). Next day passed Reed River and Beaver Creek, at the mouth of Reed
River overflow was concealed beneath the snow, got feet wet and sled
runners iced. The faces of the dogs and the front of our parkas were
frozen so made camp at 3 P. M. During the night Napoleon and Nictune had
to make a fire in order to keep warm (69 degrees below zero). In the
course of next morning's travel, both natives had their cheeks and chins
frost bitten. We pulled in at a white trapper's cabin, below Selby Creek,
where we had Tunch. Here we learned that distemper was raging among the
dogs along the Kobuk River and that many had died of the disease. Stayed
overnight at Pah River, where three Kobuk igloos are located. Proceeded
next morning on Kobuk River, arriving at Shungnak on February 4th at 5
P.M. We put up at the store which has a sawmill and mining enterprise
also. The eight days following, the weather remained 51 to 70 degrees
below zero. During this time made a trip to the native village 7-1/2
miies below Shungnak, where the Bureau of Education maintains a school,
presided over by two teachers who also look after the reindeer herds in
behalf of the Government. Owing to the epidemic of distemper among the
dogs, the scarcity of dog food and the extreme cold, I decided not to go
on to Kotzebue and went to Noorvik, where I wired Fairbanks to that effect.
Left Marsan February 28th over the winter trail for Nolan and arrived at
Henshaw Cabin at 5 P.M., The trail was drifted in many places. Proceeded
next day to Chinoko Cabin. At this palce T met two Koyukuk natives who
were hauling dog food for the Geological Survey. Next day 1 arrived at
Bettles and had a meeting with the miners and residents and talked over
trail matters. Proceeded on to Coldfoot and 2-1/2 miles below Coldfoot,
where Porcupine Creek flows into the Koyukuk -- a heavy overflow, 18
inches deep, was encountered. Cutting a way around, I arrived at Coldfoot
at 1:30 P.M. Had Lunch with Mianano, a Japanese, then proceeded to
Wiseman and on to Nolan, it being the center of mining activities in the
district, 6 miles from Wiseman. A meeting was held there and also at
Wiseman to talk over trail and vroad matters. There seems to be more
prospecting and development on the Upper Koyukuk than there has been for
some time past. On Nolan Creek, 16 men in 3 outfits, were taking out
winter dumps from shafts, others were working on benches. There was
considerable working ground, but the water for sluicing was and had been a
drawback. Two men were sinking a shaft on Alte Creek, 2 men and 1 woman
on Emma Creek, 2 men on 12 Mile Creek, 5 men and 1 woman on Porcupine
Creek, 5 men on Tramway Bar, 2 men on California Creek, 1 on Bettles
River, 10 on Hammond Creek and 1 on Union Guich. Four men were mining on
Wild and 3 on John River,

The question of transportation and cost of supplies was foremost.
Freight from Nenana to Bettles was $90.00 per ton by boat, owned hy
the operating stores who handled mostly their own goods.

Leaving Wiseman on March 10th, I arrived at Nenana on March 26th,
having covered 1,350 miles, of which 700 miles were traveled on showshoes.

The money spent in former years for the improvement of trails, roads
and shetter cabins north of the Yukon has been, in many cases, misapplied
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or wasted, either by having incompetent persons_directing the work or
others who directd the work for selfish purposes.

Source: Valdez Trail Collection, Universityy of Alaska Archives,
Fairbanks, Alaska
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APPE

NDIX E

Summary of A1l Expenditures to June 30, 1933

The Commision has expended the following funds since the heginning
of road and trail development in the Territory:

Congressional

Fiscal year appropriations
1905..... 0000 T
1906...... 118,172.09
1907...... 197,930.91
1908......0... 244 857,18
1909...000uues 236,674.97
1910..00eeunen 237,498.50
1911....... 100,000.00
1912 00 iinnes 150,103.58
1912....... tes mmmm e
1913...00ianes 125,010.91
1914........ .. 153,174.43
1915..000eev.. 126,852.28
1916..... AN 165,011.73
1917....000 500,031.75
1918..... N 325,000.00
1919, .. 00venns 246,651.95
1920, .00 vinnns 132,426.73
1921...00ute . 350,000.00
1922 . 00iinnnse 426,807.34
1923..0ienens K55,613.67
1924........ .o 730,423,117
1925 . ccciinens 775,665.02
1926...0000s .. 1,013,577.53
1927 c0inunns 389,443.65
1928....... .e.  860,192.90
1929....0000..  997,297.64
1930, 0ieunnne 775,806.36
1931...... ve.. 751,366.08
1932, ieviinnn 710,738.05
1933, ceviense 448,777.90

Total 12,344,706.32

(1) to Oct. 31.
(2) to Sept. 30
(3) U. S. Treasury adjustment.

Alaska fund

$28,000.,00

57,420.77
148,814.79
120,772.72
146,971.92
102,898.29
166,777.95
167,302.49

17,052.23(3)

228,117.56
170,638.37
157,915.84
135,708.89

76,716.15
272,020.18

52,372.31
124,992.96
218,247.21
173,029.19

34,398.23

67,683.67
168,518.01
115,035.11
207,909.20
134,593.11
134,371.66
138,542.03
202.547.78

68,270.32
162,310.04

3,

im

999,998.98

Other funds

—————————————
_____________
-------------
—————————————
-------------
-------------
_____________
_____________
_____________
_____________
_____________
—————————————

N A

101,184.56
98,551.98
83,411.15

150,070.59

138,000.81

194,164.61

182,705.05

119,814.04

258,882.17

315,494.61

342,401.26

334,359.60

260,022.41
83,948.22

Total

$28,000.00(1)
175,592.86(1)
346,745.70(2)
365,629.90(2)
383,646.89(2)
340,396.79(2)

266,777.95
317,406.07

17,052,23
353,128.47
323,862.80
284 ,768.12
300,720.62
576,747.90
597,165.38
299,024.26
358 ,604.25
666,799.19
683,247.68
740,082.49
936,107.65

1,138,347.64

1,311,317.69
1,217,166.89
1,253,668.18
1,447,163.91
1,256,349.65
1,288,273.46
1,039,030.78

695,036.16

2,663,156.26

19,007,861.56




"Other funds" in the foregoing table include the following expenditures
from other appropriations:

Increase of

Fiscal year Compensation Quartermaster Funds National

Acts General Contributed Park Service
1918, ivinnenne. $145,20  memmmenees e e
1920, bieseaas  mmmmmmeme oo $101,184.56 aveeameeae-
1921.............. 940,00  —eemeeemem 97,611.98 comeeeemnan
1922, i ieenennnsn.  A4,322,09  —meemmna- 79,089.06 = ceeememeea.
1923, 0ccninnenns o 28,857.73  —ememeee- 121,212.87 eemmeeeee
1924, ivievveiiaes 85,675,368 —eeemme- 92,325.45 e
1925..c0evevenees. 15,136,08 $300.00 98,708,53 $80,020.00
1926 ieiininncanns mmmmmmmem 290.17 132,414.88 50,000.,00
1927 i eiiiiiienns mmmmmmaae 812.00 103,001.10 16,000,94
LR R et 792 .83 198,089,34 60,000.00
1929, 0vueennnen et 1,000.00 249,494 .61 65,000,00
1930 ieniiinniess =ommmmaen 1,499.80 180,080.15 160,821,31
1931, iiiininnnnne mmmmmmmee 937.47 165,604.86 167,817.27
1932, ihiiiiiinnns  mmmmmmeee 2,324.83 161,459.79 96,237.79
1933 iiiiiiiiiiey mmmmemmem cem—meee 6,698.71 77,249.51

Total......... 95,076.45(1) 7,957.10 1,786,975.89(2) 773,146 .82(3})

1) Includes refunds of $16.95
2} Includes refunds of $10,571.43 but is exclusive of reversions to

Treasury (Economy Legislation) of $302.39.
{3) Includes refunds of $20.94 but is exclusive of reversions to
Treasury (Economy Legislation) of $3,209.09.

Total Congressional appropriations......coevviveceenvannas ... $12,836,710.00
Less - Reversions to Treasury (Economy
Legislations).eees e eronnaneonnnans $25,116.70
Transfer to U. S. Engineer Department
(lLowell Creek flood control)......... 417.21
Balance unexpended...o.vieieireeisisrearonnsanes 489,715.40 515,249.31
Amount expended....cevieiriiicirencans Ceserreirsareiaaas 12,321,460.69
Add Navy Department reimbursement.............. 3,976.19
Add repayments and voucher correctoins,
1920-1929 . ittt iieinseosesansosoasesnonsans 19,269.44 23,245,63
Total expenditures....civeveeaeans Ceereren ity 12,344 ,706.32
Total Alaska fund...iciuiriianivinnnionssass ...3 917,167.45
Add sales, refunds, etc., 1905 1929 ceveaseess 130,182.29 4,047,349.74
Less halance unexpended July 1, 1933.......... ..., frseaaaes 47,350.76
Total exXpenditUresS..cescrseesoracrssssssssssssansoassnoas 3,999,998.98
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These expenditures are summarized as follows:

Federal Appropriations

Congressional appropriations.......;.. ..... teeserrssesnsana $12,344,706.32
ATaska fund, 1905-1933.....0c0ritiievernans tesrerceatennaae 3,982,946.75
Uu. S. Treasury adjustment, 1921 ..... G heerbeteereseaennn e 17,062.23
Increase compensation acts, 1918-1925..... teeesarssneranan 95,076.45
(Quartermaster General, 1925—1932........................... 7,957.10
National Park Service, 1925-1933..... teersesacenes ceenne . 773,146.82

Total.eseeennsroonas vesees ceresienns betesrerseasnaneas 17,220,885.67

Contributed Funds

Territory of Alaska, 1920-1933.............. tereeaessasaess 1,634,467.007
MiSCEI ANEOUS. ey vt s verreransscsrarstsseosasssesansns Cireee . 152,508.82
LI 3 - 1 O eee 1,786,975.89
Grand total.....ocuus esees tresesananne treerecanens .. 19,007 861_§§

In addition to the above funds, disbursed through the United States
Treasury, the Commision has supervised the expenditure of the following
funds, disbursed by other agencies, for road and trail development:

Territorial funds and forest revenues prior to 1921......... 684,239.64
Terirotiral divisional commissioners, 1921-1929......000000s 194,939,.60
Seward Peninsula tramway, 1923. .. iieniniiiinnnnss heresaeans 24.,014.00
Tolovana tramway, 1924, .. .. iirinneiinnnnns cereas e eeieaas 6,425.00
Kaltag portage survey, 1925, ... it ferassiireananas 312.72
Miscellaneous, 1926-1930. ...t iaravivorasissronisssons 22,349.50

Totalevevuerorsnnoneronnes Ceerertesans treaes Prteerresean 932,280.46
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Territorial Funds.

