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Chapter V I

Future
Transport Need s

Introduction

The future transport requirements of this Province
can be categorized into three distinct components.

These are :
1) The facilities required to meet the needs of a
changing and expanding industrial base .
2) The facilities required to accommodate the
demand for transport of consumer orientated
goods .
3) The facilities required to accommodate passen-
ger travel to, from and within the Province .
The following paragraphs outline those factors

which give rise to the transport needs of each of these
sectors. The summation of the individual sectors
gives a composite needs analysis of the planning
period to 1990 .

A Transport Need Analysis for the Industrial
Sector
The outlook for development and expansion in

Newfoundland's industrial sector has been explored
in two reports : one by G . Bartlett, which is a data
base for the Newfoundland-Mainland Study, and
another by A. Crichton as part of the Commission's
research effort . While the analysis herein will not be
as elaborate in detail as contained in these reports,
the following is to give a brief outlook on the most
likely industrial scenario for the future .

1 . Fishing should be the major stimulant to future
provincial economy, and should continue to be the
largest employer .
2 . Mining holds little hope for new expansion in the
short term (3-5 years) but the long term outlook is
promising .
3. Forest production should remain relatively con-

stant, with some expansion occurring in the sawmill
industry if it is integrated with pulp and paper .'
However, both paper and sawmill industries will
depend on control of infestation of forests .

4 . Hydroelectric power on the Island has limited
potential, but Labrador power will be the key to
future industrial development in Newfoundland .

5. Construction should show slow but steady
growth, depending on the provincial economy,
unless oil and gas or Labrador hydro developments
take place _
6. Non-resource based industries show little posi-
tive outlook for secondary manufacturing .
7 . Agricultural developments have some potential
for expansion, but there will still be a relatively low
value of production .
8 . Tourism has some potential, but large scale
growth is not expected . The industry is not likely to
achieve the same importance as in other Atlantic
Provinces unless major changes occur .

9. Gas and oil exploration has been low-key lately
due primarily to jurisdictional problems. Activity
should now be sharply increased in 1978 . In the
event of a commercial find, the results could be
economically staggering . The general outlook for
the industry is that on-stream production could
take place by the late 1980's .
As can be seen, Newfoundland is not a major

secondary manufacturing province and there was no
evidence brought before the Commission to indicate
that this type of industry will ever be of major impor-
tance here . On the contrary, the economic well-being
of this Province is based on the exploration and
development of its resource based industries, i .e ., the
fishing, the mining, the forests and the hydroelectri c

153



Table 6-1 Values and Quantities of Production
Newfoundland's Fishing Indust ry, 1969-1976

Catches in thousands of metric tons .
Values in millions of current dollars.

1969 1970 197 1

Nominal Catches 484.7 471.8 418.9
Market Value of Production 72.3 85.1 94.9
Census Value added- 30.8 36.1 36.8

processing
Total Census Value added 66.5 74.8 77.6
As a % of all goods 12.5 11.4 10.7

producing industries

1972 1973 1974 1975 1976

315.5 324.7 249.6 255.6 339.2P
100.6 144.8 114.6 120.7 191.3°
36.5 47.9 42.9 45.8 64.7

77.1 104.9 86.8 90.3 135.2
12.1 14.0 8.6 8.2 11. 5

P-Prelimina ry
SOURCE : Annual Statistical Review of Canadian Fisheries 1955-1976, Vol . 9, Ottawa, Fisheries and Environment Canada, July, 1977 .Central Statistics Division, Province of Newfoundland Newfoundland Historical Statistics, Vol . (II) (I), July, 1977 .

industries combined with the tourist industry . Of
prime importance then, is the transport system which
is available to move raw materials from original sites
to processing areas, and on to export markets so that
the final product does not bear any undue costs .

On the following pages a more detailed description
of these resource based industries is presented .

1 . The Fishing Industry

In terms of numbers of people directly employed,
the fish harvesting and processing industry has been,
and still is, the largest single industry in the Province .
Although there was a steady decline in the volume of
catch for the period 1969 to 1974, subsequent years
have seen an upturn . With the adoption of the 200
mile economic zone and proper management of the
resource, the future appears to be somewhat optimis-
tic . An overview of the industry is given in Table 6-1 .

Traditionally, the fishing industry has been classi-
fied as either "inshore" or "offshore", depending
upon the location of the fishing effort and the type of
vessel used in the harvesting process. Fisheries and
Environment Canada has defined inshore fishing as
being catches by vessels of 25 tons or less and
offshore fishing as being catches by vessels of more
than 25 tons. From a transportation standpoint, the
only significance of the type of harvest (inshore or
offshore) lies in the amounts of product which must
be moved around the Province once the product has
been brought to some landing point . The larger ves-
sels, generally used in off-shore operation discharging
large quantities present some problems, if the trans-
fer from point of landing to point of processing must
be accomplished in a relatively short time span .

As already noted, the principal transport needs of
the fishing industry lie in moving the product from
landing point to processing plants, moving raw prod-
ucts between sister plants to equalize production
capabilities, and finally moving processed products to
export markets . In recent years, virtually all the trans-
port requirements of the fishing industry have been
met by the trucking industry . Although there is still

some export of products by the marine mode, the use
of reefer type trucks seems to have satisfied the
demands of both the shipper and consignee more
than any other mode .

As far as moving the raw material from landing or
collection point to point of processing is concerned,
the condition of the Province's secondary roads is of
paramount importance . The maps in Figures 6-1 and
6-2, plus the data given in Tables 6-2 and 6-3 show
the location of the Province's processing plants and
the quantities of products moved from these in 1977 .

Table 6-2 Tonnages and Percentages of Frozen
Exported Fish-1977

Tonnage Percentage

Bay de Verde Peninsula 13,125 16.0%
St . John's/Southern Shore 19,162 23.0%
Burin Peninsula 17,000 20.7"/,
Bonavista Peninsula 9,440 11 .5%
Straight Shore 2,450 2 .9%
Notre Dame Bay 3,250 3 .9%
Harbour Breton 3,000 3.61%
Burlington Peninsula 4,500 5 .4%
Northern Peninsula 5,750 7 .0%
South West Coast 4,290 5.2%,

81,967 tons 99.2%

Estimated truck exports 1977 (PUB) 112,500 tons

Survey 81,967 tons
Accounted for 72% of tota l

With respect to the salt fish industry, most of the
processing facilities lie on the Avalon Peninsula, while
the landing and collection points are scattered
throughout the northeast coast and Labrador . This
component of the fishing industry is of particularly
high value, with production estimated to be worth
over 16 million dollars in 1977 . The prognosis is that
both volume and value of catch will continue to grow
over the immediate future, with a possible doubling
between the 1976 and 1985 volumes . The result of
this places considerable importance on the secondary
roads which connect the collection points to the proc-

154



Figure 6- 1

LOCATION OF NEWFOUNDLAND'S
FRESH FROZEN PROCESSING
PLANTS, 1975
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Figure 6-2

LOCATION OF NEWFOUNDLAND'S
SALTFISH AND OTHER PROCESSING

PLANTS, 1975
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Table 6-3 1977 Frozen Fish Tonnage s

Trucked in Trucked out

(Fres h
Plant Location (Fresh) Frozen )

Avalon Peninsula
(Southern Shore)

Witless Bay 13,250 tons 4,500 tons

1,3751 412t
(squid) (squid)

800t
(offal )

Trepassey 1,500 tons 3,500 ton s

Bay Bulls 1,500 tons 2,000 tons
St . John's 7,950 tons 7,750 ton s

Holyrood

Bay de Verde
Peninsula

1,500 tons 1,000 ton s

Carbonear 6,000 tons 500 tons
Hant's Harbour 2,800 tons 1,625 tons

Dildo 2,500 tons

Dildo 4,500 tons
Harbour Grac e
Bay de Verde 4,000 tons
Bonavist a
Peninsula
Bonavista 1,264 tons 1,940 ton s

Charleston 3,000 tons

Catalina 1,500 tons 4,500 ton s

Straight Shore
Valleyfield 2,800 tons 2,450 tons

Notre Dame Ba y
Twillingate 4,000 tons 2,250 ton s

Lewisporte
Harbour Breton
Burlington
Peninsula
La Scie
Northern
Peninsula

1,000 tons
2,500 tons 3,000 ton s

10,000 tons 4,500 tons

St . Anthony 1,500 tons 2,000 tons

Port aux Choix 1,500 tons 2,250 tons

Englee 1,500 tons
South West Coast
Burnt Island 100 tons
Margaree 100 tons
Port aux Basques 2,600 tons 2,000 ton s

Curling 2,700 tons 1,350 tons

Curling 2,350 tons 740 tons

Burin Peninsula
Marystown 2,500 tons 7,000 tons

Burin 2,500 tons 4,500 tons

Grand Bank 3,000 tons
Fortune 3,000 tons 2,500 tons
59 .7% from Avalon Peninsula and Burin Peninsula

Source Area

10% Flatrock
30% Petty Harbour
10% Cape Broyle
50"/, Placentia/St .
Mary ' s
Conception Bay via
Witless Bay Line

Branch to Witless

Bay/Trinity Bay
area

Mostly trawler fed
1,500 from
surrounding area .

Torbay & St . Shott's

Calvert/Arnold's Cov e

Old Perlican

Grand Bank/Fer-
meuse
Ladle Cove to Cape
Freels

Ladle Cove to Cape
Freels

New World
IsId/Fogo/Aspen Cove

Belleoram/Hermitag e

Whole area

North of Port aux
Choi x

North of Port aux
Choi x
Brig Bay/Conche area

South Coast
South Coast
Anchor Pt ./St.
Davids/Rose Blanch e
Port Saunders/Port
aux Choix/Port aux
Basques/Stephenville

Norther n
Peninsula/West Coast
75% . Remainder from
Sprindale/ Botwood
area .

Terrenceville to
Marystown

Boat Harbour to St .
Lawrenc e

Trawler fed
Lawn to Garnish

essing facility . The problem areas lie on the Great
Northern Peninsula, the Labrador coastal road, and
the intra-Island ferries, such as the Fogo and St .
Barbe facilities .

It is not possible, within the time frame allotted, to
determine the economic benefit of these roads to the
salt fish industry . However, a qualitative evaluation
reveals that the lack of all-weather roads, with the
attendant load restrictions during the spring season,
adds significantly to the final costs of the processed
product . The limitation on loads, and the general
inability to use large tractor trailers for pickup pur-
poses, constrains the efficient operation . of the proc-
essing plants .

The problems encountered by the fresh and frozen
segments of the fishing industry are similar in nature
to those of the salt fish industry . The transport of raw
products over low quality roads, limits the use of large
scale trucks, has a detrimental effect on the quality of
the product, and adds to the final cost .

The major export markets are the U .S. for frozen
fish, and the Caribbean for salted fish . By utilizing the
truck mode, a good quality product can be delivered
to customers in the amounts required on pre-deter-
mined schedules . The importance of the Trans
Canada Highway-Gulf Ferry to give access to the
North American highway system cannot be overstat-
ed. A dire need of the industry at the present time is
the reconstruction of this highway together with a
ferry system which minimizes waiting time . While the
marginal benefit of investment in this highway/ferry
system is very significant from the standpoint of
reduced production and transport costs, the disad-
vantages to the Province which could occur if markets
are lost through lack of investment would be
catastrophic .

As the present transport requirements of the fishing
industry have now been identified, attention is now
focused on the degree of expected expansion of the
industry in the future . The present forecasts of Fisher-
ies and Environment Canada' is for a major increase
in total allowable catch, perhaps doubling in the
period 1977 to 1985 . Although increased production
demands may place burdens on certain plants within
the Island, the excess total capacity which exists
would not be greatly overtaxed by the expanded
fishing effort . The accompanying transport demands,
however, could pose some exceptionally difficult
problems. Currently, fish provides a convenient back-
haul commodity for the trucking industry, which in the
main, hauls high rated foodstuffs into the Province .
Since the ratio of incoming to outgoing general cargo
is approximately 3 to 1, the rates afforded the fish
exporters on what would ordinarily be empty back-

An Overview of Newfoundland's Industrial Activity 1969-77 and future
prospects, Andrew Crichton
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haul are certainly very attractive . The back-haul
capacity, however, is limited to the amount of reefer
capacity available . This is considerably less than the
total incoming capacity . At present levels of produc-
tion, during the peak season, the available truck
capacity is not sufficient to meet demand . Therefore,
if the full growth potential of the fishing industry is to
be realized, more transport capacity will be required
to bring the product to market at peak periods .

There is considerable speculation at the moment as
to where future markets might be for the Newfound-
land processed fish . If the market is European, then
water-borne shipments or air transport will undoubt-
edly be required . If the market develops as an exten-
sion of the present U .S. one, then more truck capacity
or containerized shipping will be required to service
this market .

Since the location of the processing capacity is
scattered throughout the province, the chances of the
railway being used as an export mode for the finished
product are quite remote . To utilize the railway would
require either a substantial program of branch line
construction, or an inter-modal transfer arrangement,
whereby trucks would take the product from the plant
to a suitable rail-head where it would be transferrred
to rail cars . The added cost for this transfer, plus the
longer transit times incurred by the railway, makes
the railway an unlikely candidate for transport of fish
in the future .

There is, on the other hand, some possibility for the
use of containerized ships to service the industry .
However, present routes do not include the major
destinations of the fish products . Significant route
changes and schedules would have to be effected
before the marine mode could become a serious

contender for the fish trade . Since present customers
of the fishing exporters are geared to accept trucks, it
will be difficult for any other mode to compete suc-
cessfully with this mode .

The recently announced intention of the Provincial
Government to construct holding units for the proc-
essed product at strategically located centres in the
Province, will aid in minimizing the pronounced
demand for trucks in the peak season and provide for
more stability in the trucking industry . The proposed
location of one of these units at Argentia, combined
with the large volume of fish originating on the Burin
Peninsula, gives rise to the possibility of a successful
year-round ferry service between these points and the
mainland . This is the subject of further work by the
Commission and will be reported on in the second
volume of the Commission's report .

In conclusion, the role of the trucking industry and
the necessity of a good highway network with ade-
quate ferry facilities are noted as crucial requirements
of the fishing industry.

2. The Mining Industr y

From a value of production standpoint, mining is
the Province's most important resource industry
representing 28.7% of the 1976 gross provincial prod-
uct . The largest and most productive mines are the
iron ore developments in Labrador, although signifi-
cant operations exist on the island portion of the
Province. Table 6-4 gives a summary description of
the mining industry. Extensive exploration efforts
have indicated that there are other significant mineral
reserves found in the Province, although many of
these are not economically viable at current world
prices .

Table 6-4 Summary of Mines and Quarries in Newfoundland-1977

Mine or Quarry Location Type of Ore

Iron Ore Company of Canada Labrador City Fe

Wabush Mines Wabush, Labrador Fe

Newfoundland Zinc Company Limited Daniel's Hr. Zn

ASARCO Buchans Cu. Pb, Zn, Au, Ag

Consolidated Rambler Mines Baie Verte Cu, Au, Ag

Advocate Mines Baie Verte Asbesto s

Alcan St. Lawrence Fluorspar

Atlantic Gypsum Flat Bay

Newfoundland Minerals Limited Manuals

Dunville Mining Company Dunville

Gypsu m

Pyrophylite

Silica

Ore
Capacity Shipping Markets

Concentrator QNSLR to Sept Iles U .S .A .
21.8 million tons/yr Japan
Pellet Plant Europe
10.3 million tons/y r

Concentrator QNSLR to Point-Noire Canada
5.4 million tons/yr U.S .A .

1500 tons/day
Europe

Directly by sea & road Canada
U.S .A .

1200 tons/day 37 mile private rail to North
CN at Millertown America

Europe
1500 tons/day Directly by sea Murdock-

ville,
Quebec

5000 tons/day Directly by sea N . Americ a

1000 tons/day
Europe

Directly by sea Arvida ,
Quebec

3000 tons/day Directly by sea & road 90"/, U .S.A .
8-9 months/yr 10% Corne r

Brook
300 tons/day Directly by sea U.S .A
8 months/yr
100,000 tons/yr Directly by road Long Hr .

Nfld .
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The general consensus of opinion is that, while the
Province is richly endowed with mineral wealth, a
general slackening of demand for metals, combined
with the imminent closure of some existing mines,
there is little prospect for any major expansion in the
industry in the near future. The long term outlook,
assuming no major energy crises in the 1980's, is
somewhat brighter .

The Province's major hope for development in the
mining industry in the near future, lies with the Brinco
uranium project at Makkovik . Recent developments
have indicated that current market conditions could
not justify the magnitude of expenditure necessary to
bring this mine into production. It is hoped, however,
that by the early to mid-1980's, the demand cycle will
have been reversed and the project then will be
viable .

As far as transportation requirements are con-
cerned, the development of this project will require
massive infrastructure support . Land transport in the
form of an all-weather road, or railway, together with
harbour developments, will be necessary . When the
facilities required to service this project are con-
sidered, the case for the Trans Labrador Highway
becomes stronger .

At present, the operating mines on the Island trans-
port their products by using trucks to move the ores
from mine to tidewater ; and ships from port to export
market. Except for the upgrading of the Buchan's to
Botwood road, as well as the upgrading of the Trans
Canada Highway, the existing roads are adequate for
the present demands .

Future developments, particularly in the central and
southwest portions of the Island, will require extensive
road construction . Since the economic viability of
these mines is at present under question, the trans-
port infrastructure required to service these is also in
doubt. The completion of the Burgeo/Southwest
Brook road will provide access to some of these
areas .

In Labrador, the iron ore mines are serviced by the
Quebec-North-Shore Labrador Railway which is used
to bring the ores from Labrador/City Wabush and
Schefferville to tidewater at Sept Iles . Although pri-
vately owned, this rail operation acts as a common

carrier and, at present, meets the needs of all the

operating mines. The line has significant areas of
double track to allow for efficient movement on what
is basically a high density rail line . Further expansion
of the mining industry could be accommodated by a
complete, double track allowing for one-way operation
at all times. At the present time there are no known
plans for such expansion.

3. The Forest Industr y

The extensive forests within this Province are used
to support a pulp and paper industry of considerable
size, as well as a significant but largely fragmented
lumber industry .

The pulp and paper industry is located at two
operating mills, one at Corner Brook and the other at
Grand Falls, each with an output capacity of approxi-
mately 350,000 tons annually . There is also a non-
operating linerboard mill located at Stephenville with
a potential capacity of 300,000-350,000 tons per year .

Over the last decade, the industry, on the whole,
has been characterized by expansion leading to a
general over-capacity, accompanied by depressed
markets . At the present time, the low value of the
Canadian dollar has helped place our products in a
very favourable position on world markets, which

again . is leading towards a possible expansion of the
local industry . The importance of the industry in terms
of employment for the period 1969-76 can be seen in
Table 6-5 .

The transport requirements of this industry are
similar in nature to those of the fishing industry, i .e .,
the requirement to transport raw material to the mills
and to transport the finished product to the export
market . As this is a rather low value product and one
for which there is considerable competition, there is
very little latitude in the cost structure . This means
that any increase in transport costs could result in
loss of portions of the export markets .

As far as the movement of the raw material to the
existing mills is concerned, recent years have seen a
gradual change from river-drive to rail, and thence to
truck transport, with the prime determinant being the
location of the timber stands in relation to the mill .

Table 6-5 ' Employment in Forest Related Industries in Newfoundland, 1969-197 6

1969 1970 1971 1972 1973

Pulp & paper employment 2,747 2,823 2,568 2,341 3,151

% of industry 57.3 51.3 55.8 52.9 53.8

Logging employment 1,925 2,439 1,778 1,881 2,404

% of industry 40.1 44.3 38.6 42.3 41.0

Sawmilling employment 124 243 255 204 303

% of industry 2.6 4.4 5.5 4.6 5.2

Total forest related employment 4,796 5,505 4,601 4,426 5,858

% of all goods producing industries 10.0 11.1 9.6 9.7 11. 4

E Estimates only
SouacE : Based on Newfoundland Historical Statistics, Vol . (II) (I), 1977

1974 1975 1976E

3,326 2,903 3,000

53.7 52.0 52. 6

2,579 2,500E 2,500

41.6 44.8 43.9

291 178 200

4.7 3.2 3. 5

6,196 5,581 5,700

11.8 10.1 10.1
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The map in Figure 6-3 shows the current location of
the timber resources within the Province . From inter-
views .conducted by representatives of the Commis-
sion, it was determined that, in the case of Grand
Falls, all pulpwood is moved from cutting area to the
mill via the truck mode . This movement is generally
short-haul and originates from areas not accessible
by rail . Thus, to use any other mode would dictate an
inter-modal transfer, and without the benefit of the
long-haul cost advantages of either rail or ship, would
undoubtedly result in higher total costs .

In the case of the Corner Brook mill, approximately
50% of the incoming product moves by the railway .
The longer haul distance places the railway in a more
competitive position than as in the case of Grand
Falls. However, realignment and transfer of timber
holdings between the two mills in recent years has
resulted in the harvest being closer to the mills . This
has resulted in a shift from rail to truck, as the price
structure is lower on the truck mode .

The construction of access roads within timber
holdings is the responsibility of the paper companies .
However, the existence of a provincial highway close
to the cutting area is of prime importance . At present,
both companies make extensive use of the Trans
Canada Highway and other provincial roads . The low
allowable loads compared with high alllowable loads
on mainland roads, and the general poor condition of
the highway, have a serious detrimental effect on the
unit costs of pulpwood transport .

Unlike the timber holdings of the Corner Brook and
Grand Falls mills, the timber rights available to the
Stephenville mill are scattered over the Island and
throughout Labrador in areas generally inaccessible
by either truck or rail . Although the completion of the
Burgeo/Southwest Brook road will open up a consid-
erable timber stand to this mill and should provide for
low cost transport to the plant, a major problem will
still exist, however, in utilizing timber stands more
remote from the mill, particularly in Labrador .

The newsprint business is highly competitive, and
while 1977 has brought some significant gains to the
two operating mills, the linerboard market has not
become sufficiently buoyant to bring about the re-
opening of the Stephenville mill . As the industry is
highly competitive, any change in the component
costs is bound to affect the cost performance of the
product on the market . Both paper companies have
indicated to the Commission that transport cost
poses a serious problem and one to which the final
price is extremely sensitive .

Although the transport of pulpwood from cutting
areas to the mills forms a major part of the transport
problem of the existing newsprint mills, the movement
of finished product from plant to export markets is
also of major concern .

Price (Newfoundland) Pulp and Paper Limited with
major markets in Europe moves its product from
Grand Falls to Botwood by truck and then by ship to
market . Except for the highway traffic problems,
which have already been noted, the use of the marine
mode for export has not brought any adverse com-
ments from the paper company .

Bowater (Newfoundland) Limited with markets in
the United States and Canada has, in the past, used
ships direct from Corner Brook for export move-
ments. Changes in customer demands in recent years
have seen a switch from ship to rail for about 20% of
the total output. From the public hearings of the
Commission there is evidence to indicate that more
production would move by the railway if the lower
freight rates could be obtained by the paper
company.

The present state of the resource, with 1 .29 million
cunits being harvested of a sustainable yield of 2 .05
million cunits, would indicate there is room for sub-
stantial expansion in the industry . However, it should
be noted that at present cost levels, principally dictat-
ed by forest access and cost of transportation, some
of the allowable cut cannot be utilized due to econom-
ic reasons . Also, because of the highly competitive
nature of the industry, it is unlikely that there will be
any major expansion in the pulp and paper industry in
the near future, although the prospects of the re-
opening of the Labrador Linerboard mill are
encouraging in the long term .

In summation, the chief transport needs of the pulp
and paper industries are forest access and a good
provincial road system (including the Trans Canada
Highway) which would allow the transport of raw ma-
terials at the lowest possible costs, and the develop-
ment of some surface link which would allow the
export of products from Corner Brook to the United
States markets . The economic feasibility of a rail ferry
connection between Corner Brook and the mainland
will be explored by the Commission later in the report .

The utilization of Labrador forests for the continued
operation of the linerboard mill at Stephenville will
require very significant investments in water transport
facilities. The limited shipping season and the remote-
ness of this supply would lead one to believe that the
viability of that mill should not be predicated on
Labrador wood .

The other forest related industry of major impor-
tance from an economic development standpoint is
the sawmilling industry .

In 1975 there were approximately 1,400 sawmills
producing 28.6 million board feet of lumber in New-
foundland . Of this number, only 60 to 70 can be
considered commercial . In fact, it has been estimated
that less than 5% of the total mills produce more than
half the total output . The industry faces several major
problems which inhibit expansion or even viability .
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Figure 6-3

LOCATION OF NEWFOUNDLAND'S
TIMBER RESOURCES, 197 1
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The small size of the logs, the limited timber stands
available to sawmill operators, the majority of timber
stands owned by paper mills, and major technological
problems are just some of the difficulties faced by the
industry .

As far as transport requirements are concerned,
the transport of product from mill to customer is of
prime importance . Being a marginal industry which
sells to the provincial market without the larger scale
of the mainland producers, makes the whole industry
highly sensitive to transport costs . The map in Figure
6-3 shows the location of the timber stands. As can
be seen, at least two of the major mills are located in
areas served by the Coastal Service . Without this
subsidized form of transport it is doubtful if these
mills could exist .

The future for sawmilling is not bright, unless the
whole industry can be integrated with pulp and paper .
It is evident that were this done, the viability of the
industry could be greatly improved . In this event, the
transport requirements would then be co-incident
with those of the pulp and paper industry, namely a
good provincial highway system which could give
good access to the forest resource and could allow
for a least cost method of transport of both raw
material and finished product .

4 . The Electric Power Industr y

The electric power industry is the single industry in
the Province upon which all other industries are, to
varying degrees, dependent . Essentially, electric
power controls the future of all industrialization in the
Province. In terms of value added, electric power is of
considerable importance, but in terms of direct
employment, it is of minor value due to the fact that
most plants can now be operated either remotely or
with a bare minimum of staff.

