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HISTORIC AMERICAN ENGINEERING RECORD 
 

ALASKA RAILROAD, MOODY TUNNEL 
 

HAER No. AK-73 
 

Location: Located along the Nenana River in a portion of the Nenana River valley known as 
Healy Canyon or the Nenana River Gorge. The tunnel is approximately 5 miles 
south of Healy, Alaska, at Alaska Railroad Mile Post 353.6 and is just north of the 
Windy Pass/Nenana River Bridge on the west side of the river. 

  
  Anderson vicinity, Denali Borough, Alaska 
 
  UTM: 404825 m E; 7076498 m N; NAD 27; Zone 6 
  
Present  
Owner: Alaska Railroad Corporation 
 
Present Use: Moody Tunnel still serves its original function as a tunnel on the Alaska Railroad 

in the Nenana River Gorge. 
 
Significance: Moody Tunnel is one of only three tunnels dating to the original construction era 

(1915-1923) of the Alaska Railroad and the only tunnel that, until 1992, had not 
been substantially modified or structurally altered. The structural elements 
continue to embody a historic method of tunneling and timbered support lining 
systems used in the early twentieth century. In addition to its architectural 
distinctiveness, Moody Tunnel also helped facilitate economic development and 
transportation in Alaska. The Nenana Gorge presented numerous engineering 
challenges for the railroad, and tunnels played a critical role in allowing trains to 
pass through the canyon. Moody Tunnel thus contributed to the success of the 
railroad and enabled the economically-viable extraction and shipment of coal 
from the Healy coal fields to Fairbanks and Anchorage. It is significant as an 
engineering resource and because it contributes to understanding and explaining 
the historic themes of transportation and commerce in Alaska’s history. 

 
Part I. Historical Information 
 
A. Physical History: 
 

1. Date of Construction: Moody Tunnel was built between 1920 and 1921.  
 
2. Historic Name: Moody Tunnel (Tunnel 8) may have been referred to as Tunnel 1 or 
Tunnel 3 during construction. 
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 3. Architect/Engineer: Unknown. However, architectural drawings prepared by the U.S. 
Department of Interior, Alaska Engineering Commission, list R. J. Weir as Engineer in 
Charge (Alaska Railroad Corporation). 

 
 4. Original and Subsequent Owners: Moody Tunnel has been owned and operated by 

the Alaska Engineering Commission (1921-1923), its successor company, the Alaska 
Railroad (1923-1985), and then by the Alaska Railroad Corporation (1985-current) when 
the federal government sold the Alaska Railroad to the State of Alaska. It has always 
functioned as a railroad tunnel. 

 
 5. Builder: The tunnel was probably built by rail construction crews under the 

supervision of R. J. Weir, Engineer in Charge, Alaska Engineering Commission. 
 
 6. Original Plans and Construction: The original plan and built version of the tunnel 

involved placing a squared, timber portal support system at each end (north and south 
portals). Two angled timber braces span from the top of the outside frames to a ground-
level timber for additional support, and two other timber braces solidify the top corners of 
the portal openings. The tunnel is reinforced with an arched (gambrel shape) tunnel lining 
constructed of 12 x 12" timbers called sets that support the ribs and back to help prevent 
collapse. The tunnel measures 19' wide and the arch provides 22' of clearance above the 
rail ballast. The base of the timber-framed portal openings were buttressed by 
horizontally-placed timber cribbing on the outside of the frame in the 1950s. 

 
 8. Alterations and Additions: Moody Tunnel had no significant alterations until 1950 

when timber cribbing was added to the outside base of the portal openings to provide 
additional support (Alaska Railroad Corporation). A partial tunnel collapse at the south 
portal in 1992 required stabilization efforts using polyurethane foam to patch a hole in the 
schist bedrock. A portion of the tunnel near the north portal collapsed in 2005 at which 
point repairs were made with vertically-placed steel beams and polyurethane foam 
(Federal Transit Administration 2007). 