The following Territorial funds have heen appropriated and expended

to March 31, 193:

Forest revenues to June 30, 1932.......... Ceresasaenay vevaese
Various acts, 1nc1ud1ng Mav 2, 1929, shelter cab1ns..... ..... .o

! ! noo " roads, bridges trails

AN O T TSttt it e toanessonrosssnnoassossnssosnnssnassssnens
Various acts including May 5 1921, Nizina R1ver Bridge...... .

! Apr. 27 19?1 teTephone 1ines

Seward Peninsula..ceeceeisorsstnsssnnas Meresrreraserresraeanes
May 5, 1921, Seward Pen1nsu1a RaTIWay.veeean. P tetasarnans
May 3, 1923, Tolovana TramwaY.e.oeeeesessessscoscanansns . cee
May 5, 1923, Kaltag Portage Survey......evuvienen
Apr. 30, 1925, Pioneer Cemetery Road.....
Apr. 16, 1929, flood protection, Hyder......... Chesearecieraneae
May 1, 1929, telephone 1ines..........
May 2, 1929, Yukon-Kuskokwim Portage....... Cevase
Apr. 6, 1931, Vladez Dyke, reconstruction....... trssrasisessnnan
Apr. 29, 1931, Improvement Fairbanks waterfront.....
Apr. 30, 1931, radio telephones, Second Division...... Chrearenne
Apr. 30, 1931, shelter cabins....ivveiiintenrenssoranses Ceeres vos
Apr. 30, 1931, roads, bridges, trails and ferries.....
Deposits from sales and refunds.....ciureerirenrnensnrsorosnnass

L I SR N IR B )

Total appropriated to March 1, 1933........c0.t, ranen cean

Expenditures

Expended by Territory prior to Apr. 1, 1921.....0.0.vuuve, Ceaaaee
" Apr. 1, 1921 to Mar. 31 1933 .......... cas

Supervised hy Alaska Road Comm1ss1on 1921- 1931 chenses
Cooperative with Alaska Road Commission, 1920-1933 .. c0vvvnnnnn .o
Cooperative with Forest Service, 1920-1933..

----- L A I I I R RN R )

Total expended to Mar. 31, 1933 ... veiiiireiininninnenrens

1, 1933, Forest Reserve fund.....

S8 40 H e an

Balance Apr.

$337,713.93

120,895.62

2,295,000,00

50,000.00

17,999.29
24,014.00
6,425.00
312.72
3,341.02
7,499.51
74.00
7,500.00
10,000.00
7,500.00
6,477.34
2,699.88
109,151.67

_428.75

684,239.64
133,775.40
226,691.32
1,624,310.64
320,438,12

2,989 ,455.12

17,577.52

3,007,032.64

For the working season of 1933 (fiscal year 1934) the Territorial
Board has allotted to the Alaska Road Commission the following amounts:

Cooperative road projects.......v.uu. $26,550.00
Shelter cabins..... Pretaeresaeanaans . 1,000.00
Aviation fields........covviieienann. . 2,250.00

R0 7 B 29,800.00
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Materials, Supplies and Equipment

Alaska products are preferably used in the work when the price and
quality compare favorably with the cost of the same items landed at
warehouses in Alaska,

A1l supplies not procured in Alaska are purchased for the Commission
by a governmental purchasing agency in Seattle, acting also for various
other bhureaus operating the Territory. The cost of this service is shared
by thhe individual bureaus on a pro rata basis. The share for the Alaska
Road Commission is 4 percent of the invoice price of items thus purchased.

Work is performed by wmechanical equipment to every extent deemed
advantageous. Small jobs in reomte sections are necessarily done by hand.
The Commission is now fully equipped to handle construction and main-
tenance work within the present limits of appropriations except for
replacement of unserviceable or obsolete equipment. During the fiscal
year just closed the following pieces of mechanical equipment were pur-

chased:

4 dump truck, 1 1/2 yard

1 tractor, 30 h.p.

3 scrapers, automatic rotary fresno
1 mower

4 graders, power.

Organization

Labor, both common and skilled, 1is secured entirely from Tocal
residents. Due to decreased appropriations and the general business
depression the supply of Tlabor has been plentiful the past year. In
fact, some of the oldest employees were hired for only short periods and
others were entirely without work. It is encouraging to note the
exceptional loyalty to the organization which is manifested generally
even by the lowest paid laborers. This may be attributed in part to the
fact that, though the work is only seasonal, many of these men have worked
for the Commission continuously for 5 to 10 seasons and in part to the
fact that as a whole Alaska labor is probably superior to that found
elsewhere.

The general scheme of operations is practically the same as under
the War Department previous to the transfer of the organization to the
Department of the Interior on July 1, 1932. There has also, except of
course for the military personnel, been littTe change in the personnel of
the organization. At the Juneau headquarters, located in the Federal and
Territorial Building, is the general office staff consisting of a chief
engineer and an assistant chief engineer with necessary clerical assis-
tants. Disbursing is performed by the disbursing officer for the Depart-
ment of the Interior at Juneau.




Bridges are built of native or imported timber or steel, depending
on their importance. Fir has been found to be the most suitable material
for timber bridges but improvements in methods of local timber production
now in progress will, 1f successful, make possible some use of Alaska
hemlock for structural purposes, Metal culverts are being introduced to
replace the culverts of native timber heretofore used.

Operations during the Fiscal Year

The work in the past fiscal year was confined largely to maintenance
and improvement of the chief existing routes.

The Richardson Highway was open from Valdez to Fairbanks from June
17 to October 23 except for a 7-day period in August when cloudbursts and
continual rains took out a bridge at Mile 226 and otherwise seriousty
damaged the road in that vicinity. - Similar experiences on the Alaska
Railroad closed that route to the Interior during the period Auqust 6th
to 20th. Fortunately, the two routes were not closed simultaneously.

The surfacing program for the Steese Highway was continued and at
the end of the season only 23.5 miles of the total of 163 miles remained
unsurfaced.

An additional 7 miles of the Gulkana-Nabesna road, leading from the
Richardson Highway to the Nabesna mining region, were improved to an
extent permitting the use of automobile trucks, making a total of 64
miles thus completed and Teavving 41.5 miles yet to be completed. This
41.5-mile section has been made suitable for a summer tractor road.

The highway through Mt. McKinley WNaitonal Park was opened for an
additional distance of 11.75 miles, the constructed portion of the route

now totaling 66.25 miles in length and Teaving 22 miles to be completed.

When completed the route will extend to the north park boundary, only 9
miles from the Kantishna mining district, a district reported to contain

quantities of very valuable ores.

Insufficient funds prevented resumption of work on the Olnes-
Livengood project. The project was begun in the summer of 1931.

Work accomplished during the fiscal year is summarized as follows:

New construction: 21.5 miles road, 59.5 miles sled road, 340 Tinear
feet of bridges of 60-foot psan or over (renewals} and 1,732 Vinear feet

of trestle span.

Improvement: 30.6 miles road reconstructed, 54.14 miles road. sur-
faced with 72,387 cubic yards gravel, 319 linear feet of retaining walls

built and numerous culverst replaced.




Maintenance: 1,552 miles road, 74 miles tramway, 707 miles sled
road, 4,687 miles permanent trail and 329 miles of temporary flagged
trail were maintained at their usual standard.

The total wmileage of all routes, as of June 30, 1933, is as follows:

Sled Flagged Grand
Road Road Trail Trail Total

June 30, 1932....0000vn.. ...(a)1,701 1/2 1,495 1/2 7,332 712 11,231
Fiscal Year 1933

New mileage...... Cesernaes 15 1/2 —-meeae 103 - 118 1/2

Reclassified.vovun... eses 18 3/4 121 1/2 =104 1/84 —--c  cocmacaa

Total........ Ceteerenan . 1,735 3/4 1,617 7,284 3/4 712 11,349 1/2

No work of either maintenance

or improvement during fiscal

year 1933....... resesarae 107 1/4 910 2,597 3/4 383 3,998

{a) 1Includes 74 miles tram road.
Proposed Operations

In addition to $469,300 from appropriated funds, it is estimated
there will be available from the "Alaska Fund" and Territorial appropria-
tions $210,000, for the fiscal year ending June 30, 1934.

These funds will be required for normal maintenance of the existing
system and for a Timited improvement of certain sections. Surfacing
will be provided where possible with available funds and a 1imited mileage
of tractor road will be improved to an extent permitting the use of truck
traffic in dry weather only.

Recommendations.

For the fiscal year ending June 30, 1935 an appropriation of $800,000
is recommended in addition to funds available from other sources. This

will provide for necessary maintenance to the existing system and for the
continuance of a reasonable program of construction on projects now under

way.

The principal projects on which new work would be performed are as
follows:
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Gulkana-Nabesna, Completion of a truck road to the Nabesna River.

Olnes-Livengood. This project would be placed on a program insuring
completion in three years. : )

Willow Station-Lucky Shot. Continued improvement to provide a truck
road,

ITiamna Bay-ITiamna Lake. Completion of road.

Talkeetna-Peters Creek. Completion of tractor road.

In addition to the above listed projects work will be required on a
number of small projects to serve developments as they occur.

A well planned program required definite assurance that funds will
be provided at a uniform rate. This allows for a deinite plan for
procurement and economical use of equipment as well as the building up of
a well balanced and competent supervisory force. Such a plan is impossible
under wide fluctuation of available funds from year to vear.

Twenty Nine Years' Service.

With the period covered by this report the Alaska Road Commission
concludes its twenty-ninth year of service. The work accomplished con-
sists of the construction and maintenance of 1,756 3/4 miles of wagon
and tram road, most of which is suitable for automobiles, 1,617 miles of
winter sted voad, 7,284 3/4 miles of trail and 712 miles of flagged
trail. The total costs to the end of the fiscal year are $18,708,683.89,
of which $9,543,641.05 was for new work and $9,165,042.84 was for main-
tenance and improvement. The total expenditures to date are
$19,007,861.56 of which $13,220,886.69 were derived from Federal appropri-
ation acts. The balance, $5,786,974.87, or over 30 percent of the total
expenditures, was obtained from Alaska sources.

The pioneer period of the Alaska Road Commission is largely over.
a1l existing mileage has been opened and improved, so far as funds have
permitted. The present system of roads serves as the basis for future
development of overland routes throughout the Territory. This development
calls only for additional funds for construction.

Costs.

A standard cost system is maintained in all districts, from which,
over a period of years, valuahle information can be secured in the prepar-
ation of estimates. In the use of such data, however, consideration
must be given to the large differences in freight rates, labor costs and

climatic conditions in the various sections.

E-8




In the interior of Alaska the average cost for construction of a
mile of gravel-surfaced road capahle of continuous traffic in any kind of
summer weather, and of such width as to enable cars to pass at any point,
is $9,000.

Annual maintenance costs, including minor improvements, are roughly
considered as $300 per mile for wagon roads, $25 for sled roads, $10 for
trails and $3 for flagged trails. for the working seasons of 1932 bare
maintenance, exclusive of necessry improvements, was $137.08 per mile for
roads, $8.07 for sled roads and $2.83 for trails. Roads were kept open
for traffic, except in unusual circumstances as heretofore noted, but in
certain instances maintenance was insufficient due to Tlack of funds.

