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Edmonton, June 30th, 1960.

TO HIS EXCELLENCY
THE GOVERNOR GENERAL IN COUNCIL:

MAY IT PLEASE YOUR EXCELLENCY,

We the Commissioners appolnted as a Royal Commission
in accordance with the terms of Order in Councii"7l
P.C. 1959-705 of Fourth of June 1959, upon certain
matters related to the rallway to the Great Slave
Lake, |
BEG TO SUBMIT TO YOUR EXCELLENCY

THIS REPORT

Chalrman

a"?—. ~
M 4’”&’." / Membe!

Secretary
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CHAPTER I

TERMS OF REFERENCE

This Commission was appointed by Order-in-

Council dated 4th June 1959, which will be set out in

full as Appendix A in Volume II.

The Commission was directed;

"to inquire into and report upon the

respective merits of the alternative

routes which might be followed by a

railway line to be built from northern

Alberta into the southern portion of

the District of Mackenzie, Northwest

Territories, for the purpose of provid-

ing access to and contributing to the

development of that portion of the

Lake,"

Territories tributary to Great Slave
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CHAPTER II

SUMMARY BY THE CHAIRMAN

Each member of the Commission has arrived at
conclusions somewhat different from the others and accordingly
each has written his own report. For the convenience of those
who wish to read our conclusions without having to read the whole
of the report, we have agreed that I should set out at the begin-
ning of this report, a summary of thé conclusions of each of us.
We hope that the inévitable weaknesses of a summary will not be
forgotten, because it is an attempt to state in a few sentences

the opinions that are explained in several pages.
!
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There is littlg/éention of the Pine Point property
in the summaries; but we wish to make it clear that our conclusions
are based on the assumption that the most important immediate
reason for the railway to Great Slave Lake appears to be the
transportation of lead zinc concentrates from Pine Point. The
President of Pine Point Mines Limited has told us that it is of
major importance to his company that the railway be built as soon

as possible, but of "minor importance" which route it follows.

SUMMARY OF OPINIONS OF DR. GAINER,

Dr. Gainer favours an easterly route from Waterways
terminating at Hay River and such as will serve the Pine Point and
Fort Smith regions by short spur line connections.

A railway along the west route would result in a
total annual saving to farmers north of Grimshaw of some $164,000
spread over something like 1000 farms at present; this railroad
would be less costly to build and poséibly less costly to operate
than a railroad along the east route; but a railroad along the
east route holds for the future prospects for greater traffic
generation and for serving a larger addition to national product
than is indicated along a west route. This is so because of the
greater growth prospects apparent for the mining and related
industries, for instance, than for certain other primary industries
including agriculture. Such growth brospects are said to take
account of both production and market potential for the industries

of the region. Because of these greater growth prospects, and
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because of a labour productivity in mining some two to three times

greater than that in agriculture, the economic growth interests

of the northern region here being considered will best be served
in the future by locating a railroad to the east rather than to

the west,

A railroad to the east will fit better into any
future pattern of extended transportation services in the northwest
reaching ultimately beyond Great Slave Lake along the Mackenzie
valley and making additional connections with existing facilities
to the south.

Dr. Gainer recognizes the substantial claims of the
farming and forestry industries north of Grimshaw for lower cost
transbortation services because of distance from markets. But he
is also of the opinion that to provide this assistance by locating
a railroad to the west rather than to the east will involve a large
sacrifice in the extent to which a railroad can serve directly in
the development of even more remote northerly regions. The
Commission's terms of reference state that a railway is to be
built "for the purpose of providing access to and contributing to
the development" of northern regions tributary to Great Slave Lake.
In considering the routes from this point of view, Dr. Gainer

thinks there is greater weight in the merits of the East route.

SUMMARY OF OPINIONS OF MR. ANDERSON-THOMSON.

Mr. Anderson-Thomson favors the West Route. He

explains that the pioneérs of the area north of Peace River have
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hoped for years for a railway and that their hopes are based partly
on statements made years ago by members of the Government of Canada
that appear to promise a railway, and he emphasizes the large
contribution to national greatness that hasvstemmed from the spirit
of initiative and enterprise of men and women who have come from
Canadian farms. He feels accordingly that a railway to the north
should be built where it will give service and encouragement to
agriculture. '

He thinks that a railway along the West Route would
develop more timber resources than a railway along the East route;
that a railway along the West Route would provide competition to
trucking along the Mackenzie Highway that will reduce freight
chargés for the north.

With regard to the East Route, he feels it would be
more costly to build and to operate; that the area adjacent to the
East Route is not encouraging for mining énd that it is not desir-
able to build a railway for the mining industry until the mines are

found for which the railway is designed.

SUMMARY OF OPINIONS OF THE CHAIRMAN.

On the basis of present knowledge, the case for the
Eastern Route seems weaker than the case for the Western Rdute.

The Pine Point Mining Company has presented a strong
case for the development of their prbperty and argue that this would
be warranted only if a railway is built. To the extent that this

argument, advanced by the Pine Point Company, is material, we are
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unable to see why the railway is necessary for the development of
the mine. It appears to us tha§ products of the mine could be
taken over the Mackenzie Highway by truck at a very substantial
profit.

In any event, the choice of route is not material to
the Pine Point property; nor does it seem material wiﬁh regard to
mining operations north of the Lake.

The strongest argument in favor of the Eastern Route
is the possibility of mining develobmentssouth of Great Slave Lake
to which spur lines could be built from the railway. There appears
no doubt that large mines may be found south of the Lake that will
become a compelling argument in favor of a railway either along or
somewﬁere near the proposed Eastern Route.

| On the other hand, so far as can be anticipated now,
a railway would appéar to be just as useful for a great agricult-
ural expansion in the millions of acres north of Grimshaw as for
mineral development south of Great Slave Lake. That railway would
also give service to communities already established.

If, because of the urgent desires of the Pine Point
Mining Company, a railway is to be commenced at once, it seems that
the West Route has advantages in that it will be cheaper to build
the failway, it will be easier to carry building supplies to diff-
erent parts of the railway via the Mackenzie Highway, and the exact
location of the railway can be settled with relative ease. The

East Route on the other hand, goes through country that is not well

" known and there are uncertainties with regard to cost of construc-

tion and location of the railway line.
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CHAPTER III

REPORT OF THE CHAIRMAN

A.. INTRODUCTION

We have been directed to "inquire into and report
upon the respective merits of the altgrnative routes" for a
railway from northern Alberta to the southern portion of the
District of Mackenzie, Northwest Territories.

We have received a substantial number of briefs on
the subject and held several days of public hearings, and we have
made numerous private inquiries.

There has been a wide divergence of opinion as to
the route which should be follerd. IOnly two routes have been
advocated publicly; the Western Route from Grimshaw to the south
shore of Great Slave Lake, and the Eastern Route from Waterways

to the south shore of Great Slave Lake.
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It appears to me that the merits of a railway,

whether along one route or the other, to the south shore of Great

Slave Lake, are:

If the railway follows either route, it will assure
the develépment of the great lead zinc ore body at
Pine Point by Pine Point Mines Limited which owns
this property and which is a subsidiary of The
Consolidated Mining and Smelting Company of Canada
Limited. It is proposed that a mill be built at
Pine Point to produce over 200,000 tons of lead zinc

concentrates per year which have been said to be

- valued at over $20,000,000, the concentrates to be

shipped by rail to the large smelter of the Consoli-
dated Mining & Smelting Company at Trail, B.C. for
final treatment to produce the lead and zinc in the

form of metals.

If the railway follows the west route it will provide
railway service for agriculture in the populated area
north of Grimshaw and it will be available for any
agricultural expansion that may take place in several
million acres of arable land north of present develop-

ment.

If the railway follows the east route it should be of
assistance to any mining development that takes place

between Lake Athabasca and Great Slave Lake.

BUPREME COURT REPORTERS

EDMONTON, ALBERTA



If the railway follows either route it will provide
service for timber resources that might not be

harvested without a railway.

If the railway follows either route it will serve as
a beginniﬁg of a much longer railway that may later
extend down the valley of the Mackenzie River or that
may circle Great Slave Lake to any mines that may be
found in the vast area between Great Slave Lake and

the Arctic Ocean.

There is great optimism felt by many for the future
of the North. Each group of advocates for their respective route.
feels that the rallway will "open up the country" and promote
early development of the type that is appropriate for that route.
We subscribe to the view, as we believe all persons do who have
studied the North, that the future is bright and great development
is likely, although the exact nature of that development and the
time and place for its occurrence may not now be clearly ascertain-
able.

In the enthusiasm for the prospects of one railway
or the other, it is often emphasized that the railway will "open
up the country". It seems to me that however bright the prospects
are, in considering the merits of either one route or the other
and what is hoped for as a result of'building the railway, it
should perhaps also be kept in mind that the construction of a

railway does not necessarily lead to immediate or even early

development of the area adjacent to the railway; for example, both
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transcontinental railways pass through many miles of prospective
mining and timber country in northern Ontario and both branches
of the Northern Alberta Railway pass through parts of Alberta

which have for many years remained undeveloped.

B. FACTORS THAT RELATE TO THE PROPOSED RAILWAY

\

PINE POINT MINE

One of the main reasons for building a railway is to assure

the opening of a large mine. Our_ inquiries suggest, however,

that a profitable mining operation may not be entirely

dependent on a railway that makes normal freight charges for

the product of the mine.

The Consolidated Mining and Smelting Company has
eséablished the presence of one of the world!s largest base metal
deposits at Pine Point. The evidence given to us indicates that
over 200,000 tons of lead zinc concentrates can be taken from tﬁis
property for at least 20 years and very possibly for a much longer
period.

During our public hearings we were indebted to
Mr., W. G. Jewitt, President of Pine Point Mines Limited and
Vice-President of the Consolidated Mining and Smelting Company,
for a brief, and for appearing before us to pre sent the brief and

to answer questions. At that time, Mr. Jewitt argued in favour of

the East Route mainly on the assumption that it would be a shorter
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route and that the freight charges on the concentrates from Pine
Point would accordingly be less than the freight charges over the
West route.

The members of the Commission had a subsequent
meeting with Mr. Jewitt at which time he pointed out that it was,
of course, his duty to his company to advocate the route that
would provide the cheapest transportation but he then wished to
emphasize that it was a matter of "miner importance" to his
company which route the railway followed but of major importance
that the railway be puilt as soon as possible.

Such urgency as there may be in the need for the
railway raises important considerations. The Consolidated Mining
and SﬁeltingCompany has for many years carried on a very large
operation in their lead zinc mine at Kimbefley, B.C. and at their
smelter at Trail. These operations have attracted much attention
in the mining industry and amongst people interested in mining
though not directly associated with it, and it has been generally
thought the Consolidated Mining and Smelting Company had such
large reserves of ore in the Kimberley mine that it had no
immediate desire to open the Pine Point Mine, although if the
government would build a railway it would be willing to put the
Pine Point property into operation to provide substantial revenues
for the railway.

During our public hearings Mr. Jewitt said:

"If a railroad were built to Great Slave Lake, and

the freight rate were normal and reasonable, the
company would plan to put its property into produc-
tion at the rate of about 215,000 tons of concentrates

per year,"
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When Mr, Jewitt saw us after our public hearings
he told us that his reason for approaching us at that time was
that senior officials of his company knew that it was generally
thought that the Consolidated Mining and Smelting Company did not
have need for Pine Point ore for many years and feared that this
might be fﬁe occasion for delay in building the railway, whereas
in fact the Company will soon be very desiréus of concentrates
from Pine Point. Mr. Jewitt indicated that if the railway is
built (irrespective of which route it follows) his company will
give assurances that it will start very soon to put the Pine
Point property into operation; whereas if the railway were not to
be built the property might not be developed for a long time.

Mr. Jewitt has pointed out that if the property
is put into operation, the number of employees will be approxi-
mately 225 which would create a community of approximately 1000
peoﬁle. The gross national income will be increased by some
$20 million dollars annually, assuming the concentrates to be
worth $100 per ton, and there may be a substantial saving of

foreign exchange if the Pine Point concentrates will obviate the

" necessity of obtaining concentrates from outside Canada. There

will also be revenue to the Dominion Government from income taxes
and royalties from the production of the mine.

The desirability of this mine being put into

operation has been known for years and the long delay appears to

have given rise to a widespread impression that the mine could
not operate without a railway and without "normal" freight rates

for carrying concentrates to Trail. In view of this apparently
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widespread opinion, with some emphasis on "normal" freight rates,
we feel that we should bring the following matters to the attention
of the Government.

There is now a gravel highway from Grimshaw to
Hay River and without much difficulty a good highway could be
extended to Pine Point. The concentrates from Pine Point could
be brought out to Grimshaw by truck for from 4¢ to 4%¢ per ton
mile, or a total of $17.20 to $19.35 per ton. One of the freight
rates estimated by the railway companies for carrying concentrates
was 1.25¢ per ton mile or $12.31 per ton from Grimshaw to Trail.
It appears to us that the cost of producing a ton of concentrates
at Pine Point should not exceed $40 and there is a goqd chance
that the cost will be somewhat less. The total cost of delivering
a ton of concentrates at the Trail smelter, without a railway,

should therefore not exceed $71.66 as follows:

Cost of production .....ceceee... $40.00
Cost of trucking to Grimshaw .... $19.35

Railway freight charges from
Grimshaw to Trail .........._$12.31

$71.66

Mr. Jewittt'!s estimate, during our public hearings,
of the value of a ton of concentrates based on "smelter settle-
ments" at Trail was $100 and this seems to be pretty much in
accord with the public statements that are frequently made that
the annual production from Pine Point (estimated at 215,000 tons)
will exceed $20 million dollars. On the basis of these figures,
the annual profit to the owners of the Pine Point mine would be
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over $28 per ton for 215,000 tons or more than $6 million dollars,
even without a railway being built.

If a railway is built and "normal" freight rates
are charged for the concentrates, the profit would be much greater,
On the basis of figures given to us :Z the railway companies
there would bé an additional $2,500,000. It would appear that
there would also be a large deficit for the railway.

We raised these questions with Mr., Jewitt when
he emphasized his argument that the Government should build the
railway and promise '"mormal®" freight rates in order to assure
the opening of the Pine Point mine. Mr,. Jewitt then took the
position that his original estimate of the value of concentrates
at $100 per ton was perhaps high and that the average prices for
lead and zinc through 1958 would have made a ton of concentrates
worth‘$71.50. On the basis of trucking costs and 1958 prices,
this would of course leave either no profit or a cohsiderably

smaller profit than suggested above.

AGRICULTURE

(a) A railwyay along the West Route would provide

service to some 8,000 people who live north

aw, most of whom are engaged in

farmin
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(b) It would also be available to serve a

possible large agricultural expansion

if that should occur north of the

present populated area.

(a) SERVICE TO PEOPLE NOW LIVING NORTH OF GRIMSHAW.

In the area north of Grimshaw there are approxi-
mately 8,060 people, most of whom are engaged in agriculture and
most of whom would like to see a railroad built from Grimshaw north
to Great Slave Lake. It appears to us that the amount of grain
which is now grown in this area and which would be transported by
railway is approximately 36,000 tons per year and that the average
distaﬁce which this grain would travel to Grimshaw is 65 miles.

The town of Manning is 60 miles north of Grimshaw.
More grain is grown in this disfrict than in any other district
north of Grimshaw. It costs 15¢ per bushel to ship this grain by
truck to Grimshaw and a further 26¢ per bushel to ship it.by
railway to Vancouver, for a total shipping cost of 41¢ per bushel.

The Farmers! Union of Alberta presented a carefully
prepared brief to us and explained that the farmers who live north
of Grimshaw would expect that the Crow'!s Nest Pass freight rate
schedule should apply if the railway is built, as they hope, from
Grimshaw north. This would meah that the grain from Manning to
Vancouver would travel at 28¢ a bushél which would provide substan-
tial relief to the farmer who now pays 15¢ for trucking and 26¢

for railway freight.
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If the Crow'!s Nest Pass freight arrangement is to be
applied, it will mean an advantage to the farmers living north of
Grimshaw but the grain will provide only a trivial revenue to the
railway and this accounts for the estimate of the railway companies
that their total revenue from carrying agricultural products would
be only $15,000 per year.