 
B. Historical Context: 
The Alaska Railroad was constructed between 1915 and 1923. As a rail-based transportation 
network, the railroad system represents an important historic property at the local and state level 
because of its association with the broad historical themes of transportation, commerce, 
engineering, industry, settlement, and tourism during that era of what was then the Territory of 
Alaska. The entire transportation network consists of a wide range of interrelated historic 
property types, including various rail-related buildings and structures, which illustrate different 
facets of these themes in the history of Alaska. Moody Tunnel is one such property type. The 
completion of the tunnel and others like it along the precarious Nenana Grove proved to be 
critical links in successfully finishing the railroad and “opening up” the interior of Alaska to 
commerce and industry, especially as related to the extraction of coal and the transport of goods 
and services between the interior and coastal ports of Anchorage and Seward. Because of its role 
and function as a structural component of the Alaska Railroad, Moody Tunnel is a de facto 
associated with the larger themes of transportation and commerce. Moody Tunnel also embodies 
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a distinctive type and period of railroad tunnel engineering both in the method and materials used 
to bore then stabilize the tunnel. 
 
Construction Years of the Alaska Railroad 
In 1914, President Woodrow Wilson signed “An Act to authorize the President of the United 
States to locate, construct, and operate railroads in the Territory of Alaska and for other 
purposes” (38 Stat. L., 305) (Bernhardt 22). The act created the Alaska Engineering Commission 
(AEC), which oversaw the construction of the railroad starting in 1914 and finishing in 1923. 
The AEC consolidated heretofore unsuccessful private-sector railroads into an official, 
government sponsored and directed railroad project. Once the commission was in place, 
preparation and construction began immediately. The railroad’s administrative headquarters were 
housed in Seward and the main construction camp was located at Ship Creek, a site that 
eventually became the City of Anchorage. 
 
The AEC intended to use local materials along the right-of-way where possible to build the 
railroad (timber and rock), but recognized that materials from outside Alaska would also be 
needed, especially steel and large quantities of milled lumber and timbers. One source of steel 
came from the transfer of rail-related hardware and equipment used during construction of the 
Panama Canal. The rest of the construction material would need to be purchased from outside 
Alaska, and the AEC set up offices in Seattle, Portland, and San Francisco to facilitate the 
acquisition of supplies (Bernhardt 1922). The railroad would require massive amounts of timber 
for rail ties, pilings, cribbing, bridge work, culverts, buildings, fuel, and tunnel supports. Various 
timber land reservations were allocated to the railroad along the right-of-way to utilize local 
resources (Bernhardt 1922). However, much of the large-dimension and finished lumber was 
imported from Seattle and Puget Sound (Fitch 1967). As time passed, local sawmills were 
erected along the route to supply finished boards and timbers used in snowsheds and other 
structures. 
 
The AEC chose a route from Seward to Anchorage and thence north to Fairbanks via the Susitna, 
Chulitna, and Nenana River valleys. This route was chosen as it would provide rail access to the 
Matanuska and Nenana coal fields, and it allowed the AEC to take advantage of already existing 
rail lines. For example, the commission purchased the existing narrow-gauge Tanana Valley 
Railroad in Fairbanks and eventually extended it south to Nenana. On the southern end, the 
Alaska Northern Railroad, which at the time extended north from Seward for 70 miles, was 
purchased and eventually upgraded. By 1917, trains could reach Chickaloon and the Matanuska 
coal fields, a distance of 74 miles north of Anchorage (Fitch 1967). Track was laid as quickly as 
the land was cleared and graded; and by the end of 1916, 80 miles of railroad could be used to 
ship freight. That number increased to 121 in 1917, 294 in 1918, 414 in 1919, and 456 in 1920 
(Fitch 1967). 
 