Very 1ittle engineering is done on roads after the final survey 1is
made. A resident engineering force is never maintainted. To take the
place of a permanent engineering force on a new job, foremen of long
experience are employed and advised frequently by superintendents who are
either engineers or men of wide experience on engineering work of this

nature in Alaska.

Dispensing with relatively large engineering forces has reduced
costs materially and, due to the Tow type of construction undertaken, has
not adversely affected the work to any extent.

The Richardson Hihgway, which with the Edgerton Cutoff from Chitina
totals 410 miless, is now in such condition that a 2-ton truck can ordi-
narily travel from Valdez to Fairbanks, 3700 miles, in 18 hours. Actually
the first automobile went over this route in 1913 but due to lack of
funds improvement to a fair standard proceeded slowly. The total average
cost per mile to June 30, 1933 for construction and maintenance including
all costs for clearing, etc. for the 8-year period previous to 1913 for
the 410 miles, is $17,054.62.

The Steese Highway extending from Fairbanks to Circle, a distance of
162 miles, is suitable for traffic not exceeding 2-ton trucks. Including
maintenance of completed sections over a period of 15 years, the total
cost per mile of this road to June 30, 1933 is $10,701.40.

A consolidated cost statement of all routes follows:
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COMSOLIDATED COST SUMMARY

Total cost
Cost Main- Maintenance Total Cost
Sub-project Total Cost tenance and  and Improve- Cost Con- Construction
Cost to June Improvement ment to June structien to June 30,
No. Mame 1933 30, 1933 1933 30, 1933 1933 1933
1* Prince of Wales Island...... $ -—- $63,850.25 ) -—- $21,038.40 - $42,811.86
2A*  Auk Bay Extension........... —— 60,404 .43 -—- 12,300.30 ——— £8,104.13
2B*  Mendenhall Glacier Extension -— 15,150.21 - 7,644 .57 - 7,505.64
2C* Eagle River Extension....... - 18,362,32 ——— 3,360.00 ——— 15,002,32
20*  Juneau-Duck Creek........... - 109,658.27 —-— 31,250.55 -— 78,407.72
2F astineau Channel Bar....... -— 3n,007.83 -— 1,386.00 _——— 28,621.83
2F Gold Creek Bridge, Juneau... - 2,156.75 — --= - 2,156.75
2G ATaska Juneau Mine Trail.... e 831.556 - --- -—— 831.66
2H Juneau Wharf.,.ieioiivonnnnnans 2,850.98 33,818.51 2,850.98 3,602.20 -—- 30,216.31
2J Juneau Float........venvvnnns 26.99 5,206,79 26.99 72.37 ——— 5,134.42
3A Haines-Wells. . veeenneannanss 3,582.56 246,788.90 3,582.56 123,158.91 -—— 123,629,99
3B Pleasant Camp Extension..... 2,989.,44 173,699.64 2,989.44 31,505.44 - 142,194,20
3C Porcupine Extension......... - 47,634 .63 - 9,279.73 - 38,354.90
30 Hatnes-Mud Bay..veiarreonnss 80.37 32,144 .66 80.37 13,337.20 -—— 18,8C7.46
3E Haines-Chilkoot...vuvivuneen 725.28 20,950.14 725.28 2,713.58 ——— 18,236.56
IF Haines-Jones Point..evvver.e -—- 2,353.20 -— 799.75 - 1,553.45
G Chilkoot Barracks water supply - 28,344 .60 — - - 28,344.60
3H Chilkoot Barracks roads..... - 1,252.50 -—- 1,252 .52 -——- ——
4pa**  Donnelly-Washburn........... - 33,460.06 -—— 14,594 .66 - 18,865.40
4AA  Richardson-Democrat Creek... - 2,320.59 -— -_— -—- 2,320.59
4A3  Donelly Avaition Field..... - 137.42 ——— 14.11 - 123.31
488 Valdez-Ptarmigan DroD....... 35,858.23 1,103,752.86 35,858.23 633,196.31 - 470,556.55
ABRA  DyKBuiu.vrivennsniinnssvennns 5,311.64 124,412.00 5,311.64 68,346.02 -— 56,065.98
4BR  Ptarmigan Drop-Ernestine.... 9,463.52 461,026.07 9,463,52 289,798.51 ——- 171,227.56
ac Ernestine-Willow Creek...... 5,218.13 368,304.23 5,218.13 190,804.38 - 177,499,85
4p WiTlow Creek-Gulkana........ 23,990.47 630,045.48 23,990.47 383,650.90 - 246,394,658
AF Gulkana-Sourdough.....vevuss 1,021.84 385,058,0n9 1,021.84 240,884.39 - 144,173.70
aF Sourdough-Mile 168...... veee 1,126.34 326,008.28 1,126.34 189,749.99 - 136,258,29
4G Mile 168-DeTta River........ 3,708.588 541,733.39 3,708.88 383,117.50 - 158.615.R9
441  Delta River-Rapids.......... 49,420.97 772,648 54 49,420.92 512,682.94 -— 259,965.60
442 Rapnids-Grundler............. 12,590.06 415,776.10 12,590.06 295,389.98 -—- 120,386.12
41 Grundler-Richardson......... 2,514.13 348,321.00 2,514.13 227,027.00 - 121,294.00