There is another group of farmers living in the area
of Fort Vermilion which is 250 miles by highway to Grimshaw and
some 60 or 75 miles west of the proposed railway route. These
farmers pay 50¢ per bushel to have their wheat trucked to Grimshaw.
If the western railway is built they would still have to truck
their wheat some 60 or 70 miles to reach the railway, and, even
applying the Crow'!s Nest arrangement, they would then be no better
off than the farmers are now who live 65 miles north of Grimshaw.
it is the desire to:provide railway service for these people
engaged in agriculture north of Grimshaw which has been the basis
of much of the strongest advocacy for the West Route.

It was argued before us that there would be coensider-
able revenue to a railway along the West route from the shipment
of livestock. But, much of the livestock from Northern Alberta,
from places where there is a daily train service, now travels by
truck. It is hardly likely that a new railway could provide daily
service and could not expect to compete with trucks in carrying
livestock.

We have been advised on reliable authority that truck

\
traffic has improved to the point where it even competes with

BUPREME COURT REPORTERSB

EDMONTON, ALBERTA



16

‘land north of Gnimshaw, a large portion of which would be serviced

railways in some places in carrying grain. A group of railways

running into St. Paul, U.S.A. have recently applied for permission
to reduce freight rates on grain to compete with trucks. 1In
British Columbia trucks are now carrying substantial quantities of
grain from the area around Creston for distances of 250 to 300 miles
in direct competition with railways. Accordingly it seems all the
less likely that a railway north of Grimshaw would carry much

livestock.

(b) POSSIBLE AGRICULTURAL EXPANSION.

There are several million acres of undeveloped arable

by a railway glong the West Route. It is said that we now suffer
from a surplus of grain and that it would be a mistake to encourage
the growth of more grain. It seems to me, however, from the
inquiries we have made, that we can reasonably hope that the situa-
tion regarding the present wheat surplus is more or less temporary |
and that the proépect for agricultural expansion in the fairly near
future is bright -- probably just as bright as the prospects for
finding mines along the proposed Eastern Route of the railway.

The case for agricultural expansion was outlined
recently by the Honourable John E. Brownlee, President of United
Grain Growers Limited and formerly Premier of Alberta, in a speech
on "World Outlook for Canadian Grain", and I quote the following

extracts:
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"The agricultural economy of the prairies
as a whole and to a great extent the economy of all
Canada was developed and still largely rests upon
the export of wheat. The great period of expansion
was in the first quarter of the present century.
Railway building and the settlement of the prairies
opened to the world a vast new storehouse of food
at the very time when Europe, including the United
Kingdom, had an insistent need for increased supplies
of wheat from across the Atlantic. In part that was
due to industrial development and population growth;
in part it was due to the drying up of previous
sources of supply for exported wheat such as Russia
and India, and the Danubian basin where agriculture
had a great set-back from the first World War.

Then followed a period during which channels
of international trade were disrupted or destroyed
during the great depression of the tthirties and as
a consequence of the second World War. That condi-
tion persisted until well into the tfifties. I
recall, for example, attending the International
Wheat Agreement Conference in Washington in 1953.

- Many different countries then were clamouring for

a share of limited world wheat supplies. No one
then, just seven years ago, foresaw the accumula-
tion of a world wheat surplus, which began to build
up almost immediately afterwards, and which has
greatly troubled us during recent years."

"What then are prospective world needs for
food as they can now be envisaged? Of primary
importance in that connection is a tremendous and
explosive increase in world population now in
progress for many years and continuing at an extra-
ordinary rate."

"In 1955 the population of Canada was about
153 million. We started this year with 17% million
and the(Gordon) Commission foresaw a possible 27%
million in 1980, Put another ten million people
into Canada in the next twenty years and Canadians
are going to need a great deal more food. Much of
the increase will be in meat, dairy products and
poultyy products. To produce this will require a
great deal more prairie grain."
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MINING

There are four aspects of mining to be considered

in

relation to the railway:

(1)

(2)

(3)

(4)

The railway on either route will assure the

opening of the Pine Point mine.

The West route does not go through prospective

mining country until it reaches Pine Point.

The railway along the East route would be

available to give service to mining develop-

ment, if this occurs, between Lake Athabasca

and Great Slave Lake. This is an area which

geologists say should not be "written off" but

which they do not appear to be greatly inter-

ested in at the present time.

There appear to be excellent prospects for

finding mines in_that area between Great

Slave Lake and the Arctic Ocean. A railway

to the south shore of Great Slave Lake would

not be of immediate assistance to the mining

industry of this area, but could constitute

a first leg of a much longer railway to any

mine that might be found north of Great Slave

Lake, if such a mine is rich enough to warrant

such a railway.

Geologists seem to agree that any mineral deposits

that exist along the Western Route will lie under a great thickness

SUPREME COURT REPDRTERSB

EDMONTON, ALBERTA




19

" but would be prepared to go there to examine a piece of property

of sedimentary rock or "cover". These deposits probably could not

be found, and even if found, are so deep that they would not be
economical. It appears therefore that a railway along the West
Route would not pass through any prospective mining country until
it reached Pine Point.

It should perhaps be remembered also that gold mines
and uranium mines are not materially affected by a railway because
the product of these mines has a very high value as compared with
its weight and is readily shipped by air.

There therefore remains to be considered those mining
prospects which the proposed railway could affect. In addition
to Pine Point, those mining prospects are the country adjacent to
the Eastern Route and the coﬁntry north of Great Slave Lake.

The area that is more or less adjacent to the
proposed Eastern Route lies between Great Slave Lake and Lake
Athabasca and has large exposures of Pre-Cambrian rock where
commercial orebodies could occur, although geologists do not appear
to like this nearly so well.as the area north of Great Slave Lake.
One geologist, typical of those who lack enthusiasm for the country
south of the Lake, told us that he is considering a large explora-
tion program. He proposes to expend all his money and efforts
north of Great Slave Lake and nothing on exploration south of Great

Slave Lake. He would not "write off" the area to the south entirely

only if it is recommended to him by a geologist or prospector in
whom he has confidence. Others are less pessimistic and have

pointed out that there are substantial quantities of the type of
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rock in which commercial orebodies have been found in other parts
of Canada.

The area north of Great Slave Lake looks much more
encouraging and the prospects for finding mines are excellent.
In stating this I should point out that the area north of Great
Slave Lake is extremely large and no geologist or engineer has
been prepared to state within great distances where mines are sure
to be found. To this area, the Lake itself is a serious obstacle.
It is frozen for seven months of the year and even for the five
months of open water there are several weeks of very stormy weather
in the fall. An additional hazard to navigation is the very shallow
water for considerable distances out from practically the whole of
the south shore of the Lake, with very little in the way of good
harbour possibilities, as explained in Chapter IX of this report.

A railway to the south shore of Great Slave Lake

could benefit a mine north of Great Slave Lake in a manner similar
to the way railways at Grimshaw and Waterways now would benefit a
mine at Pine Point; in other words, it seems that the railway to
the cbouth shore of Great Slave Lake has no immediate advantage
for the mining industry north of the lake but could be the first
part of a ﬁuch longer railway built around the Lake to any mine
that may be found, if that mine is large enough and rich enough to
warrant a long railway haul.

It was urged upon us that mines north of Great Slave
Lake could take advantage of the proposed railway by shipping
concentrates across the Lake for further hauling by the railway.

But the concentrates could be shipped across the Lake

only during five months of open water and at that time the river
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route to Waterways is also open. If products of mines are avail-
able in substantial quantity on the north shore of the Lake there
appears to Be no reason why the Northern Transportation Company
could not bring them to Waterways for almost as little, if not for
less than the freight rates suggested for the new railway.

The great advantage of the railway over the river
route is that the railway would operate for 12 months of each year
and the water route for only five months; but with respect to
freight from the north side of the Lake the railway would have
little or no advantage because the Lake itself prevents transporta-

tion from its north side during most of each year.

- FOREST INDUSTRY.

In this respect neither route has an

advantage over the other.

I concur in the opinions of Dr. Gainer that there are
timber reserves along each route that would be serviced by a rail-
road, but that neither route appears to have any marked advantage
over the othér from this point of view. I would like to add only
a few comments.

It was pressed upon us that in the Wbod Buffalo
National Park there is a great national resource in the form of
mature and over-mature_timber which should be cut within the next
two decades or it willldeteriorate and be lost. At the present time
there is a substantial lumbering operation being carried on in the
Park and the lumber is transported by water Sy the Northern Trans-

portation Company, which is owned by the Government. The freight
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rate is $7 per ﬁon from Fort Fitzgerald to Waterways. The owners
of this timber argue that they can make only a very small profit
under present conditions but if the railway were built they would
hope to have chéaper transportation rates which would enable them
to harvest larger quantities of timber. The basis of this argu-
ment is the assumption by the owners of the timber that "Spokane
rates" would apply to lumber shipped from Fort Fitzgerald. The
Spokane rates are a set of freight rates that have been agreed upon
amongst railways of the Ndrthwestern United States and Canada
pursuant to which lumber from any part of a large area travels to
points in Eastern United States at: one set rate; for example, if
the Spokane rates should apply over a railway north of Waterways,
as thé timber owners are assuming, lumber from the Wood Buffalo
Park would travel to Chicago at the same rate as would lumber from
Waterways to Chicago. Consequently it would mean, in effect, that
there would be no additional railway revenue for lumber travelling
over the new railway. The railways anticipate only relatively
small revenue from lumber, their highest estimate being less than
a total of $30,000 per year.

It seems to me that if the argument of the timber
owners is sound and that it is very highly desirable that the
harvest of the Wood Buffalo lumber be assured, it would be very
easy for the Government to put into effect something similar to the
Spokane rates by directing its own cémpany, the Northern Transpor-
tation Company, to reduce its freight rate from Fitzgerald to

Waterways. I am consequently unable to see the situation regarding
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timber as anything more than a small factor in either route for

the réilway.

COST OF THE RATIILWAY,

The estimated cost of a railway along the

West Route is less than that of a railway

along the East Route. There is so little

known about building conditions along the

East Route that the actual cost might be

considerably greater than what is estimated.

Major J. L. Charles of Winnipeg is an eminent
engineer who has had extensive experience in outlining routes and
estimating costs of railways. In the summer of 1957 Major Charles
made a "preliminary reconnaissance" of each route and he outlined
to us in some detail what he had found. In his opinion the West
route has very few physical obstacles and although the East route
had obstacles in the form of numerous creek and river valleys com-
ing into the Athabasca River from the west which would have to be
crossed, together with much muskeg between Fort Smith and Pine
Point, he felt that the railway could be built without much diffi-
culty from McMurray to Fort Smith and then in a direct route from
Fort Smith to Pine Point,.

With regard to the East route we have had several
private opinions expressed with much.emphasis that the direct
route from Fort Smith to Pine Point through the muskeg would be

very costly and if the railway was to follow the East route it
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would be much better to build it in a sort of semi-circle to follow
an escarpment that would provide a much easier route over which to
build.

It is only with hesitance and reluctance that we
would question Major Charles'! opinion, but Major Charles emphasized
to us that he had made only a "preliminary reconnaissance" and not
even a "preliminary survey". Several engineers who have spent
some time on the ground in the muskeg area have very grave doubts
about the muskegs. They did not have a railway in mind when they
were on the ground and they are not experienced railwaymen, but
their opinions were so emphatic that it appears to me that if the
railway is to be built along the East route there might be warranted
at 1eést the preliminary survey that Major Charles was not able to
make during the summer of 1957. To this extent, it appears to me
that the West route has an advantage in that there appear to be no
doubts about the relative ease with which a railway can be built;
whereas there is much less known about the terrain of the East
route, which has raised grave doubts in the minds of a number of

competent men.

RELATIVE REVENUES ANTICIPATED FOR THE IMMEDIATE FUTURE.

In this respect neither route has an

advantage over the other.

The brief of the railway companies favored the

Eastern Route partly, it was argued, because there are immediate
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prospects for considerably higher revenue for a railway along the

East Route than for a railway along the West Route, as follows:

(a) the railway companies estimate only $15,000
per year revenue from agriculture along the
West Route and nothing from agriculture along
the East Route;

(b) they estimate $9,405 per year for lumber aloﬁg
the West Route and $28,980 per yéar for lumber
along the East Route;

(c) they estimate the revenue for concentrates from
Pine Point could be $100,000 per year more over
the West Route than over the East Route;

(d) there is now approximately 100,000 tons of
freight going from Waterways to Uranium City.

It is carried by Northern Transportation Company
for $1,300,000. The railways want this freight
to go by rail from Waterways to Peace Pointifor
$600,000 and by water via Northern Transportation

Company to Uranium City for $700,000.

The main differénce between the immediate revenues
anticipated from the two routes is the $600,000 thé railways plan
for carrying the Uranium City freight as far as Peace Point. This
suggestion appears unsound. Even if the freight is carried by
rail to Peace Point, there is still the water haul from there to
Uranium City; and the cost of carrying the freight by water from

Peace Point to Uranium City will be practically the same as the
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present cost of carrying the freight from Waterways to Uranium
City. Senior officials of the Northern Transportation Company
estimate that there could not be a saving of as much as 10% and the
saving would likely be no more than 5%.

Consequently, if the railway proposal were adopted,
a capital expenditure would be required for shipping facilities
at Peace Point. Even then, the water transportation from Peace
Point to Uranium City would be very little less than the present
water transportation. The end result would be either the railways
would have to carry the freight for a nominal figure or the North-
ern Transportation Company would have to suffér a heavy loss or
the people of Uranium City would have to pay a much larger freight
bill..

The argument of the railway companies in this matter
appeared to assume that if the railway is built along the East
Routg, water transportation will cease to exist along the Atha-
basca River and the railway company would then have a monopoly on
hauling freight from Waterways to Peace Point.

Railway monopolies sometimes produce strange results
with regard to freight rates. For example, the railway companies
in advocating the East Route, emphasized that an advantage of the
East Route over the West Route is that from Edmonton to Waterways .
is an easier railway to operate than from Edmonton to Grimshaw.
Both railways are operated by the saﬁe company, but notwithstanding

this argument
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(a) the railway rate on fuel o0il from Edmonton
to Grimshaw (the longer and more difficult
route) is 55¢ per hundred pounds,

(b) the railway rate from Edmonton to McMurray

(the shorter and easier route, but the route

over which there is a monopoly for over half

the distance) is 99¢ per hundred pounds.

As stated above, in the duestion of immediate
revenue, it does not seem to me that there is any material differ-
ence between the two routes.

A comparison of future revenues (which would make
the railway a "paying" proposition) depends on the future of
agricﬁlture in the west and the future of mining in the east.
This is dealt with elsewhere (in the sections on agriculture and
mining) and summarized in the concluding paragraphs of this

report.

C 0O N C L U s I O N

As between the proposed Western Route and the
proposed Eastern Route, we have been assured that it is a matter
of "minor importance" to the Pine Point mine which way the railway
goes.

The main case for the Eastern Route is that a railway

will be in existence and ready to give service to mining develop-
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ment, if orebodies are found in the area more or less adjacent
to the.proposed Eastern Route. On the other hand, a railway along
the Western Route will be available to give service to large
agricultural development, if that should take place, in the milliong
of acres of arable land lying north of Grimshaw. We hope there
will be both agricultural expansion (as explained above in the
quotations from Mr. Brownlee's speech) and dévelopment of mines,
but I think it is impossible to conclude now which is' more likely.
Consequently, this major issue as between the two routes cannot
now be resolved with any certainty.

The remaining issues between the two routes seem to
me to favor the West Route; a railway from Grimshaw would give
service to communities already established and would be easier and

less costly to build.