Laborers numbered roughly 1,400 in 1915 and peaked at almost 4,500 in 1917 before many men 
left for World War I. Typically, the AEC let out contracts to local labor teams to complete 
particular sections of track (Bernhardt 1922). These were the first wave of workers that cleared, 
grubbed, graded, and otherwise improved the route to receive the track. The AEC hired more 
specialized labor to complete the track and associated structures, such as bridges and tunnels. 
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The route was divided into separate management units, such as the Seward, Anchorage, 
Talkeetna, and Fairbanks divisions, each with its own hierarchy of engineers, construction 
foremen, and laborers. Eventually two main divisions emerged: the southern division from 
Seward to Broad Pass and the northern division from Broad Pass to Fairbanks (Prince 1964). 
Moody Tunnel was in the northern division, and workers likely stayed in Healy, a small railroad 
town north of Mt. McKinley National Park where a spur line accessed the Healy coal fields. 
 
By 1919, most of the line had been laid: bridges, loops, and tunnels had been completed between 
Seward and Anchorage. Spur lines, such as the coal line to Chickaloon, had been in service and 
shipping coal since 1918 (Prince 1964). What remained were some of the most difficult 
crossings and track sections along the entire route, including the Susitna River Bridge (1920), the 
Hurricane Gulch Bridge (1921), track through the Nenana River Gorge (south of Healy), and the 
Tanana River crossing at Nenana (1923). The Nenana River Gorge required tunnels, cutting and 
grading through nearly vertical, unstable, eroding canyon walls and high-span bridges. Tunnel 9, 
Garner Tunnel, and Moody Tunnel in the Nenana Gorge were all completed in 1921, as was the 
Riley Creek Bridge near the National Park entrance. The final crossing of the Tanana was in 
place by 1923, at which point the entire line was passable from Seward to Fairbanks. The event 
was commemorated with President Warren G. Harding driving the Golden Spike in Nenana on 
July 15, 1923. 
 
Moody Tunnel 
Moody Tunnel dates to the original construction era of the Alaska Railroad between 1914 and 
1923. The stretch of track through the Nenana River Gorge (also known as Healy Canyon) was 
the last portion of the railroad to be completed in 1922 other than the Tanana Bridge in Nenana. 
The gorge was a crucial stretch of rail as it was the final link that would allow the transport of 
natural resources, especially coal and gold, from Fairbanks and Healy to all points south. 
Significant lignite veins were being developed along the Healy River and were ready to ship 
coal, particularly to replace wood for fuel. Referring to gold mining, one reporter noted in the 
Nenana News (January 13, 1920): “As has been shown, the general economic conditions that 
affect Alaska gold mining, and especially placer mining, are world-wide in their influence. The 
Alaska placer miner has, however, in addition, his own special difficulties, and these relate 
principally to transportation…of first importance is the completion of the Alaska Railroads.” 
Completing the railroad meant overcoming the challenges of the Nenana River Gorge, and 
tunnels were a key component. The gorge was a nearly vertically-walled canyon comprised of 
very loose schist that was constantly sliding and shifting. Men were blasting the roadbed through 
the rock walls of the canyon starting in the summer of 1920 (Nenana News, May 24, 1920). The 
railroad grade followed a bench that was excavated near the rim of the west canyon wall. At 
certain points, the only option to complete the rail line required boring tunnels through rock 
outcrops; the tunnels eliminated the need to engineer sharp corners on vertical rock faces roughly 
300 feet above the river. By 1920, employment on the railroad reached its highest level since the 
1917 peak. Over 3,800 people were working on the railroad in some capacity, and 966 workers 
were assigned to the northern division, presumably to push the pace of construction (Nenana 
News, September 23, 1920). 
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The importance of finishing the tunnels was not underestimated. On February 8, 1921, the 
Nenana News reported that: 
   

The work of driving Tunnel No. 1 [in the Nenana Gorge] is being rushed with all 
possible speed in an effort to have it completed by the end of March. Four shifts 
are at work, two on each end, and air drills are being used on the North end, 
having recently been installed to expedite removal of the rock. The completion of 
the tunnel and extension of the track to the Kestly Camp will greatly reduce the 
cost of moving supplies south from Healy through the elimination of heavy grades 
over which the supplies must now be hauled in wagons. 
 