The growth in the demand for electric power is
estimated by Newfoundland & Labrador Hydro to be
8% per annum which will, if continued, result in a load
in 1990 three and one half times that of 1975 . The key
to meeting the expected demand, at least from an
economical standpoint, lies in the utilization of the
vast hydro potential of Labrador . However, the time
frame required to bring this power on stream, even if
negotiations between this Province, Churchill Falls
(Labrador) Corporation and Hydro Quebec, are
favourable, is such that additions to the Island's
present capacity will be required . Since the Island's
hydro-electric potential is limited to several small-
scale developments, it is conceivable that some other
form of energy source will be required, even though
thermal units are considered unattractive economical-
ly and nuclear power is not socially acceptable .

Since power is transported via its own facilities and
routes, the question of product transport is of no
consequence to this Commission . The main transport
demand arises in providing access for raw materials

to be delivered to the site during the construction
period . On the Island this can be met with some road
construction, if the potential site is remote from the
highway network . The road can later be used to
service the site after the plant goes into production .
Generally, power plant construction requires the
transport of large volumes of freight and particularly
some extremely heavy pieces of equipment . This, of
course, is ideally suited to railway carriage. Unless
however, there is a branch line of the railway leading
to the potential site, it would be very uneconomical to
construct new facilities just for this type of project .
Since projects of this nature on the Island are likely to
be relatively small, transport requirements could be
logically handled by a marine/highway combination,
whereby goods moving from mainland or from other
points could be brought to a suitable harbour near
the intended construction site and then moved by
highway to their final destination . At this time, neither
a schedule nor location of possible Island power sites
is known. Therefore, it is not possible to identify
particular highway requirements, but due to the lim-
ited nature of any possible site, it is not likely that the
highway requirements will be great .

The development of Labrador Hydro power, how-
ever, will require very significant transportation facili-

ties. A highway from a port on the Labrador coast to

the power plant construction site will be required . A
highway from Gull Island to the present power plant at
Churchill Falls with access to the railhead at Esker will
also be needed . This will give added impetus to the
need for the completion of the Trans Labrador
Highway .

Although the demand for transport facilities will
decrease drastically upon completion of any power
project, other possible industrial developments locat-
ed close to the intended power plant will create fur-
ther demands for an all-weather road in Labrador .

5. The Construction Industr y

Construction industry activity is the most important
industrial indication of economic performance within
the Province. In terms of census value added, it has
predominated as the Province's most important
indust ry. In terms of employment, it ranks second to
fishing . However, the performance since 1971 has
been weak, with a real decline of 32% experienced,
compared to a real growth rate of 20% for the
Canadian construction industry . The completion of
many large projects begun in the 1960's and early
1970's (e .g., Churchill Falls Hydro, Linerboard Mill,
Come-by-Chance Oil Refinery) has caused a major
decline in construction activity. The energy crisis and
world recession of 1974 and 1975 also caused a
slowdown in the rate of investment, and a depletion of
the investment in equipment and expertise .

While 1977 was expected to be one of the worst
years for the industry, the industry is expected t o
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show slow but steady growth in the long term . The
only possibility of a high growth rate would be through
oil and gas, development, construction associated
with Arctic Islands' gas, and resumption of the Gull
Island Hydro project .

From a transportation standpoint, existing infras-
tructure is such that normal growth in the industry
could be accommodated without major problems
encountered . A sudden increase in construction activ-
ity could cause some minor problems at the Gulf, as
rail has been used traditionally to move construction
materials. The change to truck for some commodities
and the existence of excess capacity in the direct
marine mode should, however, meet the demands of
this industry .

6. Non-Resource Based Manufacturing Industry

Non-resource based manufacturing is currently th e
lowest ranked industry in the Province in terms of
census value added . It has never been viewed by the
enterpreneur as offering any significant . potential .
Past Government emphasis in this area has had a low
degree of success . There is still, however, a large
amount of Federal and Provincial Government inter-
est in the form of grants, loans and guarantees, and
employment incentives . Future prospects for second-
ary manufacturing are difficult to predict due to trans-
port costs for raw materials, distance from markets,
lack of appropriate technology and a small local
market base. At the present time, Canada's second-
ary manufacturing industry is experiencing a severe
recession and this does not give Newfoundland a
great deal of hope in the immediate future . Govern-
ment encouragement will likely continue . Marine and
oil - and gas related industries seem the most
promising .

Unless there is an exceptionally large increase in
the activity of this sector, existing transport facilities
have sufficient capacity to meet normal requirements .

7. The Agricultural Industr y

Agriculture has never been considered an impor-

tant industry in Newfoundland in economic terms .
Since Confederation, there has been a substantial
decline in subsistence farming due to improvements
in transportation and distribution facilities which have
increased the variety of imports at more competitive
prices .

Newfoundland's major farming areas are the
Codroy Valley, the Humber Valley, the Bonavista
Peninsula and the Avalon Peninsula . Most farms are
engaged in more than one activity with a single farm
producing vegetables and raising some form of

livestock .
The Provincial Government estimates that the

decline in subsistence farming levelled off in the early
1970's and sees an increase from the 1975 output of
$20 million to $30 million in 1980-1981, with an

increase in full-time employment (in arable land farm-
ing) from 250 to 530, if planned development pro-

grammes are successful .

The transport requirements of this industry are rela-
tively minimal compared with other industries . Exist-
ing facilities are quite capable of handling the expect-
ed demand from the sector . There are two points of
concern if the industry is to be given a chance to
succeed .

Firstly, since many of the present farms are small
business ventures, there is a need for facilities to be
available to handle freight in less than carload lots .
Although the present arrangement whereby small
shipments are carried by express offers some type of
service, the high costs associated with such transport
add a severe burden to an industry which, at best, is
marginal . In the event that LCL rates such as those
which existed in previous years are not practical, and
there is indication that this is the case, an organized
pool car service might prove successful . The initiative
for such could come from either the farmers con-
cerned, or from one of the present carriers .

Secondly, there is some question as to whether the
present freight rate subsidies which make competing
maritime products attractive in the Newfoundland
market, should be removed to protect the local indus-
try. This is under review by the Commission and will
be included in Volume II of the Commission's report .

8. The Tourist Industr y

From an economical point of view, tourism and
travel have been considered by the Provincial Gov-
ernment to be synonymous in Newfoundland . This is
due to the difficulty in obtaining and separating data
on tourism in which the major interest lies from an
industry point of view .

Tourism is not a major industry in the Province
compared to industries discussed in previous sec-
tions, but it does have significant transportation
implications. In 1975, non-resident tourists are
estimated to have spent approximately $32 million in
the Province, an increase from $20 million . In 1974 it
was estimated that between $105 and $120 million
was spent on tourism and travel by resident and
non-resident tourists . '

Table 6-6 shows the volume of travel into and out
of Newfoundland between the years 1969 and 1976
via CN Marine and via air . Increases in travel via CN
Marine were quite substantial, approximately 70%,
between 1969 and 1975, but since then have started
to decline. This decline appears to have continued
through 1977 . Air travel increased by approximately
52% between 1971 and 1974 but has shown only
marginal growth since then. An anticipated large

' Annual Report of the Tourist Services Division, St . John's. Department of
Tourism, March 31, 1976, p . 11
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Table 6-6 Travel Into and Out of Newfoundland by Air and Sea, 1969-1976
(Thousands of Persons)

CN MARINE
Total non-residents

Year Total in per year Total out per year out June 1 - Sept . 30

1969 105 107
1970 113 112
1971 123 122
1972 142 139
1973 138 134
1974 158 150
1975 174 168
1976 167 164

SouncE : Department of Tourism, Province of Newfoundland & Labrador

increase in tourists entering the Province in the
summer of 1977 to witness the Canada Summer
Games did not materialize.

One important aspect of tourism in Newfoundland
is the development of the Provincial and Federal
Parks over the past several years . Figures for the
development of Provincial Parks and their usage is

given in Table 6-7. With a 40% increase in the number
of parks and an 85% increase in the total number of
camping and picnic sites between 1969 and 1976,

there has been a 144% increase in visitors and a

276% increase in camping utilization . Only 15% of
these park visitors came from outside of Newfound-

land .

Table 6-7 Provincial Parks and Their Use 1969 and
1976

1969 1976

Number of Provincial Parks 35 49

Number of Camp Sites 959 1,841

Number of Picnic Sites 903 1,596
Number of Visitors 1,192,050 2,907,905

Number of Camper Nights 120,704 455,388

SOURCE: Department of Tourism ,
Province of Newfoundland and Labrador

The Provincial Government estimates that in 1976
there were approximately 9600 persons employed in
the travel industry, including tourism . The Province
envisages this figure increasing to 11,500 by 1980
with a continuation of the status quo in regard to
programmes of the Department of Tourism. With cer-
tain new initiatives, however, employment by 1980 is
expected to increase to 13,225 .' These initiatives
planned to bolster the tourist industry are as follows :

a) A $2 million per year grant/loan programme to
encourage investment in appropriate accommoda-
tion facilites at designated locations .

' Task Force on Job Creation, p . 4 5

2 The Canadian Legion Convention in 1975 hosted 2,500 persons, utilizing all
hotels in St . John's as well as Memerial University residences .

3 A complete discussion of a convention centre for St . John's may be found
in : John Angel, at al, A Feasibility Study of a Convention Centre for the

City of St. John's, St . John's, St. John's Board of Trade, March . 1976.

73
78
81
78

AIR

Total in per year Total out per year Total non-residents in

279 285
316 324 -
387 398 -
425 435 234
423 434 243
425 435 -

b) Investment of $4 million per year in historic site
development .
c) Expenditure of $1 .5 million per year on park
preservation and expansion .

d) The establishment of five regional tourist infor-
mation centres to encourage travel in rural areas off
the Trans Canada Highway . Cost is estimated at $1
million each .

e) Historic village and museum project in co-opera-
tion with the Federal Government in a location yet
to be decided but probably near to St . John's .

While there appears to be interesting and challeng-
ing prospects ahead for the tourist industry, it cannot
be expected to achieve similar importance when com-
pared with the tourist industries of the other Atlantic
Provinces . The main impediment is distance from
large markets for tourist spending and the cost of
travel involved .

Further potential does exist for the expansion of
convention business, particularly in the St . John's

area although there have been a handful of very large
conventions in recent years .2 However, the limited
concentration in one facility of a large number of
guest and meeting rooms mitigates against many
potential national conventions . 3

From a transportation requirement standpoint the

provision of a good, safe all-weather road system
which offers easy access to all recreational and tourist
facilities, as well as sound ferry systems which offer
good access to both the Island and Labrador, are

imperative .

The present Trans Canada Highway, with its many
deficiencies and its relatively high volumes of trucks,
gives a distinct impression of being unsafe . The
secondary roads, which are only in the development
stage, greatly impede safe movement of traffic . If the
industry is to grow, these conditions will have to be
rectified . Also, the many problems encountered by
passengers in moving across the Gulf during the peak
travel season must be overcome.
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Table 6-8 General Freight Traffic to Newfoundland
1,000 Tons

"/u of "/o of Total
Year Rail Total Truck Total Gulf

1965 436 71.2 2 0.3 438
1966 455 68.7 3 0.4 458
1967 469 72.0 4 0.6 473
1968 454 68.6 8 1.2 462
1969 436 66.6 14 2.1 450
1970 438 66.9 18 2.7 456
1971 462 60.6 53 7.0 515
1972 490 56.9 82 9.5 572
1973 523 57.0 122 13.3 645
1974 585 59.3 139 14.1 724
1975 530 52.5 201 19.9 731
1976 409 42.0 283 29.1 692

Forecast of General Freight Traffic to Newfound-
land
Over the last twelve years, while there has been a

steady growth in the annual total volume of freight to
Newfoundland, the rate of growth has not been con-
stant . Rather, the demand has been somewhat cycli-
cal, characterized by periods of high growth followed
by periods of positive but low growth as evidenced in
Table 6-8 . The average annual growth rate for that
period was calculated to be 4 .9%. On the assumption
that growth of the Province's economy and popula-
tion is likely to be similar for the foreseeable future, a
trend line was established to show the growth in
general cargo requirements. Modifications to the line
were also made to reflect the cyclical nature of the
demand in concert with the growth of the provincial
economy. This would then produce a doubling of
incoming freight by the year 1990, as shown in Table
6-9 and Figure 6-4 .

Table 6-9 Estimated General Freight to
Newfoundland

Year 10 year trend t, Final Estimates % yearly change
4.9% p .a .

1977 1,056,000 990,000 1 .75

1978 1,112,000 1,030,000 4 .0

1979 1,166,000 1,135,000 10 .2

1980 1,223 .000 1,275,000 12.3

1981 1,284,000 1,340,000 5 .1

1982 1,346,000 1,444,000 7 .5

1983 1,412,000 1,490,000 3 .5

1984 1,482,000 1,480,000 -0.7

1985 1,554,000 1,515,000 2 .4

1986 1,630,000 1,570,000 3 .6

1987 1,710,000 1,705,000 8 .6

1988 1,794,000 1,800,000 5 .6

1989 1,882,000 1,930,000 7.2

1990 1,974,000 2,040,000 5.7

1991 2,071,000 2,110,000 3. 4

Trend line analysis is not a particularly reliable
method of traffic forecasting as it fails to take into
account the causal relationships between freight
demand and those socio-economic factors which give
rise to that demand . However, in light of the difficulty

% of % of Percentage
Total Shipping Total Total Increas e

71.5 159 28.5 612 15.7

69.2 204 30.8 662 8.2

72.7 181 27.3 651 1.7

69.8 200 30.2 662 1.7

68.7 205 31.3 655 1.1

67.8 217 32.2 673 2.7

67.6 247 32.4 762 11 .1

66.4 289 33.6 861 13.0

70.3 272 29.7 917 6.5

73.4 262 26.6 986 7.5

72.4 278 27.6 1009 2.3

71.1 281 28.9 973 3.6

of obtaining reliable base year statistics, it is as
accurate as can be readily determined . As a cross
check, the Commission's staff attempted to use a
multiple linear regression analysis which would pre-
dict cargo demand based on the growth of the popu-
lation and the provincial labour force . It is interesting
to note that this method correlated very well with the
established trend line .

At the present time, the incoming freight can be
classified as that of Maritime origin representing 30%
of the total and non-Maritime origin representing
70%. On the assumption that this proportion is likely
to be maintained in the near future, several conclu-
sions and assumptions can be made regarding mode
utilization and transport requirements over the plan-
ning periods. These are :

1 . Since the major marine carriers operate between
Montreal and the Island, it is highly unlikely that
Maritime originating traffic will in future be moved
via these carriers .
2. Trucking, for long-haul distances, is likely to
decline in importance as fuel costs continue to
increase. The portion of freight by truck from non-
Maritime origins is not likely to grow appreciably .
3. Conversely, on the shorter routes from Maritime
origins trucking will continue to grow in importance
but that rate of growth will shortly decrease due to
(a) limited back-haul opportunity and (b) competi-
tion from Newfoundland Container Lines .
4. Rail traffic will continue to decline because of (a)
competition from truck for the Maritime freight and
(b) competition from Newfoundland Steamships
Limited and Chimo Shipping for the non-Maritime
freight . This will be due to the fact that the marine
mode can move freight more quickly, at less cost
and with more reliability than rail .

Although the importance of rail in relation to other
modes as a mover of general cargo is likely to dimin-
ish over the next decade, it is highly unlikely that the
demand for rail services will disappear . The invest-
ment in railway sidings and some customer prefer-
ence for the rail will ensure some utilization of thi s
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mode. The total vessel capacity of all the existing rail
ferries is approxiniately 600,000 tons annually .

Because of the high cost of operation of these ferries,
it might be advisable to establish an operating strate-
gy which would see one vessel fully utilized at approx-
imately 300,000 tons rather than having two vessels
under-utilized at 600,000 tons (Tale 6-10) .

Table 6-10 Projected Freight Traffic to
Newfoundland by Mode with Rail Freight Restricted to
300,000 tons Per Year.

(x 1,000 tons)
Year Total Truck Shipping Rai l

1978 1,030 395 335 300
1979 1,135 465 370 300
1980 1,275 550 425 300
1981 1,340 601 439 300
1982 1,440 668 472 300
1983 1,490 711 479 300
1984 1,480 726 454 300
1985 1,515 756 459 300
1986 1,570 807 463 300
1987 1,705 888 517 300
1988 1,800 951 549 300
1989 1,930 1,029 601 300
1990 2,040 1,097 643 300
1991 2,110 1,148 662 300

Under these assumptions, the general cargo
demand by mode was estimated and is presented in
Table 6-11. If there were no restrictions placed on rail
traffic, it is doubtful if the traffic would build up to a
point where 600,000 tons would be exceeded and a
third rail car ferry required .

Table 6-11 Projection of General Freight to
Newfoundland (1,000 tons)

Year Total Tons Truck Shipping Rai l

1977 990 319 293 378
1978 1,030 370 306 354
1979 1,135 421 319 395
1980 1,275 472 333 470
1981 1,340 523 347 470
1982 1,440 574 362 504
1983 1,490 625 377 488
1984 1,480 676 394 410
1985 1,515 727 410 364
1986 1,570 778 428 364
1987 1,705 829 447 429
1988 1,800 880 466 454
1989 1,930 931 486 513
1990 2,040 982 507 551
1991 2,110 1,034 528 548

In any event, the amount of truck traffic to the
Province is not likely to be drastically affected by rail
strategies. On the other hand the direct shipping
services of Chimo Shipping and Newfoundland
Steamships Limited with be greatly affected . Present
expansion plans of both companies are geared to
meet the increase expected through normal growth .
Accelerated growth brought about by a diversion of

freight from rail to ship will require new vessel capaci-
ty by the mid-1980's .

Although truck traffic growth rate is expected to
taper off over the next five years, and although a
change in the operation of rail would result in only a
modest increase in truck growth, a critical point to
consider will be ferry requirements on the Gulf to
accommodate truck traffic .

On the assumption that trucks will continue to be
carried on the passenger vessels as is now the case,
the Commission investigated vessel requirements for
the month of July for each year within the planning
period .

Gulf Ferry Requirements

Approximately 70% of all general freight traffic to
the Island of Newfoundland moves on the ferries
operated by CN Marine between North Sydney, Nova
Scotia and Port aux Basques . These ferries carry
passengers including tourists, and all forms of vehicu- .
lar traffic, from motorcycles and cars to tractor trail-
ers and railcars . During the 1977 peak months of July
and August, two railcar ferries and three auto-truck
ferries operated up to six one-way trips per day . The

railcar ferries also carry tractor trailers or trailers if
there is space available when required .

The number of ferries on this service must be
geared to handle the traffic expected with a reason-
able degree of efficiency . A prediction as to the
number of ferries required and the dates when the
fleet should be increased has been carried out by
estimating the number of auto-equivalents to be car-
ried on a design day and comparing the auto-equiva-

lents provided on the ferries . A ferry such as the
'Marine Atlantica' can carry approximately 290 auto-

equivalents on one sailing . CN Marine uses the follow-
ing values of auto-equivalents for different vehicle

types :
Auto 1 .0
Straight Truck 3 .0
Tractor Trailer 6 .0
Trailer only 5 . 0
This means that one straight truck consumes as

much space as three cars while a tractor trailer con-
sumes the equivalent space of six cars . Three compo-
nents were therefore estimated, 1) the passenger
related vehicle auto-equivalents, 2) truck auto-equiva-
lents, and 3) anticipated railcars carried to the Island .

The estimated design day (average of six highest
days) in 1976 and 1977 were 897 and 951 auto-
equivalents respectively. At present, the ferries can
handle 1160 auto-equivalents per day with four sail-
ings per day. It is estimated that the design day
auto-equivalents to Port aux Basques for the years
1978 to 1991 will be as shown (based on forecasts of
passenger related vehicles and trucks) in Table 6-12 .
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Table 6-1 2

Estimated Design Day
Passenger Related Estimated Design Da y

Vehicle Auto-Equiva- Truck Auto-Equiva- Total Auto-Equiva-
Year lents lents lents

1978 696 389 1,085
1979 729 404 1,133
1980 762 492 1,254
1981 792 544 1,336
1982 825 595 1,420
1983 856 647 1,503
1984 888 698 1,586
1985 919 750 1,669
1986 952 801 1,753
1987 985 853 1,838
1988 1,015 905 1,920
1989 1,048 957 2,005
1990 1,078 1,009 2,087
1991 1,111 1,061 2,172

It was also found that in July, 1977, there was still

ample space on the auto ferries to carry more pas-

senger related vehicles or trucks and on only two
days did the total truck auto-equivalents carried on all
vessels exceed the truck space available on the auto

ferries . ( This is shown in Figure 6-5 . )

The future ferry requirements were analyzed for.
three conditions, these being, 1) normal growth (no
restrictions on ferries with three auto ferries and two
railcar ferries in service), 2) normal growth (but rail
freight limited to 400,000 tons), and 3) rail freight
limited to 300,000 tons/year (with only one railcar
ferry in service) .

Under condition 1, estimates were made of the
auto-equivalents available to trucks on the railcar
ferries after rail freight was accommodated. It is to be
appreciated that no accurate assessment could be
made of railcar traffic during July and August, but

Table 6-13 shows the estimated number of auto-
equivalents available to trucks on the railcar ferries by
assuming that previous monthly variations in railcar
traffic will still be valid .

Table 6-13 Estimated Design Day Auto-Equivalents
Available to Trucks on Trailcar Ferries (Two Railcar
Ferries in Service) .

1978 168
1979 147

1980 107

1981 107

1982 93

1983 98

1984 142

1985 162

1986 162

1987 132

1988 117

1989 88

1990 68

1991 68

The effect of the extra auto-equivalents on the
railcar ferries is to raise the total available auto-

equivalents on the design day by the amounts in
Table 6-13, and thus extend the time when extra
sailings or vessels are required. Figure 6-6 shows the
estimated capacity and demand for condition 1 . This
shows that another trip per day or vessel will be
required in 1981 and another in 1985 .

Under condition 2, the loss or removal of one railcar
ferry would thus eliminate the additional space avail-
able to trucks as shown in Table 6-13 . This will
probably be the case in 1978 as the railcar vessel 'Sir
Robert Bond' is being modified to operate on the
Lewisporte-Goose Bay service in July and August . If
no additional replacement for this vessel occurs, i .e .,
only one railcar ferry is in service, then the overall
capacity in auto-equivalents will be lessened to the
capacity of the auto ferries only. The demand and
capacity under condition 2 is shown in Figure 6-7 .
This chart shows that another trip per day or vessel
will be required in 1980 and another in 1983 . (It has
been assumed that the rail freight can be accom-
modated totally by the one remaining railcar ferry or
in conjunction with other vessels . )

Condition 3 stipulates a restriction on rail freight of
300,000 tons per year with the remaining traffic that
rail would have carried being shared by trucking and
shipping as in Table 6-14. It also assumes that there
will be no constraint on trucking due to the type and
number of vessels operated and that the trucking
industry can handle the extra freight . Table 6-15
shows the effect on the number of auto-equivalents to
be carried under this restriction on rail freight .

Table 6-14 Additional Trips per Design Day* Over
1977 Schedule

Year
'78 '79 '80 '81 '82 '83 '84 '85 '86 '87 '88

Condition 1 - - - 1 1 1 1 2 2 2 3
Condition 2 - - 1 1 1 2 2 2 3 3 3
Condition 3 - 1 1 1 2 2 2 2 3 3 3

Table 6-15 Design Day Auto-Equivalents When Rail
Freight is Restricted to 300,000 Tons Per Yea r

Auto-Equivalent Extra Auto-Equiva-
Demand Under lents Due to Rail Total Design Day

Year Condition (1) Freight Restriction Auto-Equivalent s

1978 1,085 48 1,133

1979 1,133 51 1,184

1980 1,254 111 1,365

1981 1,336 113 1,449

1982 1,420 134 1,554

1983 1,503 128 1,631

1984 1,586 93 1,679

1985 1,669 73 1,742

1986 1,753 76 1,829
1987 1,838 111 1,949

1988 1,920 126 2,046

1989 2,005 158 2,163

1990 2,087 179 2,266

1991 2,172 180 2,352
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Figure 6-5

TRUCK AUTO EQUIVALENTS - JULY 1977*

1 2

SOURCE : CN MARINE

AUTO EQUIVALENTS AVAILABLE TO TRUCKS ON AUTO FERRIES

TOTAL TRUCK AUTO EQUIVALENTS CARRIED ON ALL VESSELS

TRUCK AUTO EQUIVALENTS CARRIED ON AUTO FERRIE S

4 5 6 7 8 9 10 11 12 13 1 4 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31

DAY

* NORTH SYDNEY - PORT AUX BASQUES SERVICE
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Figure 6-8 shows the results of demand and capaci-
ty under condition 3 . As a result, there would be
demand for another. trip per day (or vessel) in 1979,
another in 1982, 1985, etc ., as shown in Table 6-15 .

The effect on the supply of trips per day (or vessels)
by each of the conditions, is shown in Table 6-14 .

In conclusion, the loss of one railcar ferry in 1978,
should pose some capacity problems in 1979 and will
require another trip per day (or vessel) by 1980 (over
the present four trips per day) on peak days .

Some Conclusions
The future transport needs must be provided by a

system which has enough flexibility to meet the
demands of industry, goods movement, and passen-
ger travel as efficiently as possible bearing in mind
the costs of operation and subsidization if necessary .

A review of the industrial prospects points out some
areas where additional or modified infrastructure will

be required . The prime requirement will be a highway
system capable of serving the resource based indus-
tries and, in particular, the fishing industry. Some
secondary roads will have to be improved (i .e .,
upgraded and/or paved) in order to facilitate the
movement of fish between plants . The Trans Canada
Highway will need improvement in order to expedite
the marketing of the finished products with the least
possible damage and delay. Coupled with the highway
system, the Gulf ferry system will have to minimize
waiting and crossing time in order to give the pro-
ducers the required efficient access to mainland mar-
kets. Obviously, as emphasis will continue to be
placed on the export market, there must be equip-
ment capable of handling the exported product . This

will mean, for example, that there will have to be more
or larger reefer trucks available for exporting frozen

fish .

The increases in traffic demand and present sub-
standard sections of highways will necessitate the
upgrading of the Trans Canada Highway and some

collector roads . This will be vital to the provision of a
safe, efficient, and comfortable surface passenger

system. (Over 90% of all passenger trips in Newfound-

land are on the highway system . )

Notwithstanding the Island portion of the Province,
the economic development of Labrador will be largely
dependent on the proposed Trans Labrador Highway.