BSUPREME COURT REPORTERS

EDMONTON, ALBERTA



29

CHAPTER IV

_ REPORT OF COMMISSIONER W, D. GAINER

AGRICULTURE

From what has already been said of the size and

location of the farming potential to the north of existing

railhead, it is clear that a westerly rail route would traverse

a very much larger present and latent agricultural resource.

It is also evident that a gradual growth in farm production and

shipments can be expected from this region.

Several characteristics of the likely future

pattern of this growth which are relevant to the question of

railroad routing are also evident:

1.

Agricultural expansion will tend to fill in and
concentrate over a 200 mile stretch of territory
immediately north of Grimshaw.V

While a railroad will not improve the present degree

of accessibility for settlement in this region, it is
expected that the freight economies provided on some
farm products by a railroad will help farmers to increase
the rate at which unimproved land is broken out for

cash cropping as well as to provide some economic

incentive to new settlement,
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3. A large part of the arable potential of the area exists
on the east and south side of the Peace River valley so
that any economic benefits of a railway on the west side
will be greatly scaled down in terms of benefits on the
east side for a given straight line distance from rail.,

4. Since the region is already served by a system of roads
and a first class highway, truck competition on the
movement of livestock, of general freight, and to a
lesser extent of sﬁall seed grain will continue severe;
the benefits of rail transportation to the district
will therefore tend to be oriented mainly towards the
cereal grain producer,

As a consequence of these factors and others
mentioned elsewhere, it is felt that a single rail line extending
from Grimshaw north to Hay kiver will provide relatively little
incremental revenue to the carrier in the future even in the
event of a very rapid expansion of farm production in the
district. This is so because of the relatively short haul
associated with grain shipments over the new line for many
years to come, and because a rail carrier may continue to be
ineffective in cqmpeting for a large part of the livestock and
many types of generaxgtraffic against truck carriers operating
over a first-class highway. Stated differently, high farm
transportation costs in the north Peace River district will
not be revolutionized by the presence of a railroad on anything

but grain shipments - and particularly cereal grain shipments.
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This is so because of a relatively low value per unit weight

and because of the particularly low rail rates applicable to

grain movement. Moreover, a large section of the arable

" potential of the district east of the Peace River will not be

served economically by a railroad west of the valley even on a
grain haul. In time, the whole district would be best served
by a spur line system operating on both sides of the river,
and able also to tap the large timber resources east of the
Peace River and along the Wabiskaw River.

In terms of any social benefits that railroads
were once able to provide to settlers by reason of improved

facilities for personal travel and communication with other

- regions, there are none to be associated with a railroad

extension to the west, In our day, the means of personal
travel and communication are far more uniformly and cheaply
provided by means of such facilities as roads, radio and line
telecommunication and the like. This fact of our times is
generally recognized by most people, There is no social magic
now to be achieved by the arrival of a railway in the region
adjacent to the Mackenzie highway. The only effects

can be stated in cold economic terms of dollars and cents to
shippers. In these terms, it is recognized that grain shippers
north of Grimshaw will benefit substantially - at current
truck and rail rates perhaps to thé extent of around 7¢ per
tonvmile, or nearly $100 on a 1000 bu. shipment of barley from

Manning to Grimshaw (55 miles). More distant shippers would
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benefit more, depending on size of shipment and distance from
present railhead.

Cost reductions of this order are substantial
for the individual farm producer, and this cannot be denied.
On the basis of present shipments and farm population, they
are not large for the district as a whole. On the previous
estimate of 36,000 tons of grain shipped out of the district
over a weighted average distance of 65 miles, savings of 7¢
per ton mile would amount to some $164,000 in total. These
would be spread over something like 1000 farms in the district.
As further growth of settlement and cultivated acreage takes
place northward, the size of this aggregate annual saving in
freight will build up gradually over the years.

There can be no doubt then that a westerly rail
extension would produce a marked reduction in the cost position
of grain producers in the district surrounding Manning and
north ultimately perhaps to the region east of Hay Lake, This
would appear to be the major merit of a westerly route now
and in the future, At the same time, to provide these
reductions to local producers will.yield relatively little to
the revenue base of the rail extension, and could conceivably
prove costly either to taxpayers or ﬁo other rail users unless
the extension is able to generate a much larger proportion of
higher-rated freight, It is the pdsition taken here that even
substantial growth of the farming industry north of Grimshaw

and adjacent to the Mackenzie highway will not place a westerly
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rail extension in a strong position to generate large future

increases in higher-rated commodity traffic.

FORESTRY

It is indicated from the figures presented
in the section on forestry that the sustained yield potential
of the forestry resource considering all species is somewhat
greater over the northwesterly portion of the province of Alberta
than in the northeast section (see Table IV accompanying map
in Volume II). This seems true for both the sawlog and
pulpwood potential, although it is known that the proportion
of the more desirable coniferous forest cover is somewhat higher
to the northeast than to the northwest., Moreover, the
definitions which are used to assign certain forest inventory
blécks as being adjacent to one or other of the proposed rail
routes are somewhat arﬁitrary. Taking into account both of
these factors, clearly the amount of new production likely to
be generated or encouraged in the future by a railroad will not
be significantly different as between the two routes. And from
a railway point of view, it has already been noted that 1umber‘
shipments to eastern markets are not large producers of
incremental revenue accruing to a rail extension by relative
standards. That is to say, lumber traffic, like the export
grain traffic! does not go so far on a per ton basis as most
other types of traffic towards meeting the incremental costs

of operating extended rail services.,
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The same cannot be said of a pulpmill operation;
however, such operations are large generators of freight tonnage,
a large proportion of which consists of high-rated freight,
Because of the nature and volume of freight required in a
pulping operation, a railroad is still a practical necessity
for such an industry., It is not possible to state, however,
that a pulp mill is likely to require a rail extension north
along the proposed westerly route any sooner than along an
easterly one, The best evidence made available to the Commission
suggests that as pulp mill capacity increases in Canada, some
of this expansion must undoubtedly begin to tap the inland
forestry potential of Alberta as more favourable spreads else-
where in Canada are progressively taken up. It is not possible
to say how soon nor how rapidly such a development is likely
to go forward in Alberta, It has been suggested, however, that
as the development progresses, it is likely to be concentrated
first along the eastern Rocky Mountain slopes in west central
Alberta and later to the northwest and eventually northeast.
From the point of view of a sustained annual potential for
pulpwood materials, there is at present sufficient potential
in Alberta forested regions already served by rail to support
at least two and perhaps three additional mills. From a
density and renewal of cover point of view, these more southerly
regions are to be preferred for a pulp operation in any event
before the necessity arises to tap more northerly regions.

If and as pulp mill capacity must move north in the future, it
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is the view expressed here that a rail extension north of
Grimshaw to Hay River will be too far east in its northern
stretches to provide the most economical access to the densest
regions of pulpwood potential to the west., Mill capacity in
the future is likely to proceed northwest from the Fort St.
John or Hines Creek regions along the Nelson and Liaird River
watersheds to the vicinity of Fort Simpson on the Mackenzie
River, This section of northeastern British Columbia and the
Territories also gives promise of a greater sustained pulpwood
capacity than anything evident in the northeastern section of
Alberta north into the Territories.

From the point of view of long-term forestry
potential along the two routes here under consideration then,
there would seem to be little more merit to one route than to
the other on balance. A westerly route north of Grimshaw
indicates a greater sustained yield of sawlog and pulping
material in regions generally adjacent to the route, but a
larger proportion of this potential consists of hardwood
materials (mainly black and white poplar currently less
desirable for logging and pulping operations). In the more
immediate future, it is also likely that a higher proportion
of new production and shipments will be forthcoming from the
more southerly portions of any new extension north of Grimshaw,
Such shipments will therefore tend fo contribute less revenue
to the support of the new extension than is likely to be the

case on an easterly route where lumber shipments will utilize
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a longer haul over the new line.

In summary then, and over the long term,
considerations having to do with development of the intermediate
forestry potential along either route do not seem to weigh-
heavily in favour of one route in preference to the other from
the standpoint of either employment and production or of railway

revenue in the future,

MINERALS

Aside from the concentrates and general freight
generated by the Pine'Point base metal operations, the conclusion
here is that an easterly route from Waterways to Hay River via
Fort Smith is and will remain in a better position to serve
present and future commercial mining operations either directly
by branch extension or indirectly by integration with other types
of freight carrier, This is the case since an easterly route
is so located as to permit direct connections with future road
or lake carrier at minimum additional outlays. That such future
connections to rail will at some time be fequired to serve
present and future mining properties is not held to be in doubt
by this Commissioner, Technical opinion before the Commission
left no doubt but that commercial mineral prospects were
considerably greater in the pre-cambrian and precambrian-
paleozoic interface regions along an easterly route than over
regions embodying the deeper paleozoic sediments to the west,

Since a railroad must function over a long period of time into
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the future, such probabilities are not to be discounted
entirely,

Nor is it necessary to think entirely in tgrms
of future mineral prospects. The uranium industry of Lake
Athabasca at present must operate on the basis of a four month
barge season for all bulky and heavy materials and supplies
moving in - and this to the extent of over 100,000 tons annually.
The annual costs of storage on this volume of shipments over
the winter months are vefy substantial. These costs alone are
sufficient to provide a large incentive for the construction
and use of a winter road connecting the Beaverlodge area with
a northerly rail extension from Waterways. In the opinion
of tﬁis writer, such a road would soon be forthcoming from
Uranium City to the Fort Smith area in the event that the latter
region were to be served by rail. This kind of development
is likely to take place, as it has already in the Yellowknife
region, purely on the basis of transport and inventory
economies to be achieved on inbound freight, and despite the
fact that uranium mining, like gold mining, is not so dependent
as most other types of mining on minimizing unit transport |
costs on outbound product or concemntrate.

Evén on the basis of existing mining activity
tﬁen, an easterly rail extension from Waterways to Hay River
will make available the same potential transportation alternatives
to the Lake Athabasca region as will be available to the Great

Slave Lake region. In terms of both present and future mining
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developments in the area, this is a merit of an easterly rail

route which cannot be dismissed. Once again, it is not a

question of whether or not the existing gold and uranium

operations on Great Slave and Athabasca lakes can persist in

the absence of rail and road transportation. They have done

so in the past at some additional cost and inconvenience in

the same way that agriculture has developed north of Grimshaw,

and in the same way that lumbering has developed north
Grimshaw and Waterways. It is quite evident, however,
the cost position of all of these industries could and

be improved by making some (not necessarily total) use

"or combined rail and road facilities as an alternative

air or four-month barge haul. If a railroad north of
were eventually to carry as little as five percent (or

5000 tons annually) of the present traffic moving into

of both
that
would

of rail
to an
Waterways
about

Lake

Athabasca, the additional revenue generated to the carrier

would amount to more than that anticipated on a 50,000
grain haul north of Grimshaw. This is so for two main

1. Because the inbound mining freight would move at

ton
reasons:

rail

rates of from 2 1/2¢ to 5¢ or more per ton mile (barge

rates on general merchandise from Waterways to Bushell

or to Fort Smith are currently about 7¢ per ton mile),

as compared to a rate of about 1/2¢ per ton mile

on the

outbound grain movement from.qorth of Grimshaw, and

2. Because the inbound mining freight would move over the

new rail line from 225 miles (to Peace Point) or 300 miles
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(to Fort Smith) as compared at best to an average of 100

miles on the grain movement over an extension north of

Grimshaw,

Stated more generally, the revenue prospects
for an easterly rail extension in the near and more distant
future appear very much greater to this observer than éeems
evident for a westerly rail route. Such is the case because
of the greater prospects for inbound mining traffic in the near
future as well as outbound mining traffic in the more distant
future, Not only will such freight be required to move out
longer distances over any new rail extension northward, but it
will characteristically yield from three to as much as ten Pimes
as much revenue per ton mile as will export grain shipments -
and more in the absence of competition from road or water carriers.
In other words, such traffic is relatively high-rated as compared,
say, to grain shipments or to the eastern lumber haul.
The relevance to the present argument of greater

traffic revenues to the rail carrier -~ given the same capital
and operating costs - is simply to assure to the carrier the
greatest return or least loss on its operations over the new
extension - and hence to its operations as a whole. The lower
this increment of net income in a regulated industry, the
greater will be the revenues requirqd of other users or
conceivably of the general tax-paying public. It is therefore
a matter of widespread concern - even after a capital subsidy
to the railroad - that the financial results on the new operation
are as favourable.as possible (whether as profits or losses)

so as to minimize the associated financial strains placed on
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users of the rest of the system.

If and when further mining activities are
undertaken in northern Canada, it is amply evident that mine
operations under iéolated conditions must operate at many cost
disadvantages as compared to other Canadian and foreign producers.
An easterly rail route north of Waterways will carry existing
railhead some 200 miles closer to the Canadian Shield than would
otherwise be possible. In addition, it will provide a
considerable length of réil to which spurline road or rail
connections can be made as required without traversing an

additional 200 miles for a connection,

SECONDARY AND TERTIARY - INDUSTRIES

The discussion so far has concentrated mainly
on the prospects for growth in certain of the primary industries
important to the region under consideration. Somé consideration
ought also to be given to the prospective employment income
and freight generating capacity of the secondary and service
industries likely to be associated with the alternative rail
routes,

Both regions under discussion show some prospects
for industrial growth in the future, although such expansion
is frequently a slow process in its initial stages. The type
of industrial growth most likely té be associated with the two

regions is apt to be quite different, however,
\
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The ﬁrospects for the region between Peace
River town and Hay River on the westerly route will be mainly
those characteristically associated with the prairie economy
in the past - the food processing industries, sawmilling, trans;
portation services, farm services and supply, retail distribution
services, and the small service industries generally. Growth
will not be extensive in these lines for many years even with
a railway and in the face of a rapidly expanding agriculture
because of established sérvices of the same type already offered
in a number of fairly large centres to the south, because of
settlement limitations to the east and west, and because of a
natural attraction for some service enterprises to the port
and transhipment facilities of Hay River as the new railhead
to the north., By and large, increased commercial activity
is likely to be concentrated mainly at the terminal of a rail
line, in the Peace River - Grimshaw supply and service region,
and at an intermediate point, (e.g. High Level which will offer
road connections with the Fort Vermilion region).

There seems little prospect of secondary
industry developing in the intermediate region for many years
since the basic resources of the region do not differ markedly
from those of many other and proximate regions where commercial
services are already well developed. But in any event, some
slow and steady growth of town and.village service centres is
bound to take place with the growth of the farm community. A
railway will act as a stlmulus to thls growth to the extenf

I
that agriculture is stlmulated. This is not to say that the
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prospects for secondary and light industry are poor for the
Peace River country generally. On the contrary, these prospects
seem substantial - and indeed as bright as anywhere within the
prairie region of western Canada. Nevertheless this kind of
development will almost certainly not take place between Peace
River town and Hay River for many decades, Instead, industrial
growth will tend to concentrate on the established centres in
the southerly and westerly portions of the Peace River territory.

Much of it of course will spill over to even larger centres to

the southeast and southwest. All of this type of growth,

however, can and will be served by existing air, road and rail
facilities. As a result, such developments will not be heavy
direét users of any new rail extension north of Grimshaw.