Moody Tunnel was largely finished by the summer of 1921, though continual rockslides through 
the gorge, such as one in June 1921 (Prince 1964), required continual maintenance and upkeep, a 
problem that persist through the present day. The remaining structures to complete the line 
included mostly bridge crossings over the larger rivers, such as the Susitna Bridge, Hurricane 
Gulch Bridge, Riley Creek, and finally the Tanana River Bridge that was finished in 1923 and 
marked the final connection between Seward and Fairbanks. 
 
Tunnels provided critical links in completing the line through difficult canyon terrain. Moody 
Tunnel is one example of the important role tunnels played in establishing a railroad in Alaska in 
the early 1920s. Other tunnels, including those in the Nenana Gorge and others in the southern 
division between Seward and Anchorage that allowed passage through the Chugach Mountains, 
all contributed to the development of transportation and commerce in Alaska. 
 
 
Part II. Architectural Information 
 
A. General: 
 
 1. Architectural Character: The construction technique and engineering design of 

Moody Tunnel (and many other tunnels on the Alaska Railroad dating to the early 
construction years) exemplifies methods of railroad tunneling employed during the late 
nineteenth and early twentieth centuries. In this sense, Moody Tunnel is not unique, but it 
does embody a type and method of construction during a particular period in time. 
Design considerations for tunnels include geology, cross-section, alignment, tunnel lining 
and lagging (backing), drainage, ventilation, and lighting (Brunton et al., 1922). Tunnels 
are usually favorable when the costs of open excavation are prohibitive, the grade is too 
steep, or the curves too extreme (Beahan 1909). 

 
 The initial tunnel design depends on the nature of the rock or earth that the bore will go 

through and the location of the tunnel. Ground is typically characterized as hard or soft 
material (Lauchli 1915). Hard material may not require tunnel lining because the rock is 
solid enough that it will not collapse. Moody Tunnel was excavated through “soft” 
material consisting of bedded schist rocks with numerous shear zones resulting in very 
loose and unstable conditions that constantly threatened collapse. Moody Tunnel is also a 
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through-cut tunnel, as opposed to a summit tunnel that is driven through the peak of a 
mountain to avoid the steep grade. A through-cut tunnel eliminates sharp curves that 
would be required to go around the obstacle instead of through it, as was the case in the 
Nenana Gorge (Beahan 1909). Because of the soft and crumbly characteristics of the 
rock, a tunnel lining system of artificial supports would be required at Moody to prevent 
collapse. 

 
 The tunnel-driving process used at Moody Tunnel included the standard procedure for 

excavating mines and tunnels around the world: drill, blast, muck, and repeat. The end 
result, or cross-section shape of the tunnel, was an arched roof (back) bore with vertical 
sidewalls (ribs) and a slightly canted floor to allow drainage. The American Railway 
Engineering Association (AREA) issued standard measurements for single-track and 
double-track tunnels in the United States. The AREA standard measurements for single-
track tunnels were: 16' wide, 14' tall from the top of the rail to the top of the vertical 
sidewalls, with an arch radius of 8' to 8 1/2' for a total clearance of 22 1/2' (Brunton et al., 
1922). Tunnels with curvature were to be slightly wider than the standard to allow for 
adequate clearance on the sides as the trains followed the curves. The Alaska Engineering 
Commission embedded these standards in its architectural drawings for typical tunnel 
sections, and Moody Tunnel was built to match these measurements. Moody Tunnel was 
constructed at a width of 19' to 20' to accommodate the 10-degree curvature inside the 
tunnel. The finished height was 25' tall. 