LL-3

Total Cost Total cost

Sub-project Cost Total cost Cost M &I M&TI to Cost Con, Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
4] Richardson-Salchaket........ $11,136.14 $459,423.10 £11,136.14  5243,905.09 $ - $215,518.01
4JA  Lake Harding Road........... —— 5,068.96 - 1,968.21 —— 3,100.75
ax Salchaket-Fairbanks......... 6,538.75 555,320.23 6,538.75 300,357.35 —— 254 ,962.87
4KA  Salcha Bridge..svrvirevennns 12,462.80 93,669.67 12,462.80 43,299.00 ——— 50,370.67
h**  Ester-Dunbar............c.us —— 19,405.18 - 6,781.00 - 12,624.18
5A DUNbar-Tanand.e.cosecesseesss 2,097.69 91,280.43 2,097.69 41,010.74 - 50,269.69
53 Nenana-Campbells...voiivenns ——— 2,025.61 -— 106.60 - 1,919.01
5C Fish Lake-American Creek.... —_—— 7,501.43 ——— 1,734.90 - 5,766.53
5D American Creek Aviation Field -— 940.00 - - --- 940.00
5F Tanana Aviation Field....... --- 4,274.92 — 374.96 -_—— 3,899.96
5F I11inois Creek-Moran Creek.. - 1,178.89 -— - -— 1,178.89
6A Willow Creek-Tonsina........ 1,730.79 231,189.38 1,730.79 121,528.60 ——— 109,660.78
6B Tonsina-Chitina....cevvunnns 7,783.37 361,610.58 7,783.37 216,247.89 - 145,362.69
6D Chitina Depot.......... ..t ——— 14,600.78 ——— 2,662.12 -—- 11,938.66
6E Chitina-Native School....... 469.55 1,069.21 469,55 574.15 ——— 495,06
6F Lower Tonsina Aviation Field -— 1,687.15 -—- -—- m—— 1,587.15
6G Copper Center Aviation Field - 276,92 - 76.33 -—- 200.59
6H Chitina Aviation Field...... ——— 110.85 -— -—— —-—- 110.85
TA Summit-Chatanika............ 4.527.54 85,035.94 4,527 .54 44,273.23 -— 40,762.71
TAA  Cleary CreeK.ooeevenvnnenns - R?28.51 9,204.07 828 .51 4,886.26 —— 4,317 .81
78 Fox=01Ines..ivevverevenennnss 128.32 50,938.23 i?8.32 22,846.58 - 28,001.65
78A  Dome-Spaulding Mine......... 30.04 3,250.35 30.04 410.98 -— 2,839.37
7BB** Fox-Steel Creek..vvveervnnn - 855.75 - - - 855.75
7C Summit-Fairbanks Creek...... 2,098.17 55,353.06 2,0098.17 30,450.45 -—- 24,902.61
7CA Summit-Fish Creek........... 220.99 16,782.14 220.99 4,001.32 ——— 12,780.82
70 Ester Creekeeeis et eirienncaas 3,959.23 88,964 .83 3,959.23 50,307.90 - 38,656.93
DA Collede SpUr..eev v rsrnanss 8.63 1,400,156 B.63 870.15 —— 530.00
JDB  Ester DOMB...eeserrrnsenasns 14.33 4,697.64 14,33 504.91 - 4,192.73
IDC  St. Patricks-Happy...eevenas 58.87 7,175.44 58.87 1,105.97 -— 6,069.47
7DD Ester-Beegler...iesiiecioses - 1,010.28 - 10.28 -—- 1,000.00
7D0E  Ready Bullion Creek......... 365.30 365.30 . -— 365,30 365.30
TE** Vault Creek.vvvevvennn, cen —— 4,875.20 ——— 172.37 — 4,702.83
TF** Vault Creek-Treasure Creek.. —- 1,379.09 ——— 29.09 -—- 1,350.00
76 Fairbanks-Gilmore........... 5,731.54 189,109.46 5,731.54 118,706.71 - 70,402.75
7GR Lazelle Road....vvveiinnnnnn - 6,024.96 - 1,911.45 -— 4,113.51
7H Little Eldorado Creek....... 566 .49 22,393.38 566 .49 13,815.07 —— 8,578.31
71 Gitmore-Summit.......oonuen. 4,816.54 59,003.77 4,816.54 39,840.45 —— 19,163.32
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Total Cost Total cost
Sub-project Cost Total Cost Cost M& 1 M&TI to Cost Con. Construction
Mo. Name 1933 to 6~-30-33 1933 6-30-33 1933 to 6-30-33
7I1a%* Gilmore Creek..veuvrenerrnnss $ -— $1,562.00 ) --- 5 - L $1,562.00
7d Fairbanks-Chena Hot Springs.. 360.38 17,978.95 360.38 9,946.36 -— 8,032.59
7JA  Chena River Branc.......c.v.. 522.99 2,176.36 522.99 1,562.35 -—— 614.01
7JB Palmer Creek Aviation........ -—- 839.11 - 264.11 - 575.00
7JC  Colorado Creek-South Fork.... -—- 600.00 ——— - -—- 600.00
7K OTnes-Livengood..ieeeeseensns 10,430.63 £3,348.09 —— ?2,170.39 10,430.63 61,177.70
TN Farmers=3irch Hill..ovunonnns ?2,166.87 27,581.23 2,166.87 13,179.25% -— 14,401.97
THNA  Isabelle Creek.eveneeniinnnnns 369.39 2,853.77 369.39 1,178.77 -— 1,675.00
7N Ballaine-Rickert........vivus 8.92 1,935,68 8.92 135.58 - 1,8083.00
7R Goldstream-0'Connor Creek.... 108.92 662 .56 i08.92 507.92 -— 154.64
7S Graehl Bridges........c..ovuun. 1,730.46 6,625.25 1,730.46 3,574.89 ——a 3,050.36
T Farmers-Chena Slough......... 335,35 17,432.66 335.35 6,733,189 -— 11,198.77
I Fairbanks-Wireless........... -— 495,45 -——— 495,45 -— -—
7% Chena Hot Springs Avaition Field _—— 1,739.58 -— 50.00 -—- 1,689.58
7Y Fairbanks Aviation Field..... -— 19,969.33 - 498,11 - 19,471.22
77 Fairbanks Aviation Field..... -—- 766.66 -—— - -— 766.66
8 Nome-Council..e v innrensss 9,615.65 432,027.25 9,615.65 252,644.29 -—— 179,382.96
aD Councit-Ophir Creek.vivivass, 827.30 8,632.12 827.30 8,632.12 -— -—
8H Case de Paga. .o vveriennvanne, 378.47 32,738.74 378.47  15h,296.09 —— 17,439.65
8J Shovel Creek..vveevenenansnns - 66.55 -— 8.05 -—- £8.50
8K Council Aviation Field....... —— 2,244.27 - 845,03 - 1,399.24
8L Port Safety Aids..covvennnrns - 516,50 -— 516,50 - -
9 Rampart-Eureka.....oe.ns veees 1,598.69 53,911.35 1,598.69 24,796.59 - 29,114.3%
10* Seward-Kenaj Lake............ _— 80,783.93 ---  34,523.10 - 16,260.83
10A* Seward-Radio......ouuun seaas -— $6,594.04 -— 124.00 -— 6,470.00
10B* Seward-Nash.......ooiiueenn. - 21,996.00 —— 8,753.70 - 13,242.30
10C* Lowell Creek Flood Control.. -— 124,663.54 --- 11,424.92 -— 113,238.62
10D Seward Aviation Field....... - 10,343,861 —— 245.75 - 10,097.86
11A EFagie-Liberty.....ouvs. ceess  4,660.17 123,743.63 4.660.17 70,321.08 -— 53,422.50
118 American Summit-Fortymile... 1,419.21 28,364.52 1,419.21 8,113.33 -—- 20,251.10
1iC Steel Creek-Mouth of Walker's
FOrKevernsrnorionatonasens 443,18 8,933.24 434.18 4,300.74 —— 4,632.50
11D Steel Creek-Walker's Fork... -— 6,446 .20 -— 72,336.20 -——- 4,110.00
11E Fagle-Seventymile........... 467.36 20,853.25 467.36 15,888.66 -—- 1,964.59
11F Liberty-Chicken.....covuvuen 1,140.14 18,579.88 1,140.14  14,565.681 - 4,014,27
11G Steel Creek-Canyon Creek,... 41.03 955,03 41.03 955,03 - S
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Total Cost Total cost
Sub-project Cost Total Cost Cost M &1 M&TI to Cost Con, Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
113 Fortymile-Chicken...coviunsn 31.36 76.11 31.36 76.11 -—- w——
11K Fortymile-Steel Creek.vov... - 80.00 -—- 80.00 -— -—-
111 Franktin-Chicken...oouvivnn. 264,11 2,107.86 264.11 2,107.86 -——- -
11M Jack Wade-Walker's Fork-
BoUNdary . veeivensnnernrons 56,60 350.47 59.60 350.47 - —--
11N LiTlywig Creek.ueeneeennnnas -— 909.50 - - - 908.50
11p Chicken Aviation Field...... - 2,749.14 == 49.00 -—- 2,700.14
110 Eagle Aviation Field........ -—- 2,762.98 - 742.23 -— 2,020.75
128%*  Mile 34-Lynx CreeKeveervers. - 22,192.66 -—- 8,239.03 - 13,953,563
13A Nome-Bessie, . vvieeennnrnnen. 1,845,22 88,474.31 1,845.22 49,032.35 - 38,541.95
13p Bessie-Snake River..e...ve.. 3,703.33 86,178.35 3,703.33 56,645,23 —-— 29,533.12
13BA Snake River-Morument Creek.. --- 1,788.585 -~ 371.38 -—- 1,417.27
13¢C Bessie-Sunset {reek......... 15,283.94 51,698.04 2,143.94 17,285.76 13,140.00 34,412.28
130**  Ressie-Dry Creek........... - 3,289.20 -—— 1,706.73 - 1,582.47
13E**  Dry Creek-Newton....vevee.. —_— 623.74 -— 223.86 —— 399.88
13F Mome-0Oshorne....covervennss 1,026.62 57,884 .54 1,026.62 4?2,460.75 -— 15,393.79
13G**  Grass Guich....iivvnenrennn -—- 1,125.73 — 338.94 - 786.79
13H**  Center Creek..iveuienencaans ——— 1,538.80 -—- 1,455,15 ——— 83.65
13d**  Wonder-Flat Creek....vou... - 2,803.72 -—- 2,633.22 -— 170.50
13K Bessie-Buster..,iiieennann. 2,251,23 56,088.04 2,251.23 38,584.05 S 17,503.98
13L NOME BUOYS.vuvevrrinevannss —— £856.00 -— 585.00 - -—-
13M Nome Depot....... feressenne -— 4,832,42 -——- 4,832.42 ——— -
14* Sitka-Inian River.......... -— 9,610.88 -—— 3,336.16 —_— 5,274.72
14 Sitka-Indian River......... 175.97 6,347.73 175.97 3,384.73 - 3,563.00
144 Sitka National Monument.... 741.63 12,937.71 741.63 11,387.71 -— 1,550.00
148 Sitka Mational Cemetery.... ——— §,233.02 -—- 5,733.92 -—- 3,500.00
14C Sitka-Pioneer Cemetery..... 136.57 4,535.73 136.57 1,194.71 - 3,341.02
14D National Cemetry Road...... 385.05 2,378.35 385.06 1,680.88 -—- 697.47
15 Circie-Miller House....... 6,083.08 590,064.81 6,083.08 157,376.78 ——— 132 ,688.03
154 Central House-Circle Hot
Springs..... chetasrasans 706.03 32,887.57 706.03 10,386.87 -— 22,500.70
158 Central House-Deadwood..... 166.55 12,218.43 166.55 166.55 - 12,051.88
15¢C Circle Hot Springs Aviation
Field...... tresenenens - 1,702.21 - 385.71 - 1,316.50
150 Leech Cutoff..ovveeuennnnn. - 224.75 - —— -— 224.75
15E Miller House Spur.......... h4 .25 2,270.47 64.25 369,94 — 1,870.53
16 Chatanika-MilTer House..... 57,669,51 810,412.89 57,669.51 274,804.38 - 535,608,51




Total Cost Total cost
Sub-project Cost Total Tost Cost M & 1 M&I to Cost Con. Construction

No. Hame 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
16 Chatanika-Miller House (Winter) $13.65 $23,275.76 8 13.55 $8,661,02 --- $14,614.74
16D Sourdough Creek Branch..... 1,012.35 3,982.76 1,012.35 1,218.64 ——-= 2,764.12
17 Tanana-Kaltagd..eovavvisinns 178.91 34,414.24 178.91 10,676.44 .- 23,737.80
17a**  Lewis Landing-Dishkaket.... --- 483.37 — —— - 483 .37
178**  Nulato-Dishkaket........... - 735.88 ——— 250.00 - 485,88
17¢ Nulato Aviation Field...... —— 5,026.02 ——— 14,13 ——— 5,011.89
170 Tanana-Kaltag Telephone Line -—- 6,683.59 .= 6,683.59 --- .-
18 Kaltag-Nomeessssviivensnnns 1,130.81 71,665.98 1,130.81 43,528.59 -— 28,137.39
184 Bonanza-Kotzebue.,.vv v uas 665,05 10,406.35 665,05 9,176.35 _— 1,230.00
188 Golovin-Council...iveuunn, 132.50 519.44 132.50 519.44 - ——
18D Unalakleet Aviation Field.. —— 1,641.17 - 199.59 -— 1,441.567
18E Solomon Aviation Field..... - 719.83 - 524.83 -—- 95.00
18F Golovin Aviaion Field...... - 1,751.97 _— 172.90 - 1,579.07
186G Moses Aviation Field....... -—- 254.20 - 29.20 - 225.00
18H Kaltag-Unalakleet Telephone Line  --- 2,454,00 -—- 2,454.00 --- -—
189 Spruce Creek.oeevrnsnnenns, - 287.50 -— --- -—- 287.50
m 19 Kern Creek-Knik..........0. ——— 13,891.95 ——- 3,615.73 ——— 10,276.22
= 19a**  Kenai Lake-Kern Creek...... - 5,833.20 -—- --- -—- 5,833.20
198**  Mile 27-Mile 29, A.N. R.R.. -— 741.65 - --- -—- 741.66
19C**  Kenai Lake-Mile 27, A.N.R.R. -—- 1,595.81 - -—- --- 1,595.81
190**  KXern Creek-Indian Creek.... - 3,758.26 ~——— == -— 3,758.26
19e* Girdwood-Crow Creek..osou.., -—- 3,434.15 ——- 2,542.50 - 891.65
20A%*%  Knik-SUsSTtna...cvnerenncnne -— 8,437.44 -— 629.59 -—- 7,807.85
16A U. S. Creek Branch......... -——— 12,362.79 -— 1,990.66 -—- 10,372.13
16B EFaale Creek Spur........... _—— 306.03 —— 224,85 - 81.17
208 Susitna-Rainy Pass..usss _— 32,876.98 -—— 6,598,689 ——— 26,278.29
20C Rainy Pass-RBig River..... ——— 16,436.45 -— 1,927.39 -— 14,509,07
20D**  Dishakaket-Kaltag........ -—- 4,290.00 ——— 38.60 -_— 1,251.40
20DA Takotna-Ophir {Winter)... -— 4,896.47 -— 1,0%6.47 -— 3,800,900
20DB Ophir-Dishkaket.......... - 4,335.00 - 760.00 -— 3,575.00
20E**  Syusitna-McDougal......... - 8,640.21 - _— - 8,640.21
20F**  McDougal-Cache Creek..... - 7,350.00 -— 347.10 ——— 7,002.90
20G**  Lakeview-McDougal........ - 3,675.090 - --- -— 3,675.00
20H Nancy-Susitna......cveve. -—- 2,773.36 -—- 2,773.36 _— _—
204 Susitna-TyoneK.veeessunaen —-— 4,122 .45 ——— 1,478.52 _— 2,643,93
20K Susitna Aviation F1e1d . - 931.10 - -— --- 931.10
21 Unalakleet-St. Michael. - 8,896.33 —— 6,293.70 -—- 2,602.63
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Total Cost Total Cost
Sub-project Cost Total Cost Cost M & I M&I to Cost Con. Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
217 St. Michael Aviation Field $ - $ 110.00 -—- $ ——— S -— $ 110.00
22 Hot Springs-Sullivan Creek 353.58 60,521.95 353.58 32,698.11 -—— 27,823.84
23A Snowshoe-Beaver.....ue... - 14,163.03 ——— 3,227.58 —— 10,935.45
23B Beaver-Caro...cvevassnsas 1,424.70 66,623.60 1,424.70 36,240.81 - 30,240.81
23C Big Creek.eveenvnrnennnnn. -—— 9,614.77 -— 3,294.77 -— 6,320.00
23D Caro-Flat Creekivenivannn - 16,617.56 -—- 12,494 .30 - 4,023,26
23E Caro-Coldfoot..iivivinnas -— 13,167.45 - 5,607.59 -— 7,559.87
23F Chandalar Aviation Field. - 8,335.74 -—- 120.00 ——— 8,215.74
24%* Mile 29, AN.R.R.-Sunrise --- 57,850,94 -—- 27,123.08 - 30,727.85
24p% Lynx Creek-5ix Mile...... - 10,882.40 —-—— 3,800,00 _—— 7,082.40
24B* Sunrise-Hope...vveerrenan - 1,085.00 - 200.00 - 885.00
25A% Cripple Riveriviveeiasun. --- 8,801.79 - 3,743.82 -— 5,057.97
25B**  Penny River.i.iovverivnnnes - 9,614,77 - 691.05 -— 1,276.03
25C Nome WirelesS.v.eevninarss 176.79 3,815.43 176.79 2,050.52 - 1,764,901
25D Mouth of Center Creek..... 1,227.19 27,456.64 1,227.19 19,9855.57 - 7,501.07
25DA Little Creek Branch....... 328.69 4,406.89 328.69 610.19 - 3,796.70
25E Submarine Paystreak....... 1,258.03 36,814.36 1,258.03 12,444.03 -— 24,370.33
265H**  Otter Creek.vevevreanans . -— 1,802.52 - 652.98 —— 1,149.54
25K Mome City Dock............ -—- 2,966.55 -—- -—- -—- 2,966.65
251 Nome Aviation Field....... ——— 8,982.43 --- 5,459.73 -—- 3,522.70
25M Telephone Lines-Seward Peninsula  --- 13,149.20 -— 11,449.20 -— 1,700.00
25N Nome City Streets......... -—- 1,319.57 -—- 1,319.57 -—- -—-
25p Mome Harbor Lights........ -—- 815.29 - 815,29 -— -
25R Radioc Telephones.......... - 5,477.34 _— ——— - 5,477.34
26 Candle-Candle Creek....... 1,838.75 85,319.50 1,838.75 50,325.43 - 34,994.07
26A** Kugruk River Approach..... - 438.00 -—- 488.00 ——— -——
26R Bear Creek Trail.......... 107.23 720.32 107.23 380.32 - 340,00
26C Candle-Kiwalik....oouuun.. 35.50 1,063.41 35.50 35,50 _— 1,027.91
26D Kiwalik Aviation Field.... -— 873.50 - 573.50 _—— 300.00
26E Candle Aviation Field..... - 1,355.00 -—- -—- ——— 1,365.00
26F Telephone Line Reconnaissance - 148.00 -—- 148.900 —— -—-
266G Candle-Radio Road......... -—- 575.00 - ——- -—- 575.00
27 Deering-Inmachuk.......... 2,867.95 102,782.23 ?2,867.95 71,890.33 - 30,891.90
278 Deering Aviation Field.... -—- 1,159.65 —— 137.65 -—- 1,022.00
28 Shelton-Candle..oovvninnns -— 12,368.89 -— 4,161.87 - 8,207.02
28A Nome-Serpentine Hot Springs 1,572.78 17,567.71 1,572.78 12,378.71 —-—— 5,239.00
29 Tanana-Rettles...cvveeiennen. 100.00 12,352.29 100.00 5,340.18 — 7,012.11
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Total Cost TotaT cost
Sub-project Cost Total Cost CostM&I M&1I Cost Con.  Construction