The impact of this highway on the Province and
Canada is of such importance that this highway must

be built .

Demands on the Island rail network are not project-
ed to change very much as there will not likely be new
industry which could take advantage of the railway for
transporting raw or finished products. There is poten-
tial for exporting Bowater newsprint by rail to the
mainland, provided it can be done more economically
and/or more efficiently than at present .

As aforementioned, the Gulf ferry system will have
to minimize waiting time for crucial exports, time-
dependent products . The fishing industry must have
access to the mainland markets if it is to be the prime
resource industry in the Province . The ferries will also
have to accommodate the expected passenger relat-
ed traffic in an efficient, comfortable and affordable
manner, in order to enhance the prospects for the
tourist industry .
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Chapter VI I

Towards a
Transportation Policy

For Newfoundlan d

The title of this chapter is "Towards a Transportation
Policy for Newfoundland" and not "A Transportation
Policy for Newfoundland" as it might well have been
had the Commission started with a clean slate . But
the slate is not clean ; whatever is now proposed must
be cast . in a form that can be accommodated to the
exigencies of an already existing transportation net-
work, that will recognize specific principles that are
generally . accepted and that will be adaptable to
established procedures that, in the interests of an
orderly transition to a new system, ought not to be
suddenly disrupted .

If a comprehensive transportation policy for New-
foundland had been implemented fifty, or even thirty
years ago, much of the existing network and many of
the now accepted practices and procedures would
not exist . But such was not the case and the Commis-
sion must now operate within the context of con-
straints imposed by the consequences of piecemeal
ad hoc growth. We cannot even attempt to produce
recommendations that will eliminate in one stroke all
of the unfortunate results flowing from the lack of
proper planning in the past. For even if the Commis-
sion were so foolhardy as to make such recommenda-
tions, their implementation would be clearly impracti-
cable because of the severe disruptions and
repercussions that would follow upon sudden change .
Rather, recommendations must be aimed at the pre-
vention of major mistakes in the future and a gradual
but planned evolution towards a rational and a social-
ly and economically functional system .

The Commission will attempt, therefore, to indicate
the general direction in which transportation policy
should develop and to formulate general principles
upon which such a policy should be based . Specific

recommendations will, insofar as is practicable, flow
from that policy and those principles . Nevertheless,
some recommendations, especially those with short
term application, may suggest some slight inconsist-
ency reflecting the necessity to compromise with the
realities of the present situation . Over time, the Com-
mission believes it will be possible to eliminate such
inconsistencies and anomalies as are now unavoid-
able and to establish practices and procedures
throughout the entire system that will be completely
compatible with the new policy regime . In the mean-
time, the Commission should aim to develop clear
directions for policy development and to ensure that
all major decisions will be in keeping with this emerg-
ing policy .

Having established what the Commission conceives
to be an acceptable rationale for the use of the word
"towards" in the title, the remainder of this chapter
will be devoted to a discussion of the objectives which
the Commission considers to be relevant and impor-
tant in formulating a general policy, the constraints
which the present system imposes, the principles
which must guide the transition from the present
situation to that of the future, and a brief and specula-
tive look at what the future may have in store .

Even though the Commission has argued that no
comprehensive transportation policy has been imple-
mented in Newfoundland, it is not suggested that no
attempts have been made to enunciate the principles
upon which such a policy might have been based . In
this context two particularly significant documents
must be noted :

1 . The Basic Elements of an Atlantic Provinces
Transportation Policy (March, 1969) and
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2 . An Atlantic Provinces Transportation Policy -
Principles and Recommendations (April, 1975) .
The Commission regards both statements as bein g

of great importance . It is the last, nevertheless, which,
incorporating all the basic concepts of the earlier
formulation and modifying and enlarging upon some
of them, represents the more comprehensive
approach . It established the principles upon which an
Atlantic Provinces transportation policy might be
based in the following terms :

1 . Transportation is an essential but not sufficient
element in economic development . It is a means to
an end. While an efficient transportation system will
not guarantee economic expansion, the lack of
such a system will retard development .
2 . Transportation is, as it has been since Confed-
eration, a vital element in the ability of regional
industries to reach Canadian and world markets .
3. The National Policy of protective tariffs intro-
duced by the Federal Government after Confedera-
tion, and promoted by all succeeding Federal Gov-
ernments, resulted in a severe limitation on the
ability of the Atlantic Provinces to exploit the vast
potential markets of the United States . The natural
north-south trade routes that had been developed
by the region were replaced by an artificial east-
west trade pattern. A new Transportation Policy
must compensate for this unnatural restriction .
4. The responsibility of the Federal -Government to
ensure that transportation costs will permit regional
industries an opportunity to participate fully in the
economic growth of Canada was unanimously
accepted in the discussions that preceded Confed-
eration and in the discussions that preceded the
entry of Prince Edward Island and Newfoundland
and Labrador into Confederation . This principle is
legally recognized in The Maritime Freight Rates
Act and must continue to be so recognized .
5. The implementation of a national transportation
policy for the Atlantic Provinces will require an
effective combination of competition, regulation
and financial assistance. In the long run, if this
policy is effective, regulations and financial assist-
ance should, to some extent, diminish .
6. It has been demonstrated that the present Na-
tional Transportation Act, which dictates that com-
petition will ensure realistic transportation costs, is
only effective and equitable in those regions of
Canada which have a well developed, mature trans-
portation system with a high level of modal and
intermodal competition . This is not the case in the
Atlantic region where there is limited competition,
lack of facilities, a low volume of traffic, and long
distances which are sparsely populated . In the de-
velopment of a new Transportation Policy, the
degree of maturity of the transportation system,
and the level of modal and intermodal competition,

must be considered on a regional basis . A policy of
a blend of regulation, infrastructure cost support,
rate subsidies, variable percentage recovery of user
charges, and other forms of assistance must be
developed to fit that particular region .
7. While freight rate levels are of themselves of
considerable concern to the Atlantic Provinces,
other elements of the transportation system includ-
ing service levels, transportation systems capacity,
and capital investment in the transportation system,
are of equal concern and have a significant impact
on providing an effective Atlantic Provinces trans-
portation system . These elements must be co-
ordinated between the Federal and Provincial Gov-
ernments so that provincial development aspira-
tions can be fully considered .
8 . To whatever degree transportation is regulated,
the designated regulatory agencies must be
responsive, and accessible . These agencies should
be decentralized to the regions so that fast action
can be obtained .
9 . The ferry services between the mainland and the
island provinces are essential services and cannot
suffer any disruption .
The Commission accepts in general those principles

and it is within the framework provided by them that
specific applications will be worked out appropriate to
Newfoundland and Labrador. However the Commis-
sion has some reservation regarding the third princi-
ple as we are of the opinion that an adjustment in the
tariffs may be a better tool to exploit the United
States markets and might be of much greater benefit
to Newfoundland than a transportation subsidy on
goods shipped to the central and western Canadian
markets. Before we turn to specifics, however, the
desirable objectives must be enunciated . In stating
those objectives the Commission must remain fully
conscious of Newfoundland's particular circum-
stances and needs but cognizant, at the same time, of
the necessity for compatibility with Canada's trans-
portation policies .

It is the view of this Commission that the following
represents an appropriate set of objectives towards
which our efforts should be directed .

1 . To eliminate, insofar as possible, the defects
and weaknesses of the present system .

There are, as Chapter V clearly shows, many exist-
ing faults and deficiencies in the Newfoundland trans-
portation system. As examples may be mentioned the
present state of deterioration of the Trans Canada
Highway; and the high incidence of claims for loss and
damage on the CN coastal service . The list of
inadequacies is long and although some may be elimi-
nated with relative ease over the short term, others
will require careful planning over a longer period . In

any case, it is imperative that as a transportation
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policy for Newfoundland is developed, all existing
deficiencies must be identified and, insofar as is prac-
ticable eliminated .

2. To provide at least one reliable and reasonably
priced method of passenger and freight service
for each community in Newfoundland.

The Commission recognizes the special problems
posed by Newfoundland's settlement pattern . Never-
theless, under present-day circumstances, it is not
unreasonable that all communities should expect -to
have access to a reasonably priced and convenient
means of passenger and freight transportation . Not
every community should, of course, expect daily air
service, nor should an ice-bound coastal community
reasonably expect even a weekly sea service, but all
communities should expect to have their reasonable
needs met and their reasonable expectations fulfilled .
The coastal communities of Labrador, for example,
should be able to rely upon receiving freight on
schedule and in good condition via the Coastal Ser-
vice during the months of ice-free navigation. At the
same time provision should be made to warehouse
supplies of the winter freeze-up . Residents should
also assume responsibility for informing themselves of
the modes of transport available to them and for
adapting their demands to the necessities of the best
schedules that can be implemented. A programme of
amelioration and of development should be evolved in
consultation with the people primarily affected, and
implemented in an orderly manner over as short a
period of time as is consistent with thoroughness,
efficiency, and practicality .

3. To encourage by all practical means competi-
tion between and among modes and carriers .

There is no question but that competition provides
a strong element of market control . If, for example,
two separate trucking firms carry,goods between the
same two points, the firm providing the best service,
in terms of reliability, speed and cost will, in time,
receive the larger portion of the traffic offered . This, in

turn, should encourage the other firm to improve its
service . However, in Newfoundland the total amount
of traffic offering is relatively small and there may not
always be, in all areas, sufficient volume to warrant
competition among several modes of transportation .
In fact, many areas will be served by only one mode
because it would clearly be uneconomic to provide
alternatives. In circumstances where, for example,
hitherto isolated coastal villages are linked to the road
network, it is neither logical nor economically practi-
cal to continue a highly subsidized coastal boat ser-
vice in competition with the trucking industry . As a

principle, it may be stated therefore, that when roads
are built to an area, the service heretofore provided
by the coastal boats should be terminated . Such
situations are clearly exceptions to the general rule .

Whenever the population is sufficient to require more
than one mode, competition should be encouraged
and fostered .

4. To provide the best possible service at the
lowest possible cost .

The transportation system that is developed must
give the greatest possible value for the dollars spent,
which is to say that we must aim for the system which
is most cost effective . This does not mean that we
should aspire to the system that is cheapest but
rather that we cannot ignore costs and must con-
sciously strive to get the best value for what we
spend . Thus, when considering alternative modes and
services, it must first be determined which will provide
the level and type of service that is required and the
one which is most economical must be selected . In
short, economy is not the primary reason for selecting
a mode of transport but it becomes highly significant
when other conditions have been met .

5. To provide for maximum co-operation and co-
ordination between complementary services .

The principal modes of transport are rail, road, sea
and air, and a thoroughly efficient transportation
system will provide for interconnections among them
whenever the possibility exists and is economically
practicable. To achieve this objective there must be
maximum co-operation both on an intermodal and on
an intra-modal basis . For example, passengers dis-

embarking from a Gulf ferry should be able to make
close connections with a CN Roadcruiser . Similarly,
off-corridor bus service schedules should be closely
co-ordinated with schedules on the main corridor

routes. The same principle of co-operation and co-
ordination should apply equally to freight transfer .
Consider, for example, a package destined to move
between Renews and Roddickton . In a fully developed
and integrated system, a regional carrier would col-
lect the package at Renews and take it to a central
depot at St . John's where it would be transferred to
another carrier operating on the main provincial corri-
dor. He would take the package to'Deer Lake, where
it would be again transferred to another regional
carrier who would finally deliver it to Roddickton . The
more complicated sequence of transfers for freight
may take several years to develop, but a simpler
passenger transfer system should be introduced in
the immediate future since it requires careful planning
rather than large capital outlay.

6. To provide maximum flexibility to adapt to
change .

While it is often difficult to make successful predic-
tions of future needs and trends, careful priority plan-
ning can often prevent the necessity for costly
remedial action. Consider, for example, the case of
ribbon developments along highways. It is almost
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inevitable that where such developments occur, the
main highway will have to be widened or feeder roads
will have to be constructed . This is at a time when
property values will have escalated and expropriation
of land will have become excessively expensive and
time consuming and when, in all probability, the best
result that can be achieved will be but a makeshift
adaptation to circumstances . The alternative proce-
dure of first developing a set of regulations respecting
orderly development and then implementing those
regulations would be both simple and inexpensive
and would obviate the sort of difficulty which has
been mentioned . Thus, proper plans for a transport
system must be developed in relation to other deve-
lopmental activities and must proceed in carefully
controlled stages . The first stage would be a decision
to move in a general direction, though planning at this
stage should not be so rigid that all developments
would be locked into an inevitable sequence of action .
Rather, initial planning should leave sufficient flexibili-
ty for subsequent examination and reconsideration . In
brief, options should be kept open as long as possi-
ble; final and definite plans should not be made until
they are absolutely necessary and only after all rele-
vant data have been gathered and evaluated and all
eventualities, within reason, foreseen and considered .

7 . To maximize the effectiveness of subsidies .

Subsidies of various forms are introduced in an
attempt to deal with specific problems. It often hap-
pens that the subsidy fails to accomplish the desired
end but, nevertheless, is continued because, over
time, it has acquired the entrenched status of a
"right" that can be neither reduced nor eliminated .
The use of subsidies and their actual effects should,
therefore, be examined carefully and frequently so
that wherever desired effects are not being achieved,
appropriate action can be taken before the subsidy
attains hallowed old age . The question of subsidies is
considered in more detail in Chapter X .

8. To maximize opportunities for the economic
development of the Province and to provide ade-
quately for Newfoundland's probable future
transportation needs .

Transportation policy has long been recognized as
a tool of national policy in Canada . Accordingly, in
1967, when much of the transportation infrastructure
was in place in mainland Canada, The National Trans-
portation Act outlined the policy of "user-pay" and
"economic viability" . Newfoundland is in a much
more premature stage of economic development and
rationalization of its transportation infrastructure has
yet to take place. As outlined above, areas which
need transportation facilities must be carefully identi-
fied within the framework of economic development
and future needs must be determined in a planned
and orderly manner, rather than on an ad hoc basis

as has been the case in the past . The Federal Depart-
ment of Regional Economic Expansion has recently
been of great assistance in this area and it is to be
hoped that this assistance will continue .

In addition to the basic objectives listed above, the
Commission has identified four other factors which
are of sufficient importance to be given very careful
consideration when policies for transportation are for-
mulated . These are as follows :

1 . The use of fuel. Increasingly, concern is being
expressed about the rate at which transport sys-
tems consume fossil fuels . Undoubtedly this will
continue to be a serious problem for some time to
come. In consequence, it is important to aim toward
reducing fuel consumption as much as possible .
Other things being equal, then, the mode of trans-
port which uses the least fuel should be selected .
2. User satisfaction . It is clearly impossible to
provide complete satisfaction to everyone with
respect to the transportation services and facilities
that can be provided . Some people will sometimes
have to accept circumstances that are less than
totally desirable. Nonetheless, whenever possible,
the wishes and desires of individuals regarding
comfort and convenience should be given careful
consideration . Other things being equal, those
modes which provide the highest degree of per-
ceived user satisfaction should be implemented .
3. Employment. Providing a high level of employ-
ment is not, in itself, a goal of the transportation
system. If a good transportation system requires
the work of a large number of people, then that
condition will, of course, be accepted as an added
blessing . If, however, a good method of transporta-
tion requires fewer workers, then that method
should be selected . The preservation of an inef-
ficient and out-moded system cannot be rational-
ized simply because it provides jobs . Employment
and transportation are entirely different problems
and even though increased employment is a desir-
able consideration, it cannot be achieved at the
expense of the kind of economic and efficient
system that will serve the interests of the total
population . Nevertheless, other things being equal,
those methods which can, without detriment, pro-
duce the highest level of employment, should be
selected .
4. Speed, safety and reliability . It goes without
saying that speed, safety and reliability are major
considerations which must be kept in mind when
decisions concerning transportation are being
made. With respect to passenger services, speed
and safety are of the utmost importance, but in the
matter of freight, reliability seems to be the single
most important quality . Users prefer a method
which delivers goods reliably . All things being
equal, methods should be chosen which provide fo r
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the shortest time in transit, the greatest degree of
safety and the highest standards of reliability .

Constraints Imposed By The Present System

Despite the fact that objectives for a Newfoundlan d
transportation system can be stated with reasonable
precision and despite the fact that Newfoundland's
future needs in the field of transportation are reason-
ably clear and definite, it is not possible to move
directly toward attaining all those objectives and sat-
isfying all those needs nor, in many instances, to
move as rapidly as might be wished . To some extent
we must live with the mistakes of the past : mistakes in
planning, in lack of planning and in the allocation of
resources. Some of these mistakes are not remedi-
able, others can only be corrected over time . This
situation must be acknowledged and taken into
account as we proceed toward the development of a
transportation policy . The most obvious and impor-
tant constraints which the present situation imposes
are as follows :

1 . Existing facilities and transportation network .

Clearly, much capital has been expended on th e
existing transportation network which has already
been described in Section II of this report . When
future needs are being considered, existing facilities
must necessarily play an important part . Even if, for
example, it was considered desirable to have the
main sea-rail interface at Corner Brook, the'enormous
capital investment already made at Port aux Basques
would probably constitute an overriding practical
reason for abandoning the idea . Thus greater efficien-
cy and convenience would necessarily be sacrificed to
the logic of . expensive facilities already in place . Other
obvious constraints relate to the location of the capi-
tal city and the largest concentration of population on
the Avalon Peninsula, that part of Newfoundland most
remote from the mainland of Canada . No matter how
desirable it might be, from a theoretical transporta-
tion point of view, it simply would not be practical to
move the capital city to the west coast . Similarly, the
rail line cannot be moved as needs dictate . Any trans-
portation policy must work, where possible, within the
framework of existing facilities .

2. Existing patterns of employment .

Transportation policy must be designed in recogni-
tion of the effect which changes will have on existing
patterns of employment . For example, more than
1200 employees would be displaced were the railway
to be abandoned and even though many of these
ought to find work in the transport systems that would
replace the railway, it seems, at present, unlikely that
all could be absorbed. Nor would this represent the
full extent of the problem. The loss of 1200 primary
jobs would have a cumulative effect throughout the
whole economy, affecting many other people. The

social costs, including the direct financial costs of
social welfare benefits, could be a constraint strongly
supporting retention of the railway . In any case, the
existence of those 1200 workers must be a matter for
the most serious consideration of policy makers . Cer-
tainly future planning must make provision for special
programmes of consultation, retraining and realloca-
tion if the reasons for significant changes are, or
become, overwhelming .

3. Existing subsidies .

Subsidies are initiated to alleviate specific difficul-
ties and/or to encourage economic growth, but their
side effects may operate powerfully beyond the
system directly involved . For example, the heavy fed-
eral subsidy provided to the CN coastal service has
had the concomitant effect of forcing the small private
shippers either to charter their ships to CN or to go
out of business . By the same token, the subsidy to the
Newfoundland Railway allowed freight rates to be set
at an artificially low level and made it difficult for other
carriers to compete for the traffic offering . According-
ly, in 1969, under The Atlantic Region Freight Assist-
ance Act (ARFAA), truckers became eligible for a
subsidy, and in 1978 the air and water modes will also
:)ecome eligible .

It has been argued that The Maritime Freight Rates
Act (MFRA) has never had the intended effect : the
development of a sound industrial base in Eastern
Canada. In consequence, many studies and commis-
sions have recommended that the subsidy be modi-
fied drastically or eliminated . Nevertheless, it has con-
tinued until 1978 and, although various modifications
have been introduced, no really significant change
has been made. Other examples could readily be
provided to illustrate the truth of the statement that
subsidies are far easier to put on than to take off .
Changing the pattern of existing subsidies in New-
foundland, if major changes are required, will not be
an easy task and will represent a real constraint as
policy is developed .

4. The Constitutional obligation .

At first glance, it may seem contradictory that any
Constitutional obligation should act as a constraint .
However, under The Terms of Union of Newfoundland
with Canada, Canada is obligated to operate the
railway and relieve the Province of any deficits
incurred . Any alteration of this agreement must be
mutually acceptable to both the Federal and the Pro-
vincial Governments; failure to agree could lead to
long and involved litigation, reaching the Supreme
Court of Canada . Any plans to abandon the railway,
for example, might take years to execute and deci-
sions affected by this delay might well reach fruition
only after obsolescence. Thus, Constitutional obliga-
tions may be a constraint .
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5. Size of the market in Newfoundland.

The population of Newfoundland on July 1, 1977,
was 563,200 according to a Statistics Canada esti-
mate. With such a small population, the market in
Newfoundland is relatively small and any transporta-
tion network must gear itself to this fact . In addition to
this, in terms of general cargo tonnage, most of the
traffic is eastbound resulting in under-utilized back-
haul space. The small market also affects the viability
of alternative or competing modes of transport . While
it might be ideal to have a choice of sea, air, rail or
road transportation to fit individual exigencies, it may
well be that with all four operating in competition,
none will be able to capture sufficient traffic to remain
economically viable, even with the aid of subsidies .

6. Public desires and expectations .

In this, the 8th decade of the twentieth century,
public expectations have, perhaps, exceeded practi-
cal possibilities . Nevertheless, it must be recognized
that user expectation is an important factor in trans-
portation . It is the degree of expectation which must
be measured. Reasonable expectations must be care-
fully taken into account . The average Newfoundlander
should not expect, for example, commuter services
between St . John's and Corner Brook that match
those between Toronto and Montreal . Nevertheless,
he should expect to be able to travel between Corner
Brook and St . John's in comfort and on a regularly
scheduled basis. If a service falls below legitimate
expectations, even if the service is adequate by
objective or statistical analysis, public discontent can
be anticipated, which, in turn, acts as a constraint .

7. Federal and provincial responsibilities .

Certain responsibilities in transportation fall under
federal jurisdiction and still others under provincial .
Unfortunately, these two jurisdictions are not always
well co-ordinated . For example, the railway is a feder-
al responsibility while roads fall within provincial juris-
diction even though federal funds are often used in
their construction . It is apparent that the best result
could be achieved if the services offered by road and
rail were fully and effectively co-ordinated . Further-
more, the Canadian Transport Commission, the prin-
cipal regulatory body, is located in Ottawa and its
regulations do not always take cognizance of local
problems . Furthermore, its decisions, once taken, are
slow to be changed . Again, the MOT and CTC do not
always adequately inform the Provincial Government
of their intentions and, consequently, misunderstand-
ing results. Liaison between the two levels must be
carefully considered in policy making.

8. Financial realities .

Just as the private citizen must "cut his garment
according to his cloth" so must governments do

likewise . No matter how desirable it may be to have
the very best in every mode of transportation, public
funds must be spent with an eye to efficiency and cost
effectiveness. It might, for example, be highly desir-
able to have a modern standard gauge railway across
Newfoundland, but it would be most difficult to justify
the amount of over $700 million which would be
required for such a project . Thus financial consider-
ations are a major, if not, indeed, the most important
constraint on transportation policy .

Principles Which Should Guide Change
Having stated the objectives, identified the future

needs and indicated the principal constraints which
will affect development, attention must be addressed
to those basic principles which should guide and
control the changes envisaged . These are intended to
ensure that changes are introduced in a gradual,
orderly and systematic manner so as to limit the
disruptive effects of hastily introduced or ill-consid-
ered actions. The most important principles are as
follows :

1 . The Provincial Government and all interested
groups in the Province should have the opportu-
nity to offer advice concerning all changes that
are contemplated.

Much confusion and dissatisfaction can be avoided
if proper consultation occurs before any proposed
action is taken . The Provincial Government has a
Department of Transportation and Communications
whose personnel ought to be able to offer important
advice . The Provincial Government will rightly be con-
cerned that specific changes and policies concerning
transportation will fit into its overall policies concern-
ing the economic development of the Province . Also
the people of this Province feel that they have a right
to be consulted or at least informed concerning pro-
posed changes in the transportation mode . It seems
reasonable to assume that the people who are closest
to a particular problem, and who will be directly
affected by proposed changes, will be in a good
position to give pertinent advice . At least, they should
be provided with a forum for the presentation of their
views. In short, decisions should not be arbitrarily
taken but should follow upon purposeful consultation
with all those whose interests are directly involved .

2. Short-term changes should not be incompat-
ible with long-range goals .

Policymakers are often accused, and rightly so, of
acting on the basis of partial information to solve a
short-term problem in a manner that will in fact in the
long run create new and even more serious problems .
Therefore, careful priority planning must always pre-
cede change and provision must always be made for
contingencies . However, planning and study must not
become ends in themselves or offered as excuses fo r
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inaction . There must be a balance struck whereby
thorough planning is followed by pppropriate action .

3. Existing facilities should be used whenever
possible to maximum effectiveness .

Before major changes are contemplated, at a port
for example, it should be clear that the maximum
potential is being derived from facilities already in
place. Careful study might indicate that with minor
modifications, existing facilities could be adequate, at
least for the short term, before extensive planning
and construction take place . In some instances, the
demand for major construction might disappear once
the existing facilities were fully used at top efficiency .
Other examples of possibly under-utilized facilities
exist in the fishing industry. Fish plant management,
for example, claims that available transportation is
inadequate to their needs, although it may be that
there are carriers already available who are unin-
formed of the requirements of the industry and una-
ware of the opportunities available to them. On the
other hand, industry may be insufficiently organized
to take advantage of a service that particular carriers
are prepared to offer . Thus when Air Canada offered
a cheap air rate (60-70 per pound) for fish shipment
to Montreal, the fishing industry was unable to pro-
vide a reliable supply on a continued basis and the
service was subsequently dropped . From this it
appears to be absolutely necessary to discover what
facilities are really available before contemplating any
change. When the information has been assembled, it
may be that a carefully planned co-ordination of exist-
ing services and facilities will obviate to a consider-
able extent the necessity for substantial capital
investment .

4. Adequate notice must be given to all those who
will be affected, concerning any major changes
which will be carried out.

Even though prior joint consultation has taken
place, it will still be necessary to give adequate notice
of the change. It is a well-known fact that the 15%
subsidy granted in the Atlantic Region is under review
at the present time . Those carriers affected are well. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
aware that the subsidy may be applied on a commodi=
ty basis or even dropped . However, the notice of
discontinuance should be given long before the
change is effected, and where changes are to be
made, the subsidy should be phased out gradually so
that carriers can make adjustments accordingly .