A rather different pattern of industrial
prospects is visualized for the region north of Waterways to
Fort Smith and beyond to Hay River. Unlike the potential
agricultural region north of Grimshaw, the growth of numerous
small service centres so characteristic o? the prairie region
is not assured. By and large, a secondary industrial development
in the northeast section of Alberta is likely to take place
in large sporadic bursts - or not at all, The natural or
physical advantages available to large units of secondary
industry are extensive along the Athabasca valley up and down-
stream from Waterways. This is so'due to the large complex
of relatively isolated hydro-electric and oilsand energy reserves

which can be used most economically if used close at hand and in
: |
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large volume. The region is generally well suited then to the

location of a few large types of secondary industry associated
with the mining or forestry industries where the availability
of industrial water, raw materials and energy sources are
overriding factors in location, Even in the event of such
developments going férward, it is not necessarily assured that
they will be located sufficiently far north of existing railhead
to make extensive use of any new extension north. In the long
term, however, it is the view of this writer that the natural
advantages available to the location of secondary industry are
and will remain considerably greater along the Athabasca and
Slave river valleys than is the case between Grimshaw and Hay

River,

GENERAL GROWTH AND MARKET FACTORS,

The construction of a railroad involves a very
high initial capital outlay for facilities which must remain
fixed geographically. Thus it is important to give some
consideration to the potential demand for rail services in
alternative regions or locations over a long period of time,
This is so since the ultimate demand for extended rail services
will be related in'some fashion to the future growth of those
industries which can benefit from the use of railroad facilities.
For the regions here under consideration, the major developments
for ﬁany years to come will be confined mainly to such primary

industries as agriculture, energy, forestry and mining.
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Several recent studies are available which
deal with the prospects for growth over a wide variety of

Canadian industries.l

The details of the anticipated growth

trends established for various industries in these studies

are too lengthy to be spelled out here. But the general

conclusions to be drawn from them are of relevance to the

question of transportation routing for northern development.
In the first place, it is recognized that

rapidly increasing world population and generally rising

incomes per capita could provide a substantial theoretical

increase in the total demand for many Canadian products -

"including the primary products of interest here, But in every

study undertaken, the theoretical market potential is hedged

by strong reservations in terms of the actual availability of
this market potential in practice. These reservations stem
mainly from the probable effects in the future of continuing
trade barriers arising from protectionist motives or because

of sustained balance-of-payments difficulties operating between

this country and various of her trading partners,

(1) See, for instance, Royal Commission on Canada's
Economic Prospects, Final Report (Ottawa, Queen's
Printer, November 1957); see also the subsequent
technical studies of the same Commission dealing
with the particular resource industries here under
discussion; also D. L, MacFARLANE AND J. D. BLACK,

The Development of Canadian Agriculture to 1970
Montreal, Macdonald College, McGill University,

1958); also R. E. Caves and R, H., Holton, The Canadian
Economy, Prospect and Retrospect (Harvard Economic

Studies, vol., CXII, Cambridge, Mass., Harvard
University Press, 1959).
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In the case of Canadian agriculture, these
limitations to the expansion of foreign markets are viewed as
being particularly severe, Thus it is expected that any future
growth in the demand for Canadian agricultural products will
stem principally from domestic sources.l Increased demand will
be oriented mainly towards fruits, vegetables, livestock and
poultry products.

All in all, agricultural production in the
prairie provinces is expécted to increase by about 50% in
volume terms from 1955 to 1970, and by less than this for the

rest of Canada.2

Moreover it is anticipated in the studies
’mentioned that nearly all of this increase can be brought about
without any significaht increase in the size of occupied farm
acreage in Canada. Such a conclusion is based on the effects
of continuing improvements in farm productivity, e.g. improved
livestock rations, feeding and breeding practices; higher
average crop yields; irrigation developments; and in particular
to a very large and steady reduction in acreage under summer-~
fallow. All of these things will be associated with a more
intensive type of agriculture as farm demand and production
shifts graduall&.towards the livestock enterprisés. In the

light of these comprehensive supply and demand projections,

none of the studies cited is able to visualize any great pressure

(1) Royal Commission on Canadat's Economic Prospects,
Final Report, pp. 158-60.

(2) cCaves and Holton, p. 633.
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developing on new agricul#ural lands to meet projected demand
over the next several decades.l

In the case of the forestry industry, growth
prospects are brighter in some sections of the industry and in
some regions of the country than in others.

The prairie forestry industry is expected to
show the highest rate of growth as the pulping, plywood and
hardwood branches of the industry take firmer hold in the west.
Physical production in the prairie foresty industry is expected
to increase by about 100% from 1955 to 19702, and by considerably
less in other regions of the country.

In contrast, growth projections for the energy
and.mining industries are very much higher than for any other
section of the Canadian economy over the country as a whole --
and for the prairie region in particular.

Volume projections for Canada as a whole from
1954 to 1970 are of the following rough order: 450% expansion
for the petroleum and natural gas industries, 150% for the
metallic mining industries, and 95% for the non-metallic minerals
industries. 3 In every case, these projections are slightly

higher for the prairie region than for the nation as a whole.

(1) For a summary of such estimates, see
- especially MacFarlane and Black, ch. 4.

_(2) Caves and Holton, Table 117, p. 633.

~(3) Caves and Holton, Table 93, p; 532-33.
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What must be stressed here is that the projections
above are not based merely on the sheer productive poteptial
or resource availability associated with the relevant primary
industries. Instead the projections presume as well to take
account of the differential expansibility of future domestic
and foreign demand likely to be associated with the particular
products of each industry. 1In this process, it is not enough
simply to recognize a trend of rapidly increasing population and
of industrial emergence the world over.

Account must also be taken of associated per
capita incomes, of the existing state of industrialization and
technology in various éountries of the world, of natural
resource endowments elsewhere as related to our own and of the
extent of restriction operating against Canadian exports as a
result of a host of political and economic influences present
in Canada and in other countries. When all of these things
are considered, it is clear from the available studies that the
future production market prospects for some types of industry
in Canada are considerably greater than for others, This is S0
even though substantial growth is #nticipated for all, and even
though all may face some degree of foreign market restriction
from time to time;

As a result, it is also anticipated in the
studies referred to that some industries will be able to acquire
an increasingly large share of future Canadian export markets.

Of the primary industries here under consideration, this is
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expected to apply particularly to the energy and metallic
minerals industries., The strongest underlying reason for such
a development is the well recognized fact that the extent of
world trade in primary products has depended and will continue
to depend more than anything else upon growth rates of the
advanced industrial countries.1 It is in these countries that
the per capita use of energy and metals grows more rapidly
than for most other commodities as per capita incomes trend
upwards., Canada has traditionally carried on over 85% of her
trading with such countries - principally the United States and
the United Kingdom. As a percentage, this figure is likely to
increase rather than to decrease in the future, Canadian
expofts to the industrialized countries of semi-processed
industrial raw materials have been and will continue to grow

2
rapidly alongside a much slower growth in agricultural exports.

It is argued here then that if a railroad is

to be built to Great Slave Lake now, an easterly route from
Waterways to Hay Rivgr‘is better positioned to reduce the costs
of production and of marketing whatever commercial mineral
deposits are present over a wide expanse of the precambrian

exposures to the east and northeast and of the paleozoic to the

. west, Once again, this is not to argue that the existence

(1) . Ccaves and Holton, p. 394

(2) For a summary discussion of Canadian agricultural
export prospects, see Royal Commission on Canada's
Economic Prospects, Final Report, pp. 158-60, and
the technical report of the same Commission by
W. M. Drummond and W, Mackenzie, Progress and
Prospects of Canadian Agriculture, ch. 2, pp. 38-58.
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of a railway will necessarily assure the presence or earlier
discovery of commercial ore bodies over the area capable of
being served. It is only to say that unless the whole region
is proved over the years ahead to be utterly sterile of
industrial and metallic mineral resources, then the railroad
will prove of cost-reducing assistance to an industry which
over the long pull shows brighter than average prospects for
domestic and foreign market growth, Such transportation cost
economies may bear significantly on the ability of northern
producers to compete effectively with other producers in Canada
and elsewhere who are located closer to the ultimate user,

In the meantime, it is the view of this writer that general
considerations of geology indicate sufficient probabilities of
commercial mineralization in the Slave Lake (east arm) and Lake
Athabasca regions as not to be completely ignored over the life
of a railroad.

Having in mind both market and resource outlook
then, it is the judgment of this writer that a railroad routed
easterly from Waterways will contribute to a type and volume
of economic activity which holds promise of adding a much
larger increment to the value of Canada's national product and
therefore economic development per dollar of.public investment
than seems evident for a westerly route out of Grimshaw. From
the point of view of future additioné to national income and
production, it is to be realized that the value of production

per man year in Canadian agriculture has been and is about a
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third of that characterizing non-agricultural pursuits - and

less than a third as compared to the priméry mining industry.l

what this implies is that a single mining venture of relatively
small proportions (hiring about 300 men directly) would
chagacteristically contribute as much annually to the national
income and product o#er the life of the mine as the existing
1000 farm agricultural industry north of Grimshaw. It ié
therefore not expecting much at all of further mineral prospects
along an easterly route to anticipate future additions to
commercial exploitation many times this great. Such has already
proved to be the case on the north shore regions of both Great
Slave Lake and Lake Athabasca. In the latter region alone;

for instance, the gross value of uranium production over the
last several years has exceeded 50 million annually.2 This
is in contrast to an estimated gross value of agricultural
production of from $3 to $4 million annually in the region
north of Grimshaw. The Beaverlodge uranium operation itself
has required over 100,000 tons of inbound water freight. If

a railroad were eventually to carry as little as 5% of this
traffic for forwarding by barge or winter truck haul from

Peace Point or Fort Smith to Uranium City, the ffeight revenue
generated to the railroad annually would be considerably in

excess of anything expected on the grain haul to Grimshaw for

(1) Caves and Holton, pp. 288-91
(2) Saskatchewan Economic Review. (Economic

Advisory and Planning Board, Regina, Government
of the Province of Saskatchewan), March 1960,
p. 14.
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many years. For such a development to take place to this or
a greater extent would require no new discoveries of commercial
ore bodies, but merely the serving of existing operations by
rail, if and as this can be done with greater convenience or
economy to shippers than at present, This writer is in no
doubt that this service can and would be provided gradually in
the future as complementary winter and all-weather road facilities
are developed in the area.

In summarj then, what is suggested here is that
a railway built either east or west could offer substantial
cost reductions per dollar of product produced to certain segments
of either the (easterly) mining or (westerly) farming industries
respectively. On the basis of several estimates of Canadian
industrial prospects in the future, and of the resource
potentials of the regions heré under consideration, the conclusion
reached in this section is the following; namely, that the cost
reducing potential of a northerly rail extension will be called
upon to provide benefits over a larger and faster growing
increment of future production and income in mining than in
agriculture, It is no argument to assert that either industry
could better get along without the services of a railroad than
the other, The ﬁature of the effects are of the same type in
both instances. There are some types of mining activity (e.g.
iron, base metals, industrial mineréls) which will find the cost
feducing benefits of rail transportation more critical to

profitable operations than others, The same can be said of
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certain farm enterprises (e.g. cereal grain production). In
both instances, the effect of lower transport costs where these
can be achieved through the use of a railroad is to enhance
the net returns to producers whether these be farm owners or
mine owners.

It follows too that the brighter the outlook for
net returns in a private venture, the greater the incentive
to undertake new production or to increase existing production
schedules, If it is true, as this Commissioner thinks, that

the tonnage prospects on mine haul over an easterly route are

. considerably better over the long run than for agricultural

tonnages to the west, then the benefits and incentive effects
of réduced transport costs over the years will be available to
a larger segment of the national product along a route north
of Waterways than one north of Grimshaw., If one is not convinced
of the prospects for a more rapid build-up of rail traffic
along an easterly route (arising mainly from existing and future
mining activity in adjacent regions), then the effect just
noted above will be absent. It is the view expressed here,
however, that a rail carrier is still in a position to provide
more economical and/or reliable service to shippers than is the
case for summer barge operations under northern conditions, and
that with the prospects in view for the mining industry, railroad
services will be called upon extensively to serve future
deveiopment in the area,

As mentioned elsewhere, traffic and revenue

prospects of the proposed railroad extension must be viewed in
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association with projected capital outlays and operating costs.
It was noted in the section dealing with Engineering Cost Factors
that the standard of ruling grade associated with a line from
Edmonton to Waterways and beyond is likely to be greater (1%)
than is probable for a line from Edmonton to Grimshaw and

beyond (0.5%). With the exception of a "pusher grade" section
on each line, it is indicated under the above conditions that a
driving unit of given power could haul a train of roughly 60%
more weight over the westérly than over the easterly route; or
that roughly eight trains would be required on an easterly route
for every five on a westerly route, This would indicate that
certain operating expense items which vary strictly with the
numbér of train-miles operated could be as much as 60% greater
per given gross tonnage handled on the Waterways as compared

to the Grimshaw route. This could apply to such items as
engine fuel and engine repairs, maintenance and depreciation;

to crew wages; and to certain yard charges for switching,
marshalling etc, It would not apply in anything like the 60%
proportion to such items as maintenance of way; station costs;
repair, maintgnance and depreciation of rolling stock required;
nor to many types of allocated general overhead and administrative
charges. The proportion of such costs bulks large in typical.'
railroad operations (hence the importance of high volume to the
reduction of unit costs), but exactiy how large is diffiéult to

say in the absence of a comprehensive costing of operations

. .
under a given set of conditions. Such a study is something
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which this Commission does not have available to it. In the
opinion of this Commissioner, it is unlikely that the fully
distributed costs per ton of moving a given volume of freight
would exceed 20% more over an easterly 1% ruling grade than
over a westerly 0.5% ruling grade. It has already been indicated
that in the opinion of this Commission, there is some reason to
expect the initial capital costs of construction to run somewhat
higher, perhaps by a factor of about 10%, on the easterly as
opposed to a westerly route.

Thus it is the conclusion here from the limited
evidence made available to the Commission on this point thét the
proposed Grimshaw route does have the merit on balance of being
more.advantageously situated from the standpoint of both
construction-and operating conditions. The extent to which
these advantaées will be reflected in more favourable ton-mile
freight costs ‘and in net return to the rail carrier will now
depend entirely on the revenue volume of freight which is
anticipated on either of the proposed routes, It is the opinion
of this Commissioner expressed elsewhere that the freight
revenue prospects for a railroad in both the short and long
term are considerably better between Waterways and Hay River
than between Grimshaw and Hay River - and by more than enough
to compensate for the more unfavourable cost conditions

anticipated for the eastern route,
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NORTHERN DEVELOPMENT AND TRANSPORT FACILITIES

If the railroad extension under consideration
here is to do the most to serve the interest of northern
development in the future, then some consideration must be
given to the anticipated long term requirements of the north
for transport facilities.

It is not likely that the railroad can or will
ever function in northern development in the same fundamental
way that was true of earlier Canadian development. This is so
for a wide variety of reasons which can only be touched on here,
Because of the development of new types of passenger and
freight carriers, the railroad no longer constitutes the only
means of providing accessibility and communication to and
between various regions and centres of population no matter
how isolated., Even more important, more personal modes of
travel have become available with the widespread use of the
automobile particularly. As a result, the provision of all-
weather roads at present stands as the ultimate and preferred
social reqhirement in terms of personal travel at least.

In the case of freight movements, considerations
of distance, terrain and low traffic density opefating between
centres of population in the north will preclude widespread
use of the railroad except under very special circumstances.
This is due in part to the high initial outlays involved in
railroad construction under the conditions mentioned, and in

part to the geographic inflexibility of the large investment
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in road bed facilities once undertaken. The latter consideration
is especially important if the carrier is basically dependent
on any one type or source of traffic. Particularly in the
exploitation of widely separated concentrations of depletable
resources such as minerals then, there wiil always be a heavy
requirement for a more versatile type of carrier in which the
overhead investment can be readily shifted as between different
uses or locations., It is here that new and at present uncon-
ventional types of air aﬁd integrated carriers can contribute so
much to the development of northern Canada as technology advances
in the future,

In the meantime, and for some decades into the
futufe therefore, it is likely that a railroad will only be
able to serve economically in northern Canada by providing a
trunk line freight service so located as to be able to serve a
very large territory in combination with other types of carrier,
That is to say, the railroad will depend for the bulk of its
traffic on the gathering and feeder services provided to it
by other types of carrier such as lake barge or boat, bulk air
freighters, pipelines, trucks, etc, It will probably be the
case that the development of new modes of transportation in
the future will céntinue to displace the economical use of a
railway for relatively low volume use. But as a long distance
all-weather trunk-line mover of freight, there will be for many
decades a central role for the railroad to play as a backbqne for

a larger network of integrated transportation services.
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In the case of the western Arctic, it is clear
even at this stage in the development of northwest Canada that
the Mackenzie valley has offered, and will offer in the future,
the greatest natural advantages for diversified and permanent
settlement and development., This is so not only because of the
limited advantages of a navigable water route for transportation,
but also because of more favourable climatic conditions and a
more diversified physical resource endowment than is evident
over vast expanses of surrounding territory. The Mackeﬁzie
valley may be expected to develqp in the future as a service
lifeline for a variety of primary industries located over a
region some hundreds of miles wide on both sides of the valley.