No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
297 Bettles-Coldfoot.iiiieeans.. $ 805,13 $19,240,02 $ 505,13  $14,110.02 § -— $5,130.00
29¢C Mile 70-Hughes...veiivunnsss _— 2,167.02 - 458.45 -_— 1,708.57
29D Wild River Trafl.viiienanen -— 1,425.,75 -—-- 1,425,756 - ——
29E Bettles River Aviation Field —— 500.00 —— -—- -—- 500.00
30 Hot Springs Landing-Eureka.. 4,565.14 80,828.30 4.565.14 60,402.49 - 20,425.81
30A Hot Springs-Tofty..ceveee.s. - 5,683.47 - 2,374.21 — 4,309.26
308 Manley Hot Springs Aviation Field --- 1,189.98 - 49,98 - 1,146.00

31 Caribou Creek.ve v resannnes 809.02 14,443.64 809.02 5,862,72 -— 8,580.92
32A Takotna-Flat (Summer)....... —_— 9,247.94 e 3,810.65 —— 5,437.29
32AA Takotna-Flat (via Moore Creek) --- 123.83 - 123.83 —— -
32AR Flat-Moore Creek.cenesenenss -——— 15.00 -— 15.00 - -
32AC Candlie Creek-Takotna........ -—- 1,216.09 —-——— 1,216.09 - -
328 Iditarod-Flat.. v veess 2,419.51 123,009.00 2,419.51 67,122.73 -——- 55,886.27
328BA Iditiarod River Improvement. -—- 100.00 -—- -—- --- 190.00
32¢ Ophir-Iditarod....vvvvuuns.s -—- 7,747.25 --- 2,747,256 -—— 5,000.00
32D Flat-Crooked Creek........us 382.66 6,315.23 382.66 4,835.23 - 1,480.00
32DD Flat-Georgetown....vovvuenns —— 150.00 —— 150.00 - ———
32E Takotna Aviation Field...... -—- 3,859.87 -—- 437.43 - 3,422.44
32F Takotna-Nepot..ivivverincnes 503.01 13,567.13 503.01 5,957.85 - 7,609.27
33A%*  QOtter Creek Towpath......... -— 448.23 -—- -—- -—- 448,23
33B**  Symmit-Otter Creek.......... ——— 5,047.65 -— 5,047 .66 ——— -
33C Flat City-Flat Creek........ £98.28 5,452.96 698.28 5,452.96 ——— -—
33D Head Flat Creek-Willow Creek 366.64 7,608.52 366,64 6,365.52 - 1,243.00
33t Head Flat Creek-Willow Creek 838.43 9,946.62 838.43 8,446,62 -—— 1,500,00
33F Flat City-Otter Discover... 82%.29 21,494.58 828.29 9,679.88 —— 11,814.70
336 Candle Landing-Candle Creek -— §,572.00 -— 975.00 _— 5,597.00
33H Flat Aviation Field........ -— 3,123.42 —-— 223.42 -—- 2,900.00
34%* Iditarod-Dishaket...cocuunn - 4,830.98 - 100.00 - 4,730.98
344 Flat-Holy Cross-Anvik...... 168.23 2,088.37 168.23 2,088,37 - .-
34B Iditarod-Shageluk-Anvik.... 161.81 1,285.59 161.81 785.59 -— 500.00
35A Archangel Extension........ 327.95 31,441.23 327.95 14,243.31 -— 17,197.92
35AA Sherry Brantk...ceeveceens, - 1,768.49 -— 649,17 --- 1,119.32
35AB** Fairangel Extension........ -— 104.20 — —-—- - 104.20
358 Palmer-Fishhook...oveeuann. 1,039.71 39,931.99 1,039.71 15,244 .07 — 24,687.92
35€ Palmer-Matanuska River..... 166.94 34,869.27 166.94 11,213.11 —— 23,656.16
35D Hillow Creek Extension..... 5,922.30 114,790.59 5,922.30 76,656.45 - 38,134.14
35DA Gold Chord Rranch.......... 719,52 12,337.01 719.52 1,745.77 -— 10,591.24
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Sub-project Cost Total Cost Cost M & 1 M&I to Cost Con. Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33