5. Changes should be introduced in such a
manner as to minimize social and economic dis-
ruption and adequate provision should be made
for those workers whose jobs would be threat-
ened or eliminated by proposed changes .

First of all, any change which will involve the loss of
employment for any number of people must be intro-

duced very carefully . Often changes which are made
have disturbing economic and social consequences,
particularly for the short term . Attitudes towards lay-
offs and unemployment have drastically changed in
the last forty years . In the thirties, it was generally
believed that the burden should fall on the shoulders
of those who first incurred the loss . In the seventies, it
is usually believed that society has a responsibility
towards people who have lost their jobs through no
fault of their own. When any changes are proposed
which will adversely affect employment in any given
area, the disruption which follows is extremely unset-
tling. When unemployment occurs in the one-industry
town, the effects are drastic .

It would be less disruptive to instigate a programme
of retraining and relocation of people displaced, for
instance, by any proposed abandonment of the rail-
way long before any disruption actually occurs . If the
employees were retrained and/or relocated in a
planned programme which would start well in
advance of proposed changes, the disruption would
be somewhat alleviated . In addition, it may be that
future development in other economic spheres might
be proved feasible for the region . It is clear that any
major change in transportation policy must take place
only after appropriate plans have been made, insofar
as is possible, for those who will be affected .

A Glimpse At the Future

Planning for the future might be helped and made
more realistic if the Commission had a reasonably
good idea of exactly where our destination will be .
The Commission shall, therefore, attempt to sketch in
bare outline a picture of what the Newfoundland
transportation system will most probably look like 20
years from now .

Predicting the future is a hazardous business, as
every weather forecaster knows . Even when all of the
facts are known and then specific effects predicted
with reasonable certainty a large margin of error is
inevitably found and the inaccuracy increases directly
with the length of time which the prediction involves .
Sometimes an entirely unexpected factor emerge s
which makes all previous predictions invalid and
hopelessly inaccurate . For example, the introduction
of "the pill" rendered all previous predictions of birth
rate completely invalid . Witness the tremendous dif-
ficulties which reducing enrollments have imposed on
our school system. Similarly, the tremendous increase
in tractor trailer traffic which occurred in Newfound-
land during the 1970's was largely unexpected . This
increase made inaccurate previous predictions con-
cerning other modes of traffic, especially rail freight .

The Commission is being asked to plan for the next
twenty years . It must, therefore, try to visualize what
transportation in Newfoundland will look like in 20
years . This must be done in part because the terms o f
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reference of the Commission clearly call for such long
range planning and in part because the recommenda-
tions which will be made may very well help to shape
the development which will occur during the next
twenty years . In the predictions, it will be assumed
that the major recommendations of the Commission
have been accepted and implemented .

The Commission will, therefore, take a look into the
future. It shall try to picture what the Newfoundland
transportation system will look like 20 years from
now. Various services and facilities will be comment-
ed on briefly. In this manner the Commission shall
have some idea of the direction in which the Province
shall be heading during the next 20 years . The Com-
mission will then in subsequent chapters return to the
present to discuss and hopefully resolve some of the
major problem areas which complicate the Newfound-
land transportation system. Specific recommenda-
tions which will be intended to guide and direct the
coming changes will then be presented .

General Overview

1 . The Gulf .
The Gulf crossing for passengers and trucks will

inevitably involve ferry movements between North
Sydney and Port aux Basques . At least four large
specially designed 300-car ferries will make three
trips each day in the peak season during the summer
and an appropriate number during the winter . The
crossing will take approximately four and one-half
hours . The ferries will have limited berth accommoda-
tions and therefore all crossings for passengers will
be during daylight hours . Night crossings will be used
in peak periods. At all times trucks will be given
priority on night crossings .

Between North Sydney and Argentia there will be
daily service during the summer by two ferries . The
crossing will take approximately fourteen hours and
overnight accommodation will, of course,' be pro-
vided .

One ferry will operate, perhaps twice a week, during
the winter season . The other ferry will operate on the

. . .Gulf. . .during-the winter and will provide overnigh t
accommodation because the trip will take several
hours longer during the season when ice is
encountered .

Another overnight ferry will operate during the
summer season from North Sydney to Port aux
Basques to Bay D'Espoir and Terrehceville and
return. The ferry will, like the Argentia ferry, be capa-
ble of carrying passengers, private cars and trucks .
The turn around will be accomplished in forty-eight
hours and will leave North Sydney and Port aux
Basques at 11 :00 p .m. Those who wish to take advan-
tage of an overnight crossing with suitable berth
accommodations will be able to obtain a berth on a
crossing from North Sydney to Port aux Basques two

days per week during the summer season . This ser-
vice will, of course, be on a reservation basis . This
ferry will also revert to the Gulf crossing during the
winter months.

During the summer months there will be a service
between Aspey Bay on Cape Breton Island and Port
aux Basques. The service will be provided by two
large Hovercraft similar to the Super 4 which British

Rail operates on the English Channel . The craft will
take 80 cars and 300 passengers and will cruise at 60

miles per hour . Thus the crossing will take a little over
an hour and the craft will be able to turn around in
less than two hours . Up to ten trips in each direction
each day will be scheduled .

The service across the Strait of Belle Isle will be
provided by a large conventional ferry during the
summer months . During the winter months the service
will be provided by a smaller Hovercraft which will be
capable of carrying vehicles and passengers and
which will be able to operate in all except the most
severe ice conditions .

2. The Coastal Service .

The Coastal Service will have virtually disappeared
as roads to all of the communities make it unneces-
sary. If water transportation is provided on the south
coast it will be provided by large high speed vessels
with day routes similar to those now being served by
the 'Marine Runner' and the 'Marine Sprinter' . A
smaller high speed vessel will provide service to any
Placentia Bay communities not connected by road .

If the Trans Labrador Highway has not been com-
pleted, there will be a direct water service weekly
between St . John's, Lewisporte, St . Anthony, Cart-
wright and Goose Bay during the June to October
months. The service will be provided by an ice
strengthened vessel built especially for that service .

Service to the southern Labrador communities
which are not connected by road, will be provided by
a combination of air services and fast high speed
launches. Service to the northern Labrador communi-
ties will be provided by air during the winter months
and by Hovercraft during the summer months (the
same Hovercraft which operates in the Straits during
the winter months). Freight deliveries to the Labrador
coast will be by large freighters which will stop at
major distribution points . Smaller chartered vessels
will distribute the freight to the more isolated
communities .

Intra-Island Ferry Service will continue on most of
the routes which are served at present but some of
the Island communities may be connected to the
mainland by a causeway . The ferry services to the
remaining Island communities will be provided by
vessels which are sufficiently large to deal adequately
with the traffic offering .
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3. The Road Network in Newfoundland .

The basic corridor between Port aux Basques and
St. John's will be served by a modern arterial high-
way. The highway will have at least two lanes with
appropriate passing lanes for its entire length . Four-
lane sections will be needed at least between Deer
Lake and Stephenville, between Grand Falls and
Notre Dame Junction, and between Clarenville and
St. John's . A separate section of the highway will join
Southwest Brook, Buchans and Badger. This will
reduce the trip across the Island by approximately
one hundred miles .

The road up the Northern Peninsula will have been
improved considerably with widening and passing
lanes provided . Between Newfoundland and Labrador
there will be a year-round crossing service provided
either by a tunnel or by a combination of ferry service
during the summer and Hovercraft during the winter .

.
There will be a Trans Labrador Highway from For-

teau to Goose Bay to Churchill Falls to Labrador
West . The highway will then connect with the highway
system of Quebec . The coastal communities of south-
ern Labrador will all be joined by branch roads to the
main highway .

All of the secondary roads on the Island and Labra-
dor will have been paved . A secondary road will have
been constructed along the south coast from Rose
Blanche to Bay D'Espoir and around the bottom of
Fortune Bay from the Connaigre Peninsula to English
Harbour East . (It should be noted that the develop-
ment of such a road system has been vital to the
economic development of Iceland . )

4. Surface Transportation .

The basic surface transportation will be provided by
bus along the Trans Canada Highway . The buses will
be larger and more comfortable than at present .
Express service from St . John's to Port aux Basques
will be provided daily by at least two day and one
night runs. Frequent local trips will cover the St .
John's to Gander, Gander to Corner Brook and
Corner Brook to Port aux Basques routes. These
routes will provide connections with each other, with
the express service and with local bus services .
Depots which will provide waiting rooms with wash-
room facilities and restaurant services will be pro-
vided at each of the major intersections of secondary
roads with the Trans Canada . Attendants at each
station will be able to provide up to date information
concerning schedules and bus arrival and departure
times. Also, connecting bus services will have been
provided for the Northern Peninsula, the Baie Verte
Peninsula, the Bay D'Espoir highway, the Bishops
Falls and Lewisporte turn-offs, the Bonavista Penin-
sula and the Burin Peninsula . These services will
interlink with the Trans Canada service and it will be

possible to buy a ticket to travel from St . John's to St .
Anthony .

5. Direct Water Freight Service .

Most of the traffic movement coming to and going
out of Newfoundland will be by direct water move-
ments. There will be frequent boat trips between
Montreal and St . John's, Montreal and Corner Brook,
and Montreal and Goose Bay . Several different com-
panies will provide these services and the level of
competition will be high .

There could also be an increase in direct water
movement between St . John's and Halifax . This will
be supplemented by additional direct water routes
between the major Newfoundland ports, i .e., St .
John's, Corner Brook and Argentia, and other ports in
the Maritime Provinces and Central Canada .

There will be a major port on the coast of Labrador,
probably to the north of Groswater Bay . This port will
be connected to Goose Bay by road and may, per-
haps, be connected by an east west rail system that
would sweep across Labrador and proceed via the
foot of James Bay to Montreal .

The harbour facilities in both St . John's and Corner
Brook will have improved considerably to enable
these ports to handle the substantial increase in
direct water traffic . Improvements will also have been
made in the port facilities in Argentia and Lewisporte .
A major project will have converted the harbour at
Terrenceville into the eastern terminus for the coastal
service along the south coast and the ferry from North
Sydney, Port aux Basques and Bay D'Espoir . Port
facilities at St . Albans will also have been improved to
permit docking of a ferry .

6. Air.

Passenger traffic to Newfoundland will have
increased greatly and numerous flights will be made
to all of the Newfoundland airports by Air Canada and
by Eastern Provincial Airways . Improvements to the
landing system at the St . John's airport will make
possible a higher proportion of landings during the
bad weather periods of the year . Regional carriers will
also operate between Newfoundland communities .
The airport system will include airports in all of the
northern Labrador communities and some of the
southern Labrador communities as well . Third level
carriers will provide daily service between St . John's,
Clarenville, Gander, Deer Lake, Stephenville and Port
aux Basques, as well as the Labrador communities .

There will be a daily freight service ' by a large
aircraft which will leave Montreal, call at Gander and
proceed to Europe . The flight will return by the same
route on the following day . This flight, combined with
refrigerated holding facilities at the airport, will permit
the shipment of fresh fish to central Canada and to
Europe .
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From the above outline it is possible to determine
three basic directions in which the Commission sees
transportation in Newfoundland moving . These are :

1 . A considerable increase in direct water move-
ment .
2 . More and more varied ferry connections between
Newfoundland and the mainland .
3. Increased dependence on the highway system for
surface transport .

The Commission does not anticipate much conflict
with these basic directions. Other decisions will
require that key issues be examined and settled . The
reader will note the absence of the rail system in the
discussion above . The future of the railway is the first
of these key issues which the' Commission will now
examine.
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Section 4

Key Issues in
Newfoundland Transportation



Chapter VII I

The Future
of the Railway

in Newfoundlan d

The future of the railway in Newfoundland constitutes
the most important, difficult and agonizing specific
problem faced by the Commission . A greater variety

of representation was made to the Commission con-
cerning the railway than concerning any other mode
of transportation or transportation facility . Virtually all

of the representations included strongly held opinions
and many were couched in highly emotional language .

Most argued that the railway should be continued,
upgraded and given the ability to offer services and
incentives which would increase the proportion of

traffic handled. Others argued that no further money
should be spent on the railway and that it should, if
necessary, be abandoned in favour of a greatly
improved Trans Canada Highway across the Province .

Since the problem is such an important one, it is
desirable to define its terms with care and precision.
Only then can the Commission be reasonably sure
that we know its precise nature and appreciate the full
implications of the decision that must be made .

In addition to the branch lines, the railway in New-
foundland actually consists of three distinct elements :

1 . The rail car ferries across the Gulf ;
2. The marine/rail interface at Port aux Basques
which provides for the transfer from wide gauge
cars to narrow gauge cars ; and ,

3. The narrow gauge rail line from Port aux Basques

to St . John's .
However, most of the submissions to the Commission
did not differentiate among these elements but
included all of them under the general term "New-
foundland rail" .

Public opinion, as represented to the Commission,
tended to support one of two extreme positions in
respect of this system . On the one hand were those

who argued for its complete retention and for appro-
priate upgrading of facilities to include the elimination
of curves, the reduction of grades, the improvement
of bridges, or, indeed, in the most extreme view, the
replacement of the entire system with a modern
standard gauge railway. At the other end of the spec-
trum were those who would totally abandon the rail
system at the earliest feasible date and use the
money thus saved to upgrade highways and improve
other transportation facilities in the Province .

Let us examine, briefly, some of the implications of
this latter position . It should be clear at the outset
that an immediate abandonment of the rail service
would not be practical . Even if such a decision were
taken in the immediate future, a certain period of time
would have to be allowed for the railway operations to
be phased out . During 1977 the railway carried
358,000 tons of freight into Newfoundland, carried an
additional 91,000 tons out, and moved 243,000 tons
within the Province . The railway could not be aban-
doned until other modes of transport were available
to move those tonnages and the alternatives to rail
transport, i .e ., trucking, direct marine and air, could
not cope with them with their present carrying units
and facilities . Before they could cope, roads would
have to be considerably improved, port facilities
would have to be improved and enlarged, and new
trucks, vessels and aircraft would have to be made
available . Obviously it would require several years
before these changes, even if commenced in the
immediate future, could be completed .

Furthermore, and of at least equal importance,
plans would have to be made to provide for those
workers who would be displaced by the abandon-
ment . Most of those affected would be men of matur e

187



years, with training and experience in only one type of
work and who live in small one industry towns . Given
the general difficulty of finding employment in New-
foundland, the problem of finding other jobs for these
people would be well nigh insurmountable . Certainly,
any chance of success would be contingent upon the
implementation and development of special pro-
grammes, involving such devices as retraining, relo-
cation, and early retirement . Such programmes would
undoubtedly take several years to plan and carry out ;
and yet, unless such special measures were intro-
duced, the social and economic dislocation which
would result from the change would be disastrous . A
period of three to five years, during which carfully
planned steps intended to provide the necessary
facilities and to deal with the resulting social conse-
quences, would be required for the phase-out to be
sucessfully conducted . Nor could this three to five
year period be commenced until the decision to pro-
ceed with abandonment had actually been taken and
the constitutional complications dealt with . For it is
clear from the legal advice that the Commission
received, that the abandonment of the railway would
involve difficult and time consuming consitutitional
complications. Even if the Provincial Government
agreed that the abandonment of the -railway would be
advantageous and co-operated with the Federal Gov-
ernment to set the appropriate machinery in motion
to bring about the required constitutional changes,
that change could not, in all likelihood, be brought
about in less than two or three years .

On the other hand, if the Provincial Government
actively opposed such a change and if the Federal
Government decided to continue with its plan despite
provincial objections, then the matter would be, of
necessity, referred to the Supreme Court of Canada .
Even if the federal authority ultimately won its case
and were given permission to proceed with abandon-
ment, a minimum period of five or six years would
elapse before the matter could be decided and the
phasing out process commenced .

Under the most favourable circumstances then, the
decision to abandon the railway could not be made
before two or three years have elapsed and if we
consider that further time would elapse between the
actual decision making and the beginning of any
phase-out procedure, we might well conclude that a

minimum of five years would pass before any phase-
out could start . In any case, apart from the legal and

constitutional complications, it would take at least
that period of time to develop adequate alternative
forms of transportation service .

An immediate choice, therefore, between the rail-
way and a greatly improved highway is not a practical
possibility . Whatever decision is made concerning
abandonment, the railway must, as a minimum
requirement, maintain the present level of service for

a period of at least five years . Throughout that same
period, the Trans Canada Highway must be improved
to meet accepted Canadian standards for the amount
of traffic which will use the road . Changes of a radical
nature, therefore, are at least five years in the future .
The decision which must now be made is whether the
railway is eventually to be abandoned, whether it is to
be continued indefinitely, or whether some other
option is available . If it is to be abandoned, the
phase-out would start not earlier than five years from
now and would last for three to five years . Prior to
and during the phase-out, arrangements would have
to be made to provide additional facilities to deal with
the increased traffic which would be diverted to the
roads and to direct water and air routes .

It is, of course, possible, in theory, to consider
modifying one or two elements of the rail system
without changing the remaining part or parts. Thus,
for example, the rail car ferries across the Gulf and
the marine/rail interface at Port aux Basques could
be eliminated while retaining, in whole or in part, the
rail line in Newfoundland . The Commission has con-
sidered this possibility carefully, but has rejected it
because it is precisely in the movement of intra-Island
traffic that Newfoundland shows the greatest losses .
To eliminate the Gulf crossing from the rail operation
would, therefore, eliminate what is actually and poten-
tially the most profitable traffic and, for that reason, it
is clearly an impractical solution . Other possibilities of
an analagous nature were also considered and found
to be either impractical or impossible. In conse-
quence, the remaining discussion in this chapter will
refer to the complete rail system .

Relating to the future of the railway in Newfound-
land, many and varied opinions were presented to the
Commission. There were, however, no serious differ-
ences concerning two important points ; firstly, that
the amount of traffic and especially the proportion of
traffic into, out of and within Newfoundland handled
by the railway has decreased drastically during recent
years and is likely to decline further in the future ; and
secondly, that the railway operation in Newfoundland
is not commercially viable .

Let us briefly examine each of those propositions .
In the case of the first of them, there are clearly
serious differences of opinion concerning the reason
for the decline in rail traffic and diametrically opposed
answers were given to the question of whether reduc-
tion in service preceded or followed reduction in
traffic . On the one hand, the Unions claimed that a
reduced level of service and reductions in the fre-
quency of train movements were initiated by CN
before traffic showed a serious decline and that these
reductions, together with rapidly escalating freight
rates, caused the decline in traffic . Several submis-
sions from businesses also pointed to increased rate s
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as of considerable importance in diverting traffic from
the rail . .

On the other hand, CN, in its submissions, main-
tained that the frequency of trains had not been
reduced until it had become obvious that the service
exceeded the requirements . Thus, although traffic
decreased considerably during 1975, the frequency of
trains was not reduced until 1976. CN also stated that
it is required by law to charge rates which are com-
pensatory, i .e., which cover the variable costs of the
movement involved . It does not itself have the flexibil-
ity to offer rates which are non-compensatory and can
do so only upon receipt of a direct order from
Government .

The Commission, even after a detailed study of the
records involved, is not able to offer a final or conclu-
sive answer to the "chicken and egg" problem of the
relationship between decline in service and decline in
traffic . All of the available evidence supports the posi-
tion that reductions in traffic came before reductions
in service. The Commission is not convinced, how-
ever, that CN was aggressive enough in its salesman-
ship to attract new traffic or in its efforts to prevent
existing customers from switching to other modes of
transportation .

Concerning the second proposition, it is generally
recognized that rail operations in Newfoundland lost
fourteen million dollars during 1976 and comparable
amounts during each of the five previous years . But
this does not tell the complete story . Additionally, the
deficit on the Gulf operation and the costly marine/rail
interface Port aux Basques is paid directly by the
Federal Government . This deficit includes costs
attributable to the movement of passengers and cars,
of trucks and of rail cars, as well as to the transfer of
freight in Port aux Basques . The Research Staff of the
Commission was able, on the basis of data provided
to the Commission by CN and CTC, to separate the
amounts which could be attributed to each of these
components. In 1976, the unrecovered cost on the
Gulf which can be directly attributed to the marine/
rail interface, i .e ., to the movement of rail cars across
the Gulf, to the transfer of freight cars in Port aux
Basques, and the capital costs was thirty-six million
dollars . Therefore, the total amount of loss which can
be attributed to the rail movement in Newfoundland
during 1976 was approximately fifty million dollars .

Neither the Newfoundland railway nor its successor,
the Canadian National system in Newfoundland, has
ever showed a profit except for a few years during the
Second World War . One of the sub-committees of the
National Convention chaired by J. R. Smallwood con-
cluded that the railway in Newfoundland could never
become a commercially viable operation and that
substantial annual deficits would undoubtedly occur .

Attracting more traffic to the rails would certainly not,
in itself, solve the problem entirely . The Research

Staff of the Commission has determined that, even if
all of the traffic to and within Newfoundland moved by
rail could immediately be doubled, the annual deficit
would not be eliminated, but would in fact exceed two
million dollars . In short, the preponderance of opinion
and evidence available to the Commission suggests
that the Newfoundland railway will not, and cannot,
be commercially viable under any circumstances .

Obviously, however, factors other than commercial
viability must be considered and many arguments in
favour of the retention of the railway were presented
to the Commission . All were presented with consider-
able force and vigour representing, as they did,
strongly held positions. Nevertheless, some, in the
opinion of the Commission, are of doubtful or ques-
tionable validity . These include the following proposi-
tions :

1 . Newfoundland is entitled to a railway . The
rationale for this assertion is that all of the other
provinces of Canada have railways as well as roads,
and that to deprive this Province of a railway would
somehow relegate it to a second class status . This
view is strongly held, was presented with vigour and
vehemence by many individuals, and evokes a
strong emotional response from many Newfound-
landers. However, provided that a more effective
transportation network were provided in substitu-
tion for the railway, and provided that the monies
saved were spent within Newfoundland, the posi-
tion is difficult to justify on logical grounds .
2. The railway has not been given an opportunity
to demonstrate its effectiveness . Many of the
union briefs stated or implied that CN management
had not been sufficiently aggressive in making rail-
way service effective and in selling the service to
potential customers . There is a strong feeling that
CN management has let traffic slip away and that
more vigorous planning, promotion and salesman-
ship would lead to the return of a substantial
amount of lost traffic to the railway. This argument
is an important one but it is extremely difficult to
substantiate . Certainly it is not only Newfoundland
that has experienced a decline in rail traffic during
recent' years. In virtually all other parts of North
America, general cargo which is moved over rela-
tively short distances (less than 500 miles), is
moved by forms of transport other than rail . This is
not to suggest that all that could have been done to
attract traffic to the rails has, in fact, been done . It
is simply to say that, even if more effective and
vigorous planning and salesmanship were intro-
duced, it is questionable if any substantial increase
in the amount of traffic would result in the long run .

3. The railway provides a necessary and perhaps
essential public service in that it provides daily
deliveries by a common carrier . It is alleged that
all of the unpopular and unprofitable commodities
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which other carriers do not seek, and perhaps
deliberately avoid, must be carried by the railway
and that if rail were not available it would be
extremely difficult to find carriers to transport them .
This point was made with great frequency and
indeed specific charges concerning refusals to
accept unpopular commodities have, at times, been
made against particular companies . However,
investigations by the CTC have failed to substanti-
ate such charges and allegations . Thus, while the
point may be a valid one, it is impossible to find
conclusive evidence which will substantiate it . The
Research Staff of the Commission was unable to
find any commodity which is "captive" to rail in the
sense that it can only be moved by the railway .
Some products and commodities, e .g ., cement and
lumber, are obviously moved more easily by rail but
these could be moved by other means if the railway
did not exist . It is reasonble to conclude that if we
did not have a railway, all traffic would still be
moved by one or another of the various forms of
transport available .
4. The railway provides the only dependable ser-
vice to Newfoundland . The argument here is that
other modes of transport, shipping in particular, are
subject to periodic interruptions by weather and by
heavy ice along the coast and in the Gulf . During
these interruptions, traffic which other carriers ordi-
narily move is transported by rail . If the railway did
not exist as a backup service, considerable difficul-
ties and delays would undoubtedly result . While
there is no doubt that other carriers must from time
to time use the railway, there is no logical reason to
suppose that the railway itself is not subject to
occasional delays and difficulties . Indeed, rail traffic
is interrupted by derailments and washouts on the
line. Nevertheless, it cannot be denied that there
are times in emergency situations when the railway
might prove to be very useful . On the other hand,
interruptions in the direct water service can be
eliminated, or reduced considerably, by shipment
from Maritime ports as well as from Montreal and
by trucking over the highway .
5. The railway sets a rate standard which holds
down the rates charged by other carriers . That is
to say that other carriers deliberately set rates
which are a little above or a little below the rail rate .
If the railway were eliminated, this stabilizing influ-
ence would be lost and rates might be expected to
escalate. Although it is certainly true that other
rates are deliberately set in relation to rail rates, it
is very doubtful that rates would change consider-
ably if rail services were no longer being offered .
Competition among other carriers would certainly
exert a stabilizing influence and, in any case, legis-
lation could if necessary provide that all rate
increases would require the approval of the CTC .