A weil developed and diversified transportation system through-
out the length of the Mackenzie valley to a port on the Arctic
would serve to connect the resource industries of the north to
both supply and market centres either abroad or in southern
Canada., As part of such a basic trunkline system, rail
transportation should be able to provide economical and dependable
year-round service to a variety of shippers as soon as a reason-
able volume of traffic develops. There is every reason to
believe that the necessary volume of traffic will develop along
the Mackenzie valley sooner than elsewhere in the Canadian north-
west for reasons mentioned earlier, and because of its

locational advantages to the mining.industry for trunk line
transportation situated as it is between the Precambrian rocks

of the Canadian Shield to the north and east and a northerly
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extension of the Cordillera region to the west,

In general, it would seem reasonable that any
}ong-run concept for improved transportation facilities for
northwest Canada should envisage at some stage in the future
a rail extension north along the Mackenzie valley, A question
arises as to how best might any such line of the future
connect with existing centres and transport facilities in
southern Canada. The concept put forward here is that the
ultimate Mackenzie valley system of integrated water, rail,
road and airport facilities should extend in a southeasterly
direction so as to make use of'the Slave River and Lake
Athabasca water routes as well, Such would provide for trunk
line service along or near the edge of the Shield from which
feeder connections can be made from both sides using whatever
type of carrier is most suitable for the kind of traffic involved
now or in the future, In the provisions of feeder service,
the bulk lake carrier may have an important role to pléy for
many years,

It is the belief of this writer that the size
and location of the mining development ndw.in sight at Pine
Point provides a sufficient economic justification for an
exténéion of existing railhead as far north as a port on the
south shore of Great Slave Lake, This extension, however,
should be viewed as a part of an ultimate Mackenzie valley
systemy, Taking all things into account, it is believed that

Hay River provides the most advantageous location for the new
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rail terminal and for future port development. From the ﬁoint
of view of the Pine Point development alone, it will make
little difference whether railhead extension goes north from
Wateryays or from Grimshaw. In terms of using the opportunity
to do the most for any future transportation system for the
north however, the routing of the next extension may be a more
important question.

A rail route from Hay River with connections
to Fort Smith and Bell Rock harbour (at the foot of the Slave
Rifer portage), and to some water transshipment point above
the Slave River rapids (in the vicinity of the Athabasca or
Peace River deltas), and thence to a southerly transcontinental
rail connection can function ultimately as a part of an
integrated system of transport facilities serving the headwater
regions of the Mackenzie valley, As indicated earlier,
railroad construction into the north cannot be expected to
serve all isolated developments directly. The most that can be
done is to locate the limited rail facilities so as to make the
best use out of present and future road, air and water
connections, Thus it is considered important to the ultimate
development of northern Canada that a rail line which can be
justified now, be so located as to be in the best position
for future connections with the same or other means of trans-

portation probing northward in the future,

For purposes of future connections and integration

into a main line system, Hay River, the region of the Slave
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River portage (Bell Rock, Fort Smith and Fort Fitzgerald) and
the region of the Athabasca River delta just south of Lake
Athabasca are all likely to become important points of inter-
connection for transportation routes of the future as spot
development proceeds anywhere to the northwest, the north or
the northeast. The Waterways route terminating at Hay River
will not only provide direct service to the Pine Point operation,
but can also make direct connections with existing truck, air
and barge operations for trans-shipment to Yellowknife or down-
river Mackenzie points, and all such similar traffic in the
future. The port of Hay River has many natural and acquired
advantages for development as a major trans-shipment centre
providing possible connections between air, truck, rail and
lake barge or boat, A westerly route north of Grimshaw offers
these same terminal advantages in terms of service to the
general Slave Lake and down-river Mackenzie regions.

In addition to these services to the north in
the future, an easterly rail route is placed in an advantageous
position to provide further service to the easterly regions
tributary to Great Slave Lake if and as required at relatively
low additional capital cost. This is so to the extent that a
- relatively short rail or highway connection with a port on Lake
Athabasca could be expected to serve the whole region peripheral
to the lake through the provision éf trans-shipment facilities
to lake boat or barge. Because of problems of drainage and

river crossings, overland connections to the east or northeast
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are best made in the vicinity of the Slave River portage, or

just above Embarras so as to rumn northeast across easy terrain
south of Lake Athabasca, It is the view that any future system
of integrated transport facilities in the Mackenzie valley from
the Arctic coast to southern Canada should be capable of offering
trunk-line service to the regions surrounding each of the three
large lakes of the Canadian northwest. A rail extension‘under-
taken now north to Great Slave Lake will provide an opportunity
to commence building service to at least two of these regions.
In addition, the location of rail service as far east as the
Slave River portage will complement the existing well developed
air and river barge facilities at present located in the Fort
Smith region., Such facilities can provide connections as
needed with any rail or truck routes serving the interlake
regions between Lake Athabasca and the east arm of Great Slave
Lake.

The considerations just outlined are admittedly
oriented towards the long-run future., In such a context, however,
it is the view of this writer that the proposed easterly route
north of Waterways will be in a much better position to provide
additional transportation services over a greater expanse of
the northwest for given expenditure than will be the case for
a westerly route north of Grimshaw. In terms of more immediate
traffic prospects, it can also be éaid that an easterly route
has the edge, although it would be a mistake to place too much

emphasis on short-term development prospects.,
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As noted earlier, and in addition to traffic
potentially available to either'route, the westerly route will
develop a considerable tonnage of grain over a limited extent
of the route - probably in excess of 50,000 tons annually
yielding upwards of $16,000 of incremental revenue, annually to
the new rail carrier, An easterly route would almost certainly
assure a rail carrier of some 10,000 tons annually of general
freight and petroleum products for the Fort Smith - Bell Rock
area north of the Slave River portage. On the basis of estimates
presented elsewhere, this traffic alone should yield a rail
carrier over $100,000 annually of incremental revenue. It is
true that any upward revision or subsidy equivalent applicable
to tﬁe statutory export freight rate on grain could lead to
an increase in the revenue generated by a given tonnage of grain
on the new line - if and when any such revision is made, It is
also likely that a sustained growth in the volume of grain
shipments from the north Peace River district will take place
in the future, But because of differences in the rate structure
and distance factors applicable to the grain haul on the west
as compared to the more general type of traffic to the east,
the grain and other traffic on the west would have to increase
at a rate 5eyond all reasonable expectations in order to provide
financial support to the operation of a railroad equivalent to
that of a much smaller tonnage of higher rated general traffic
moving over longer distances on a new easterly extension. In

terms of immediate prospects for paying its own way, it would
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appear that an easterly route has a slight edge without counting
on any of the traffic for Lake Athabasca points. Furthermore,
no part of this evaluation so far is in any way dependent on
speculation concerning new resource or other developments
which some have cited as being almost assured along either route
in the event of a railroad being constructed nearby.

In the case of the traffic already moving into
Lake Athabasca, this trade gives rise to an annual freight bill
beyond Waterways of some $1,300,000 million. As such then,
the Uranium City traffic constitutes an ever-present potential
for any competitive carrier offering more economical or
convgnient service to the shipper., It may be that a rail carrier
for some years to come will not be able to do this. But the time
will undoubtedly come, perhaps gradually, when this situation
will change with respect to some items of freight at least. The
day must come, as it has in other regions and countries in
earlier times, when the demands of increased commerce give rise
to a gradual displacement of river transport by the more
convenient overland carriers for all but a high volume movement
of a few low-rated bulk commodities. This reorientation of
traffic will ordinarily come sooner for river carriers operating
in the north than elsewhere because of the high rates and
inconvenience brought on by a short four to five month season,
and by the costs and delays involved in negotiating shallows,
narrows, portages and storm conditions on the rivers and lakes.

As winter and/or all-weather feeder roads are developed in
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northern regions in response to as yet unknown developments,
the proper location of a mainline transportation artery will
become increasingly important to the economic feasibility of new
production.

In the case of the present Lake Athabasca carriage
for example, the medium-term outlook for the uranium industry
in northern Saskatchewan as elsewhere in Canada is somewhat
uncertain at the present time. However, a number of industry
officials have expressed confidence that the major mine and
mill operators in the Beaverlodge area will be among the last
producers to succumb to such market pressures as may develop
after the present contract stretch-out period expires in 1963,
At wofst it is expected that production from these operations
ﬁight have to ctontract to about 50% of present levels after 1963,
By 1970 and perhaps earlier, it is anticipated that new markets,
together with a reduced proportion of a larger United States
market, will provide an opportunity for stable and continuing
growth, Short of a complete and permanent shut-down of all
operations in the Beaverlodge uranium camp then, there will be
a continuing opportunity for a variety of freight carriers to
serve the region in the most effective way possible. It seems
reasonable to expect that the services of a rail line bordering
Lake Athabasca will be in strong demand to serve part of this
or a similar traffic at some time iﬁ the future as complementary
road and port facilities come into being.

Stated more generally, it is suggested here

that there will always be many advantages to locating initially
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a major overland transportation route serving the northwest as
close as possible to the three great lakes which have always been
prominent in the development of the region. In the evént of

new mining developments taking place on or near the perimeter

of any of these large bodies of water, and long before great
stretches of roads can be built over difficult terrain, it may
be necessary at any time to shuttle general freight and supplies,
or concentrates, or both, across these lakes by deep draught
barge or lakeboat. This can be done to a port serving the

whole of the lake and connected by rail spur line to mainline
steel, Hence the advisability in the interest of development
foresight of locating a railroad into the northwest, if it is

to bé built at all, in such a fashion as to provide the most
economical access to the peripheral.. territory surrounding
these lakes. To do so will at least prgvide the opportunity

in the future for a rail connection with deeper-draught lake
boats or barges plying a shuttle service on lake waters only.

Proper lake equipment of this type will provide safety and

'economy features unapproachable by the present compromise use

of shallow draught river equipment on both rivers and lakes.,
As the demands of commerce increase, the future role of water
transportation in the north will shift increasingly to lake
rather than river carrier. It is on the lake traffic that the
major economies of the water carrief will persist the longest.
The argument is not then to say that new mining and other

developments will or are more likely to occur in any particular
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region rather than in another. It is only to say that to

locate a major all-weather transportation artery now so as to be
able to serve the peripheral regions of two rather than one large
lake at comparable initial outlay will greatly increase the
potential ability of transportation facilities in the northwest
to meet new demands at reasonable cost over a very large expanse

of territory.

PUBLIC POLICY AND SOCIAL FACTORS

The foregoing analysis has so far been confined
almost entirely to physical and economic considerations likely
to bear on railroad routing. On the basis of these factors
alone, this Commissioner is in no doubt but that the aggregate
economic benefits of an easterly route out of Waterways give
every indication of being greater than anything envisaged for
a westerly route, Especially is this likely to be the case as
time moves on in the future.

Without going into the details of the analysis
up to this point, this conclusion is based principally on the
differential growth prospects facing the farming industry to
be served by a westerly route as compared to those for mineral
production over regions capable of being served by an easterly
route, The gross value of farm production for all of the region
north of Grimshaw is estimated in the neighborhood of four
million dollars annually. This is in contrast to some ten

million dollars annually in the Yellowknife gold mining industry,
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and over fifty million dollars annually in the Beaverlodge
uranium mining region. While all of these figures may be
subject to considerable short-term variation in the future,
they are nevertheless useful for establishing a perspective,
In particular, they give some indication of the direct and
indirect income-generating capacity of the regional industries
cited, This is so since the total value of production of a
firm or industry must eventually take the form of cost payments
to businesses supplying purchased materials (creating income
indirectly to those engaged in the supplying industries), or
cost and residual payments or credits to the labour, managerial
groups, bondholders, real property holders and shareholders |
directly involved in the production of the firm or industry
under discussion. That is to say, all gross revenues received
for production by any business or group of businesses under
observation must turn up.as capital repayment and income
receipts at some stage, by somebody, in some place, for some
service or property contributed to that production. It is in
this sense that the past growth rates of production in mining
over the last twenty five years show evidence of contributing
a gdod deal more to a rise in pér capita income and the
economic development of Canada than is true of agriculture for
instance, All signs point to a continuation of these
relationships for at least another.quarter of a century both
in Canada as a whole, and in the regions of special interest

here, Hence it is the conclusion here that a railway will have
|
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an opportunity to provide certain transport economies over a
much larger addition to national production in mining than in
the more restricted growth in agriculture,

Now while it may be true that the size of total
production and income generated by mining activity is likely
to outpace that in agriculture in the regions under discussion,
this is not to say that the distribution of these income
benefits will be at all alike, The benefits of any additional
profit or production incentive resulting from transport
economies will accrue directly to farmers or indirectly to
those supplying farmers in the case of the agricultural industry.
In the case of the mining industry, these benefits could
accrue in part to additional employees of the industry where
added production is encouraged and in general to mine owners
or shareholders and to suppliers of the industry. In general
it can be stated that the suppliers of both capital and of
materials to northern mining activity will be distributed much
more widely over Canada and in other countries than is true
of farm owners and of farm suppliers involved in the industry
north of Grimshaw (although the latter group is also widely
distributed). Stated differently, any cost reducing benefits
of a railroad to farm producers north of Grimshaw will tend
to be more concentrated locally than would be true of benefits
arising from cost reducfions in mining activity, whether or
not it is more desirable to concentrate the benefits of a

| : |
public outlay in the hands of one group of society in contrast
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to another can only depend on an explicit statement in govern-

ment policy as to why the public investment is to be undertaken.
If the major purpose of the investment is to be thought of in
terms of economic development of a particular region, then a
great deal of emphasis must be given to the size and growth of
the gross output (and therefore income) expected to be associated
with alternative public outlays., Such calculations will be
based essentially on the usual private investment principles
of attempting to ;ghieve the greatest economic return on a
given public outlay. In the region here under discussion as
specified in the Commissiont!s terms of reference, and for the
reasons outlined above, there is little doubt that a railroad
woul& be associated with and called upon to serve a larger and
faster growing segment of economic activity if so located as to
maximize its service to the mining or manufacturing industries,
for instance, than to the farming or lumber industries.

If, on the other hand, an expressed purpose
of various alternative public outlays of funds is that of
providing a special type of assistance to some region, or to
some industry, or to some group of people in society, then the
purely economic benefits or effects expected to be associated
with the outlay can have much less significance. By and
large, the criterion in this case will be one of economic need,
or one related to the attainment of.certain socially desirable
ends quite apart from any economic values associated with these

ends. This, too, is a legitimate type of policy for governments
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to another can only depend on an explicit statement in govern-

ment policy as to why the public investment is to be undertaken.
If the major purpose of the investment is to be thought of in
terms of economic development of a particular region, then a
great deal of emphasis must be given to the size and growth of
the gross output (and therefore income) expected to be associatéd
with alternative public outlays. Such calculations will be
based essentially on the usual private investment principles
of attempting to ;ghieve the greatest economic return on a
given public outlay. In the region here under discussion as
specified in the Commissionts terms of reference, and for the
reasons outlined above, there is little doubt that a railroad
would be associated with and called upon to serve.a larger and
faster growing segment of economic activity if so located as to
maximize its service to the mining or manufacturing industries,
for instance, than to the farming or lumber industries.