 
 For larger tunnels, such as Moody Tunnel and other railway tunnels in the United States, 

an initial small bore or “heading” tunnel was excavated the entire length, then widened at 
to the standard cross-section dimensions. Typically a top heading, or bore hole at the top 
of the tunnel’s height, was excavated first with the arch-shaped roof (Lauchli 1915). The 
initial bore would require temporary timber supports, and often work commenced at each 
end of the tunnel. Benches, or steps of rock material, would then be blasted and mucked 
out working from the portal in. Historic photographs reveal this standard procedure was 
employed at tunnel locations on the Alaska Railroad where men are pictured standing in 
the top heading and the timber frame at the portal has been erected (Prince 1964). The top 
heading and bench method was common practice in tunneling during the late nineteenth 
and early twentieth centuries as it required minimal lifting of the excavated material. The 
blasted rock would be tossed onto a dumping platform and from there down into a wagon 
for hauling out of the tunnel. Haulage was either by train, or in some cases, horses were 
used. 

 
 Concurrent with the excavation, a tunnel lining system of internal support braces was 

constructed to prevent collapse, which was an eminent danger at Moody Tunnel and the 
two other tunnels constructed along the Nenana Gorge (Garner Tunnel and Tunnel 9). 
Tunnel 9 is no longer extant after a significant cave-in in the 1940s resulted in the 
removal, or “daylighting,” of the tunnel. The track alignment was recently (ca. 2005) 
rerouted to go around the outside of the Garner Tunnel, and the portals plugged; it is no 
longer functional. Tunnel lining in the 1920s could be accomplished with timber, brick 
stone, metal, or concrete. On the Alaska Railroad, timber was the preferred method. 
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Timber was advantageous primarily because it was much less expensive than the other 
options and by the 1920s, sawmills along the route meant timbers were readily accessible 
and would not need to be purchased from outside Alaska. Further, timber was easy to cut 
to custom widths and lengths and was easier to handle. Milled square timbers were 
preferable over round poles because they did not take up much freight space when 
shipped on the train, were easier to place and attach to one another during construction 
(Brunton et al., 1922). The disadvantage of square timbers was that the exposed wood 
decayed more rapidly so the timbers were typically treated with creosote to prolong the 
wood’s durability. The creosote timbers at Moody Tunnel likely date to the 1940s when 
sets were removed and replaced. The outside cribbing (see below) and portal timers 
(those that would be exposed to the elements) were treated with creosote and the interior 
timbers were not. 

 
 The standard timber lining system outlined by the AREA called for 12 x 12" vertical 

timber posts to support the ribs of the tunnel, and the AEC standard design followed this 
guideline. The posts were fixed at the bottom to a horizontal 12 x 12" sill timber that 
paralleled the tracks. The vertical timbers were capped with a wall plate, or horizontal 
timber connecting the top of the vertical posts which varied the dimensions depending on 
the structural needs. The spacing of the posts also varied depending on the structure of 
the rock; the looser the rock, the narrower the spacing between the vertical supports. A 
three- or five-section arch set built of 12 x 12" timber blocks created the upper span and 
matched the arch-shaped roof of the tunnel. The arch blocks were separated by a wedge-
shaped spreaders or miter cuts, as is the case at Moody Tunnel, to achieve the proper 
angle and radius of the arch. Wood dowels connected the ends of the arch timbers to one 
another. Joints were reinforced with wood planks spiked to each end of the timber. 
Lagging or sheathing constructed of 4"-thick boards were placed on the outside of the 
posts between the rock and the lining. 