6. If the railway were eliminated, the resulting
increase in highways which are less efficient
users of space would produce considerable envi-
ronmental damage while the concomitant
increases in traffic would lead to increased acci-
dents on the highway . In the Newfoundland con-
text the use of space for roads is not a particularly
important consideration at the present time, nor is
the environmental damage which widening roads
would involve . Furthermore, adequate design and
proper construction should provide highways that
are suited to the amount of traffic which will use
them and that will be not less safe and, perhaps,
considerably more safe than the Trans Canada
Highway with its present amount of traffic and in its
present condition .
Not all the arguments presented to the Commission

to support the retention of the railway can be dis-
missed. Among those deserving of more careful
attention, the following are judged to be most
important :

1 . The continuation of the rail service across the
Gulf, the marine/rail interface at Port aux
Basques and the railway service across New-
foundland are all guaranteed by the Terms of
Union agreed to between Newfoundland and
Canada in 1949. The Terms of Union do not qualify
the conditions for continuation by any consider-
ations of commercial viability . Constitutionally, the
service must be provided regardless of the cost .
2. The decision to abandon the railway would be
irreversible . If railway service were terminated, the
rails and rolling stock would either be sold or would
rapidly deteriorate to the point of uselessness .
Thus, even if unexpected occurrences made a
return to rail transport seem attractive, such a
move would be extremely costly or even impos-
sible . Also, if the railway were abandoned, useful
experimentation with novel types of rail usage, such
as a day-liner service between Whitbourne and St .
John's, or between Gander and St . John's, or even
between Corner Brook and St . John's, and the use
of the rail system for tourist travel during the
summer months, would not be possible .
3. The railway is a much more efficient user of
fuel than competing forms of transport, especial-
ly trucking . There is no doubt that trucks use at
least four times as much fuel as the railway in
transporting equivalent amounts of goods. This
point is valid and may be of considerable impor-
tance in future years. On the other hand, ships are
far more fuel efficient than trains so that maximizing
the use of water routes will provide the most effec-
tive use of fuel .
4. The railway does provide a good and effective
service for some of its customers . Some compa-
nies have geared their business to the availability o f

190



rail transportation and have a clear and definite
preference for rail . If the railway were to be elimi-
nated some of these businesses might be forced to
close or to reduce their operations while others
would certainly be seriously inconvenienced or put
to considerable expense in providing for alternate
means of transportation .
5. The railway is an important employer in a
province where the unemployment rate is approx-
imately twice that for Canada as a whole. The
railway and the marine/rail interface at Port aux
Basques provide approximately two thousand
people with employment and a way of life. If the
railway were eliminated, then these two thousand
people would be unemployed with the devastating
effects all too familiar in a province which has but
recently experienced major layoffs resulting from
the closedown of the Stephenville Linerboard Mill
and Come-By-Chance Oil Refinery . It should be
noted, however, that the burden would fall upon
those individuals whose jobs would be terminated .
There would not likely be a serious effect upon the
employment level of the Province as such, for the
same amount of traffic would continue to flow to
and from Newfoundland so that increased activity
in other segments of the transportation industry
would create as many, or more, new jobs as those
lost . However, the new jobs would undoubtedly go
to individuals who were younger than those dispos-
sessed, who had more appropriate training, or who
lived in areas where the new jobs would be created .
Taking all those arguments into consideration, th e

Commission has concluded that the elimination of the
railway would be such a serious blow to those towns
depending upon it for their livelihood that no reason-
able effort should be spared and no justifiable
expense ruled out in an effort to preserve it in whole
or in modified form . In consequence, the Commission
examined in detail and with great care, methods by
which the rail service could be made more efficient
and more nearly viable .

Among the ideas considered were the following :

1 . That the railway should be converted to standard
gauge, a project that would involve virtually a com-
plete rebuilding of the line and would cost approxi-
mately 750 million dollars ;

2 . That the present roadbed should be improved,
reducing the grades and curves, a project that
could be accomplished with an expenditure of
approximately 50 million dollars ;
3. That railway rates should be lowered substantial-
ly so as to be considerably below those of other
carriers, a proposal that would require no capital

outlay but which would certainly cost several million
dollars annually in subsidy requirements ; an d

4 . That both the management and the employees of
CN should be encouraged to make the rail service

more attractive and efficient through more careful
planning, more aggressive salesmanship, more
careful handling of freight and more careful and
considerate attention to the legitimate needs of CN
customers .
The first of those proposals, if implemented, would

reduce the time required for a train to cross the Island
by approximately twelve hours, while the second, i .e .,
improvement and realignment of the present line,
might result in a saving of as much as six hours . But
even a saving of twelve hours would not make the
railway competitive, in terms of time, with truck ship-
ments between Montreal and St . John's. Further-
more, although the use of standard gauge would
reduce the cost of the transfer operation in Port aux
Basques, that gain would be at the expense of virtual-
ly all employment in the town . In short, neither the
construction of a standard gauge line nor major
modification of the existing line promises sufficient
real advantage to justify expenditure of the large
sums of money involved .

The third proposition appears attractive at first
sight . Substantial rate reductions would undoubtedly
increase the amount of traffic using the railway and
may, in fact, be necessary as a short-term measure .
But in the long term, it is not a practical solution since
it would force competitors of the railway to lower their
rates to uneconomic levels or to lose their business .
This, in addition to being grossly unfair, would pro-
duce a distortion in the normal traffic patterns, would
be contrary to national transportation policy, and
would, by limiting or eliminating competition, reduce
opportunities for employment in other areas of
transportation.

The fourth proposal might well produce an increase
in customer satisfaction and in traffic attracted to the
railway and might, consequently, lead to an improve-
ment of CN's financial position and a reduction of the
present deficit in respect of the Newfoundland opera-
tion. However, this prospect does not appear to offer
a viable solution for the foreseeable future .

We must return, therefore, to the basic question .
Should the railway in Newfoundland continue for an
indefinite period? The decision must be formed, in
part, by the knowledge that the Gulf and railway
operation is extremely costly, a subsidy of 50 million
dollars having been required in 1976 . Since a compa-
rable amount of traffic could be moved by water at
considerably less than half that cost and since there
is also little doubt that the deficit associated with the
Gulf and railway will increase as the years go by, we
must ask whether we can afford to spend so much for
an inefficient service . Could not that amount of money
be spent to greater advantage on some other trans-
portation facilities or on the economic development of
the Province? It is true that much greater amounts of
money are lost in other aspects of the transportatio n
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system in Canada, e .g ., in the movement of grain at
Crow's Nest Pass rates . Consider, however, in the
Newfoundland context, that the entire budget for the
Provincial Department of Fisheries for the 1978-79
fiscal year is only 18 million dollars-considerably
less than the amount which might be saved by a more
efficient transportation system.

We must also consider that, if the present decline in
traffic continues, there will soon be insufficient
volume to justify one train per day and we can easily
envisage a reduction to one train every second day,
then to two trains per week and, eventually, to one
train per week . Thus the railway may already be
condemned to a slow and lingering death . For, even if
the obligation of the Federal Government to maintain
the railway "in accordance with the traffic offering"
were accepted as a correct interpretation by the
courts, this would not mean that the rail service would
have to be continued indefinitely regardless of cir-
cumstances. If no or little traffic were offering, the
constitutional obligation could not require that the
service be maintained, provided of course that no
deliberate action, such as large and unjustified rate
increases, had been taken to create that situation . If,
in the normal course of events, the amount of traffic
on the rails declined until it reached or approached
zero, the Federal Government would be released from
its obligation to maintain the rail service in
Newfoundland .

In the context of these considerations, it is difficult
to avoid the conclusion that, no matter what actions
are taken, the complete railway service in Newfound-
land will probably not survive beyond another decade .
Nevertheless, the Commission must recognize the
future possibility that changing circumstances may
unexpectedly improve the fortunes of the railway. The
Commission, therefore, recommends that decisions
taken now should not be final but should be
re-evaluated after an appropriate period of time .

In any case, it is imperative that the railway should
not be allowed to continue only to die a slow and
lingering death . If this were permitted to happen, four
very serious consequences would ensue . Firstly, the
process of decline would feed upon itself as decreas-
ing traffic would accelerate the deterioration of ser-
vice which would, in turn, lead to further traffic reduc-
tions . Secondly, death by attrition would be
catastrophic for those employees who would be dis-
placed by the reductions in traffic and who would be
laid off on an irregular and unsystematic basis without
adequate provision being made for their future . Third-
ly, those customers who depend upon the railway for
freight movements would be placed in the difficult
position of having to decide whether to continue using
a decreasingly efficient rail service or to spend large
amounts of money converting their operations to
other modes of transport . Finally, and most signifi-

cantly, the strong bargaining position of the Province
would be considerably reduced . At the present time
the Province could expect to receive a substantial
"trade off" if it agreed that the railway should be
abandoned . In ten years, if the railway were aban-
doned after a slow and lingering death, it could be
abandoned over the protests of the Province and
without any significant compensation .

The Commission is convinced that the railway
should not be permitted to die by natural attrition .
However, it seems inevitable that it must ultimately be
abandoned. The Commission therefore considers that
the most appropriate course of action is to recom-
mend that a decision be now made to abandon the
railway after a period of ten years . Given present
circumstances, this appears to us to be the only
justifiable recommendation that can be made. Since,
however, the decision is such an important one, and
since the railway must, under any circumstances, con-
tinue for at least five more years, and since further
information will undoubtedly come to light with addi-
tional time, it seems sensible to leave a provision for
this decision to be reviewed and confirmed or
changed after a reasonable period of time, say five
years, has elapsed . The Commission is, therefore,
recommending a two stage process: firstly, an
immediate but tentative decision to abandon the
complete railway system after ten years with planning
for the future geared to that decision ; and, secondly,
provision for the review and confirmation or rejection
of that tentative decision after further time has
elapsed and further information has been gathered .

One further point is of importance . The volume of
freight handled annually by CN may be expected to
drop to approximately 300,000 tons within the next
year or two and to maintain that level for a further
period of two or three years . Within the immediate
future, then, provision must be made for approxi-
mately 100,000 tons of freight which will be diverted
from the railway to some other mode of transport .
Additionally, provision must be made for the annual
increase in traffic which averages about 8%. Whatever
the eventual decision concerning the railway, then, we
will certainly need in the immediate future increased
capacity and facilities for direct water, trucking and
air freight .

The Commission proposes the following plan of
action :

1 . Since it is anticipated that the bulk of the freight
lost by the railway will be diverted to direct water
shipment which will also receive the largest propor-
tion of the normal annual increases in freight traffic,
appropriate action must be taken to improve har-
bour and freight handling facilities at St . John's and
Corner Brook and to make such other arrange-
ments as may be necessary to accommodate the
increased activity at those ports .
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2 . The full range of rail service will continue for at

least ten years . During the first five of these years,
service will continue at a level equal, at least, to
that presently obtaining . If the decision to abandon
is then confirmed, the remaining period of five years
will be allocated to a gradual phase-out of the
operation .
3. Since the railway is not and cannot in the near
future be economically viable and since the railway
will perform an essential service for as long as it
continues, the deficit from its operation should be
paid directly by the Federal Government . This
procedure will relieve CN of the responsibility for
the deficit and of the necessity to compensate for it
by cross subsidy from some other part of its
operations .
4. During the next five years the railway should be
maintained to at least its present standard, but no
major capital expenditure should be made . Suffi-
cient money should be expended each year to keep
the roadbed up to its present standard .
5 . CN should experiment with novel and more effec-
tive methods of attracting and handling traffic . This
may, at first sight, appear entirely inconsistent with
a decision to abandon the railway, and therefore, a
word of explanation is in order . The Commission
predicts that the railway in Newfoundland will not
survive for more than ten years . But the Commis-
sion cannot be absolutely certain that this predic-
tion is correct . If, indeed, the Commission is wrong
in its analysis and predictions, it would like to give
CN and its employees a chance to prove that point,
and the Commission thinks it is wise and right that
they should be assisted, within reasonable limits, to
do so. The chances of being wrong are not suf-
ficiently great to warrant a major experiment such
as changing the line to standard gauge, but rela-
tively minor expenditures for experimenting with
new procedures for handling freight variations in
freight rates on certain commodities and new tech-
niques in salesmanship and customer relations are
certainly justified .
6. Joint Manpower Adjustment Committees repre-
senting union and management should be set up to
look after the marine/rail interface operations in
Newfoundland. The purpose of these committees
would be to encourage railway officials and workers
to co-operate in developing and implementing
improved methods of sales, service and efficient
freight handling . The Committees would also have
as their function the problem of dealing effectively
with manpower reductions if such problems were
actually encountered . This suggestion is elaborated
in greater detail in a subsequent chapter .

7 . After a period of five years a Federal-Provincial
Advisory Committee, perhaps the Newfoundland
Transportation Commission referred to in Chapter

XI, should review the decision to abandon the rail-
way and to recommend one of two options :
a) That the tentative decision to abandon the rail-
way should be rescinded and that the complete
system should be continued indefinitely ;
b) That the complete railway system should be
abandoned .
In conducting its review, the Committee should

consider, among other things, the number of busi-
nesses and industries which are then still substantially
dependent upon the railway for their continued opera-
tion, the volume of traffic which the rail system then
handles and the nature of any apparent trends, and
the magnitude of the subsidy necessary to maintain
the Gulf and rail system .

The following guidelines are suggested for decision
making :

a) If the situation has changed significantly from the
present in a positive direction, that is if more indus-
tries and businesses depended on the railway, if the
tonnage handled by the rail had increased, and if
the annual deficit had decreased, then the most
appropriate decision would be for the railway to
continue indefinitely .
b) If the situation remains basically unchanged from
the present, or if the picture has changed signifi-
cantly in a negative direction, that is if there were
fewer businesses and industries depending on the
railway, if the total amount of traffic had been
further reduced and if the annual deficit has
increased, the most appropriate course would be to
confirm the decision to abandon the railway .
Since the decision to confirm abandonment of the

railway seems to be at the present time the one most
likely to be made, the Province should now negotiate
with the Federal Government for a suitable change in
the Terms of Union . During the time between the
present and the review, the appropriate constitutional
amendment might well be prepared for ratification .
The railway would then be phased out over a further
period of five years following the re-evaluation . During
that time, adequate provison could be made and
sufficient money made available to ensure that those
individuals and companies who would be affected by
the change would suffer the least amount of incon-
venience and expense .

Nevertheless, the Province should not agree to the
abandonment of the railway unless an acceptable
substitute for the railway is provided . An acceptable
substitute would appear to involve, as a minimum, the
provision of a highway across the entire Province
which would be suited to the increased traffic levels
that would result from railway abandonment. Since
the amount of road traffic would be considerably
increased were the railway discontinued, a five year
plan should be drawn up and as soon as possible to
provide for this increase . Following the initial plannin g
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and start of construction, a second five year plan
should be prepared based on traffic projections and
this would be followed by subsequent five year plans .
These would be intended to ensure that at any given
time the highway capacity would be sufficient to meet
the projected needs for five years in the future . In this
way, it should be possible to have an adequate road
service provided well in advance of the time it would
be required for actual increases in traffic . Monies
saved by any phase-down and eventual abandonment
of the railway could be used to finance, in part at
least, the necessary upgrading after the first five year
project . The first five year programme of upgrading
would be funded by a 90% Federal and 10% Provin-
cial contribution as presented in the section on high-
ways. Also additional port facilities in Corner Brook
and St. John's sufficient to meet the demands
imposed by an increase in direct water movement
would be required. These should be provided by the
Federal Government .

The Federal Government should be required to
ensure that sufficient funds are available to maintain
the entire Trans Canada Highway in the Province and
also the increased port facilities since these would
have been provided in clear substitution for the rail
service. The initial five year period would require the
infusion of considerable amounts of "new money" .
Each subsequent stage would be financed primarily
through reallocations .

If the recommendations of the Commission are
accepted, the money saved by the abandonment of
the railway will eventually become part of the total
money which is recommended for allocation by the
Newfoundland Transportation Commission referred
to later . Under this concept, savings in one area could
be reallocated to another area of transportation and,
therefore, savings from the rail could be used to pay

for construction and maintenance of the second and
subsequent phases of construction of the Trans
Canada Highway .

If the railway is abandoned the question of the
disposal of CN's assets in Newfoundland becomes an
important consideration . The Commission will consid-
er this question and present specific suggestions and
recommendations in Volume II of its report . Savings
would also be used to finance other areas of trans-
portation as well, or even to finance economic de-
velopment in the Province .

If the Province refused to co-operate in the required
constitutional change, then, in the opinion of the
Commission, there would be no other choice but to
continue full rail service . The railway would continue
indefinitely or until such time as it died a natural
death, i .e ., until little or no traffic were offering . The
Province would, however, obviously not be then in as
strong a position to negotiate Federal assistance for
increased road and port facilities or, with indefinite
continuation little or no savings would be available for
reallocation .

It would also seem sensible for the above arrange-
ments to apply to the branch lines as well . That is,

they should be phased out at the same time that the
main line is phased out . A special argument might be

put forward in the case of the Bonavista branch . If
Trinity is to be selected as an "Historic Village", then

a ride on the railway from Clarenville to Bonavista,
especially that portion around the loop north of Trini-
ty, would be a popular tourist attraction . However, the

cost of any maintenance of re-introduction of limited
passenger service of the Bonavista branch would
more properly be the responsibility of tourist rather

than transportation departments .
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Chapter IX

The Concept
of User Pay for
Newfoundlan d

Transportation in Canada may be expected to meet
three essentially different sets of circumstances .

These may be identified as follows :
1 . Transportation as an essential service .

In any region or province, it is essential that trans-
portation links exist whereby individuals and com-
munities can be connected to one another and with
the main transportation system of the country . Even
in areas of sparse and scattered population, transpor-
tation, by at least one mode, is considered to be
essential, and in such cases one mode will usually be
selected as the most 'appropriate . In some parts of
each province and in some regions of Canada this
developmental phase of single mode transport will be
followed by population growth which will make the
development of competitive modes possible and vir-
tually inevitable . In other areas of certain provinces,
however, the condition of scattered population and
large distances is a permanent one . Such communi-
ties will continue to rely on one essential mode of
transportation . Nor is it to be expected that this mode
will generate sufficient revenue to pay the full cost or
even to cover completely the variable costs associat-
ed with traffic movement . In such circumstances the
transportation service must receive financial support,
usually through a direct subsidy or by having govern-
ment assume responsibility for deficits .

2 . Transportation as a tool of economic develop-
ment .

Often the developmental economic policy of the
country or of a province will require the provision of a
necessary and particular transportation service . Thus
the development of mines may well necessitate rail
transportation and the optimum development of a
fresh and frozen fish industry will require the develop-

ment of both road and air transportation . These ser-
vices may not be commercially viable, at least at the
beginning, but are nonetheless essential if economic
development is to result . Where financial assistance is
required to establish and maintain these services, it
must be provided .

3. Transportation as a commercial service .
In many areas of the country where population

density is great and where distances are relatively
small, many competing modes of transportation de-

velop. In these circumstances it may well be expected
that each mode of transportation will generate suffi-
cient revenue to pay for all its own costs .

The concept of "user pay" or of commercial viabili-
ty applies only to the third situation described above .
The basic conclusion of the MacPherson Commission
was that most areas of Canada (except Newfoundland
and certain northern regions) had reached a stage in
the development of transportation services where
commercial viability was possible and that competi-
tion should be encouraged . There is no suggestion in
Canadian transportation policy, however, that the
commercial viability or "user pay" policy is appropri-
ate for situations 1 and 2, as described above . It is
generally recognized that particular areas of the coun-
try have special problems and that these should be
provided for when transportation policy and practices
are being developed. This principle is clearly spelled
out in The National Transportation Act, Section 3,
especially at Sections d(i) and d(ii), in the following
words :

National Transportation Polic y

3. It is hereby declared that an economic, efficient
and adequate transportation system making th e
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best use of all available modes of transportation
at the lowest total cost is essential to protect the
interests of the users of transportation and to
maintain the economic well-being and growth of
Canada, and that these objectives are most likely
to be achieved when all modes of transport are
able to compete under conditions ensuring that
having due regard to national policy and to legal
and constitutional requirements

d) each mode of transport, so far as practi-
cable, carries traffic to or from any point in
Canada under tolls and conditions that do not
constitute

(i) an unfair disadvantage in respect of any
such traffic beyond that disadvantage inher-
ent in the location or volume of the traffic, the
scale of operation connected therewith or the
type of traffic or service involved, o r
(ii) an undue obstacle to the interchange of
commodities between points in Canada or
unreasonable discouragement to the de-
velopment of primary or secondary indus-
tries or to export trade in or from any region
of Canada or to the movement of commodi-
ties through Canadian ports;

It is also recognized that economic development
will sometimes be in conflict with commercial viability .
The Minister of Transport assured the Atlantic Prov-
inces' Premiers in Charlottetown on March 21, 1977,
that though "commercial viability should be an objec-
tive, both in the operation of transportation services
and in the provision of facilities and services in direct
support thereof, nevertheless, whether the Govern-
ment of Canada decides or the Government of
Canada and one or more provincial governments
jointly decide that any such service or facility is
required for the achievement of national or rational
social and economic development of objectives, that
those objectives take precedence over the objective
of commercial viability whenever the two are in
conflict . "

The objective of commercial viability, therefore, is
appropriate under certain circumstances and is clear-
ly inappropriate in others . In Newfoundland, at the
p:esent time, most transportation services fall within
the latter category, that is to say, they are either
essential social services or are required for essential
economic development but are not commercially
viable. Under these circumstances it is not to be
expected that the "user pay" philosophy should
prevail .

The Federal Minister of Transport is of the opinion
(as stated in his speech in St . John's on March 20,

1977) that when a clearly identifiable situation exists
requiring the departure from the principle of commer-
cial viability within the federal jurisdiction, it should
become the responsibilty of the Federal Government
to provide any funds needed to relieve the carrier of
the necessity of charging excessive rates which would
be passed on to his customers . The Federal Govern-
ment would exercise its responsibility in this regard
through direct subsidy, through paying the deficit of
the operation . in question, or through some other
device. This situation will be described in greater
detail in the section on subsidies in the next chapter.

As noted above, the policy of commercial viability
has limited application within Newfoundland and
Labrador at the present time . Nevertheless, in certain
circumstances, where population warrants and where
the provision of services on a competitive basis is well
advanced, it is obvious that the principle of commer-
cial viability will prevail . This will apply particularly to
services such as taxi or bus services in larger towns
and communities and in the foreseeable future to
direct water transportation between St . John's and
mainland cities, e .g., Montreal or Halifax . In time, it
may happen that the "user pay" philosophy will
become appropriate to a wider range of services but,
at present, the Commission must reiterate its view
that most of the Newfoundland transportation system
requires substantial subsidy .

We must, however, be constantly aware that even
when an essential service is to be given financial
support, there is a clear obligation to get the best
possible value from the money which is spent . This is
not to say that the service should be provided as
cheaply as possible . It is rather to say that the most
cost effective method of providing the level of service
required should be sought and implemented .

In some circumstances a service which cannot be
commercially viable at one particular time may
become so at a later date, at which time all subsidies
should be discontinued. In respect to Newfoundland,
it is likely, for example, that direct water transporta-
tion provided by a common carrier will not be com-
mercially viable in the immediate future, and that
subsidies will be needed to develop the service .
Nevertheless, as time goes on and the volume of
traffic increases it is anticipated that commercial via-
bility will be established . Thus, it is our projection that
in the foreseeable future, it will be possible to reduce
the subsidy to the direct water mode of transport and
eventually to eliminate it entirely . It is possible that a
similar development will occur in respect to other
transportation services as well .
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Chapter X

The Question of
Subsidies

During recent years, in excess of $100 million each
year has been spent in Newfoundland for operating
subsidies to the various modes of transportation . In
addition, considerable amounts were provided each
year for capital expenditures related to transporta-
tion. However, subsidies are by no means unique to
Newfoundland. A recently completed study (Transpor-
tation Needs and Availability Study in British
Columbia, Ruppenthal, November 1, 1977) on trans-
portation needs and availability in the northern coast-
al communities of British Columbia, noted that trans-
portation subsidies have been part of the Canadian
scene for many years. At one time or another every
mode of transportation has been subsidized to a
greater or lesser degree . Ruppenthal differentiates
four different classifications of subsidies as follows :

a) Direct (overt) or indirect (covert )
b) Specific subsidies or cross-subsidie s
c) Promotional subsidies or continuing subsidies
d) Intended subsidies or accidental subsidie s

He elaborates on these distinctions in the following
terms :

Subsidies classified as direct (overt) or indirect
(covert) . It a shipping company is paid $1 .00 per
mile for every mile that its ships operate in subsi-
dized service, that is a direct subsidy . The same
company might effectively receive an equivalent
amount as an indirect (or covert) subsidy if the
taxpayers (through some appropriate agency)
provide it with ships, docks, or other property
which the shipping company uses and charges
the shipping company less than the cost of pro-
viding the ships, docks, or other facilities . The
financial impact on the shipping company would,
in reality, be precisely the same. The direct sub-

sidy is clearly visible . The indirect subsidy is
much harder to see . It is covert, disguised, or
hidden .
Subsidies may be classified specific or as cross-
subsidies. When the Canadian Transportation
Commission provides a subsidy to the Canadian
Pacific Railway designed to reimburse that carri-
er for losses resulting from the operation of cer-
tain passenger trains, that subsidy is specific . On
the other hand, when the Canadian Pacific Rail-
way hauls wheat at the statutory (Crow's Nest
Pass) grain rates, it does so at a loss . If that loss
is made up through profits on other traffic hauled
by that railway, the other traffic may be said to
cross-subsidize the grain traffic .
Subsidies may be classified as promotional (or
developmental) subsidies or maintenance subsi-
dies . Promotional or developmental subsidies are
instituted with the notion that they will promote a
particular mode of transportation or develop a
particular industry, region, or geographical area .
When promotional or developmental subsidies
are used, there is an assumption that the subsidy
will not be needed forever . It is assumed that at
some point the transportation enterprise will be
sufficiently mature that it will be able to survive
and make it on its own .
Continuing (or maintenance) subsidies, on the
other hand, are based on the assumption that the
transportation company is unable to recover its
costs and thus the subsidy must continue if the
operation is to survive.
When the major (trunk) air lines began to provide
service in the United States some fifty years ago,
they did not have the wherewithal to operat e
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without help . Accordingly they were given promo-
tional subsidies until such time as they could
achieve maturity. The Civil Aeronautics Act of
1938, as amended, provides that the Civil
Aeronautics Board may provide such subsidy
payments to foster the development of aviation .
But at the present time no truly `trunk' air line in
the United States receives any subsidy pay-
ments. (There is technically one exception .
Hawaiian Air Lines is legally classified as a 'trunk'
carrier in spite of the fact that it does not operate
outside of the geographical limits of Hawaii. It
actually operates as a regional carrier and is
treated as are other regional carriers, although it
operated without subsidy after Aloha Airlines was
authorized to compete in its markets . )
By contrast, the three helicopter air carriers cer-
tificated by the Civil Aeronautics Board (in New
York, Chicago, and Los Angeles) have thus far
been unable to produce enough revenues to
cover their costs . There is considerable doubt as
to whether they ever will be able to do so . The
subsidy payments paid to them, are, therefore, in
the nature of continuing or maintenance subsi-
dies.
Subsidies may be classified as intended or acci-
dental. The payment of a subsidy may result from
a considered decision on the part of some gov-
ernmental agency and thus may be intended . An
airport may be built by the taxpayers and the
user charges set at such a low level that no
informed person expects that the taxpayers will
recover the cost of the facility through user
charges . That is an intended subsidy . On the
other hand, when the St. Lawrence Seaway was
built, the Canadian taxpayers were told that the
tolls and other revenues from the Seaway would
be sufficient to cover all of the costs of construct-
ing the Seaway together with its operating costs
plus a reasonable profit besides . Actually the
tolls and revenues from the Seaway have not
been sufficient to cover the costs of operations-
let alone the costs of construction . Thus the tax-
payers of Canada have paid an unintentional sub-
sidy to the users of the Seaway .
Another form of subsidy not noted by Ruppenthal is

a variety of cross-subsidization in which one element
of a particular system will subsidize another element
of the same system . For instance, air passenger reve-
nues may be subsidizing air freight .