350R Lucky Shot-St. Peters...... $17,377.18 $71,718.46 $ 3,077.18 % 3,077.18 $14,300.00 $68,641.28
35E Wasilia-Fishhook.......c... 3,852.04 131,119.28 3,952.04 97,706.65 -— 33,412.63
35F Wasilla-Knik......coovennnn 1,408.54 53,755.05 1,408.54 27,319.58 ——— 26,435.47
356 Palmer-Spring.....ccevuvn.. 27.68 3,201.44 27 .68 1,628.17 - 1,573.32
35H Wasilla-Finger Lake-Palmer. 680.87 36,961.25 680.87 17,904.02 o 19,057.23
351 Moose-Palmer..iveievnannnas - 2,520.62 -— 527.53 -—- 1,893.09
35J Wasitla-Matanuska...eov.... 1,457.13 27,840.71 1,457.13 18,564.48 T 9,276.23
38K Matanuska Trunk Road....... 2,519.45 49,885.83 2,519.45 34,834.37 - 15,051 .46
35L Palmer-Matanuska. .vevvecenn- 1,181.17 16,953.11 1,181.17 8,548.41 -— 8,404.70
35N Houston-Willow Creek....... ’ -— 1,212,32 -— 272.00 - 940,32
350 Fishhook-GoTldmint.....covven.. - 726,71 25,708.99 726.71 8,172.15 -— 17,536.83
35P**  Moose Creek-Baxter........... -— 2,218.62 _— ——— —— 2,218,62
35Q Edlund Road...ccvevviiinnnnnns 27.00 3,180.02 27.00 628.33 - 2,551.69
35R Bogard Roadeseeeievinrnnonnns 334.96 13,849.07 334.96 1,620.49 —_— 12,228.58
35RA Engstrom Road. ..ovvvvenninnsn - 1,020.00 a-- -— -— 1,020.00
358 Moose Creek Trafl............ -—- 2,118.44 -—- 77 .43 - 2,041.01
357 Werner Connection.....ovvnuee 16.00 502.94 16.00 16.00 ——— 486.94
35U Moose Creek Aviation Field... -— 481.75 —— 20.25 - 451.50
35y Fishhook Aviation Field...... —— 917.49 -— 68.75 -— 848,74
35y Wasilia Aviation Field....... -— 459,50 _— - - 459,50
35X Wasilla Aviation Field Road.. 76.25 1,267.36 76.25 131.42 — 1,135.94
36 Mineral Creek..oeevienenenaen ——— 50,633.37 -—- 25,318.36 - 35,315.01
36A Granhy Roadee.viirionrsnneass ——— 3,431.35 -— 349.44 -— 3,081.91
368 South Second Street, Cordova. -—- 3,373.15 ——— - - 3,373.15
368 Eyvak Lake Road.......cvvennee ae- 7,735.85 -— - ———— 7,735.85
36CA Cordova Aviation Field....... -— 941.90 ——— 15.75 o 926.15
36D**  Valdez-Quartz Creek.....vv... -— 524.75 -— - - 524.75
36E**  Valdez-Glacier...vvvveerenens -— 616.91 - - - 516,91
36F**  ShouPS Ba¥eeeerisosrennsnees . - 3,457.25 -— - - 3,457.25
37 Topkok-Candle...ovvinninennnns ——— 1,026.56 -— 210,00 -— 816.56
378 Bluff-White Mountain......... 13.70 3,286.93 13.70 13.70 - 3,273.23
378 Bluff Aviation Field......... -— 80.00 w—- m—— - 80.00
38A RUDY-LONg. siurienenennnennnns 8,206.36 246 ,013.60 8,206.36 113,993.25 --- 132,020.35
388 Poorman-Cripple.. i iveiieeanns 964.78 4,721.82 964 .78 3,218.86 - 1,502.96
38C Ophir-Cripple. . viiireecreens 367.14 4.368.72 367.14 2,469.,72 —-— 1,899.00
38D Ophir-Takotna.....coovnnanss 3,501.92 267 ,648.23 3,501.92 93,140.73 --- 174,507.50
38DA Little Creek Road.vcvevennns 157.28 13,342.80 157.28 2,694.76 —-— 10,648.04
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Total Cost Total cost
Sub-project Cost Total Cost Cost M-& 1 M&I to Cost Con.  Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
38E LoNng-Poorman..coveessaarsnas $4,164.17 $162,309.34 S 4,164,17 $ 45,1156.78 § -—- 117,192.56
38EE Long-Poorman {Winter)....... 177.01 5,555.01 177 .01 287.01 - £,268.00
3BEEE  Tamarack-Poorman.......... ‘e -— 22,322.59 --- ——— ——— 22,322.69
38F Poorman-Ophir.....ovoviennn, -—- 3,030.44 --- 3,030.44 --- -
386G Takotna Aviation Field Road. 144,23 9,078.47 144,23 1,144.23 - 7,934.24
384 Ganes Creek Road....vevenenn 177.78 15,108.49 177.78 11,704.64 - 3,403.85
38K Ruby Aviation Field......... - 2,098.51 --- 898.51 -—— 1,200.00
38L Ruby Aviation Field Road.... - 500.00 —-n --- _——— 550.00
38M Ophir Aviation Field........ - 1,825.12 -—- - ——— 1,825.12
39* Juneau-Sheep Creek..... ..t - 15,929.40 -—- 20,539.27 --- 25,390.13
40* Douglas-Castineau Channel... -— 18,616.55 -— 6,596.68 -—- 12,019.88
41 Kiana-Xlery Creekeveveeeenns 9.14 3,915.08 3.14 900.32 -—— 3,014.76
414 Kotzebue-Shungnak........... 104.81 4.098.12 104.81 4,098.12 - -———
41AA Kiana-Selawik-Shungnak...... 750.43 1,541.83 750.43 750.43 - 791.40
418 Kotzebue-Point Barrow....... 14.20 6,079.79 14.20 1,679.77 - 4,400.02
4ic Kiwalik-Noorvik.....covuinusn h9.17 513.42 59.17 513.42 - ——-
&1D Kotzehue Aviation Field,.... - 1,955.45 -—— 537.90 —— 1,417.55
41F Kobuk Aviation Field........ -— 2,299.00 - --- -—- 2,299.00
41F Kotzehue-Noatak............. 45,58 45,58 _— S 45,58 45 .58
42 St. Michael-Xotlik.......... 347.59 2,733.10 347.59 2,733.10 _— _—
43* Petersburg-Scow Bay......... -— 23,466.23 - 9,968,556 - 13,497.57
44* Skagway Yalley....covnun veas —- 11,124.83 -—- 2,320.88 —_—— 8,803.95
444 Skagway Trails.............. 639.05 18,472.46 639.05 7,313.75 - 11,158,71
443 Skagway Aviation Field...... -—- 7,048.87 --- 236.34 - 5,785.53
45% Silver Bow Basin............ —_— 23,466.21 -—— 17,527.59 ——- 5,938.62
46 Kohi-EureXas .o ivensnaronvass -—- 16,437.54 -—- 3,865.91 - 12,571.63
464 Roosevelt-Kantishna......... — 61,686.53 -— 19,723.84 -—- 41,962.69
468 Lignite-Kantishna........... -—- 13,130.00 ——- 1,163.09 - 11,966.91
46C Nenana-Knight's Roadhouse... 199.41 3,850.44 199.41 2,257.85 - 1,592.58
46D McKinley Park Road...... ve..76,790.91 798,228.29 12,688.93 100,596.21 64,101.98 697,632.00
46E Diamond-Telida..ieeesnsneans —-—— 10,276.40 -— 3,464.84 - 6,811.56
46F Nenana Cemetery Road........ ?266.76 7,873.27 266.76 4,054.64 - 3,818.63
4645 Kobi-Bonnifield......c.o0vins - 5,767.51 - 60.90 - 5,706.61
46H Lake Minchumina Aviation Field - 914.11 - 164,11 -— 750.00
46] Kantishna Aviation Field.... ——— 775.09 - 100.00 -—- 675.00
46K Telida Aviation Field....... - 850.00 - 250.00 - £00,00
. 46M Nenana Aviation Field....... -— 1,108.04 - 388.04 - 720.00
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Sub~project Cost Total Cost Cost M & I M&1I to Cost Con. Construction

No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
47 Coldfoot-Wiseman...voeivnnss $ 7.66 $16,263.00 3 7.66 § 7,320.39 ——— $ 8,942.561
a7 Yiseman Aviation Field...... - §5,434.02 - 2,320.77 —_— 4,113.25
478 Molan Branch....iiiivennnnnn 2,586.73 28,316.,56 2,5856.73 9,681.82 - 18,634.74
47¢C Wiseman-Hammond. . vcoevnevens 1,469.23 9,366.93 1,469.23 5,399.86 -—- 3,%67.07
48 I1iamna Bay-I1iamna Lake.... 103.31 71,8k2.68 103.31 7,609.77 -—- 64,242.91
49 Davidson's Landing-Taylor... 1,838.08 21,768.33 1,838.08 14,055.16 —— 7,713.17
50* Stikine River...iieinvvrnnnen -—- 2,250,765 - - -— 2,256.75
51 Talkeetna-Cache Creek....... 5,872.14 286,015.23 8,872.14 120,675.88 ——— 165,339,356
51A Cache Creek Trail.......... —_ 4,553,11 ——- 2,283.11 -— 2,270.00
518 Peters Creek Trail.eeov.... 3,267.41 17-,800.11 3,267.41 5,412.22 -—- 12,487.89
51¢C Yentna-Mills Creek......... -—- 5,174.80 - 44,35 -—- 5,130.44
51E Milis Creek-Cache Creek.... 29.50 2,283.33 29.50 975.88 —— 1,307.45
51F Cache Creek Aviation Field. —-—- 179,90 - - _——— 176.90
He* Ketchikan-Ward's Cove...... ——— 26,120.42 -— £,000.00 ——— 21,120.42
2A* Ketchikan-Charcoal Point... -— 15,500.48 - 3,000.00 -—— 12,600.48
53 Fagle-Circie i eesneannrnnns -—- 5,846.59 —— 1,161.87 - 1,684.72
53A Circle-Fort Yukon.......... 58.57 7,988,565 58.57 3,821.098 -—— 4,166.57
538 Fort Yukon Aviation Field.. -—- 3,098.00 - 557.11 -—- 2,540.89
54 Chisana-Nizina............. o 10,303.37 - 2,976.07 —— 7,327.30
544 Chisana Aviation Field..... - 1,744.63 — 250.00 - 1,494 .63
548 Nabesna Aviation Field...,. -— 2,001.48 ——— 524.90 - 1,476.58
55 Kenai-Russian River........ -—- 14,186,568 - 7,627.32 -—- 5,559.26
55A Kenai Aviation Field....... - 901.51 -—— - - 901.51
5g** TaSNUMA. e e vnnenas Ceereranan - 1,058,14 -— - ——— 1,068.14
568**  Katalla-Chilkat....cevevnnn - 7,752.56 -— - - 7,752.56
57 McCarthy-Dan Creek......... 9,109.90 239,654.22 9,109.90 88,301.99 -— 151,352.23
57A Nizina River Bridge........ 11,067.09 179,816.72 11,067.09 53,874.92 -— 125,941.80
578 Nizina-Chitina River....... 67.97 7,794 .59 67.97 956.01 - 5,838.58
57C McCarthy-Kennecott River... 11,13 527.40 11.13 527.40 - -——
579D Chititu Branch.cv.ovianns., 393.33 8,258.75 393.33 2,030.27 - 5,228.48
57 McCarthy-Green Butte....... 141,68 2,319.68 141.26 2,319,568 - -
57F McCarthy Aviation Field.... -—- 2,925.11 - 344.23 -— 2,580.88
57G Copper Creek Trail...civunss - 301.98 —— - -—— 301.98
57H Chitina River Aviation Field —— 735.00 —— —— -— 735.00
58% Hyder-Salmon River.......... ——- 63.50 S - - 63.50
59 Fairbanks Bridge.....c.vvv.n. 148.98 74,096.01 148.98 12,396.71 - 51,699.30
60A Valdez Aviation Field....... -—- ?2,568.24 S 206.59 - ?,351.65
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Yo. Name 1033 to 6-30-33 1933 6-30-33 1933 to 6-30-33
608 Upper Tonsina Aviation Field §  --- $1,747.47 kY - S 47.50 §  aaa $ 1,699.97
61 Strelna-Kuskulana........... -——- 17,106.28 -—- 4.569.73 - 12,536.58
&1A Kotsina Trafl.ciiiiiiennneas - 16,095.29 -— 1,623.74 -— 14,571.55
813 Nugget Creek Extension...... ——— 1,630.00 -— 1,630.00 - _—
61C**  ENliot-Kotsina...vevvesnsnee -——- 6,858.42 --- - - 6,858.42
61E Farnan Trafle.eeeeienrnnns R -—- 941.96 -—- 15.80 - 8926.16
61F Bramner Trail. oo ienennnns 2,187.04 7,402.51 - 46,73 2,187.04 7,355.78
61G Bremner Aviation Field...... - 500.00 —_— - - 500.00
62 Dime Creek.. i iiiiisnineas 886.89 79,756,13 826.89 36,053.17 -— 43,702.96
624 Haycock-Bear Creek..vevvnnes 253.42 771.24 253.42 £55.24 -—- 216.00
628 Haycock Aviation Field..... . -—— 2,115.40 - --- ——- 2,115.40
62C Koyuk Aviation Field........ -— 312.98 -—- 285.90 -—- 27.08
63 DUNbar-BrookSeecevesosonsses 738.06 32,263.78 738.06 13,034.19 - 19,229.59
633 Brooks-Livengood Creek...... 548.93 33,772.81 548,93 13,707.95 --—- 20,064.,86
63RA Amy Creek Branch............ - 2,363.45 -—- 300.00 - 2,068.45
H53C**  Brooks Tram..cessessssnssssn - 53,455.39 - 45,144.09 -— 18,311.30
63D Brooks Aviation Field Road,. -—— 713.00 -— --- -— 713.00
63E Livengood Aviation Field.... -—- 2,778.87 -—- 624.87 -— 2,154.00
Ba** Cripple-Lewis tanding....... --- 100.09 --- 100.00 - -
B4A Cripple-Cripple Mountain... 4327 .28 980.93 427.28 £88.93 - 292.00
64AA Cripple-Cripple Mountain (Winter) --- 860.03 -— 248.98 -— 611.05
654 Gulkana-Chistochina........ 5,497.04 355,932.70 5,497.04 88,069.20 - 267,863.50
AER Chistochina-Slate Creek...., 1,037.59 8,170.50 537,59 647.09 500.00 7,523.41
650 Chistochina-Slane.......... 16,529.98 142,804.49 8,529.98 13,628.18 8,000.00 129,176.31
65D Kechumstuk-Tanana Crossing. - 1,669.82 - 1,669.82 - _—
B5E Chicken-Kechumstuk......... - 1,663.50 ——- 1,663,580 -— -——
65F Grundler-Tanana Crossing... 294,07 12,468.24 294,07 3,095.53 -——- 9,372.71
655 STana-Chisanaecssssnasnsnas 30,362.29 47,080.,18 - 980,12  30,362.729 46,100.906
654 Tanana Crossing Aviation Field ———— 550.00 ~— - -—— 550.00
65% Chistochina Aviation Field, --- 2,067.97 -—- -—- - 2,067.97
BE** Matanuska-Chickaloon....... -—= 1,268.30 -—- --- -—- 1,268.30
67 Nome-Teller...venrsrnssness 694 .89 12,192.58 £94.839 11,892.58 - 300.00
67A Teller-Cape Prince of Wales 298.49 3,269.47 298.49 3,269.47 ——— -
673 Teller-Bluestong..eveveenss 1,806.47 13,756.74 1,806.47 8,08(.29 - 5,676.45
67C Teller-Pilgrim Hot Springs. 33.76 3,171.81 33.76 1,371.81 - 1,800.00
670 Teller-American River...... - 906.34 -—- 56.87 - 849.67
&7% Teller-Aviation Field...... - 1,071,209 - 318.40 “—— 752.80