 
 The internal tunnel lining used at Moody Tunnel followed the standardized tunnel plans 

described above. Vertical 12 x 12" posts provided vertical support to the arched crown 
and were fixed to a 12 x 12" sill timber. The three-section arch set was used at Moody 
Tunnel with each segment roughly 8' long on the outside and 7' long on the inside to 
achieve the proper radius and tunnel height. The arch sections were connected with 1" 
diameter x 4" long dowels and each section was toenailed to the wedge separator with 
40d nails. An approximately 3"-thick board was used as blocking between the top of the 
posts and served to sister the posts together. A similar blocking and sistering technique 
was used at the junctions of the arch sets. The spacing between the timber sets varied 
depending on the stability or instability of the surrounding rock in that section of the 
tunnel; 4' centers are typical at Moody Tunnel, but some sets are doubled up. Similar 
lining systems for snow sheds and tunnels were used through the Sierra Mountains in 
California. For example, Summit Tunnel No. 6 on the Pacific Railroad employed a 
similar arch set timber support system as seen on the Alaska Railroad (Central Pacific 
Railroad 2007). 
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 The portal construction method used on the Alaska Railroad tunnels and present at 
Moody Tunnel differed from the internal lining system of arch sets. Instead of an arch 
set, the timber sets at the portal were constructed of vertical posts capped by horizontal 
headers that spanned the width of the opening. Square 12 x 12" timbers were still used. 
The spacing between the timber sets was approximately 1", and five sets composed the 
portal structure at each portal. The header was reinforced with a cross brace in each of the 
upper corners, which gave the appearance of an arch shape. Large lag bolts connected the 
vertical timbers to one another, and similar bolts were driven through the header to 
connect it to the top of the vertical posts. The outermost portal timber set was further 
supported by two angled, 20' to 26' long, 12 x 12" beams placed parallel to the tracks. 
These angled braces were fastened at the bottom to an extension of the sill beam that ran 
under the vertical supports. Lagging was placed on the top of the header beams and sides 
of the vertical posts to prevent loose rocks above the portal from falling onto the tracks. 

 
 The surrounding bedrock at Moody Tunnel is very loose and susceptible to sliding and 

colliding with the timber portal sets. To help limit these impacts and provide additional 
support, timber cribbing was placed on the outside of the vertical posts, particularly on 
the upslope side of the portal. At Moody Tunnel, the portal cribbing consisted of at least 
twenty courses of alternating 12 x 12" timbers stacking along the entire height of the 
uphill (west) side of the portal that created a box-shaped retaining wall and catchment for 
falling rocks. On the north portal, the stacked timber cribbing is flush with the outermost 
timber set, but it extends above the portal’s peak height and additional stacked timber 
cribbing is placed on the roof of the portal in the shape of a ramp that serves as an 
artificial slope to deflect falling rocks over the portal to the downhill side of the tracks. 
There was also a small amount of cribbing on the downhill slope of the both the north 
and south portals.  

 
 2. Condition of Fabric:  
 Moody Tunnel is an excellent example of 1920s tunneling methods, materials, and 

workmanship that has remained relatively untouched since its original construction and is 
in good condition. It demonstrates standard measurements, construction materials, and 
design elements as defined by the American Railway Engineering Association during that 
era. An engineering drawing from 1954 (Alaska Railroad Corporation) suggests that the 
cribbing was added at that time to create additional support for the portal. Other 
modifications include the application of polyurethane foam to patch a hole in the schist 
bedrock resulting from a partial tunnel collapse at the south portal in 1992. A portion of 
the tunnel near the north portal collapsed in 2005, at which point repairs were made with 
vertically-placed steel beams and polyurethane foam (Federal Transit Administration 
2007). Even with these modifications, Moody Tunnel still retains its historic integrity, 
though the increasing instability of the surrounding rock, age of the untreated interior 
timbers, and associated safety issues have generated the desire to daylight the tunnel as 
permanent solution. 