If, on the other hand, an expressed purpose
of various alternative public outlays of funds is that of
providing a special type of assistance to some region, or to
some industry, or to some group of people in society, then the
purely economic benefits or effects expected to be associated
with the outlay can have much less significance. By and
large, the criterion in this case will be one of economic need,
or one related to the attainment oflcertain socially desirable
ends quite apart from any economic values associated with these

ends. This, too, is a legitimate type of policy for governments
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to be engaged in., If it is to be a policy based on a criterion
of economic need, there can be little doubt that the farming

and prairie lumber industries, for instance, stand in greatest
need of reduced costs of production (howsoever acquired) if a
high rate of grbwth in sales and income is to be achieved in the
face of a relatively restricted market outlook. Stated
differently, the output-income growth prospects in primary
agriculture in the absence of some special attention on the

part of public policy are not nearly so great as seem evident,
say, for many bratches of the primary mining or the manufacturing
industries, It might then be argued that for various non-
economic reasons it seems desirable through: public policy to
alter the relative economic opportunities characterizing
different industries.

Clearly what is required in this situation is
some general agreement together with an explicit statement on
the part of those within government as to which general type
of policy is to be pursued in connection with a public outlay
of funds for railway construction if such an outlay is to be
made., From a reading of the ter@s,of reference assigned to
this Commission, this Commissioner can only think that the
primary purpose of the projected railroad implied in the terms
of reference is to do the most possible to aid in the economic
(production and income) development of the northerly regions
tributary to Great Slave Lake; or, in the only phraseology of

the terms of reference which deals with this question, "for the
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purpose of providing access to and contributing to the

development of the portion of the Territories tributary to

Great Slave Lake," If the above interpretation is substantially
that intended by the drafters of the terms of reference, then
there is no question but that the easterly portion of the
tributary regions is at present less accessible by overland means
of transportation than is the westerly portion. Since the
natural resource of greatest economic value within the tributary
regions as a whole will likely continue to be that of minerals,
petroleum and hydro-electric potential, there can be no doubt

but that a railway route from Waterways to Hay River would
contribute the most to the combined development of both the
easterly and westerly portions of the regions tributary to Great

Slave Lake,
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CHAPTER V

REPORT OF COMMISSIONER J. ANDERSON-THOMSON

SUMMARY OF REPORT
| After a careful consideration of all the facts
and opinions submitted to the Commission by the proponents of
both the eastern and western routes the weight of evidence
indicates that a railway extension originating at Grimshaw,
Alperta, and following a route in the same general direction as
the Mackenzie Highway and terminating at the Hay River Harbour,
has much the greater merit in providing acdess.to and contri-
buting to the development of that portion of the Northwest
Territories tributary to Great Slave Lake. | |
A railway following this western route will, ip
addition, traverse and contribute to the development of the
only lafge tract of agricqltural land remaining to the nation,
land on which farm settlements may be possible as far north as
the upper Mackenzie valley.
| The potential in forestry products as deduced
from the figures supplied by The Department_df'Lands and Forests
of fhe Province of Alberta, would indicate a proportion of'
three to two in favour of this western route. The pﬁlp poteﬁtial
alone on this routé indicgtes that six pulp mills of 500 tons per
day could operate énd be served by this western railway, and pulp

mills yield very sﬁbstantial revenues to a railway.
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Most important of all, and it is stated at greaten
length in another section of this chapter but will be reiterated
here, a railway built along this western route will provide the
oppoftunity whereby the present Government of Canada can liqui-
date an inherited and long outstanding obligation, and fulfil
a more or less understood agreement that the settlers north of
Grimshaw should be provided with a railway. The base metal mine
at the northern extremity of this railway will help defray costs
until the further development of farm and forest potential will
make the railway at least self supporting if not high;y profitable
The argument ﬁresented by the advocates of the eastern route that
farm lands should not be opened up, can hardly be sustanfiated in
face of the evidence of population growth statistics, or at best
will only be true for a very short period of time.

Other factors, also argued at greater length in
the following sections of this chapter, which influence the
choice of route, may be briefly summed up here:

(a) Primary Functions of the Railway.
If the railway is to be a truly developmental
railway, and not just another branch line to
exploit a mine, the western route is the only
route which can hbpe to develop permanent
settlement.

(b) Sociological factor.
The railway by the western route will determine
whether the Dominion still has at heart the

interest of the 'little man!' or merely those

interests pertaining to large urban and industrial
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corporations.

Population

A railway by the western route will serve a
population of at present some 8,000 people,

who are there of their own free choice and who
are primary producers and must have cheap trans-
portation for their produce. On the eastern
route the majority of the population are not
basic producers, are merely domiciled in
McMurray, Waterways, Fitzgerald and Fort Smith,
because that is their place of employment, and |

their main desire and need is for good highways,

.not railways.

Engineering Factors

Engineering factors affecting cost of con-
struction certainly seem to favour the western
routé.

Mineral Resources

Transportation of the Pine Point ore will pro-
vide slightly more revenue for the railway by
the western route.

Traffic and Rates

Present traffic available to.both routes has
beeﬁ set forth in Table V . Discussions on
potential traffic took up much of the time in
the hearings conducted by the Commission, but

it seemed that predicting future traffic gave
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wide scope for the imagination. Suffice to say
that,making the proper original assumptions, and
basing the proper assumptions on these, almost

any desired end-result could be arrived at,
depending on which route was being advocated.

Rates are even more unpredictable than potential
traffic, and what rates may or will be charged

are merely conjecture. As far as the Commission
could learn rates are set separately by each
different transport organization to suit the
different commodity and the different circumstances
or the amount of competitién. It is possible that
the rates will have to be adjusted over the new line
so that if there is a loss in the early years of
operation, such loss will be distributed as fairly
as possible.

Since the Commission was asked to enquire into
the merits of the alternative routes, it may not be out of
place to list what this Commissioner considers the chief
demerits of the eastern route as compared with the western
route.

(a) A railway by thié route is not a truly developmenfal
railway. It is more or less a railway to exploit
the ore reserves of Pine Point.

(b) A terminus at Pine Point as suggested by the proposed
route shown in the brief presented by the Northern

Alberta Railways Company does nothing to give com-
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(d)

petitive integrated transport to the Northwest
Territories or ﬁhe Mackenzie Valley.
The proposed harbour at Isle du Mort (again
suggested by the railways) is a poorly located
harbour on the south shore of the lake. It would
be very costly to construct, really offers
less advantages than Bell Rock Harbour on the
Slave River and would be competitive with'
neither road nor air transportation.
Lack of competition on the eastern route,
while possibly good for railway revenues is
not good for the‘shipper. Considering just one
example, the rates on oil from Edmonton to
Waterways:
Miles Rate

Edmonton to Lac La Biche 133 22¢/100 1bs.

Lac La Biche to Waterways 173 77¢/100 1bs.
There is highway and truck competition as far
as Lac La Biche but no highway from Lac La Biche
to Waterways. The distance is 40 miles extra but
the rate is 3 1/2 times as great. If the east-
ern route were followed the lack of competition
would leave the railways in the happy position
of basing their rates on the principle of !'value-
of-service! which, as was explained to the
Commission; simply means charging whatever the
shipper is willing or able to ﬁay, up to the

generous maximum laid down by the Board of Trans-
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port Commissioners or until some new form of
competition forces a change in ratesl.

(e) 1In the event of the railwéy being built on the
eastern route it would, from the evidence submitted
by the railways, appear that some negotiations
have been made to discontinue the water transporta-
tion on the Athabasca River from Waterways north.
In advocating the eastern route we have the
evidence of the railways; "We have gone on the
assumption, AND NOT WITHOUT SOME BASIS FOR
DOING SO, that the barge route south of Peace
Point would cease to exist"z. And again "It
would seem rather silly that a barge route;
which involves costs to the Dominion Government
should be competing with the railway, which pre-
sumably also will be built by the public, and the
two Crown bodies competing in it would seem to be
a waste"3. It is possible that an Order-in-
Council could eliminate the Northern Transporta-
tion Company, but it would be rather poor economy
to abandon a service which has been profitable and
very efficient, and wasteful to give up or hand

over the costly facilitieé already installed and

(1) Transcript 2275
(2) Transcript 1366

(3) Transcript 1367
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dispose of the barges, tugs and dredging equipment.
It might be wiser and more economical to build on
the western route, But, supposing the barge route
was discontinued then the towns of McMurray and
Waterways and the settlemeﬁts of Chipewyan and
Fitzgerald would almost cease to exist because
their economy is largely-dependent on the river
traffic.

(f) Using the rates given by freight experts, the
Commission could come to no other conclusion but
that, if the railway went by the eastern route,
Uranium City would be paying almost $600,000.00
more to have the same tonnage of freight delivered
if théy'used the railway instead of Northern
Transportation barges.

(g) Since there is no farm land available along the
eastern route, no permanent settlement éould be
expected.

The only possible merit that can be claimed for
the eastern route is that if an orebody should be discovered
not too far east of the Slave River, then a shorter spur line
would be required to exploit this orebody than would be necessary
if the main line was built further to the west. However, even
this seeming merit has the follo&ing.limitations:-

(a) The orebody has still to be discoYered.

(b) If not discovered within one hundred miles
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east .of the Slave River, a spur line from
Lynn Lake is closer.

(c) It must be a large base metal orebody, other-
wise it provides little or no traffic for a
railway. .

Now it is hard enough merely to find orebodies
without having restrictions as to the place, type and size
of the orebody added thereto, since the location and all the
features peculiar to each and every orebody were decided upon
long before what geologists might term the Pre-Railway. Age.

My colleague, Dr. Gainer, implies a very
definite condition on a railway built on the eastern route,
the condition being that the northern terminus be Hay River
Harbour. If I could support that choice of route I would impose
one further condition, namely, that construction be commenced
at Hay River Harbour and the railway be built southward from

this point,

PRIMARY FUNCTION OF THE RAILWAY

According to the terms of reference the railway
is to provide access to and contribute to the development of that
portion of the Northwest Territories tributary to Great Slave Lake
The primary function of the railway is developmentgl, as accéss
is'already prévided by road, water and air. The railway is
essential only if bulk commodities are to be hauled or if some
public service is to be performed in the national interest.

o
The geographical location of the railway should
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be such that the primary objectives are served. Essentially
these objectives are as follows:

(a) Transportation of the Pine Point lead-zinc
concentrates to a smelter,

(b) Reducing transportation costs to the District
of Mackenzie tributary to Great Slave Lake,
and to the Mackenzie Valley, thus facilitating
development in those areas.

(c) In the public interest to foster the maximum
development in agricultural, lumbering or
industrial pursuits, to establish permanent
settlement and to serve the greatest number of
Canadian citizens en route,

It is quite clear that the first objective is
assured by either route;, the second objective is best served
by the western route, and the third objective can only be
attained by routing the railway on the western route, that is

from Grimshaw to the Harbour of Hay River,

RAIL COMPETITION - HIGHWAY

Some doubts have been expressed as to whether
a railway should be built paralleling a highway, It has been
repeatedly suggested that since there is a highway linking Hay
River with Grimshaw a railway is unnecessary and should be built
in the east where there is no railway or highway as yet. It
has also been suggested that too much competition is bad for

both railway and highway transport facilities and therefore
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a degree of monopoly should be maintained by geographic
separation.

Such reasoning ignores the whole evolution of
transportation facilities which has been based on competition.
To get the most for their transportation dollar it is nécessary
to give shippers the opportunity of alternative forms of trans-
portaﬁion which provide the desired service at the lowest cost.
Business is then allocated to the most efficient carrier.
Highways provide access and allow a limited development in areas
devoted to primapy production. Railways are the most economic
carriers of bulk commodities over long distances. Thus, if the
resources of an area are primarily mineral, forest dr agriculturall
(grain) railways are essential fqr maximum development. Trgcks
will compete with rail for higher valued commodities and certain
bulk commodities such as o0il. The railway mustAdevelop the
greatest volume of basic primary productibn to compensate for
truck competition. Reduction in transportation costs in turn
stimulaﬁeexxmomic activity. This fact is of major importance
to an area with high transportation costs.

A railway built from Grimshaw to Hay River, with
a branch line to Pine Point, will provide the most efficient
rail-highway and rail-barge combinations to the District of
Mackenzie. Competition between truck and rail and between the
two barge companies operating on the Great Slave Lake~Mackenzie
River system will assure, to the shipper, the lowest transporta-
tion costs. |

With rail connection to the natural harbour at
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Hay River the maximum utilization of the short summer barge
season will be attained. Hay River is approximately 581 miles
from Waterways or atotal rail and water mileage distance of

866 miles from Edmonton with a cost and time consuming portage
at Fort Smith. The rail distance from Edmonton to Hay River
via Grimshaw is 721 miles. In the winter time when barge
operations are suspended, the railway by the western route, can
trans-ship traffic to trucks at Enterprise (or Mile 28, which
is 28 miles south of Hay River) for furtherance to points on or
beyond Great Slave Lake or to points within trucking distance
on the upper Mackenzie,

From the best estimates given to the Commission,
it Qould appear that a reduction in truck rates of $14.00 per
ton will be effected by the railway charging its maximum allowable
rates to Hay River. Rail and barg; rates will be reduced to
Great Slave Lake and Mackenzie River communities by amounts

varying from $4.00 to $19.00 per ton. (See Table I)

AGRICULTURE
The following statistics give some indication of
agricultural possibilities in the areas adjacent to the railway

routes under consideration:

West Route East Route
Arable Land(potential) 5,863,000 acres -
Arable Land(doubtful) 886,000 " -
Forest & Woodland 13,000,000 " -
ToTALL 19,749,000 acres Nil

(1) Authority - Research Council of Alberta Exploratory
Seil Survey.
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The area presently occupied by farms north of

Grimshaw is as set out hereunder:

West Route East Route
Improvement District #138 501,000 acres -
Improvement District #146 34,000 " -
Improvement District #147 166,000 " -
ToTALl 701,000 acres | Nil

The Northern Alberta Railways estimate fhat
50,000 tons of agricultural products will be hauled from present
productive acreage north of Grimshaw. This area has approximately
700,000 acres occupied by farms. If half the potential arable
land (2,900,000 acres) was developed together with more inten<
sive cultivation of existing farms, tonnage to the ra%lway would
increase from 50,000 tons to 200,000 tons annually. Tﬁis tonnage
would include the incoming traffic. It would be reasonable to
assume a subsidy on export grain to:brihg the rate up to 50¢ per
100 1bs. (i.e., $10.00 per ton) giﬁing a gross revenue to the
C.P.R. & C.N.R. of $2,000,000. per annum. However, if we
consider the incoming traffic this rate of 50¢/100 is probably
low.

Agriéultural possibilities on the eastern route,
as far as is presently known, are quite limited. Thefe is
possibly some farming land on the flats near the mouth of the
Slave River which might support a local market. The fact that
farmers have never moved into this country north of Waterways

would pretty well indicate that the land must be unsuitable or

(1) Authority - MacGregor Report, pg. 43-44.
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suitable only under severe limitations that present-day farming

cannot meet,

FORESTRY
The statistical tables on timber resources shown
on Table IV in Volume II were supplied by the Department of Lands
and Forests (Alberta) and those for thg Wood Buffalo Park by the
Department of Northern Affairs and National Resources (Ottawa).
These figures were then broken down by the Commission, allotting
to each route the timber resources available should a railway be
built along that route. The tables are a fair base for comparison
and the totals may be briefly summarized here,
Potential in Saw Logs
West East
8,466 millions f.b.m, 5,066 millions f.b.m.
WEST GREATER BY 67.1% |
Annual Allowable Cut in Saw Logs
West : East
136 million f.b.m. 93 million f.b.m.
WEST GREATER BY 46,.2%
Potential in Pulp Wood
West East
99,136 thousand cords 51,125 thousand cords
WEST GREATER BY 93.9%
Annual Allowable Cut Pulp Wood
West : East
2,404 thousand cords 1,195 thousand cords

WEST GREATER BY 101.2%
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The question of just how important timber re-
sources are to a railway is somewhat controversial, and perhaps
the railways alone know the answer, so we shall quote from page
19 of the Northern Alberta Railway Company's brief.