Subsidies may also be extremely subtle and not
obvious at first glance. For example the Government
of Canada might guarantee a loan to a company or
service, thus providing a lower interest rate than
would normally be paid, or it could provide a low
interest loan itself . Since this low interest money
would not be available to other companies or ser-

vices, the resulting savings might constitute a
subsidy .

Direct subsidies may take one of three forms . They
may provide a specific amount of assistance, say
$7 .00 per ton or $1 .50 per mile, or a total amount (say
$1 million) per year, or they may take the form of
underwriting the entire deficit of a particular operation
in a year. In the last case where no upper limit is
specified the absence of an incentive to keep costs
down may lead to an alarming escalation of those
costs over a period of time .

Within the Newfoundland context, examples of
most types of subsidies can be found . Direct and
specific subsidies are provided by the Federal Gov-
ernment in underwriting deficits on the Gulf and in the
coastal operations and each of the intra-Island ferry
services, and in the amount per ton paid to New-
foundland Steamships Limited . Indirect subsidies are
provided in the way of icebreaking facilities and ser-
vices, navigational aids, airports and navigational sys-
tems to facilitate air traffic and in provision of roads .
An example of a cross-subsidy is the deficit incurred
by the Newfoundland rail operation which must be
made up from general revenues derived from other
operations within the system . All of those subsidies
are, apparently, intended and all are con.tinuing rather
than promotional .

One further distinction in respect to subsidies must
be made. A subsidy may be made directly to a par-
ticular system, a railway or a shipping company, for
example, or to the individual or the company which
engages the services in question . Further consider-
ation will demonstrate that the consequences of such
an allocation can be extremely important .

Suppose-to take a hypothetical example of a sub-
sidy being paid directly to the carrier from the New-
foundland situation-the transportation of goods to
Newfoundland by a combination of rail and gulf cross-
ing actually costs $80 .00 per ton . A subsidy of $65.00
per ton can be paid which would reduce the cost to
the shipper to $15 .00 per ton . Direct water shipment
may cost only $20.00 per ton, but if no subsidy is
paid, then the resulting cost to the shipper is $20 .00
per ton . Given these circumstances, the shipper
would undoubtedly select the mode of shipment for
which he had to pay $15 .00 rather than that for which
he had to pay $20 .00 per ton . This would be so, even
if there were definite advantages for the customer in
the direct water shipment. That is, the direct water
shipment might provide a somewhat better service in
terms of total time taken, dependability, door to door
delivery, etc ., but unless these advantages were such
that they could totally compensate for the $5 .00 per
ton difference which the shipper would be required to
pay, the shipper would, quite understandably, elect to
ship by the method for which he would pay least . This
would mean, in effect, that an extremely expensive
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and inconvenient service would persist while the
cheaper and more effective service would suffer in
comparison and might eventually be forced out of
business entirely .

In order to avoid the detrimental effects which
subsidies may have, it has been suggested that subsi-
dies not be paid to transportation companies or ser-
vices directly but should be paid to individuals or
groups who could then select and provide a subsidy
to the most effective and efficient mode of transporta-
tion. In the former example, if a subsidy were pro-
vided to individuals or companies, they would
undoubtedly select and use the subsidy to assist the
direct water movement, thus encouraging the most
effective mode to become more viable .

It was for this reason Transportation Needs, an
Availability Study in British Columbia recommended
that all subsidies should be phased out over a period
of time and replaced by a transportation allowance
which would be paid directly to the individuals con-
cerned . That is, each individual would be given a
specific amount per year which would be intended to
compensate him for additional transportation costs .
The individual would then be able to subsidize, in his
own way, the modes of transport which provided the
most effective and most convenient service. In this
way, subsidies would have the positive effect of
encouraging the development and maintenance of the
most cost effective transportation system .

In accordance with this view, it has been recom-
mended that the subsidies paid under The Atlantic
Region Freight Assistance Act should be paid to the
shipper rather than to the carrier . However, the pay-
ment of a subsidy directly to the customer or the
shipper, desirable as it may be in theory, would
undoubtedly, in practice, encounter many administra-
tive difficulties . Indeed such administrative difficulties
have proven to be so great in the past that they are
for all practical purposes unworkable . Thus, there are
few, if any, actual examples of large scale subsidies
being paid directly to the customer .

Another important question which must be con-
sidered, is the effect which a subsidy is intended to
have. The direct subsidy which has had the most wide
ranging effects on the Atlantic Provinces is, no doubt,
The Maritime Freight Rates Act (MFRA) and its exten-
sion, The Atlantic Region Freight Assistance Act
(ARFAA) . The rationale for the original act in 1927 was
to provide a method of subsidizing the cost of moving
commodities from the Maritimes so that in respect of
transportation costs, such commodities could be
competitive in the central Canadian market . The final
clause of the resolution that introduced the MFRA
stated the case in these words :

To enable the products of the Western and Mari-
time Provinces to reach more readily the markets
so developed by the tariff, the special transporta-

tion burdens borne by these provinces should be
shared by the whole Dominion either by contribu-
tions to long-haul freight costs or by assistance
in some other form .
Behind this statement was the concept of economic

development and the hypothesis that Maritime indus-
try would develop in competition with that of Ontario
and Quebec if its products could enter the large North
American market free of the incubus of extraordinari-
ly high freight costs .

In an assessment of the effects of The Maritime
Freight Rates Act, Howard J . Darling, in October,
1974, noted that it is fair to say the subsidy has
benefited, at least to some degree, those commodi-
ties which, because of their nature, would probably
have continued to move by rail in any case. The
main volume has comprised coal, forest products,
potatoes, sugar and berries, industrial boat ma-
terials . He also noted that the subsidy has had the
effect of making certain commodities captive to rail
which could have been transported more economical-
ly by road or other means. He concluded, however,
that the Act had not had the intended effect of
encouraging economic development .

There is no evidence that it has created conditions
favourable enough to satisfy Maritime demands for
access to the markets of central Canada . Maritime
complaints today sound remarkably similar to those
of fifty years ago, just prior to the appointment of the
Duncan Commission .

The costly provincial ventures into industrial de-
velopment have served to emphasize the fact that
much more than lower freight rates is required to
ensure industrial development in the Atlantic area .
The MFRA has probably not been a decisive factor in
any of the new industrial developments that have
taken place in the area . The present, more realistic,
emphasis on secondary industries rather than on
marginal resources will further decrease the relative
importance of freight rates . The Atlantic Development
Council in a recent report reflects this shift in
emphasis .

Transport costs are probably declining in relative
importance as a location factor and, for many indus-
tries, are likely to be only a small item in the total
cost .

In the same vein, Hugh Whelan, in an article pub-
lished in The Prospect of Change (1965), states :

There is a tendency in some quarters to over
stress the significance of such rate reductions in
regional gross processes . The general effect of
those railway subsidies on Atlantic regional de-
velopment has been of little consequence. It is
true that certain Atlantic manufacturers are rated
by such reductions and that a few enterprises
have found it possible to locate in the region
because of the policy . But recent studies hav e
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shown that in the aggregate, regional trade flows
are heavily oriented toward export markets
where the subsidies are of little economic signifi-
cance . Throughout the present century, in fact,
the Atlantic area has been unable to respond in
any significant way to the pull of central Canadian
consumer markets and a transportation policy
aimed at fostering `transcontinentalism' has not,
in the absence of other measures, succeeded in
any appreciable degree.
The subsidy assistance provided under the MFRA

was extended to trucking by the ARFAA of 1969 . The
principal effect of the ARFAA has been to encourage
the growth of trucking by removing the competitive
edge which the railway once enjoyed . There is, how-
ever, no evidence that this Act has been any more
successful than the MFRA in attaining the objective of
industrial development .

The intention of the Ministry of Transport in 1970,
for both the MFRA and the ARFAA, was to phase out
the 20 per cent subsidy on freight moving within the
Atlantic Region . It was also intended that in addition
to the 30 per cent outgoing subsidy, a further 20 per
cent would be applied to selected commodities, and
this program is now in effect .

With regard to the proposed decrease from 20 per
cent, the subsidy was actually decreased to 17 1/2 per
cent in 1970 and to 15 per cent in 1972, but no further
decreases have occurred since 1972 . In fact, the 15
per cent subsidy was to be extended to air and direct
water movements in 1978, but with the intention
being that all "intra" subsidies be applied to selected
commodities only .

As Darling states : It remains easier to plan for the
reduction of a general subsidy than to put it into
effect . Experience has shown that general subsi-
dies are not easily manipulated but rather tend to
congeal in an irremovable stance such that new
policies have to be built over and around them .

Subsidies, then, in some cases fail to attain the
objectives which it was intended that they achieve . In
addition to this there may be actual disadvantages
which are associated with the granting of subsidies .
For example, as noted above, subsidies may perpetu-
ate the continuation of an inefficient and expensive
mode of transportation while preventing or delaying
the development of less expensive modes of trans-
portation. Also, a company or a service which
receives a large subsidy may thereby be permitted to
offer its services for rates which are sufficently below
the market price to interfere with legitimate competi-
tion . Thus, if one company or one mode receives a
subsidy which permits it to offer rates which are
slightly lower than prevailing rates, other companies
in the same mode and companies in other modes may
be hard pressed to meet these rates and remain in
business .

Subsidies are extremely difficult for business con-
cerns and companies to deal with, because they pro-
duce a situation which is totally out of the control of
the businessman. That is, if legitimate competition is
able to lower prices or if the market conditions vary,
the businessman is able to respond in an appropriate
manner. However, if a competitor in a competing
mode receives a transportation subsidy there is no
appropriate way in which the businessman can react .

Subsidies also tend to produce patterns of traffic
and of handling freight which may not only be inef-
ficient but may actually lead to waste and the misuse
of funds unless careful controls are applied .

Rail passenger services are heavily subsidized, but
the movement of passengers by bus is not subsidized .
The rationale for subsidizing the train passenger ser-
vice between the Maritimes and Montreal, for exam-
ple, is that it is considered to be an essential service
even though an alternate surface mode of transporta-
tion is available by bus. A bus service between Deer
Lake and St . Anthony, on the other hand, does not
qualify for a subsidy even though it is the only surface
mode available to the people in that area. Surely if the
Government, as a policy, intends to subsidize passen-
ger travel (surface) in Canada then it should apply to
all surface modes; otherwise it discriminates against
people in other areas of Canada who do or do not
have a rail passenger service .

Subsidies can also generate a climate of suspicion
and hositlity . Full information about subsidies is rarely
or ever made public and, moreover, some widely
distorted misconceptions are circulated freely . Some
companies feel that their rights and viability are being
interfered with by actual or proposed subsidies to
other companies . This results in secret negotiations,
subtle and not so subtle forms of political pressure,
endless trips to Ottawa and much time wasted which
could be put to more effective use if full information
about subsidies were readily available and miscon-
ceptions corrected .

One further problem with transportation subsidies
is noted in a recent Ontario Economic Council paper
entitled "An Economic Analysis of the Hall Commis-
sion Report" (Aboucher, 1977) . Aboucher questions
the rationale behind selecting wheat as one specific
commodity which requires freight rate assistance and
challenges the Hall Commission recommendation that
the Crow's Nest Pass rate should be maintained .

Aboucher asks :
Why does this mean that the transportation (of
grain) should be subsidized? To suggest that this
should be the case would also require support of
the view that wood pulp should be subsidized
because it is an important export heavily depend-
ant upon transportation, likewise with other raw
materials and other agricultural products . But
why should it stop with primary inputs? And why
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with transportation services? Why not subsidize
anything that might become an important export?
Why then restrict the subsidy to important
exports and not extend it to any potential export
on the ground that lots of little exports can
become the equivalent of a single big export?
Finally, the Commission notes one other particula r

problem area . Freight traffic generally consists of a
variety of products which vary in revenue to the carri-
er . Normally, profits are higher in the case of high
value, high density goods. A common carrier would
be expected to transport a balanced proportion of all
types of traffic, whereas a competitor might choose to
carry only high value, high density goods . By so
doing, the latter could perhaps operate without a
subsidy while the former might well be constrained to
seek compensation for carrying a proportion of high
volume, low value commodities . It might be tempting
to believe that when one carrier operates without a
subsidy, the other should do likewise . In fact, how-
ever, the effect this sort of competition has is to
increase the proportion of low value goods which the
common carrier transports and, therefore, to estab-
lish his need for a larger rather than a smaller subsidy
if his service is to remain viable .

Turning to the specifics of the Newfoundland situa-
tion the Commission proposes that where transporta-
tion subsidies are needed to encourage economic
development, it will be necessary to specify the par-
ticular commodities which are to be subsidized . It
would make sense to provide a subsidy for raw ma-
terials being imported into an area, e .g ., Stephenville,
where a manufacturing process would add to their
value . On the other hand, it would appear rational to
reduce or eliminate the subsidy on products which
can be grown or produced within Newfoundland,
including such obvious examples as the common root
vegetables and manufactured items such as window
boxes .

The Commission is pleased to see that the four
Atlantic Provinces have entered into discussion with
the Federal Government to consider alternate pro-
posals for The Maritime Freight Rates Act and The
Atlantic Region Freight Assistance Act and have
already agreed to specific alternate programmes
which hopefully will be more beneficial to the region .
In spite of this, however, the Commission is aware of
instances where there is some evidence to show that
the existence of these subsidies acts as a deterrent to
local industry rather than an advantage. The case in
point is those products which are produced elsewhere
in the Maritime Provinces and which, because of the
subsidy, can be marketed in Newfoundland at a cost
below Newfoundland's production costs . The result is
that local production is discouraged, if not curtailed .
Volume II of the report of this Commission will contain
a list of commodities which the Commission feels

should not be subsidized . It should also be noted that
the application and removal of subsidies to and from
selected commodities should apply to all subsidies
and not only to those provided by The Maritime
Freight Rates Act and The Atlantic Region Freight
Assistance Act .

It is obvious that certain forms of transportation, for
example, that serving the Gulf route, will require a
continuing subsidy for the foreseeable future. Indeed,
the costs involved on that particular route are such
that they could not be recovered by direct charges
except at astronomical expense to the consumer. The
travel of passengers across the Gulf will continue to
be subsidized and the amount of the subsidy may well
increase in the foreseeable future . With regard to
goods, as long as businesses depend upon the rail-
Gulf route, it will be necessary that subsidization of
goods across the Gulf, and via rail across Newfound-
land, should continue, The subsidy on the Gulf, how-
ever, should be such that the most effective and
efficient method of freight handling is encouraged .
Furthermore, the subsidy should be such that it does
not preclude the possibility of shippers choosing an
otherwise more desirable mode of transportation . In
short, a heavily subsidized system should not be
allowed to prevent the development of equally or
more efficient systems that would require much small-
er subsidies .

In general, there are several principles which can be
applied to subsidies within Newfoundland, the first
three of which are similar to those which have been
specified for transportation to northern communities
in British Columbia :

1 . Whenever possible, the subsidies paid should be
direct and specific .
2 . The use of subsidies should encourage the most
cost effective and efficient mode of transportation .
3. Whenever possible, the subsidy should be pro-
motional and for a specific period of time . It should
be reviewed periodically and if it is not serving the
purpose for which it was intended, its applicability
should be reconsidered with a view to its reduction,
modification, or elimination .
In fact the goal of the subsidy programme for all
except the Gulf route should be the eventual elimi-
nation of all subsidies so that services can operate
in a free, competitive atmosphere without the dif-
ficulties and distortions which subsidies can
produce .
4. For the immediate future, all companies which
operate services which are identical or highly simi-
lar within the same mode should be eligible to
receive the same level of subsidy . It is of course
important that each service which receives a sub-
sidy should provide the same type of service and
transport the same type of commodities under th e
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same circumstances, (e .g., be classified as common
carriers) .
5 . The level of a particular subsidy should not rise
except after the most careful scrutiny, and after
complete justification has been provided . Compa-
nies which have demonstrated their viability by
several years of continued service should be able to
negotiate the method by which the subsidy will be
paid over a period of time . For example, a company
should have the option to "front-end load" a sub-
sidy if it wishes to do so. That is, a company which
is to receive a subsidy of $10.00 per ton for a

period of six years may opt to receive $15 .00 per
ton for years 1 and 2, $10 .00 per ton for years 3
and 4 and $5.00 per ton for years 5 and 6, in order
to assist purchase of equipment necessary to
improve the service .
6 . Subsidies should be such, and should be award-
ed in such a manner, as to encourage the process
of economic development in Newfoundland . Plans
should, therefore, be made to increase the amount
of subsidy on certain commodities, while reducing
or removing it from others .

I
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Chapter X I

Federal-Provincial
Co-Operatio n

From its own investigations, and from some of the
submissions made at the public hearings, the Com-
mission is satisfied that in respect to transportation
there exists a great deal of mutual misunderstanding
and mistrust between the Federal and Provincial Gov-
ernments . It is clear from an examination of the
events of the past few years that there has been a
regrettable lack of prior consultation and agreement
between the two levels of Government before the
announcement and implementation of certain plans
and proposals . Indeed, it is not an exaggeration to
say that the attitude has, at times, been one of con-
frontation rather than co-operation .

Such an attitude does not lead to maximization of
benefit . Any hostility or mistrust injected into a
system must cloud the efficient operation of that
system. Since the Newfoundland transportation
system depends on activities of the Federal Govern-
ment within its sphere of jurisdiction, and of the
Provincial Government within its sphere, and to some
degree on an overlapping with regard to financing, it
is clear that co-operation between Governments is a
key factor in the development and operation of any
efficient transportation network . That a certain meas-
ure of mistrust and ill-will has developed is indeed
unfortunate and efforts should be made to ensure
that, in the future, a more genuinely co-operative
atmosphere is generated .

Let us examine briefly the attitude of the Provincial
Government toward the Federal role in respect to
transportation in Newfoundland . That role includes
formal responsibility for financing and providing the
Gulf and Coastal Services, and all other CN opera-
tions in Newfoundland; the subsidization of the intra-
Island ferry services and of freight rates on direct

water, rail and truck traffic ; direct contributions to
harbour, airport, navigation and ice clearing facilities,
and to road construction through Department of
Regional Economic Expansion (DREE) grants . In the
face of this substantial federal involvement there
appears to be a tendency for provincial authorities,
before they make their own plans for expenditures on
transportation, to wait and see what the Federal Gov-
ernment will pay for . This makes the assigning of
priorities at the provincial level virtually impossible .
Except in the case of DREE grants where consultation
does take place, there is an unfortunate lack of prior
consultation between the two governments even
when major expenditures and important decisions are
being contemplated . Moreover, the Provincial Gov-
ernment appears to be strongly ambivalent concern-
ing such consultation, or lack of it . On one hand, it
complains loudly about the lack of consultation and
about the quality of decisions which are made ; on the
other hand, it seems most reluctant to participate in
the formulation of certain policies and the establish-
ment of procedures in those areas that have been
under federal jurisdiction, as for example, intra-Island
ferries. However, from an objective point of view, it
seems reasonable that the Provincial Government

should take an interest in sharing decisions designed
to make the services more cost effective, with the
understanding that any resulting savings could be
reallocated to other areas of transportation .

The Federal Government appears to be concerned
with cutting down expenditure and this concern has
sometimes led to reductions or changes in the levels
of service with resultant cries of anguish from the

Province. The Commission's impression, after many
discussions with relevant departments, is that th e
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federal authorities are genuinely interested in New-
foundland, and within limits, attempt to do their best
to see that improvements are made . However, at
times, they may not put sufficient effort into initiating
discussion and consultation with the Province and
consequently they are frequently and unfortunately
ignorant of important local priorities and sensitivities
and are often surprised when their well-meant efforts
meet with criticisms and resistance in Newfoundland .

It would obviously be desirable if this situation
could be improved, as it would be if the Province were
formally consulted and could offer advice and assist
in decision making in certain key areas :

1 . It is extremely important, for example, that the
Newfoundland Government should be involved in
establishing standards and levels of transportation
services to and within the Province . An opportunity
for such involvement will arise in the near future as
the Federal Government and CN Marine Corpora-
tion meet to establish standards for the level of
service to be provided on the Gulf . It is extremely
important that the Province should be directly
involved in this process . It is also important that it
should have some responsibility for monitoring the
resulting service to ensure that established stand-
ards are actually being met by those responsible for
the operation .
2 . The ideal mechanism to ensure optimum de-
velopment and operation of the transportation
system in the Province of Newfoundland would be
to have all aspects of the system, both intra-provin-
cial and extra-provincial, regulated by a single au-
thority . However, it is recognized that establishment
of such a system may cause difficulties concerning
the setting of and adherence to certain national
standards to carriers which operate in more than
one province. Therefore, it seems that the best
practical requirement would be that existing regula-
tory methods continue with, for example, air trans-
port being regulated by the CTC, motor transport
by the provincial motor carrier authority, and the
like. At the same time, mechanisms must be devel-
oped to ensure that these regulatory bodies co-
operate and consult with provincial authorities in
the setting of standards and regulations, and that
regulations in all areas be continuously monitored .

3 . In the area of subsidies, it would seem desirable
that the Federal/Provincial Transportation Commis-
sion, referred to elsewhere in this chapter, be
responsible for the overall evaluation of carriers
and the recommendation of subsidy levels for such
carriers . By this mechanism, provincial involvement
in decision making as to all government expendi-
ture for subsidies would be assured .
4 . It is important that the various transportation
services to and within Newfoundland should be

co-ordinated and that co-operation, wherever pos-
sible, between the various services should be
encouraged. Deficiencies in existing services must
be identified and the need for special services to
satisfy public requirements must be ascertained .
Further, whenever significant changes in transpor-

tation services are contemplated, it is important that
they be considered by Provincial authorities and if
possible, openly debated, before the event, to ensure
the protection of the "public interest" . The process of
open discussion will not obviate the possibility of
compromise agreements and trade-offs which are in
fact essential to the development of a transportation
system . It would, however, eliminate the difficulties
associated with trade-offs which, having been agreed
upon in secret negotiation, are greeted with popular
suspicion or outright hostility if and when they are
eventually made public .

The objectives identified above might best be met
by the creation of a federal/provincial "Newfoundland
Transportation Commission" (NTC) composed of,
say, five members: two to represent and to be chosen
by the Provincial Government, two to represent and
to be chosen by the Federal Government, and a
Chairman who would be acceptable by both parties .
The responsibilities of this body would be both
administrative ana advisory and would include the
following :

1 . Making representation to appropriate agencies
concerning the standards which are to be set for
transportation services in Newfoundland, including
standards for the Gulf and Coastal services and
eventually for the bus service, and, as well, main-
taining a watching brief with respect to those ser-
vices to ensure maintenance of standards at the
agreed level .
2. Monitoring regulations for all modes of transpor-
tation in Newfoundland, and recommending there-
on to the regulatory authority or government
concerned .
3. Arranging for public hearings to be held concern-
ing any major proposed changes which are to be
made in Newfoundland transportation and making
recommendations arising from these hearings to
the appropriate government agencies .
4. Co-ordinating transportation services within
Newfoundland .
5. Assuming responsibility for continuing research
including the gathering of data concerning existing
transportation, the introduction and evaluation of
new methods and procedures and other appropri-
ate matters .
6. Evaluating the effectiveness of subsidies and
making recommendations concerning their alloca-
tion both in respect to the total amount of subsidy
to be provided in any given year and the apportion-
ment of that total among the various transportation
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systems, and further, in respect to proposed new
services, recommending the additional amount of
subsidy required to provide those services .
Such a permanent NTC would require . a small

secretariat including, in addition to clerical staff, a
Research Division to conduct the continuing research
referred to above, and which would have direct
access to the research departments of the Ministry of

Transport . Additionally, the NTC should have access
to expert advise on each transportation mode . A
budget of $500,000 to $1,000,000' per year to be

shared by the Provincial and Federal Governments
should be adequate for all the activities of the NTC
except for research, which would be funded separate-
ly .

The NTC would not be directly involved in policy-
making which is the prerogative and the responsibility
of government . Nevertheless, the NTC should be
asked for advice concerning policy matters and
should assist in the implementation of policy and in
the administration of regulations . The NTC would also

serve as " transportation ombudsman" for the . Provin-

cial Government and for the citizens of Newfound-
land .

The giving of advice and recommendations con-
cerning the allocation of subsidies would constitute
an extremely important part in the activities of the
NTC. Essentially there would be two levels of such
advising. On the most general level, the NTC would
advise as to the total amount of subsidy needed to
operate the Newfoundland transportation system (i .e .,
the Gulf subsidy, the coastal subsidy, the railway
deficit, direct water subsidy, intra-Island ferry subsi-
dies, etc .) and, on the more particular level, it would
advise concerning specific allocations from within the
total amount. Before the NTC commences its activi-

ties, the total amount of subsidy allocated to the
Newfoundland system would be determined, and the
Province would undoubtedly require a guarantee from
the Federal Government that this amount would not
decrease but, in fact, increase through annual infla-
tion and when special projects were undertaken . The

NTC could then recommend that the amounts within
that total be reallocated from one area of service to
another . If money were saved by reducing or eliminat-
ing rail service, then this money could be used for an
increase in direct water subsidies or highway con-
struction . Money saved on the Gulf or coastal opera-
tion could be used to support bus services to the
more remote areas of Newfoundland, or to provide
better accommodation and facilities near the Trans

Canada Highway .