Total Cost Total cost
Sub-project Cost Total Cost fost M & 1 M&I to Cost Con. Construction
Ho. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
67F Tin City-Goodwin........... §  n-- $£2,659.42 3 -—- $561.60 $§  --- $2,097.82
67G Lost River Aviation Field.. - 121.40 - -— --- 121.40
67H Wales Aviation Field....... - 121.40 ——— - - 121.40
67J Wooley-Gold RUNeevievnvenns -— 29.25 _—— 29.25 - -
68 Flagging Trails..cveeneeans 1,682.07 100,517.19 1,682.07 100,517.19 - ---
70 Miscellaneous Surveys and
Reconnaissances......... £30.30 22,184.14 680.30 1,719.06 -—- 20,465,908
72* Wrangell 071 Dock..vvvvnnn. -— 4,964.97 -—-- - -— 4.,964,97
72A* Wrangell Cemetery Road..... -— 8,639.22 - 2,350.00 ——— £,289,22
73 Marshall Road...eevenenvnnn - 23,569.93 -— 2,080,828 -— 15,479.05
T3A Kotlik-Marshall.....veennns 505.98 4,120.63 505.98 3,270.63 -—- 850.00
73R Stuyahok .. ceiiinrnrriannns -— 1,660.00 - -—-- -— 1,660.0C
73C 01d Hamilton-Scamnon Bay... 311,98 2,752.16 311.98 898,71 - 1,853.45
73D Marshall Aviation Field.... -— 2,100.00 - 100.00 - 2,000.00
73E Paimute-Marshall........un. 100.00 100.00 100.00 100.00 -—- ---
75 Anchorage LOOD. v eeveervan.. 4.032.70 125,574.04 4,032.70 68,570.25 —— 57,003.79
m 75A Anchorage-Lake Spenard..... 095,23 22,938.04 995.23 12,927.81 -- 10,010.,23
o 75C Chester Creek Roat Landing. 135.00 1,476.18 135.00 693.75 e 782.42
— 75D Anchorage Depot......... ... 172.60 7,556.53 172.60 3,590.18 -—- 3,966.35
75E McDonald Road.......... . 142.28 2,962.31 142.28 1,857.18 --- 1,105.13
75G**  East First Street, Anchorage - 1,023.46 -—- —-- - 1,023.46
75H Lake Speanrd Aviation Field -— 277.45 - -—- — 277.45
751 0ilwell Road..seivencnneens 290.38 7,688.15 290.38 2,998.16 - 4,589,99
754 Anchorage Aviation Field... ——— 4,763.20 -—- 154,20 N 4.614,00
75L Anchorage Loop-Eklutna..... -— 2,525.46 -—- ——— - 2,525.46
75M Anchorage-Radio Road..... . 27.00 475.09 27.00 27.00 - 448,09
76 Cantwell-Yaldez Creek...... - 10,793.95 -— 2,953.75 -—- 7,840.20
T6A Yaldez Creek Aviation Field - 1,337.10 - -—- -—- 1,337.10
78 Valdez Depot...... Ceeesnaas -— 5,266.56 —— 5,266.56 - ---
79 Seward Depot.....cvvevnn.. 51.00 4,222.55 51.00 4,222 .55 -— -—-
80A McGrath-Takotna...oveeuenns - 368.05 - 368.05 —-—- -
80AA McGrath-Takotna..veevnnenns 14.67 5,089.82 14.67 2,907.82 -—— 2,182,00
808 McGrath-Telida.veoevivennn. -— 12,376.59 - 5,198.38 ——- 7,178.21
80C McGrath-Candle Creek....... - 305.29 -— 305.29 ——— -—-
80D Nixon Fork-Nixon Mine...... - 2,384.78 —— 36.78 ——— 2,348.00
208 Shelter Cabins, 2nd Division -—- 39,197.95 -—- 7,286.65 - 31,911.30
90C Shelter Cabins, 3rd Division - 24,720.02 - 2,328.90 - 22,391.12
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Total Cost Total cost
Sub-project Cost Total Cost Cost M &1 M&1I to Cost Con Construction
No. Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33

94D Shelter Cabins, 4th Division § --- $42,449.33 g - $5,495,15 R $ 36,954.18
91* Yakutat...ooiiiini i iiinnns -— B, 55 -—- -—- - 50.55
92h Aethel-Quinhagak.....vveune. 152.67 3,131.88 152.67 1,334.38 -—- 1,797.50
923 Bethel-Tuluksak....cvovuuns 715.22 4,470.35 715.22 2,991.87 - 1,478.48
92C Akiak-Russian Mission....... - 1,734.75 ——— 150,75 - 1,584.00
92h Bennett's Cutoff...eevvnvnens --- 366.00 - ——- --- 386.00
92E Yukon-Kuskokwim Portage..... 44,70 27,586.36 44,70 1,070.38 -— 26,515,98
92¢ Quinhagak-Good Mews Bay..... - 2,863.27 -—- 445,50 -—- 2,417.77
92G Good News Bay-Togiak........ -—- 2,428.57 -— 225.24 --- 2,203.33
92H Toafal-Nushagak........ traae -— 8,492.98 -—— 4,300.82 -— 1,192.16
921 Lewis Point-Naknek.......... -—- 4,171.65 - 1,539.32 - 2,632.34
924 Naknek-Egegik.eevevervnnesns -—-- 2,982.84 -—- 877.84 ~——— 2,105.00
92K Eagegik-Kanatak.............. -— 1,168,50 -— 818.50 -— 353.00
92L Crooked Creek-Anfak......... 72.00 2,021.74 72.00 1,201.74 -— 820.00
92M Aniak-Tuluksak.......ovvunee 886.65 4,814.00 886.65 2,299.04 -— 2,514,396
92N Akiak-Canyon Creek.......... -—- 306.00 -—- 306.00 --- -
920 Tuluksak-Foothills.......... - 1,471.94 ——— 286.82 -—- 1,185,12
92p Holy Cross-Kaltshak......... 70.00 1,432.77 70.00 932.77 - 500.00
929 Upper Landins-RBear Creek.... 1,100.00 9,316,02 1,100.00 5,219.02 -— 4,100.00
92R Di11ingham-Snag Point....... 35.75 16,453.33 35.75 35.75 - 15,417.58
93 Chulitra Trail...vevevnnn. . 77.12 8,976.56 77.12 2,020.12 ——— 6,956.44
93A Bull River Trail....cvuveses 153.88 4,669.48 153.88 1,087.16 - 3,582.32
93B Indian River,...... crearane 1,984.64 8,564.27 1,984.64 1,998.04 -—- 6,566.23
93¢ Curry Aviation Field....... -— A4,221.05 -—- 844 .45 ——— 3,376.60
93E Hidden River Tram.......... 9.23 145.20 9.28 9.28 --- 135.92
94 Kodiak-Abberts..vovivennnns 1,598.08 64,217.15 1,598.08 17,408.64 - 45,808.51
95 Kanatak-Becharof Lake...... - 30,276.74 -— 6,394.43 ——— 23,882.31
958 Larsen Bay-Karluk River.... -—- 952.05 - --- -- 952 .05
96 Chickaloon-King River...... 36.00 1,906.68 36.00 1,106.68 -——— 800.00
96A Chickaloon-Cable........ vee 82.00 486 .44 82.00 214.15 ——— 272.29
968 Chickaloon-Nelchina,........ 224.57 8,508.40 224 .57 1,008.03 -—- 7,500,37
a7 Suntrana Footbridge........ -— 413.80 ——— -—- --- 113.80
a7a Healy Aviation Field......, - 491.79 - --- ——— 491,79
a8 Homer Spit..eievrnivncsnans 459,80 37,934.55 459,80 5,064.80 - 32,869.75
a8A Huka BaV.ivisesnienaeneann, - 5,757.75 -—- 2,106.77 - 3,650.98
988 Minilchik Aviation Field... -—- 384.18 -—- -—-- -—- 384,18
a8c Kasilof Aviation Field..... ——— 674,52 -—— -—- - 674,52




Total Cost Total cost
Sub-project Cost Total Cost Cost M &1 M&T to Cost Con. Construction
Mo, Name 1933 to 6-30-33 1933 6-30-33 1933 to 6-30-33
98D Kasilof Road...ivnrvnnvnnsn $ 375.40 $18,533.85 § 375,40 $1,387.50 8 --——  $17,146.35
100 0ffice and General Overhead 34,192.79 614,516.05 27,354.24  334,838.21 6,838.55 279,677.84
101 Territorial General Qverhead ——— 71,521.31 -— 31,584.89 -—- 39,936.42
Total Costseeininrnnnns $692,835.32 $19,640,964.35{a) $542,563.95 $9,212,140.66  $150,271.37 $10,428,823.69
110 Book Value of Plant....... -18,219.03%*%  72.,128.53 --- - -——- ---
111 Supplies and HMaterials on
Hand 20,419.87 227,045.14 - --- -— -
Total Expenditures...$695,036.16(b} $19,940,142.02 -— - -—— ---

*Transferred to other departments

€¢-3

** Abandoned.

***To be deducted, as this amount included in costs from deferred accounts.

{a} Includes $932,280.45 of supervised funds

{5} Includes $1,971.94 General Accounting Office settlements.
from sales.