"Saw log timber - The grosé annual sustainable
yield of this timber is around 60% greater on the Waterways route
than on the Grimshaw routev=--= It is therefore.concluded that
a line north from Waterways would be better located to serve
existing and potential forest industries.than a line from
Grimshaw." The statement contained in the first sentence is of
course in error, but if the conclusion stated in the second
sentence is based on the 60% greater yield, mentioned in the first
senfence, then the whole paragraph should be amended to read,
"Saw log timber -~ The gross annual sustainable yield of this
timber is around 46.2% greater on the Grimshaw route than on
the Waterways route,=-=~- It is therefore concluded that a line
north from Grimshaw would be better located to serve existing
and potential forest industries than a line from Waterways."

The following summa-ry1

compares the potential
traffic and revenue possibilities with respect to forestry

products originating along each route:

(1) Authority for Volumes:- Department of Lands & Forest
(Alberta).

Department of Northern Affairs
(Wood Buffalo Park).
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|
. West Route East Route
Saw Logs
l Millions f.b.m,
Volume 8,466 5,066
. Annual Allowable Cut 136 93
l Annual Allowable Cut Expressed
in Carloads of 30,000 f.b.m. 4,500 3,100
l Potential Revenue accruing
to C.N. & C.P. Railways
l Revenue per car $800.00 $3,600,000. $2,480,000.
. Pulp
Volume of Pulp-&ood in
l millions f.b.m,
' (1 cord & 500 f.b.m.) 49,568 25,562
Annual Allowable Cut in -
' l millions f.b.m. 1,202 597
Theoretical number of 500 ton
' Pulp mills at 200,000,000
l f.b.m., per annum, | 6 - 3
Potential tonnage at
200,000 tons per annum 1,200,000 600,000
Rail Revenue @ $10.00 *
l per ton. # This would be
I close to a minimum rate. $12,000,000. $6,000,000.
In prepéring the above summary no allowance was
I made for forestry potential north of the 60th parallel for either
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route (excepting that portion of the Wood Buffalo Park which lies
in the N.W.T.). With no available statistics it may be assumed
that the potential for either route is proportional to that

south of the 60th parallel.

MINING

Excerpts from a paragraph in a submission made
to the Royal Commission on Canada's Economic Prospects by
R. Gordon Robertson, Commissioner of the Northwest Territories

in 1955 may be quoted here as an introduction to this summary

of the mineral resources available as traffic to the Great Slave

Lake Railway.
| "A railway to Great Slave Lake will be one of the
great development railroads of the country .....
This rail&ay is quite different from most branch lines
constructed in recent years which were destined to
serve one mine or a group of mines; its purpose is to
open up a whole new region. The fact that there
happens to be a potential mine of>great value at its
northern terminus is a piece of great good fortume .....",
This sta£ement, which can hardly be improved
upon, gives in very apt and concise language the whole concept
of the Great Slave Lake Railway, and the final sentence; "The
fact that there happens to be a potential mine of great value at
its northern terminus is a piece of great good fortune", sums
up in one statement the whole of our factual information re-

garding mineral resources available as traffic for the Great
\
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Slave Lake Railway.

Al; other statements as to mineral resources are
merely predictions, assumptiohs, or just plain wishful thinking,
and the ore from Pine Point, since it is destined for the smelter
at Trail and not to a seaboard point, can be transported equally
well by either route. If as predicted, the 215,000 tons or more
of concentrates per annum can be transported the 400 miles to
either Waterways or Grimshaw for 1.6 cents per ton mile, the
revenue accruing-to the new portion of the railway would be
$1,312,000 per annum, which would increase as the production
of concentrates from Pine Point increased.

To exploit the resources of a base metal mine
thefe is no type of transportation as desirable as a railway,
except water transportation, provided that it is year-round
operation, which unfortunately is not available in the Canadian
North with an open~-water season of approximately five months.

It is only in the case of base metal mines, however, that a
railway is so essential; precious metal mines can and have
operated very successfully, even in pre-aircraft days, without
the benefit of a railway.

There seemed to be some confusion or loose
thinking regarding this matter of a developmental railway,
and it was advocated in favour of the eastern route that this
railway would help in the developmént of mineral resources in
that part of the Precambrian Shield to the east of the Slave
River and lying between Great Slave Lake and Lake Athabasca.

Now a railway can help in the development of farming, ranching,
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lumbering or industry or even Musk Ox farming on the Tundra,
depending on the need and the amount of money that could be
justified in nurturing and developing the same from a small
nucleus and gradually expanding with the help of, among other
things, cheap transportation such as a railway can provide.
Unfortunately, however, such does not apply to mines whether
precious or base metal. These cannot be developed from a small
beginning to become a major producer, and the Precambrian Shield
could be criss-crossed with a veritable network of railroads, and
they would in no sense develop‘the Precambrian Shield, would not
add one ton of ore to an ore deposit, nor place the deposit in

a more convenient location for transportation. Base metal de-
posits like gold, are where you find them. They cannot be
legislated into being nor coaxed into existence by the location of]
roads or railroads no matter how strategically located or how
favourable the geological formations may be. The search for ore
may be intensified and the methods of search improved with still
no guarantee that this extra effort and expenditure will lead to
the discovery of a new orebody, but this is not the field of

the railroad; it is the field of the light aircraft and the
helicépter. Even if a base metal orebody is discovered, the
only function of the railroad is to exploit that orebody and

a spur line to the mine is the only requirement. When the ore
is exhausted the railway, along wifh the mining community, is
abandoned. A spur line from the Grimshaw -« Hay River railway
would be sufficient to look after the transportation problems of

Pine Point Mine. Supposing this mine has a life of say forty
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years, which is perhaps above the average life span of a metal
mine, it is to be hoped that in this forty years that section

of the Canadian north lyiné between Grimshaw and Hay River and
extending on down the Mackenzie River valley, will have developed
into permanent agricultural, lumbering or industrial communities
providing an equivalent or even greater volume of traffic to
compensate for the 200,000 or more tons per annum which would

be lost by the exhaustion of the Pine Point Mines.

The advocates for the eastern route have a point
when they claim that a railway ﬁy this route will necessitate
shorter spur lines to exploit any mine which may be found east
of the Slave River; the claim that this railway would develop or
speed up the development of that part of the Shield cannot be
substantiated.- However, routing the railway by this eastern route
in the hope that some day perhaps it would be closer to an ore-
body, if such were discovered, would be sacrificing the interests
of some 8,000 people engaged in farming, together with a much
greater number who could be farming and ranching on the some
six million acres of potentia; arable land and the several
millions of acres of potential ranchlands adjacent to the
western route. Settlement developed along this western route
would be permanent and could grow and exist for thousands of
years whereas mines, be they ever so big, are a Qasting asset,
with a definite and comparatively short life. Since no such
settlement can be looked for on the eastern route, neglecting
tpe interests of the people and tﬁe developﬁental possibiiities
of the western route is a sacrifice too great to be made in the
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nebulous hopes that some day an orebody may be found in the near
vicinity of this eastern route and so justify this choice. In

fact with a railway spur line to the eastern extremity of the

Pine Point orebody, a railroad or even a truck road extension from

that point would fulfil the transportation needs of any evéntually.
discovered orebody to the east of the Slave River, with the
limiting qualification that this orebody be discovered not too
far east of the Slave River, and also that it should be a base
metal orebody. Otherwise it could become more economical to
extend a railway north from Lynn Lake. A few approximate dis=-
tances might elucidate this point:

From Black Lake to Lynn Lake 290 miles

From Black Lake via Fort Smith to Waterways 535 miles

From Black Lake to Waterways via East Side

of Athabasca River 270 miles
Uranium City to Lynn Lake 410 miles
Uranium City via Fort‘Smith to Waterways 420 miles
East End of Great Slave Lake - Lynn Lake 560 milés

East End of Great Slave Lake via Fort Smith-
Waterways 510 miles

Now if the argument could be substantiated, as
was advanced in favour of the eastern route, that railwayé will
accelerate the development of the Precambrian Shield, then
serious consideration should be given to the extension of a
railway line from Lynn Lake. This-extension would traverse
Precambrian areas over its entife length and could be extended
as far as Uranium City. This then narrows down the area of

\
country which would benefit by a railway to Hay River via the
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eastern route to that area lying east of the Slave River and with-

in a radius of 150 - 200 miles more or less from Fort Smith.
(Care must be ex;rcised in considering distances as mere map
miles; the terrain is all ipportant and road and railroad
construction in the Precamb;ian is very much most costly than
an equal mileage'in the Palaeozoic).

Various reasons were given to the Commission to
explain the seeming non-productivity; minewise, of this inter-
lake area east of the Slave River., It was maintained that it
was "inaccessible"; or "too far from cheap transportation"; or

"not at present in favour with geologists and exploration

engineers", The last of these statements may be the true
answer, and it may be true for some very logical reasons., The
first two reasons can hardly be substantiated, Even in pre-

aircraft days, this region was easy of access to prospectors,
being open to established water routes on three sides and
traversed by numerous canoe routes;, lakes and waterways. A
marginal orebody might suffer because of lack of cheap trans-
portation, but certainly not before such marginal orebody is
discovered, and nothing that could be termed marginal has so
far been discovered in or in the near vicinity of this area.
Not only is this area "not in favour with geologists", it is
not favourable geologically. This area has been heavily
glaciated; the outcrops are well exposed and can be prospected
with ease, These outcrops consists of granites and granite
gneisses with remnants of old sediments. The intrusion of

granites, developing the tremendous heats and pressures required
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to transform these sediments into gneissic rocks, would preclude
chemically, not geologically, the survival of the more volatile
metallics. Later intrusions of small basic dykes and younger
granites have been responsible for minor occurrences of various
minerals of academic or promoter interest, but it is on a fairly
sound basis that geologists consider that this region is not
favourable for the prospect of discovering sizeable metallic
orebodies., It is significant that all but a few of the major
ore deposits now known are in volcanic belts, the sedimentary
gneisses having proved to be relatively non-productive, A cagual
study of the Geological Map of Canada will indicate how
universally true this is of the entire Precambrian Shield
area. |

It may be labouring the subject unduly but a
geologically similar area may be cited. The northern portion
of the British Isles is also in the Precambrian and is underlain
by a similar complex of granites and granite gneisses with liter-
ally hundreds of basic intrusives, This area has had adequate
transportation in the shape of roads, canals and railways, and
has been easy of access since.1745, but to date has produced no
minerals except building stones, curling stonés and tombstones.

TA summarize, while it is not possible, and is
even foolish to attempt to predict where the next orebody may or

may not be discovered, logical deduction would indicate that
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building the railway by the eastern route nullifies its function
as a developmental railway, while substituting merely the gamble
that it might Be geographically closer to any orebody found in one
rather small, not too favourable, region of the Precambrian

Shield, with the added limiting condition that such an orebody

must be base-metal in large tonnages.

THE SOCIOLOGICAL FACTOR
In the final analysis of all the factors that

have to be considered in determining which route the railway

should follow, the most important is the thuman' factor. The

whole problem would seem to hinge on the question of whether the
Government of Canada, using the money of the people of Canada,
wishes to build a railway into new country to foster and develop

settlement, a truly developmental railway, or to build a rail-

. way to exploit a mine and increase the earnings of already large

corporations.
It is generally accepted and often quoted that
it is the pioneering spiritlof her people that has made Canada

a great nation. This greatness had its beginning with the men

.and women who had pioneering spirit together with a 'love of the

soilt!, which made them carve out homes for themselveé in the
places beyond the frontiers; 'Fortunately, these early pioneers
were backed by railway builders whé had a like pioneering spirit
and were4wi11ing to push railways along the waggon trails of

these early settlers, not waiting till they would be assured of

a profit, but willing to gamble that the railway would ensure that
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settlement and profits would follow, and follow in magnitude such
that the railways would eventually be a paying venture, Invariab-
ly their gamble paid off, even if the sequence was the exact
antithesis of the policy advocated so strongly by the proponents
of the eastern route, who endeavour to prove that a railway on
the western routé would not have enough traffic to make it a
profitable undertaking, This fact, though really not difficult
to prove, was equally true of the early stages of practically
every other railway except those built specifically to serve

some industry or exploit a mine,

In 1929 the then Government of Canada were cog-
nizant of the fact that all the pioneers had not become éxtinpt,
nor been absorbed by the large urban centres or big corporations,
and that some of these people were endeavouring to open up a new
section of the country to the north of Griﬁshaw and the Peace
River, If the old concept were to hold good, and ﬁhis new
territory which will eventually reach down to the Arctic coast,
was to be integrated as part of the Dominion, then a railway was
a prime necessity. In 1929 therefore the Canadian Pacific Rail-
way and the Canadian National Railway bought the Edmonton Dunvegan
and British Columbia Railway and incorporated the Northern
Alberta Railways., . There is in the Dominion Statﬁtes of 1929,an
Act of Parliament ratifying, confirming and declaring to be
legally binding the agreement between the Canadian Pacific Rail-
way and the Canadian National Railway. The two companies agree
to operate the new company, the Northern Alberta Railway, with

due regard to the necessities of the territory to be served, The
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new company was given the power to build an extension from
Grimshaw to the northern boundary of the'Province, to start
within two years and to be completed within five years. In
1931 this time was extended for another 2 and 5 year period.

In spite of the fact that in 1917 the railway
(Central Canada Railway Company) had carried their survey as far
as the Meikle River, the Canadian Pacific Railway and the Cana-
dian Northern Railway did not build one single mile of railway
according to their 1929 agreement with the Government of Canada,
and in 1959 we find the Northern Alberta Railway presenting a
very strong (albeit a very inaccurate brief) to this Royal
Commission? advocating that a railway be not built noerth from
Grimshaw at all. One of the objections to this route was that it
was more costly by reason of having to build extra railway
stations along this route, the inference presumably being that
the trains would have to stop and pick up grain or lumber and
such commodities as are generally associated with people;, homes,
and permanent settlements. while from a railway point of view,
extra stations may not be a good thing, it would seem to the
layman that a route whereon, not three, but thirty-three or
more extra stations were required; would be a good route.

The fact that this route does not ﬁean sacrificing
a profitable ore haul available at the northern extremity of the
line, and the fact that settlers north of Grimshaw will be taxed
in order to pay for this railway and possibly to meet a deficit
for the_first few years of operation, would seem to indicate that
the concession they are asking for in having the railway routed
through their settlements, is a not too selfish request.
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ENGINEERING FACTORS

Engineering factors are of major importance in deter-
mining the most desirable route for a railway since these factors
govern the cost of construction; the lower the costs of construction
the more attractive are the tariff rates to the shipper and the rate
of return on the investment.

The engineering factors governing the cost of

construction which must be considered are:

1. Mileage of new construction.
2. Ease of accessibility.
3. Soil types and terrain.
4. Ballast. \
.5. Bridges.
6. Grades.

1. MILEAGE OF NEW CONSTRUCTION.

It is the unanimous opinion of all three members of
this Commission that to provide access to and develop the Northwest
Territories, the logical and desirable northern terminus of the
railway, whether built along the eastern or western route, should
be the harbour at Hay River town (See Chapter 9 - "Harbours").

Since this railway is to function primarily as a de&elopmental
raiiway the location of the trunk line is most important and access
to present or future mines or to intermediate harbours or transship-
ment points should be thought of in terms of branch lines.

Considering first the western route, the trunk line

would be built from Grimshaw to Hay River town, with an approximate
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mileage of 398 miles. A spur line from the vicinity of the

Alexandra Falls would serve the needs of Pine Point mine and would
have a length of approximately 75 miles, the last 25 miles of which
would traverse the length of the Pine Point orebody and would be
useful for surface transportation in the mine operation. The total
mileage of new construction would therefore be 473 miles. The
mileage from Pine Point to Grimshaw would be 437 miles. A tranship-
ment point would be established at Enterprise, 28 miles soufh of
Hay River, to connect with truck service to Yellowknife, Fort
Providence and Fort Simpson and as the highways are extended, down
the Mackenzie Valley.