1 Here and in the remaining pages of this report specific sums of money are

mentioned . These are intended as indications of what approximate level of
expenditure might be required . They are not intended as firm, specific

figures . The second volume of the report of the Commission will include
firm and specific figures together with the rationale and justification of each
figure.

The total would not include any money necessary to
raise basic transportation services in Newfoundland
to a level comparable with that already existing in

other provinces . That is, a special arrangement be-

tween the Province and the Federal Government
would provide for the funds necessary for the pro-
posed upgrading of the Trans Canada Highway. Simi-

larly, separate agreements would be worked out be-
tween the Federal and the Provincial Governments for
special projects such as the Trans Labrador Highway
or the building of a tunnel under the Strait of Belle

Isle .
The NTC would also recommend the allocation of

subsidies to specific carriers . The NTC would estab-
lish criteria which would have to be met in order for a
subsidy to be awarded . That is, subsidies would only
be given to carriers which had or could demonstrate
their ability to provide a continuing service . Carriers
would have to provide the same basic service, i .e ., act
as a common carrier, in order to be eligible to receive
a subsidy. Being eligible to receive a subsidy would,
of course, not guarantee that a subsidy would be
given. A separate judgment would have to be made
for that decision, but it would guarantee that con-
sideration would be given to the request . The NTC
could recommend that special financing could be
worked out for carriers which had clearly and definite-
ly demonstrated their viability .

(The NTC, of course, would have no direct authority
or jurisdiction over the transportation budget of the
Province of Newfoundland. The Province would set
down priorities and would allocate funds in accord-
ance with these priorities . Nevertheless, the NTC
should be prepared, upon request, to offer advice to
the Province . )

The essential principle is that the existence of the
NTC would give an opportunity for the Province to
have a direct say in the allocation of Federal funds for
transportation in Newfoundland . This would be an
important development . The specific mechanism by
which recommendations would be made for the allo-
cation of funds might take various forms . In the past,
consultation between the two levels of government
has apparently been successful in the case of DREE

agreements . Perhaps similar procedures and agree-
ments would be possible in the area of transportation
as well . Other mechanisms are possible and indeed
the agreement outlined above is tentative and intend-
ed as a suggested guideline only .

The Commission will be making specific recommen-
dations in Volume II of this report which will outline in
detail the structure of the NTC, the funding required,
the areas of responsibility and the objectives which
the NTC would be expected to achieve .
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Continuing Researc h

During the past decade there have been at least 60
separate studies (excluding those conducted by this

Commission) on various aspects of transportation in
Newfoundland . At a conservative estimate, they have
cost in excess of five million dollars . However, when
the Commission reviewed these studies, it found that
the vast majority were to one degree or another
unsatisfactory for its purposes . This was essentially
because they represented a piecemeal or ad hoc
approach to the resolution of specific problems rather
than an organized, coherent plan of action guided by
a set of clearly established policies . Thus, in some
instances, one area has been studied two or three
times while other very important aspects of New-
foundland transportation have not been examined at
all .

Most of the studies have not been made public or
given wide circulation . Well over half of them are
labelled confidential and are for internal use only . Of
those which have been approved for distribution to
the public, e .g., the Corridor Study, the distribution
has been very limited and relatively few people in
Newfoundland have had access to them . Further-
more, remarkably little action has been derived from
them. Indeed, many make no specific recommenda-
tions at all, and even where such recommendations
are made they have been virtually ignored by the
decision makers .

Despite the plethora of previous studies, the big-
gest single difficulty facing this Commission as it
approached its task was that of finding a Research
Director . It was decided, for obvious reasons, that
such a person must be one familiar with transporta-
tion in both its theoretical and practical aspects, and
particularly, with the special conditions existing in
Newfoundland and Labrador. Most previous studies
had been carried out by mainland firms or by
research groups internal to the Ministry of Transport
or CN. This Commission could not expose itself to the
legitimate criticism that its conclusions were based on
research conducted by people who were essentially
ignorant of the Newfoundland situation . Neither could
it depend on, to any great extent, the research facili-
ties of the Ministry of Transport or of CN since to
have done so would have resulted in the suspicion
that its data was not sufficiently objective and might
in fact be seriously biased .

The Commission was, therefore, fortunate to obtain
the services of Mr . Mervin Andrews of the Faculty of
Engineering at Memorial University . He had already
conducted a number of studies on Newfoundland
transportation, had a sound theoretical and practical
background, and, furthermore, was a native New-
foundlander who had travelled extensively throughout
all of Newfoundland and Labrador .

Mr. Andrews reviewed the earlier studies, identified
the gaps in the available research data, and then -set
about the task of obtaining information that would fill
these gaps . Additionally, he was faced with the prob-
lem of updating the information provided in existing
reports .

Primarily as a result of the research conducted
under the auspices of this Commission, it is believed
that a comprehensive and up-to-date picture of New-
foundland transportation is now available . However,
the data, too, will soon be outdated unless provision
is made for continuing research on transportation in
Newfoundland to be carried out in an orderly' and

systematic manner. Such a research programme
would be greatly facilitated by the creation of a
Research Centre on Newfoundland Transportation .
The duties of the Centre would include, inter alia, the
following : '

1 . To gather basic information to comprise an
annually updated inventory of facilities and services
in Newfoundland, which should be made available
to the public .
2. To address specific questions such as might be
posed by Federal or Provincial Governments or by
other legitimate interests, concerning any aspect of
the transportation system or of public reaction to
transportation policies and procedures .
3. To initiate specific research projects in New-
foundland transportation, to encourage the use of
research by those involved in the practical aspects
of transportation, and to act in an advisory capacity
to all those .so involved . Further, in respect to new
services, to provide for the gathering of accurate
base data and to establish, or to advise upon the
establishment of, appropriate control procedures to
monitor results in relation to expectations .
The Centre which would require, initially, a budget

of approximately $500,000 to $1,000,000 per year,
should consist of a permanent Research Director with
an appropriate staff and should be funded jointly by
the Federal and Provincial Governments, with the
former providing 90% of the financing . It would oper-
ate under the administrative control of the Newfound-
land Transportation Commission but might very well
be established on the campus of Memorial University .
In any case, it should have an Advisory Committee to
include some academics familiar with transportation
problems, as well as representatives from transporta-
tion services . It should be noted that the year budget
would not, in fact, be "new money" since, judging by
past experience, it can be assumed that at least that
amount would continue to be spent annually on New-
foundland Transportation Studies . If such sums are to
be spent, it makes good sense to ensure that the
greatest possible advantage derives from the expen-
diture. To achieve this purpose and to guarantee
co-ordination of effort, responsible planning an d
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public awareness, the Commission attaches the high-
est importance to the immediate creation of such a
Research Centre .

Local Autonomy and Responsibilit y

Within the general area of the relations between
Newfoundland and other areas of Canada, the Com-
mission has been made aware of considerable dis-
satisfaction and, indeed distrust, by Newfoundland
users of transportation services concerning the pro-
cess of decision making within the larger transporta-
tion services operating in the Province . The problem

seems to be largely caused by the chains of decision
making and command, often ending at their highest
levels in centres outside the Province . The Commis-
sion is of the opinion that the perceptions of the
public concerning this situation are of great impor-
tance, and since the Commission has been unable to
complete its investigations into this area, detailed
analyses and recommendations will be left for inclu-
sion in the second volume of the report of the
Commission .
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Chapter XI I

The Use of
Hovercraft in

Newfoundlan d

This section is included not because the Commission
feels that the Hovercraft is the answer to the New-
foundland Transportation System or because it is the
most important innovative concept in the area of
transportation . Rather, it is included as an example of
the sort of dramatic change in transportation which
we may expect and must prepare for in the foresee-
able future .

Hovercraft have been used in England to provide
commercial ferry service for almost 15 years . Hover-
craft service is provided between Southampton and
Cowes on the Isle of Wight by small SRN-6 craft . The
SRN-6 has the capacity to take 35 passengers, but
does not take vehicles . The basic craft can, however,
be modified to take six to eight vehicles and 12-20
passengers .

Hovercraft service across the English Channel has
been available for over 10 years. At present the
service is provided by two companies, Seaspeed and
Hoverlloyd . Seaspeed is operated jointly by the British
and French rail systems. The service operates from
Dover to Bologne return, and Dover to Calais return .
Up to the present time, the service has been provided
by four craft . The two British craft are Mount-
batten class SRN-4 which each have a capacity for 30
cars and 250 passengers . Hoverlloyd, a private com-
pany, operates a service between Ramsgate and
Calais, using four SRN-4's which have been modified
and enlarged so that they can take 37 cars and 280
passengers .

The craft are capable of speeds up to 60 knots and
cruise at approximately 40 knots . The 20-mile cross-
ing takes about 35 minutes from terminal to terminal .
The craft can be completely unloaded and loaded in
15 minutes so that, including time for cleaning, the

craft can leave port each hour, on the hour . The craft
can operate even when the Channel seas are rough
and the wind up to a gale force 7. Hoverlloyd will
operate in virtually any weather in which a conven-
tional ferry will operate, although the time of the
crossing will be increased considerably . The Sea-
speed officials will not operate the Hovercraft if it
appears that the journey will take more than one hour .
Since the same company operates conventional fer-
ries from Dover, the operation is sufficiently flexible to
permit changing the passengers from the Hovercraft
to conventional ferries in rough weather or in any
emergency situation . The ride is rough, especially in
choppy seas and winds, and noisy, but many travel-
lers prefer the rapid ride to the slower 1 1/2 hour
crossing by conventional ferry . During 1977, over 40%
of those who travelled across, the Channel elected to
do so by Hovercraft . The cost of the journey by
Hovercraft is approximately the same as that by con-
ventional ferry .

The operation of the Hovercraft is exceptionally
safe and no serious accident has occurred in any of
SRN-4 craft since they have been in commercial

operation .
A breakthrough in Hovercraft operation is occurring

at the present time . British Rail has added a 55-foot
section to one of its SRN-4's to give it an overall
length of 180 feet . This stretched or "Super 4" has a
capacity of 60 cars and 400 passengers . It can attain
a speed of 75 knots and cruises at 60 knots . The
almost 50% increase in capacity and the considerable
increase in speed is accompanied by an increase of
only 15% in fuel consumption. The additional length
makes possible a much smoother ride and the craft
can operate in any weather in which a conventiona l
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ferry can operate. In the spring of 1978, the French
introduced a large Hovercraft, the SEDAM 500-02 .
This craft has two unique features-it has two deck
levels, the lower for cars and the upper for passen-
gers, and it has three engines mounted in the rear . In
contrast the British Super 4 has four engines mounted
one at each corner. The "500" is less noisy than the
Super 4 and provides better visibility for the passen-
gers but it is not as maneuverable and is said to be
experiencing some minor operating problems . Never-
theless, it appears that in the near future, much of the
traffic which crosses the English Channel will do so by
one of the larger Hovercraft .

The use of Hovercraft in Newfoundland appears to
be an interesting and exciting possibility . The "Super
4" Hovercraft could make the 60 mile journey beween
Aspy Bay on Cape Breton Island and Port aux
Basques in a little over 60 minutes. It would not be
necessary for passengers to report with their vehicles
more than 30 minutes before the crossing, so that the
total time for the crossing would be just over 11/2
hours, in comparison with the 7-8 hours which now
elapse between check-in time and the termination of
the crossing by conventional ferry . The craft could
turn around in two hours so that with two craft,
departures could be scheduled at two hour intervals
for each terminus. If North Sydney were used as the
Nova Scotia terminus, the distance would be
increased to 90 miles and the crossing time to just
under two hours .

It would appear desirable, and it is hoped feasible,
to provide Hovercraft service across the Gulf during
the peak summer months, say from May to Septem-
ber. The service would initially be provided by CN
Marine Corporation and the rates charged would be
somewhat higher than those for a conventional ferry
crossing. It is possible that in the future a private
company might start a competing service between
other terminal points .

It is likely that the Hovercraft could be used in
warmer waters, say in the Caribbean, during the
winter months . Certainly the chances of finding suit-
able winter routes for the Hovercraft would be greater
than for the Gulf ferries.

Terminal facilities for Hovercraft are not elaborate
and can be provided at relatively low cost in compari-
son to those required for conventional ferries .

Conventional Gulf ferries will, of course, also con-
tinue to operate during the summer months . Tractor
trailers and those passengers who wished to do so
would still make the crossing by these ferries .

Winter service would continue to be provided by
these ferries, supplemented by at least one of the
ferries from the Argentia service.

In addition to providing a service which would be
much more rapid and efficient for Newfoundlanders
who wish to cross the Gulf, the Hovercraft would

make possible an entirely new development in the
tourist travel to and within Newfoundland . At present,
it is not possible for tourists who travel in the Atlantic
Provinces area to "drop in" on Newfoundland . The
trip to Newfoundland now takes approximately one
day, and the return trip takes another day . With the
considerably reduced crossing time provided by the
Hovercraft service, i .e., a total of just under two
hours, the tourist may decide to cross to Newfound-
land in the morning, spend most of the day travelling
from Port aux Basques to Corner Brook or Big Falls,
return to Port aux Basques in the evening and cross
on the Hovercraft before night . Once there, the trip
might be extended to visit other places in Newfound-
land. This breakthrough in tourist travel to Newfound-
land would, it seems likely, provide for and make
possible a substantial increase in the number of visi-
tors coming to Newfoundland during the summer . It
may well be that the number would increase by 200 or
300 per cent, and this, of course, would permit a
concomitant increase in the tourist industry in New-
foundland, with all of the attendant advantages and
disadvantages which accompany such a develop-
ment .

The Hovercraft would also be of value in Northern
Newfoundland and Labrador as well . At present the
ferry service across the Strait of Belle Isle is provided
by the 'Northern Cruiser' between the months of May
and mid-November . Between mid-November and
May, no ferry across the Strait is provided because of
the weather and ice conditions. It has been demon-
strated, however, that Hovercraft are capable of oper-
ating in winter conditions on the Quebec North Shore
from Sept Iles to Blanc Sablon . The Air Cushion
Division of the Ministry of Transport has also success-
fully experimented with Hovercraft as ice breakers .
There is no doubt that ice conditions in the Strait
would prevent the craft from crossing on certain days
of the year, but it is estimated that the craft could
provide a service on a large percentage of the days
during the winter season .

It is possible that the Hovercraft, which is used for
the Strait crossing during the winter months, could
also be used effectively in Northern Labrador during
the summer . At present that service is provided by a
weekly round trip of the `Bonavista'. A Hovercraft
could cover the same distance in approximately two
days. That is, on day one the craft could leave Goose
Bay and visit each of the Communities in Northern
Labrador, i .e ., Rigolet, Makkovik, Postville, Hopedale,
Davis Inlet and Nain . On day two the craft could make
the return journey. This would permit a much more
rapid and effective service for the residents of North-
ern Labrador than is possible at the present time .

Although the concept of the Hovercraft seems fea-
sible and exciting at the present time, the Commis-

sion recognizes that many unanswered questions an d
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problem areas remain to be resolved . The suitability
of the craft for operation in the waters of the Gulf has
not been demonstrated . The ice conditions of the
Strait of Belle Isle during each of the months of the
winter season has not yet been thoroughly investigat-
ed. The whole question of the relative fuel consump-

tion of Hovercraft versus conventional ferries must be
researched fully . Nevertheless the Commission judges
that the possibility of the use of Hovercraft in New-
foundland waters is sufficiently attractive and likely
that full-scale feasibility studies should be undertaken
in the immediate future .
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Chapter XII I

Transportation
in Labrador

Transportation in Labrador is singled out for con-
sideration in this section, not so much because the
issues are controversial, as because they have
heretofore been neglected or even ignored . In review-
ing the progress made in provincial transportation
systems during the last decade, certain inequities
become immediately apparent . The dramatic
changes, especially in respect to road building, that
have occurred on the Island are in stark constrast
with the lack of change in Labrador. We must, never-
theless, note two important exceptions to the general
rule :

1 . The introduction of the 'William Carson' to the
Labrador service. The weekly run (including stops
at St. John's, Lewisporte, St . Anthony, Cartwright
and Goose Bay), introduced in 1976, was widely
acclaimed and appreciated in Labrador . This ser-
vice provided the first opportunity for some of the
people of Labrador to travel with their vehicles to
and from the Island . The tragic mishap which
caused the sinking of the ship early in 1977 was a
severe blow to coastal Labrador, and while the
replacement service, which provided twice weekly
runs between Lewisporte and Goose Bay, softened
the blow somewhat, it did not provide as satisfacto-
ry a service as that previously provided . There is no
doubt that a new vessel must be specially designed
to provide, in the immediate future, a similar service
to that provided by the 'Carson'.
2 . The replacement of the old, small and unbeliev-
ably uncomfortable ferry which crossed the Strait
between St. Barbe and Blanc Sablon with the
new, larger, infinitely more comfortable `Northern
Cruiser' at the beginning of the 1977 season . The
new vessel provided for the transporting of passen-

ger cars, trucks and tractor trailers across the
Strait . Although the terminal facilities, especially in
Blanc Sablon, need improvement, the new vessel
has considerably improved the transportation
system serving the communities of Southern
Labrador .
Apart from these two important developments, the

overall situation concerning transportation in Labra-
dor is as dismal as it was ten years ago . A road map
prepared in 1976 looks almost exactly like its counter-
part produced in 1966, except that a portion of the
road between Goose Bay and North West River has
been completed and paved . The road between
L'Anse-au-Clair and Red Bay can hardly be described
as a road at all . It is rough, precipitous and character-
ized throughout its entire length by incredibly steep
hills and dangerous curves . In places it is virtually
impassable in summer and completely impassable
during the winter . There is still no road connection
between Labrador City - Wabush and the remainder
of the Province . The feeling .of loneliness and isolation
that is described so vividly and accurately by M . 0.
Morgan in his report on industrial unrest in Labrador
City is no less true today than it was then . The coastal
service has, if anything, deteriorated during the last
ten years . Air service has changed very little . EPA
provides essentially the same service with more
modern aircraft and charges relatively the same rates .
The service provided by Labrador Airways is, of
necessity, irregular and inadequate due to the lack of
suitable landing strips .

The Coastal Service is seen by the people in Labra-
dor as being so unsatisfactory that much of the freight
transported to coastal communities between L'Anse-
au-Clair and Red Bay is imported, whenever possible,, ,
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via the Quebec Maritime Agency shipping service
from Montreal to Blanc Sablon . This service is
described as being much better than the service
provided from Newfoundland, and even though the
rates are considerably higher, the people are pre-
pared to pay them in consideration of the better
service provided. The economic implications of this
are obvious .

Worst of all, perhaps, are the feelings of anger and
frustration among the people which are engendered
by perceptions of governmental indifference . They
have seen study after study carried out without any
visible improvements resulting . The universal demand
is for action rather than for further studies . And that
demand is justified . Numerous studies have been
completed which were to have aided in the solution of
the problems in Labrador transportation . The appro-
priate conclusions and recommendations of these
studies must be put into effect immediately . In par-
ticular, three important steps are of utmost urgency :

1 . The road between L'Anse-au-Clair and Red Bay
must be improved and paved in the immediate
future . This is clearly a provincial responsibility, but
perhaps funds could be sought from DREE for the
completion of this project .
2 . The movement of freight and passengers along
coastal Labrador must be improved and rational-
ized . This will entail the construction of airstrips in
all major communities of Labrador and the intro-
duction of service by twin Otter or other equally
suitable aircraft . Fast motor launches and smaller
planes must be used to provide connecting links to
the smaller communities which will not be served
directly by the airstrips . An intermodal approach is
therefore necessary for the movement of passen-
gers along coastal Labrador . The movement of
freight will continue to be by coastal vessel, but the
service must also be improved considerably .
This means, in essence, that the Labrador Area
Master Plan for airstrips in selected communities in
the Labrador coast should be implemented without
delay . The Commission is pleased to note that work
on four airstrips has commenced . The proposed
schedule for starting and completing work on each
airstrip must be firmly adhered to . In the southern
Labrador communities, the problem of connections
between those communities which have airstrips
and those which do not must be given high priority .
It appears that connections provided by high speed

motor launches could provide the most satisfactory
service, at least during an interim period .
3. A Trans Labrador Highway must be construct-
ed to link Labrador City - Wabush and Churchill
Falls with Goose Bay and coastal Labrador : A
preliminary study of such a highway has been car-
ried out by R. J. Noah and Associates . This study
examines a projected route from Forteau along the
coast to Goose Bay and thence to Churchill Falls
and Labrador City - Wabush with branches linking
Mary's Harbour and Cartwright to the trunk road .
The study concludes that the construction of the
road is both practical and economically feasible
although the project will be an expensive one, cost-
ing approximately three hundred and fifty million
dollars . Even though expensive, it is a project which
must be planned and completed for important eco-
nomic, social and political reasons. It will provide
year round transportation to the southern part of
coastal Labrador, assist in the process of explora-
tion and development of commercially important
resources, and have the enormously important
social and psychological effect of eliminating the
feeling of isolation which characterizes life in Labra-
dor, especially in the western portion .
Road connection between Labrador and the

remainder of Canada will, in the near future, be pro-
vided through Quebec . The political implications of
having Labrador connected by road to Quebec and
not to the island portion of Newfoundland are
extremely significant and must not be overlooked .

Three other projects are of considerable impor-
tance to Labrador . Although we cannot recommend
that they be commenced at this time, they should
certainly be examined carefully and feasibility studies
should be carried out in the immediate future . They
are as follows :

1 . The provision of a year round deep water port
("Port Labrador") for Labrador . It should be con-
nected by road to the Trans Labrador Highway .
2. A rail link between "Port Labrador" and central
Canada should be investigated . It might be possi-
ble to run the railway on the electricity generated by
the Lower Churchill .
3. A tunnel across the Strait of Belle Isle which
would be suitable for vehicular traffic as well as
the transmission of electricity . This feasibility
study should be commenced immediately and car-
ried out by an independent consulting firm .
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Chapter XI V

Dealing with the
Social Consequences

of Chang e

The transportation industry, perhaps more than any
other, is vulnerable to change and to the inevitable
difficulties and dislocations resulting therefrom .
Sometimes change involves growth and resettlement,
as when the building of a railroad results in the
creation of new towns, or causes the dramatic expan-
sion of small settlements in its path . Examples of such
changes may readily be seen in the growth and crea-
tion of towns in the Canadian west resulting from the
building of the Canadian Pacific Railway in the late
1800's . Examples may also be found in Newfoundland
in the creation or expansion of Bishops Falls, Claren-
ville, Lewisporte and Port aux Basques. Sometimes
such towns remain completely associated with and
dependent upon the transportation industry, as is the
case with Bishops Falls and Port aux Basques, where
even today, an extremely high proportion of the
employment is dependent directly or indirectly upon
the transportation industry .

A change in the mode of transportation may involve
the creation of significant numbers of additional jobs
within a single town and its immediate area . When
this happens, as in the examples cited above, the
results are obvious and dramatic, but sometimes the
results of change are more difficult to discern . For
example, the growth in the trucking industry in New-
foundland during the past ten years has created
approximately 1500 new jobs . Had these been con-
centrated in one small town, the result would have

been dramatic . In fact, they have been created in a
large number of towns and settlements including St .

John's, Corner Brook, Grand Falls and Gander, and
since they have been spread out geographically, their
impact has been largely unnoticed and no significant

growth patterns or relocations have been derived
from them.

Frequently, rapid growth arising from the develop-
ment of a transportation system is followed eventually
by an equally rapid decline and even dissolution .
Thus, technological innovations or improvements may
lead to the virtual death of a town which has been
completely dependent upon transportation . Many
examples of this phenomenon exist along the routes
of Canada's major railways . Coming closer to home,
less severe, but nonetheless serious, repercussions
stemmed from recent technological changes in freight
handling that reduced drastically the level of employ-
ment in Port aux Basques. The specific case of Port
aux Basques will be discussed later in this chapter .

Nevertheless, there are instances in which even
greater reductions in employment have no such dras-
tic effects because they are spread out geographically
and not concentrated in any one town . For example,
the amalgamation of two or more major companies
will frequently reduce the number of jobs previously

available . The jobs eliminated may not be concentrat-
ed in one town or area but will spread out over the
various provinces of Canada . Thus, though the

change will certainly be disturbing to those individuals
directly affected (although the trauma may be eased
considerably by special provisions for recovery, early
retirement and retraining), the total impact, spread
across the country, will probably create nothing more

than minor perturbances .

Any change in transportation is liable to result in
important and pervasive social consequences .
Increases in employment opportunities, for example,
will bring an influx of people and money into a town ,
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which will produce serious and sometimes radical
disruptions in patterns of friendship, entertainment
and moral behaviour . Social problems, such as an
increase in alcoholism and delinquency, will frequently
accompany such changes . In most cases, the towns
so affected are unprepared for such changes and
unable to deal with the consequences in a positive
manner. Indeed, the desire for increased employment
opportunities is generally so strong that to achieve
that end, almost any unfortunate side effects will be
tolerated . Nevertheless, it may well be as important to
plan for mechanisms to deal with the consequences
of boom conditions as to prepare for the conse-
quences of reductions in the work force .

However, the immediate effects of a reduction in
employment are more obvious and help is clearly and
obviously required in dealing with such circum-
stances. This is particularly so in Newfoundland,
where the level of unemployment is approximately
twice the Canadian average and where an individual
who loses a job is, in consequence, less likely to find
another than if he lived elsewhere in Canada . This
argument is strengthened when we consider one-
industry towns, such as Port aux Basques and Bish-
ops Falls, where, for all practical purposes, there ar

e virtually no other jobs than those provided by the rai l
operations .

The effect of losing a job, especially when alternate
employment cannot readily be found, can be deva-
stating . The most obvious impact is financial . The
individual's level of income is sharply reduced even
when he receives Unemployment Insurance . If the
period of unemployment is prolonged, it will become
increasingly difficult to meet commitments such as
mortgage payments on a home or payments on a car .
Eventually, savings will be used up, the standard of
living will be appreciably lowered and, not infrequent-
ly, there will be the final resort to social assistance .