 
B. Site: 
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Moody Tunnel cuts through a Birch Creek Schist bedrock outcrop near the rim of the Nenana 
River Gorge’s (Healy Canyon) west wall (Norrish et al., 1990). The gorge is a deeply incised 
canyon formation with nearly vertical walls prone to constant sliding and collapse. The railroad 
grade rests upon a bench cut in the face of the slope just below the rim and roughly 300 feet 
above the river. The George Parks Highway Windy Gap/Nenana Gorge Bridge is approximately 
500 feet south of the tunnel. The rim of the gorge represents the floor of a wider, U-shaped 
glacial valley that trends north to south and is lined with mountains on each side. Vegetation near 
the tunnel is minimal due to the steep eroding slope, but small birch and scattered spruce occupy 
the slope above the tunnel. 
  
C. Description: 
 
 1. Overall Dimensions: Moody Tunnel is 262' long, 19' wide, and 22' tall with a 10-

degree curve. 
 
 2. Foundation: The floor of the tunnel is native schistic bedrock. The bottom of the 

vertical posts are fastened to 12 x 12" sill timbers that run the length of the tunnel and 
extend beyond each portal to provide a base for the external angled supports. 

 
 3. Exterior: South and North Portals (materials and structural system): The portals 

are approximately 19' wide x 22' tall. The portal roofs are supported by vertical 12 x 12" 
posts capped with a 12 x 12" beam laid horizontally across the opening. There is a 4 x 
12" lagging laid perpendicular to the top beam and vertical support posts. At each upper 
corner of the top beam and vertical posts is an angled 12 x 12" timber brace. The bottom 
of the vertical posts is attached to a 12 x 12" sill timber that extends beyond the portal 
opening to provide a sill for the angled, 20' to 26' long timber braces (two on each side) 
that support the outermost portal set. Additional support was added to the basic structure 
of the north and south portals in the form of 12 x 12" timber cribbing and retaining walls. 

 
 4. Interior: Tunnel lining (materials and structural system): The internal tunnel lining 

consists of 12 x 12", roughly 14' tall vertical posts on each sidewall that are fastened with 
steel drift pins to a 12 x 12" horizontal sill timber placed on the ground. The vertical 
posts are capped by an arch set composed of three 12 x 12" timbers creating an arch-
shaped roof with a peak height of roughly 22'. Wood board lagging measuring 4 x 12" is 
placed between the outside of the timbers and the rock face and pinned to the vertical 
posts. There are spreaders constructed of 12 x 12" timbers between the vertical posts and 
each arch set segment that are angle cut to provide the proper radius for the arch. The 
arch sets are bolted to the spreaders. Boards measuring 4 x 12" provide blocking between 
the top of the vertical posts and between the arch sets (placed at each junction). 

 
 
Part III: Sources of Information 
 
A. Historic Photographs: The Alaska Engineering Commission (AEC) Historic Photograph 
Collection at the Anchorage Museum of History and Art includes numerous photographs of 
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railroad and tunnel construction. These photos provide general views that illustrate construction 
methods, equipment, and materials along the entire line. Not all the photographs depict Moody 
Tunnel. Referenced photos are listed by identifier and title: 
 
 1. AMRC-aec-g1812, “Construct work at mile 288.5. June 20-1920.” 
 2. AMRC-aec-t96, “Dec. 9, [19]19, looking north, top tunnel #2. St[ation] 16970.” 
 3. AMRC-aec-g1488, “Enlarging tunnel no. 7, mile 53, Oct. 8, 1919.” 
 4. AMRC-aec-t174, “Mile 348.6 – L.S. – Showing 200 fill.” 
 5. AMRC-aec-t166, “Mile 350.2. L.N.” 
 6. AMRC-aec-t228, “Mile 354.5. L.N. Slides at tun[n]el #2. June 27, [19]21.” 
 7. AMRC-aec-t203, “Overhang at tunnel #1, near view. Feb. 17, [19]21.” 
 8. AMRC-aec-t204, “Tunnel #1, south end. 2,17,[19]21. L.N.” 
 9. AMRC-aec-t205, “Tunnel #2 showing jumbo to the front. Feb. 21, [19]21.” 
 10. AMRC-aec-t206, “Tunnel #2 up to the front. Feb. 17, [19]21.” 
 11. AMRC-aec-t231,” Tunnel #3537 [sic]. Camara [sic] on center line. June 27, [19]21.” 
 12. AMRC-aec-g1486, “Widening tunnel no. 4, mile 53, Oct. 8, 1919.” 
 