Does not include $4,809.84 reimbursements

and receipts



The following shows the cost of cooperative projects, with the source

of revenue:
Costs in Detail--Cooperative Projects

(Included in preceding table)

Alaska Road

Commission Contributed Total
2H  Juneau Wharf ..oeevesrensencas $2,695.78 $155.20(!)  $2.850.98
2 Juneau Float ...eoveens. Ceveee e 26.99(1) 26.99
7D Fairbanks-Ester....ee.e.. vee..  3,017.10 942,13(2) 3,959,23
138 NOMe-DesSSTerrsreensnnsn. veenes.  1,756.47 .75(3 1,845,22
14A Sitka National Monument....... 468.60(4) 283.,03(5) 741.63
154 Central House-Circle Hot Springs  661.03 45.00(6) 706.03
35D Willow Creek Extension........ 5,847.30 75.00(7) 5,922.30
35DR Lucky Shot-Willow Station..... 15,397.18 1,980.00(8)  17,377.18
656 Slana-Chisana....... eeanaas 27,324.68 5,037.61(9)  30,362.29
751 0F1well ROA. s eeeenronnne, ees 225.38 65.00(10) 290,38

TOtaleeeereneeanonens vv... $57.383.57 $6.698.71 $6%,087.73

(1} By the U. S. Forest Service, U. S. Bureau of Fisheries and the Alaska Game
Commission,

(2) by the City of Fairbanks, The Fairbanks TeTephone co. and the Fairbanks
Exploration Co.

(3) By the Northern Air Transport co.

(4) Allotted by the National Park Service
(5) By the National Park Service

(6) By F. M. Leach,

(7) By the cold top syndicate

(8) By the Willow creek Mines

{9) By the Nabesna Mining Corporation

(10) By the Pacific International Airways and C. W. Smith
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Total Costs--By District

District

Juneau Office and General Overhead {a)

Southeastern........ sreseerenas N
Eagle.iiseesosnes feeriesanen Cesesanaen
Valdez,oooveuuns eeeseecnesrreeneanane .
Chitina....cievinenns Ceerseareanns coes
Fairbanks....oeeveuuas crrasieerenas -
Southwestern......... tesesetennens e
Kuskokwim.....covuuns hereerosens seaaea
Home..ooianssnns Cesrtesseanes sesaceann
Total costeeivnnenns veresieeans

Plant, materials, etc., undistributed

Total expenditure

Construction

$6,838.55

P ]

41,049.33
10,795.93
78,401.98
13,185.58
150,271.37

(a) Includes expenses of Seattle Purchasing Office

Maintenance

and
Improvement

$27,554.,24
12,459,89
8,850.63
55,851,52
124,607.45
178,397.80
39,469.65
20,091.74
55,481.03
547,563.95

Total

$34,192.79
12,459.89
8,850.63
55,851.51
165,656.73
189,193.73
137,871.63
20,091.74
63,666.61
697 ,835.37

2,200.34

$695,036.16(b)

(b) Includes $1,971.94 General Accounting Office settlements; soes not include

$4,809.84 reimbursements, refunds and receipts from sales.
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Appropriations

Construction and maintenance of military and post roads,
hridges, and trails, Alaska:

Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act
Act

For

Of June 12, 1906. .. eeeiteerrossorsasasssassnsasses .. $150,000.00
of June 20, 1906........ et reeeeeiianerieese s e 35,000.00(1)
of Mar. 2, 1907.....00civivnenens tevsesesaesasesrasases  250,000.00
Of May 11, 1008, .. .ueriuuererencnesoansncnennosansosas 250,000.00
of Mar. 3, 1909........... AN .. 350,000.00
OFf Mar. 23, 1910, et eurnnrnonenronrasnsarnasosnansoas 100,000.00
of Mar. 3, 1911, .. ciuiiiiiiinnnnnnnes Cheserseans eeee. 150,000.00
of Aug. 24, 1912, . ieiiuirinniinsnnnnnns teraes caeeerees 125,000,00
of Mar. 2, 1913, i itnievennnrinononsassononnn veseraess 155,000,00(2)
of Apr. 27, 1914, . ciivivinnes Ceterestatatstenastean 125,000.00
of Mar. 4, 19156....civviennninns cevevresiseseraraacass 165,000,00
of AUG. 29, 191A. . it ieeinerusrnnrosnnassssssnsassneses 500,000,00
of May 2, 1917..... Ceesesireaseansernas taessrsesssrses H00,000,00
of July 9, 1918..........us beerrrereaas sresierssnsaass 100,000,00
of July 11, 1919......... N 100,000.00
of June 5, 1920, .......... Ceeiseteshsaraasasssarsannas 350,000.00
of June 30, 1921, . ciiiiiiiiinaniannnns treeresaeeseses  425,000,00(3)
of June 30, 1922......... Cteereeersttatraresasasanraae 465,000.00
of Mar. 2, 1923..... feresesesrearrsrasenanans veressee.  650,600.00(4)
of June 7, 1924.......... eraaee T P 725,000.00
of Dec. 6, 1924, .. .c0ieivennnrs Cheeresestaesartaanesnne 55,000.00(5)
of Feb. 12, 1925, .. et invrnrnsnnnns cesesssnssreassss 900,000.00
of Apr. 15, 1926....ivernrcennnerccnnss trresssrarsesass  900,000,00
of Feb. 23, 1927...0viuunn Ceetresereneseancattaaneanas 1,022,500.00(6)
of Mar. 23, 1928......... Ceaetraseetaaresaans cereesres  925,000.00(7)
of Feb. 28, 1920, . 0iuvrirvsncannuons teseessssissansas  800,000.00
of May 28, 1930..cvusnerenrenananeas cerserssanasssanes  B00,000.00
of Feh. 25, 1931,........ Ceeeiterestcaseasasraanns «+e. 800,000,00
of July 14, 1932, . .. iuiuriinnneienansenosnnss ceeeersas  494.310,00
of Feb. 17, 10933, 00 iiinrenrinenanans treenenieesveenes  369,300.00(8)
TOEA s eueunecsreoanssnsssssosasnsstansesnsens vee. 12,836,710.00
Fairbanks-Council survey.

Includes $55,000 for Valdez dyke

Includes $10,000 for Mome-Kiwalik survey

Includes $600 for survey Juneau Wharf.

Deficiency to cover increase of compensation 1925,
Includes $422,500 for Juneau Wharf.

Includes $100,000 for flood control, Lowell Creek
Includes $3,000 for Juneau Wharf.
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Construction and maintenance of waqgon roads, bridges
and trails, "Alaska fund":

Fiscal years 1905 to 1932 inCclusive. v eeneiseereennans . $5,828,612.52
FiSCaT year 1933! LI I I B I R RN I Y I I B I Y I I IR R Y B TR IR R IR B R ) 68’554.93
5 7 1 e . 3,917,167.45

Increase of compensation, War Department:
Fiscal years 1918 to 1925 inclusive...veieririeinnnienncnss . 95,059.50

National cemeteries:
Fiscal years 1925 % 1932 inCTUSTVe e ettt caverioorossnenrnnne 6,704.60

Roads and trials, National Parks:

F'iSCa-‘ yan‘S 1925 tO 1933 'inC.]U'S'ive-...--..-.-.............. 775,876-37
Fiscal year 1934, . ittt rirnsencnscnnssscsansnssass ceeetians 7,000.00
I 5 2 e vaeeseess  182,376.37

National Monuments:
Fiscal year 1933, .. c0tiiiiiiiiniiniennnns Ceereraarreassansea 500.00

Barracks and quarters:
Fiscal year 1932..cciierninnnneas Ceteseisenernnensarnanse vavne 1,252.50

Total Federal appropriations.......ovcevvesvevensneaass 17,640,270.42

Contributed Funds.
{Act of Congress approved June 30, 1931, Alaska Special Fund.)
By the Territory: (For 1ist of Acts see Annual Report 1932, pages 81-63,)
Public roads, bridges, trails, and ferries:

Fiscal years 1920 to 1932, inclusive..vviiiivieniencennrennee 1,449,908.58

Shelter cabins
Fiscal years 1922 10 1932, ... viinrinresnnsnenrsnrsonnassonnns 98,585.50

Nizina Bridge
Fiscal years 1922 t0 1923, uuiuniieinannonnsssnesoananronones 25,000,00

Telephone 1ines, Seward Peninsula
Fiscal years 1926 t0 1931, .iviiiennnnrinnnrssnsisncarnanens 13,073.20

Pioneer Cemetery Road
F‘iSCa-‘ year‘s 1927!..’l..l‘.'.“'."‘l..!‘ .......... 48 8 2 0 4 s 3,341.02

Flood Control, Lowell Creek
Fiscal year 1920 . utiterenrerioencrannarenonsnnane cherreaas . 10,000.00




Yukon-Kuskokwim Portage

Fiscal year 1930 .. ueeeurciinrreerosenotnnrranensnnans $7,500.00
Valdez Dyke
Fiscal year 1932..... Ciecasieaaaaen Cheesheerarrrenans 10,000.00
Radio Telephones
Fiscal year 1932. .. iiiirnirnninrensnsranss beateansann 6,477.34
Tota“ Ter‘r‘itor“y.ll.i..ll..li.l.‘l..l'.b..l'!.l. 1,623,895.64
By others:
Fiscal years 1922 to 1932....00000n Presesertasresianras 146,565.66
Fiscal year 1933:
Willow Creek Mines..ivieieneievennscanes $2,100.00
Nabesna Mining Corporation.......couvues 3,220.00
Pacific International Airways....eeeeuss 50.00
C.ity Of Fa‘ir‘hanksl..l..l..‘l..l.ll..l'!. 770!00
Gold Top Syndicate...ceevieninns Cesennan 75.00
Fairbanks Telephone Co. tivevvevnarennse 82.13
C. W. Smith........ Verevieareas Chreerens 15.00
Northern Air Transport....vveeesvecnsnss 88.75
Fairbanks Exploration Co. ......covuen.. 90,00
Ft M. LeachlD.Ol'!l..'t.'..l..c.lIDOOIOO 45.00
Government Agencies, Junead...eeeeeseass 182.19
National Park Service....ivevivsensnnaas 283.03 7,001.10
Tota] Othersuc.Ol'.'l"0.'..."OICOIOOIOODDUIOOID‘ 153,566-76
Total Contributed Funds..eievrievraressnrensnnnnnns 1,777,462.40
Total Supervised Funds (see Annual Report,
1932, pages 64 to 66) LI B I I NN BN R I B B B DN B O R R ) 2,840 ’147 .35
Grand tota‘l L) a11 funds- L I I I T I T I DR T RN B I DN B L B B R OB AN BN 22,257 ,880‘17
Source: Annual Report of the Alaska road Commission, Juneau Ak. Fiscal

Year, 1933. Mimeographed.
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