A trunk line on the Eastern route from Waterways to
Hay River would have an overall distance of approximately 426;mi1es,
a spur line to Fort Smith would be approximately 25 miles, while a
spur line to Pine Point mine would be 32 miles. The total new
construction by this route would be 483 miles. The mileage from
Pine Point Mine to Waterways would be 418 miles.but this would not
provide any surface transportation at the mine, since the terminus
would be towards the eastern end of the mine property.

Summing up then, it would appear that there is a
matter of ten miles difference in favour of the Western route,
though this statement must be qualified by saying that these
mileages were arrived at by simply scaling off a map. They do,

however give a basis for comparison.
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TERRAIN -~ WESTERN ROUTE

The Department of Highways of Alberta has datal on

its files with respect to the terrain to be traversed by a railway

from Grimshaw to Hay River, having made very detailed studies and

- investigations of the same during the construction of the Mackenzie

Highway.
In general the country is of low relief, in fact,
o .
quite flat, but not so much?as to present any serious drainage

problems.and with relatively few acres requiring heavy excavation.

TERRAIN - EASTERN ROUTE

A railway built from Waterways to Hay River would
traverse terrain about which not too much is known, certainly no
factual data such as is available for the western route, Evidence
obtained from a perusal of the note books of the Dominion Land
Surveyors who ran the base lines and meridians in the region
tributary to the Athabasca River would indicate that most of this
region is a sand hill country. The whole of this region is
drained by subsequent streams flowing easterly towards the
Athabasca River and since these streams are in-the youthful stage,
the valleys are deep and V-shaped and would require much bridging.
The terrain west of Lac Clair is poorly drained, with extensive
swamps which reach Westérly almost to Jackfish River Post; the
railway would have to make a wide detour to the west to avoid these
swamps. From Peace Point to the vicinity of Fort Smith the

country is flat with several minor marshy areas which could be
1

(1) Authority - Province of Alberta, Department of Highways.
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circumvented at no greatly added cost. From Fort Smith to Pine
Point, on the route proposed by the advocates of the eastern route,
we have perhaps the most formidable swamps in the Northwest Terri-
tories, but perhaps the best wild fowl nesting grounds in Canada,
the nesting grounds of the Whooping Crane, and while this may seem
a trifling detail; our heritage in wild lifeshould be preserved if
at all possibie.

Construction across these swamps would be difficult
and drainage an almost insurmountable problem. Actually Consoli-
dated Mine and Smelting Company power line engineers in an earlier
power-line survey declared that a power-line could not be estab-
lished across these swamps from the falls at Fort Smith to Pine
Point except at unreasonable expense. The "map-line" shown as the
route of the railway, suggested in the railway brief, traverses
this same region. By simply re-routing the railway along the
escarpment which runs from the falls at Fort Smith to the Alexandra
Falls, a slightly longer but infinitely better route would be found,

and this is undoubtedly the route that would be decided upon by

ven
‘location engineers?at the cost of a little extra mileage.

ACCESSIBILITY - WESTERN ROUTE

Accessibility for the purposes of surveying, trans-
portation of men and supplies, construction and maintenance are
important factors in the cost of construction of a railway. The
Mackenzie Highway would make any portion of a railway line from
Grimshaw to Hay River very easy of assess by the simple expedient
of having short access roads to the right of way. The railway line

could be constructed in sections simultaneously along its whole
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route and any delay in one particular section would not be reflected

in another. This would, of course, be of the utmost importance if
for any reason it was necessary toISpeed up the construction of the

railway.
ACCESSIBILITY - EASTERN ROUTE

The eastern route on the other hand could be described
as very difficult of access. The route reconnaissance and much of
the primary surveys would have to be done in the winter time, more
so if the railway line is to follow either of the routes proposed in
submissions presented to the Commission, where the railway line is
presumably crossing, if not impossible, at least most formidable
swamps. However, though it is most unlikely tﬁat any -railway would
be constructed on anything but reaSonably dry lénd or escarpments
which would avoid the worst of these very extensive swamps, never-
theless the servicing of survey and construction camps would entail
considerable expense. It would be necessary also, as soon as the

actual route was decided upon, to build at least a winter road before

any actual construction could take place.

SOIL TYPES - WESTERN ROUTE

In that section of the Mackenzie Highﬁay which lies
in Alberta, the soil type is generally simiiar to that found through-
out the Western Prairies, which is very suitable for embankment and
sub-grade purposes. In the Northwest Territories from the Alexandra

Falls to Hay River the route of the Mackenzie Highway follows, for
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the most part, ridges of coarse gravel. The 75 miles from the

Alexandra Falls to Pine Point would follow the route of the present
truck road which is located on old raised beaches, which largely

avoid the swamp areas.
SOIL TYPES -~ EASTERN ROUTE

Except for a section of 75 miles between Peace Point
and the crossing of the Little Buffalo River, which may be fair soil
for railway coﬂstruction, the soil types are pfesumably sands or
tar sands and marsh, none of which are suitable for embankment work.
Excavation of tar sands are extremely costly and due to their

tendency to "creep", make for costly maintenance.
BALLAST - WESTERN ROUTE

Supplies of gravel were adequate during the construc-
tion of the Mackenzie Highway, but since railways prefer to train
haul their gravel for ballast, it will be necessary to have access
to gravel in large quantities. The railway gravel pit at Peace

River has been in continual operatioh for twenty-five years and has

‘immense reserves. Unfortunately, this gravel is in the valley of

the Peace with a 2.2% grade out of the valley, against north-bound
traffic and it may not be too desirable to use this deposit. How-
ever, there is a very large deposit of gravel just east of North
Star which is available and a still 1argér depbsit on the west side'
of the Peace River near Carcajou. Between the Alexandra Falls and

Hay River the sub-soil is mostly a coarse gravel.
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BALLAST - EASTERN ROUTE

Sufficient reconnaissance has not been made on the

eastern route to determine where gravel may be found. Railway
construction from Lac La Biche to Waterways was very heavy construc-
tion and very costly construction through extensive muskeg and sand
areas, through terrain very similar to much of the terrain extending

north from Waterways.
BRIDGES -~ WESTERN ROUTE

On the western route bridges are not required to cross
the Peace or the Athabasca. The only valley of any consequence to
be crossed is that of thé Third Battle or the Meikle River, this
latter being a very small stream with a youthful valley épproxi-
mately 150 feet deep. The Notikewin, the Keg, the Boyer, the Hay
and the Steen rivers have no river Yalleys and are relatively narrow
streams with no high banks. The Mackenzie Highway was constructed

with very minor bridges across these streams.
BRIDGES - EASTERN ROUTE

A railway following the eastern route has to cross
two major rivers, the Athabasca and the Peace. The bridging of the
Athabasca would merély be expensive but no great engineering diffi-
culties are anticipated‘and if the crossing were made at Fort
McMurray there are no high banks. It'is proposed to cross the Peace
River at Peace Point. It is not known whether the threat of "slide

conditions™" prevail at this point on the Peace River valley. Very
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large sums of money have been spent at the Peace River and Dunvegan
crossings to stabilize the river banks. Reconnaissance surveys of
the entire Peace River valley have been carried out by the Alberta
Department of Highways and indications are that the same slide
conditions exist throughout the whole Peace River valley at least

as far as the Boyér Rapids. Actual drilling tests however will be
necessary to determine whether the Bentonite beds, which are largely
responsible for these slide conditions, are present at Peace Point,

If the proposed railway route closely follows the
Athabasca many minor bridges will be required, not because of the
size of the streams but because of the deep V-shaped valleys so
developed by even small streams as they cut through the sandy soil.
After leaving the Athabasca Valley, aside from the Peace River
crossing, no major bridging difficulties should be encountered since
the streams have lost their gradient and are no longer developing
river valleys. A bridge will be necessary to cross the Hay River,
either at the town of Hay River or at the Alexandra Falls, at either
of which crossings bridging will be easy.

In private conversations with railway engineers and
superintendents who have had a long practical experience with the
Northern Alberta Railways the suggestion was put forward that a |
railway route starting south of Waterways, crossing the Clearwater
River and continuing north on the east side of the Athabasca for
approximately one hundred miles and then crossing the Athabasca
River and proceedings from thence northward to Peace Point would
have much to recommend it. It would mean weighing the added cost of

the bridging of the ClParwater against the very costly tar sands
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excavation for seventy miles on the west side of the Athabasca but
with the advantage of much more suitable terrain on the east side
of the Athabasca together with a lesser number of small bridges,
since the drainage pattern on the east side of the river is quite
different from that on the west side. While this matter was not
brought up in the'evidence it is a route that has considerable
merit, more so if at a later date a railway to the east end of Lake
Athabasca came under consideration. It would also ameliorate the

pEsher grade just south of Waterways.
GRADES - WESTERN ROUTE

Statements were made to the Commission that "the
eastern route has easier grades than the western route®™, a statement
which bears no relation to the facts of the case. Let us consider
first the gradients on the western route from Edmonton to Grimshaw.
Here we have an already constructed railway from Edmonton Junction
to Grimshaw, a distance of 327 miles, having a ruling gradel of 0.5%
throughout its length, with the exception of an eight-mile section

of excessive adverse pusher grade2 ascending the west side of the

1. Ruling Grade Webb'!s "Railroad Construction™. "Ruling grades
are those which limit the weight of the train of cars which may
be hauled by one engine®. (page 611).

2. Pusher Grade Webb!s MRailroad Construction". On nearly all
roads there are some grades which are greatly in excess of the
general average rate of grade, and these heavy grades cannot
usually be materially reduced without an expenditure which is
excessive and beyond the financial capacity of the road. Two
methods are used to overcome such grades: (a) a 'pusher! engine
is used to push the train up the grade, or (b) a siding is
installed and the cars pulled up in relays. (page 614).
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Peace River valley, consisting of a mixture of 1.9%, 2% and 2.2%
grades againstthe north bound traffic. From the top of the hill at
Roma Station a 0.54% ruling grade again prevails.

In the year 1917 a survey was carried out by the

Central Canada Railway Company from a point where Grimshaw is now
located for a distance of approximately seventy miles northerly to
a point near the Meikle River. This survey established that a
ruling grade of 0.5% was entirely feasible. Profiles of the
Mackenzie Highway filed with the Alberta Department of Highways
would entirely justify the assumption that a ruling grade of 0.5%
would be obtainable over the entire route from Grimshaw to Hay River.
On south bound traffic there is an adverse pusher grade of 2.4% for
seven miles from Peace River south. This is unquestionably an
operational disadvantage which has.to be met by employing a pusher
locomotive or by breaking train and re-laying up in sections, but
the additional costs involved are comparatively small when weighed
against the overwhelming advantage of a 0.5% ruling grade over the

remaining 707 miles of railway.
GRADES - EASTERN ROUTE

Turning now to the eastern route, we have an already
existing railway from Edmonton Junction to Waterwayé, a distance of
305 miles, with a ruling grade of 1% against gggg.north bound and
south bound traffic, not as stated in the evidence against north

bound traffic onlylo Now it is axiomatic in railway construction

1. Transcript page 1136.

i l
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that "when a ruling grade has been determined, all grades in either
direction are cut down to that limit"I'and also "no added expense
should be incurred to reduce grades below that pre-determined ruling
grade®™, Thérefore, if the railway were built north from McMurray,
it would be ad!isable to continue on a 1% ruling grade in order to
reduce costs, espec1a11y along the tar sand exposures which extend
some 70 miles north of McMurray.

Considering these facts it is hard to reconcile the
statements advocated by both the railways and by the Edmonton Chamben
of Commerce that "the eastern route would have easier grades". It
must be noted that there is from Draper to Lynton a section of
pusher grade of 2% adverse to south bound traffic, similar to that
at the Peace Rifer valley and differing only in degreef |

Keeping in mind the long acceptéd principlé of railway
operation2 that a railway having a ruling grade of 0.5%‘6an haul fron
60% to 70% more tonnage per train than can be hauled by A similar
train over a route having a ruling grade of-1%3; or in other words,
for a’fixed amount of tonnage and using the same type of locomotive
the failway with the 0.5% ruling grade would require five trains to
move the tonnage, whereas the railway with the 1% grade would requird
eight trains to move the same tonnage. - .

In terms of added cost of operation to the railway,
supposing that 105‘traihs.per year were necessary to haul the

215,000 tons of ore from Pine Point to Edmonﬁon‘via the western

1. Webb'!s Railroad Construction, page 620. A
2. Webb's Railroad Construction, pages 299- 311
3. Webb's Railroad Construction, page 620.
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route, then 168 trains would be required to haui this same amount
of ore to Edmonton via the eastern route.

Using the mileage figures heretofore quoted, of 437
miles from Pine Point to Grimshaw plus a distance of 329 miles from
Grimshaw to Edmonton Junction, we have an ore-haul distance of 766
miles or a total 6f 1532 train miles. Assuming that $6.50 would be
a reasonable cost per train-mile then the cost of transporting
215,000 tons of ore by the western route would be -

1532 train-miles x $6.50 per train-mile x 105 trains
--- $1,055,548.00
On the eastern route the mileage from Pine Point to Waterways of
418 miles plus 305 miles from Waterways to Edmonton gives a total
distance of 723 miles or a train-mile distance of 1446. The opera-
tional cost of hauling the same 215,000 tons of ore by this eastern
route would be -
1446 train-miles x $6.50 per train mile x 168
--- $1,579,032.00
Therefore on an operating basis the railway could expect to save
$523,484.00 per annum on an ore haul from Pine Point using the
western route via Grimshaw.

Taking this figure in conjunction with the revenue
expected, oncthe western route the revenue might bé 766 x 1.6¢ x
215,000 -- $2,635,040.00. On the eastern route this would be
723 x 1.6 x 215,000 -- $2,487,120.00. The extra revenue to the
railway by following the western route would therefore be $147,920.00
which, together with the cheaper cost of operating on the western

route, would mean that the railways would gain annually an amount of
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$671,404.00 by havi ng the railway built on the western route. Even
though the figure of $6.50 taken as the cost per train-mile and 1.6
cents per ton mile as the rate for an ore haul, are arbitrary
figures, possibly close assumptions, the comparison is still valid.
In viewbof theée figures it is very hard to reconcile
the statement made by the railways that "operating costs per unit

of traffic would be lower on the Waterways route™l,

COSTS OF CONSTRUCTION AND MAINTENANCE

COST OF CONSTRUCTION - WESTERN ROUTE

Considering the advantages cost-wise that accrue from
ease of access and terrain, it is to be expected that the cost of
construction on the western route would be much the cheaper of the

two .2

The Commission has been informed in private communications
by competent engineers who have had actual "on the ground" experience
that the western route undoubtédly will be much less costly to build
and, as one engineer expressed it, "not much different from buiiding
any place else on the Prairies". It is felt that these opinions
are much more valid than the evidence given by several witnesses who
had "flown over the proposed route". However, using the cost-per
mile figure given by Major Charles, based on 1957 prices, of
$138,000.00 per mile, the western route with aspur iipe to Pine
Point would be (473 x 138,000.00) $65,274,000.00 plus the cost of

perhaps three additional stations.

1. Transcript page 1139.
2. Transcript pages 2895-96.
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COST OF CONSTRUCTION - EASTERN ROUTE

Basing the costs again on $138,000.00 per milé, the
cost of construction on the eastern route, with branch lines to
Fort Smith and to Pine Point would be (483 x $138,000.00)
$66,654,000.00. But without a preliminary survey of the route it
is hard to estimate how much more than this it may cost. In addition
to this we have two major bridges which could cost $8,500,000.00,
which would bring the total cost of construction to $75,154,000.00.
There would be a slight saving in not having to reduce ruling grades
beyond McMurray to less than 1% and in fewer stations being required,
but these savings would not offset to any large extent the
disadvantages of access and terrain.

It must be borne in mind that prices have advanced
considerably since 1957 in both labour and materials, and while theseg
costs are comparatiﬁe, they could well be quite wide of the mark.
ﬁnfortunately they cannot beexpected to be lower.

Summing up the engineering factors therefore, it
appears that the western route has on every aspect a distinct

advantage over the eastern route from Waterways.
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