B. Historic Architectural Drawings: The Alaska Railroad Corporation files in Anchorage 
contain historic engineering and architectural tunnel plans. Only one drawing (No. 5 below) 
depicted Moody Tunnel. The others reference standard drawings and plans used on tunnels along 
the railroad mainline. 
 
 1. Standard Tunnel Section and Timbered Portal. July 24, 1914. 
 2. Standard Timber Sections. July 24, 1914. 
 3. Three Section Tunnel Segment with Vertical Posts. October 1915. 
 4. Standard Tunnel Sections and Timber Portal. February 25, 1919. 
 5. Ass’y of Tunnel Sets & Cribbing For Tunnel at MP 353.6. November 1954. 
 
C. Contemporary Newspaper Articles Cited: 
 
 1. Nenana News, “Reports of Surveys Points Out Needs,” January 13, 1920, p. 3. 
 2. Nenana News, “Eyes of Editor Opened by Trip Via Broad Pass,” May 24, 1920, p. 3. 
 3. Nenana News, “Commission Has Many Men Strung Along Coast Line,” September 23,  
 1920, p. 4. 
 4. Nenana News, “More or Less News,” February 8, 1921, p. 4. 
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E. Likely Sources Not Yet Investigated: 
The Alaska and Polar Regions Archives, Rasmuson Library, University of Alaska Fairbanks, 
houses certain archival collections that may yield information about Moody Tunnel. These 
include: 
 
 1. W. Waldrip photograph collection, 1910-1920 (1 box) 
 2. Frederick C. Mears Papers 1899-1938 (23 boxes) 
 
 
Part IV. Project Information: Moody Tunnel in its current condition poses a safety risk and 
ongoing maintenance issue for the Alaska Railroad. The north portal of the tunnel collapsed as 
recently as 2005 and required emergency repairs. To alleviate the risk and need for emergency 
and continued maintenance, ARRC has proposed to “daylight,” or remove, the tunnel. The tunnel 
was previously evaluated as eligible for inclusion on the National Register of Historic Places 
(NRHP). The Federal Transit Administration (FTA) is providing funding for the removal project, 
and thus the removal of the tunnel constitutes a federal undertaking with adverse effects to a 
cultural resource. To mitigate the impacts, the FTA, ARRC, and Alaska State Historic 
Preservation Office (SHPO) signed a Memorandum of Agreement (MOA) that required 
HABS/HAER Level II documentation of the resources prior to its demolition. This historical 
report is one of the HABS/HAER mitigation components. 
 
The historical report was completed by Northern Land Use Research, Inc. (NLUR) for the 
Alaska Railroad Corporation (ARRC). Oversight and compilation of the historical component 
was provided by Burr Neely, NLUR Operations Manager. Field information was gathered by 
Josh Reuther, NLUR Senior Archaeologist, and Catherine Williams, NLUR Senior 
Archaeologist (former), with the assistance of NLUR archaeological technicians. 
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Appendix: Photographs taken by Brian Allen, September 2005. 

 
Figure 1: North entrance elevation with scale. Entrance faces west northwest. Scale is 1' across 
each square, 2' x 2' total. Taken with a 35mm perspective correcting moderate wide angle lens. 
 

 
Figure 2: Inside tunnel, looking south, from near north entrance. Taken with a 24mm wide angle 
lens. 
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Figure 3: South entrance showing cribbing at the west side of the entrance, looking northwest. 
Taken with a 35mm perspective correcting moderate wide angle lens. 
 

 
Figure 4: View from Park Highway looking north at south entrance of tunnel with Nenana River 
in background. Taken with a 35mm perspective correcting moderate wide angle lens. 
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