In our society, work is the most important compo-
nent of our daily activities. A person's concept of
himself is influenced greatly by the work which he
does and by the degree of success with which he
completes his work and by the satisfaction which the
job brings. Having a job also gives a sense of comple-
tion and responsibility and of being in control of life . It
makes it possible to provide for the necessities and
perhaps a few luxuries for members of the family .
Therefore, the psychological consequences of unem-
ployment, although not as obvious as the financial
effects, are nonetheless equally as important . These
have been extensively investigated by psychiatrists,
psychologists and sociologists and documented both
in the popular press and in professional research
journals . Psychological effects include a change in the
self-image, loss of self-esteem and increased feelings
of dependency, of helplessness and of worthlessness .
Psychosomatic illnesses, such as migraine headaches

and stomach disorders, increase markedly . Psychia-
tric illnesses, especially depression, become much
more common. The incidence of suicide increases,
sometimes dramatically .

It is obvious that attempts should be made to
prepare for changes in employment patterns, espe-
cially those which involve the loss of jobs as a result
of the introduction of technological innovation or
administrative changes.

One example of a recent attempt to deal with the
effects of such change may be found in the case of
the amalgamation of Canadian National and Canadian
Pacific passenger services into "Via Rail" . In an
attempt to ameliorate the consequences for individu-
als adversely affected by the amalgamation, the Gov-
ernment of Canada has enacted regulations under
The Appropriations Act Number 1, dated October
24, 1977 (PC1977-2987), entitled "Regulations with
respect to the implementation of adjustment assist-
ance to Railway Companies and employees affected

by changes in railway passenger services" . One par-
ticular section is especially applicable to the present

argument . Section 4-"Special Agreements" reads :
In negotiating a special agreement, the parties to
the special agreement process, shall, in as much
as the following are generally incorporated in
their existing job security agreement, give con-
sideration to the following :
a) In so far as possible ensuring continuing
employment for the employees concerned.
b) Where preferred and to the extent possible,
keeping employees in gainful employment at the
same location .
c) Where necessary, training employees for alter-
native employment .
d) When required, providing appropriate assist-
ance in relocation .
e) In so far as possible, avoiding loss of
employees' earnings .
f) Developing a separation plan for the assistance
of employees close to or eligible for retirement
who wish to leave the work force .
g) Minimizing seniority obstacles for the purpose
of facilitating;

1 . Continuing employment by Canadian Nation-
al Railway Company or Canadian Pacific Rail-
way Limited where mutually agreed to by par-
ties, and
2. Transfer of employees to Via Rail Canada
Incorporated .

h) Where employees are laid off providing
reasonable weekly layoff benefits or severence
payment, and
i) Assisting employees unable to maintain their
jobs to secure employment outside the railway
industry .
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It is recognized that such special agreements may
require additional financial outlay and the Act pro-
vides in Clause 3 that :

The Minister of Transport may reimburse a rail-
way company for the prescribed proportion of the
cost incurred by the company for the provision of
benefits where :
a) The cost results from changes implemented
between March 29, 1977 and December 31, 1980 .
b) A special agreement exists between the rail-
way company and the trade unions .
c) An arrangement exists between the railway
company and the Minister of Transport.
The principle of providing special assistance for

those who are threatened with loss of employment is
an extremely good one. The implementation of such
agreements obviously requires and is facilitated by a
spirit of trust and co-operation between unions and
management .

Traditionally in Canada, labour and management
have adopted adversary roles. Not uncommonly,
employees feel that management is disposed to be
secretive and, perhaps, dishonest and that their every
action should be viewed with suspicion . Management,
on the other hand, quite often views workers as being
concerned only with their own benefits and not with
the furtherance of company goals . These attitudes
became evident to the Commission immediately after
its establishment when labour and management disa-
greed concerning the force and implications of the
federal Minister's understanding that employment in
the CN operations would not be reduced because of
technological or other innovations during the life of
the Commission .

The latent mistrust and hostility between unions
and management frequently comes to the forefront
during periods of technological change. A case in
point is the continuing dissension between the
Canada Post Office and the inside workers Union
concerning the implementation of technological
changes in the sorting of mail .

However, the relationship between unions and man-
agement does not have to be one of mutual suspicion
and mistrust . There are numerous examples of a
trusting and co-operative relationship that has con-
tinued even during times of technological change .
Where such examples exist, the necessary ingredients
for the development of such a relationship appear to
include the sharing of responsibility for decisions and,
in particular, the involvement of workers in the
making of important decisions that may affect their
futures. The Commission offers here several exam-
ples of co-operation between workers and manage-
ment. It does so, not because we wish to recommend
that these particular procedures necessarily be fol-
lowed, but only as illustrations that, under certain
circumstances, a high level of co-operation between

labour and management may be attained . Many
examples could be provided from the European
scene, since joint labour management committees
and joint consultation procedures have a long history
there and are now well established . More pertinent to
its purposes, however, are recent experiences in
North America .

A particularly relevant and recent example of labour
management co-operation is provided in the Final
Report of the St . Louis Terminal Project, April 1977
(Missouri) . The Project was carried out over a five
year period and was intended to introduce and evalu-
ate changes in methods of freight handling in the St .
Louis Terminal . The Director of the Project was from
Management and the Associate Director was from
one of the Unions directly involved. The research was
directed and evaluated by independent consultants .
Guarantees were given that no worker would lose
wages because of any experimental evaluations which
were introduced . The Project was funded through
co-operation by Government, the Company and the
Unions. These funds were used to pay, for any special
meeting expenses incurred by the research project

and to supplement the wages of workers who would
otherwise have lost money during the course of the
Project .

Although for reasons unrelated to the Project, the
Unions involved are no longer active in this area, the
final Report of the Project summarizes the accom-
plishments of the Project as follows :

• It further demonstrated that labour and man-
agement can work together successfully and
effectively to achieve greater productivity and
better serve the shippers .
• Firm evidence that an experimental program
involving local management and employees could
produce a measurable and significant improve-
ment in railroad performance-the average time
a car spends in the St. Louis Terminal was

reduced over four hours (25%) between January
1975 and December 1976 .
• Three of the experiments that involved the tem-
porary waiver of labour agreements served as

the basis for the negotiation of permanent
changes between local labour and management .
• The development of a Car Movement Perform-
ance Measurement System for the St. Louis Ter-
minal that is adaptable to other terminals .
• Communication between local labour and man-
agement was improved by a series of regular
meetings between the employees and operating
officers .
• The Task Force on Rail Transportation believes
that similar labour/management experimental
programs at other terminals and on other rail-

roads are in the best interest of all concerned.
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The idea of labour management co-operation and
of the joint consultative process is also becoming
relatively common in Canada . In a recent article in
Transport Canada, December 1977, Ray Flansberry,
Employee Relations Officer of the Department of
Transport, provides the following brief article entitled,
"Let's Talk It Over" .

A good many labour disputes are caused by a
simple inability to solve on-the-job problems as
they occur .
Even the smallest of these problems have a tend-
ency to build up if they are not dealt with, and
when the time comes to renegotiate the next
contract a backlog of discontent and bitterness
may develop which will seriously hinder negotia-
tions .
However, this situation is less likely to occur in
Transport Canada now that consultative commit-
tees have been set up involving the department
and the Union of Canadian Transport Employees
(UCTE) .
These consultative committees, which are being
established on local, regional and national levels,
will provide a free exchange of information be-
tween management and the union on matters
which concern both parties. Furthermore, they
will make it possible for each party to better
understand the other's position .
Consultation is based on the philosophy that
many problems may be settled during the life of
collective agreements if the unions and manage-
ment have an opportunity to discuss them as they
arise . And, both Transport Canada and UCTE
believe consultation committees will provide a
forum for prompt and less constrained, yet offi-
cial communication .

EVOLUTION

The idea of local consultation was first reviewed
in 1973, but, lacking a proper set of guidelines,
never developed .
As a result, consultation procedures were
reviewed at a special meeting in December 1975,
involving UCTE's executive, Deputy Minister Syl-
vain Cloutier and senior officials of the depart-
ment. A committee was established which subse-
quently drafted new guidelines .
Under the new guidelines the committees may
discuss any matter that will not alter the intent
and purpose of a collective agreement . Debate
may include such topics as training programmes,
working conditions and government policies .
Formal grievances are handled by usual griev-
ance procedures .
Issues are to be dealt with at the level where they
occur, be that national, regional or local. If a local
committee cannot solve an issue it may be sent

up the line to the regional level. Similarly, region-
al issues may go to the national level. Problems
are solved by a consensus of both parties rather
than a vote.

IMPLEMENTATION

In order to ensure the new guidelines are effec-
tive, a joint implementation team has introduced
the consultation programme to the regions. The
team was composed of Larry LeBlanc, assistant
executive secretary, UCTE; Ray Flansberry,
employee relations officer, Transport Canada;
Charles Cameron, chief, staff relations, CATA;
and Al Bennett, staff relations officer, Canadian
Coast Guard. The team visited regions in the Air
Administration and the Coast Guard on a 10-stop
tour, speaking to regional managers and union
officials .
A pattern was developed on the tour involving
two-day visits to each region. Management and
union officials met with their regional counter-
parts and then joined together for a session to
ensure common understanding. Dliring this joint
session a 45-minute film of a national consulta-
tion meeting was shown to further illustrate the
process.
Regional officials and managers then toured their
own regions, informing employees and managers
of the new consultation process .
Still to be set up is a national consultation com-
mittee which will handle the more complicated
and sensitive problems passed on by local and
regional committees .
Only time will tell, of course, but for now it would
appear that consultation committees are a key to
more peaceful and constructive labour relations .
A particular example, immediately relevant to ou r

deliberations, may be found within the Gulf service of
CN Marine where, for some years, management and
labour have worked with the joint labour management
consultative committee process. An East Coast
Marine Co-ordinating Committee, consisting of repre-
sentatives of all levels of management and all of the
unions involved, was established to deal with prob-
lems associated with the introduction of changed
procedures. While the Committee has not had to deal
with any major problems to date, it has met several
times each year (various sub-committees have met
more frequently) and it has engaged in the frank
exchange of information and appears to have con-
tributed significantly to the development of co-opera-
tive and harmonious working relations during the past
several years .

Another example of the general principle of labour
management co-operation which can be cited is that
of the Joint Manpower Adjustment Committees spon-
sored by the Manpower Consultative Service, a divi-
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sion of the Department of Manpower and Immigra-
tion. These committees have been particularly helpful
in creating a climate of co-operation during periods of
technological change, including periods of increasing
and also of decreasing employment . The Canada
Manpower Consultative Service describes its activi-
ties as follows :

The Canada Manpower Consultative Service
(CMCS) helps employers and their employees
adapt to technological and other change .
A service of the Department of Manpower and
Immigration, CMCS is responsible for administer-
ing the Canada Manpower Adjustment Program. It
acts as a catalyst to bring employers and work-
ers together to discuss changes in the work place
and formulate adjustment measures to solve the
problem that change can bring .
CMCS offers technical advice, guidance and
financial incentives to employers and workers
suffering the effects of a change in technology or
economic conditions-an industrial . slowdown,
plant relocation, or other factors that may lead to
the dislocation of workers or the closure of
plants or industries . CMCS is not restricted to
cases where problems have already occurred ; it
encourages preventive action wherever major
changes can be foreseen .
These services are offered under the Canada
Manpower Adjustment Program through which
hundreds of incentive agreements have helped
more than halt a million Canadian workers since

1965 .
CMCS seeks to develop constructive solutions to
manpower adjustment problems by encouraging
management and labour groups to work together
in Joint Manpower Adjustment Committees . When
the two groups get together to find answers to
their problems, much of the fear that uncertainty
brings can be eliminated. The program is based
on three general principles :
1) Research and planning well in advance of
coming change to study the implications and
recommend suitable adjustment measures .
2) A joint approach by labour and management
permitting workers to take part in developing
plans that will affect them .
3) Co-operation of private and public adjustment
measures, including the full range of government
manpower programs .
A Manpower Assessment Incentive Agreement
with the Minister of Manpower and Immigration,
signed by representatives of labour and manage-
ment, establishes a Joint Manpower Adjustment
Committee and provides financial assistance of
up to 50 per cent of the costs of research, plan-
ning and consultation undertaken by the two
parties .

The committee explores every possible avenue to
give maximum assistance to displaced workers
and may use programs from any public or private
agency . These include the full range of services
offered by the nation-wide network of Canada
Manpower Centres : career counselling, job refer-
ral, job training and retraining, and mobility
assistance for job exploration or relocation. The
Committee may also enlist the services of expert
technical advisers .
If transfer of workers from one company plant to
another is one of the adjustment measures adopt-
ed by the Committee, incentives are available for
up to 50 per cent of the mobility costs .
The Committee also takes an active part in the
implementation of adjustment measures it has
adopted .
Within the general framework, Joint Manpower

Adjustment Committees have, within the past ten
years, been involved with the alleviation of problems
arising from the shutdown of the Newfoundland Steel
Company, the phasing out of the whaling industry and
the reduction in employment which accompanied the
failure of several sawmills in the Roddickton area. On
a more positive note, in dealing with maintaining and
increasing job opportunities, a joint consultative com-
mittee was instrumental in fostering labour and man-
agement co-operation so that the St. John's Daily
News could progress rapidly toward becoming a
commercially viable and successful newspaper .

An appropriate example in the area of transporta-
tion may be drawn from the situation at Port aux
Basques, where, during the years between 1967 and
1976, several successive joint consultative commit-
tees were established to foster co-operative action
between CN Marine and the Brotherhood of Railway,
Airline and Steamship Clerks, Freight Handlers,
Express and Station Employees (BRASC) .

Fifty per cent of the funds necessary for the opera-
tions of the Committee were provided by the Man-
power Consultative Service, forty per cent by CN and
ten per cent by the Union .

The Committee consisted of six union representa-
tives and six management representatives (each rep-
resentative having an alternate) and an independent
chairman . The independent chairman presided over
all meetings of the Committee and, in addition,
supervised its research activities .

The first Joint Consultative Committee was estab-
lished when it appeared that a technological change,
truck to truck transfer, would threaten the employ-
ment opportunities of a large number of dock workers
in Port aux Basques. Truck to truck transfer is a
relatively simple operation involving the placement of
standard gauge cars on narrow gauge wheels, thus
obviating the necessity for the manual transfer of
freight from the mainland box cars to the narrow
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gauge cars used on the Newfoundland railway . The
truck to truck transfer is accomplished in minutes by
very few employees, whereas the manual transfer of
freight from one car to another requires the efforts of
a considerable number of employees over a period of
several hours . Truck to truck transfer thus reduces
employment at the rate of approximately fifty man
hours per car .

Fortunately for the Committee, the expected reduc-
tion in employment associated with the introduction
of car body transfer was, to a considerable extent,
offset by an increase in traffic . Thus, for a period of
two or three years after the change in technology,
Port aux Basques did not experience a severe reduc-
tion in employment . In consequence, the Committee
had sufficient time to become well established and to
learn how to deal with the problems which were to
occur at a later time . In this period, the Committee
carried out research studies which demonstrated
quite clearly and to the satisfaction of both union and
management representatives on the Committee that :

a) The acceptance of technological change leads to
a generally beneficial result for both union and

management, whereas, the rejection or reluctance
to accept technological change almost inevitably
leads to a deteriorating situation for both labour
and management .
b) Newfoundland business concerns have a definite
preference for truck to truck transfer . Businessmen
themselves made it very clear to members of a

union/management research team that freight
would continue to come through Port aux Basques
via rail only if truck transfer were readily available .
Partly as a result of the information gained fro m

these research activities, workers at Port aux
Basques were able to make an excellent adjustment
to new working conditions . The work force in Port aux
Basques was reduced from well over seven hundred
to less than five hundred over several years as the
truck to truck transfer system was expanded by the
addition of a second and a third shift and all of this
occurred in a spirit of co-operation and without any
disruption of activities by union members .

The experience with the Joint Consultative Commit-
tee at Port aux Basques suggests that the most
successful operation of such a Committee depends
upon:

a) The establishment of the Committee during a
period of relative stability and not during a period
of emergency or crisis .
b) The gathering of information by both labour and
management committees and the sharing of infor-
mation in such a frank manner as to generate
mutual respect, confidence and trust .
c) The analysis of the problem in such a manner as

will illustrate that the goals of management and

labour are shared and that the means employed by
both parties to achieve those shared goals are
compatible .
Existing problems within the field of transportation

in Newfoundland appear to be appropriate to the use
of the Joint Manpower Adjustment Committee
approach . This is particularly true for those areas of
transportation which fall within the domain of the
system in Newfoundland in which there will undoubt-
edly be, over the next ten years, considerable
changes in the level and patterns of employment .
Some such changes may, indeed, be expected in the
near future, for CN management agreed that the level
of employment would not be reduced, except by
reduction in traffic volume, during the life of the
Commission . Now that the report of the Commission
has been made public, it is reasonable to expect that
CN will proceed with the changes that have been held
in abeyance .

If the recommendations of the Commission are
accepted, this initial readjustment will be followed by
a five year period, during which no further reduction
in employment associated with technical and adminis-
trative changes may be expected . This period of rela-
tive stability in the level and patterns of employment
should permit planning to proceed in anticipation of
any changes which might occur after that five year
period .

It seems to be desirable, therefore, that a Joint
Manpower Adjustment Committee be set up within
the CN organization in Newfoundland in the immedi-
ate future . This Committee should include equal
representation from the CN system, i .e ., CN Rail, CN
Marine Corporation (Gulf) and CN Marine Corporation
(Coastal), and from the unions which are associated
with the CN operation in Newfoundland . These are :

Brotherhood of Railway, Airline and Steamship
Clerks, Freight Handlers, Express and Station
Employee-BRASC No. 163 and BRASC-TCE
Union .
Brotherhood of Railroad Signalmen .
Canadian Brotherhood of Railway, Transport and
General Workers .
Brotherhood of Maintenance of Way Employees .
Canadian Merchant Service Guild .
Railway Employees' Department, Division No. 4,
A.F. of L.-C.I .O ., ( representing :

Brotherhood Railway Carmen of the United
States and Canada ;

International Association of Machinists and Aero-
space Workers ;
International Brotherhood of Boilermakers, Iron
Ship Builders, Blacksmiths, Forgers and Helpers ;
International Brotherhood of Electrical Workers ;
International Moulders' and Allied Workers'
Union ;

222



United Association of Journeymen and Appren-
tices of the Plumbing and Pipefitting Industry of
the United States and Canada ;
Sheet Metal Workers' International Association ;
International Brotherhood of Firemen and Oilers,
Power Plant Operators, Helpers, Roundhouse
and Railway Shop Employees) .

United Transportation Union (T) .
United Transportation Union (E) .

The Committee should be funded at the level of at
least $200,000 per year, 50 per cent of this amount to
come from the Federal Government through the Man-
power Consultative Services, 45 per cent from CN
and 5 per cent from the Unions . This amount would
be sufficient to pay for the routine expenses of regular
committee meetings and the research activities
directly sponsored by the Committee . The Committee
should also have access to additional funds of at least
$250,000 per year to be provided by the Federal
Government and to be available, on the recommenda-
tion of the Committee, for specific retraining pro-
grams, relocation expenses and specific employment
projects sponsored by the Committee .

These amounts may seem at first sight to be
unnecessarily large and generous . However, amounts
which are astronomical by comparison are lost by
frequent or prolonged work stoppages . If such disrup-
tions can be reduced or eliminated by the setting up
and functioning of Joint Consulative Committees, the
money will have been invested wisely . Furthermore,
the monetary effects associated with loss of employ-
ment are complicated . When jobs are eliminated in
one area it may well mean savings in that area but
increased expenditures in other areas of government
spending. That is, payments from the Unemployment
Insurance fund and welfare payments may be expect-
ed to increase. Considerable sums of money are
spent in make-work projects in areas of high unem-
ployment. Money which is spent in attempting to
maintain levels of meaningful employment and to pre-
vent the elimination of jobs is much better spent than
is money which is spent to deal with the detrimental
effects which follow the loss of jobs .

The first task of the Committee would be to work
out a reasonable procedure, acceptable to both
Union and Management representatives, for the intro-
duction of any technological or administrative
changes which had been delayed while the Commi-
sion carried out its task . Special consideration should
be given to any resulting changes in employment . If
workers are to be laid off, the Committee should work
out the pattern which will produce the least disruption
and the smoothest transition . Because of the com-
plicated process of bumping within unions, certain
individuals might have to be kept on for a longer
period of time than would ordinarily be required and,
in such cases, the workers involved should become

the direct responsibility of the Committee and be paid
from the fund referred to above for carrying out tasks
such as those elaborated in the sections which follow .
Since those eventually laid off would likely be low in
seniority and therefore young, the Committee should
endeavour to find alternate permanent employment
for them through a process of intensive research into
job possibilities in Newfoundland . The Committee
should also be able to arrange for retraining and
relocation of those involved in initial layoffs .

As mentioned above, it is assumed that this initial
readjustment will be followed by a five year period
during which level of service provided by CN Rail and
by the rail operation on the Gulf would not be
reduced . The Commission has recommended that
during this period no technological or administrative
changes that would have an adverse effect on
employment be introduced ; however, the Commission
does not recommend that within this period the level
of employment within the CN organization in New-
foundland should be frozen . Rather, it recommends
that the level of employment should be associated
directly with the amount of traffic carried . Therefore,
the second task of the Joint Manpower Adjustment
Committee should be the working out of a formula to
relate levels of employment directed to levels of traf-
fic . This formula should be acceptable to both Union
and Management and its preparation and administra-
tion should be the responsibility of the Committee .

Since, within the five year period, employment
would be directly related to the amount of traffic
carried, and since the final decision concerning the
railway would be affected by the amount and type of
traffic carried during that period, it would obviously
be desirable for traffic to be maintained at the optimal
level and that all appropriate commodities be attract-
ed to the rail during the next five years . This means
that efforts should be made to ensure that the most
desirable type of customers (i .e ., those associated
with long-haul traffic) remain as customers of the
railway. It would also be desirable if appropriate traf-
fic, i .e ., long-haul incoming, and especially back-haul
traffic, could be attracted to the rail mode . There is no
doubt that traffic will depend upon customer satisfac-
tion, efficient movement and aggressive salesman-
ship . Management is interested in attaining the most
appropriate level of traffic through effective and effi-
cient freight handling techniques . Union members
should also be interested in this goal and would gain
much if this goal were achieved . Union and Manage-
ment thus share a common goal and should work
together in an attempt to achieve it . Intensive efforts,
undoubtedly involving an examination of freight han-
dling procedures in other locations, and the introduc-
tion and evaluation of novel procedures in pilot
projects (as was done in the St . Louis Terminal Study)
should be directed toward discovering and plannin g
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for the eventual introduction of the most effective and
efficient procedures in freight handling . Some
individuals, who would under ordinary circumstances
be declared redundant, would be kept on as a result
of the agreement to reduce employment only as a
consequence of traffic reduction during the interim
period .

It should be noted as of more than passing interest
that the actual problem of dealing with employment
reductions within the CN organization in Newfound-
land may not be as difficult as would appear at first
glance . The railway has not, during the past ten years,
hired many permanent employees so that those who
are now with the railway are of middle age, within the
forty to fifty year range . During the next ten years
many of these individuals will approach or reach
normal retirement age, or an age at which they may
be willing to take early voluntary retirement . The
process of attrition will obviate much of the disruption
that might, at first glance, be anticipated .

Nevertheless, despite the best efforts of the Com-
mittee, some workers will face layoff during and at the
end of the five year period . Therefore, the problem
will not disappear entirely . The Joint Manpower
Adjustment Committee should begin at once to
address the problem, to identify those individuals who
would be affected by the changes that are likely to
occur and to collect pertinent data related to such
matters as their ages, level of education, special skills
and mobility.

In terms of operating procedure, the Commission
recommends that the Committee should be divided
into three sub-committees, each responsible for one
aspect of employment within CN . Thus, one sub-com-
mittee would concentrate upon the rail operation, one
upon the marine/rail interface at Port aux Basques
and the third upon the interfaces at Lewisporte,
Corner Brook, Argentia and St . John's. Each sub-
committee should be equally representative of the
appropriate management and union personnel and
the independent chairman of the Joint Manpower and
Adjustment Committee should preside over all three .

The Committee and its sub-committees would be
concerned with the maintenance of an optimal level of
traffic on the rails, but at the same time a major
purpose of the activities of each sub-committee would
be the anticipated reductions in employment accom-
panying any modification of the railway system . The
sub-committees, in recommending particular proce-
dures to minimize the detrimental effects of layoffs,
would undoubedly consider :

a) retraining for those individuals who would be
affected and would like to take advantage of a
retraining or upgrading programme ;
b) special assistance to relocate those employees
who would be willing to move from one area to
another ;

c) early retirement for those individuals who could
take advantage of such a procedure .
There is little doubt that the creation of such a Joint

Manpower Adjustment Committee and the provision
of appropriate funds for its proper operation would
help, to a large extent, to alleviate the detrimental
effects of the expected changes within the CN system
in Newfoundland .

The Joint Manpower Adjustment Committee
should, of course, also look at the possibilities for
increased employment in activities relating to trans-
portation . Possible changes in the transportation
system, e .g., the introduction of Hovercraft, would
create a substantial number of jobs. Some of these
would be technical and would require an extensive
period of training .

In areas other than those asociated directly with
transportation, it should be noted that the fishing
industry in the Port aux Basques area is certainly
flourishing and could be expected to expand consid-
erably in the future, with a resulting increase in
employment opportunities . Of more importance and
relevance, however, is the likelihood that many jobs
associated at a secondary level with transportation
will be created in the Port aux Basques area . Port aux
Basques will continue to be the major port through
which passengers and tractor trailers arrive and leave
Newfoundland . Overnight accommodation with not be
readily available on the ferries . The potential for the
development or expansion of hotels and restaurants
in the Port aux Basques area would seem to be
enormous . It is doubtful if the jobs associated with
such ventures would be suitable for those presently
employed by CN, but they would certainly be suitable
for the next generation, i .e ., those who would have
been employed by CN if the full rail operation had
continued . For this reason, therefore, the creation of
jobs in new ventures in Port aux Basques should be
given consideration by the Committee . The Commit-
tee may also be able to provide assistance for plan-
ning and financing such ventures .

Furthermore, the Committee might well serve as a
model for the development of other committees and
procedures and techniques which could be applied
across the whole spectrum of transportation services
in this Province . Nor would such committees be con-
cerned only with reductions in employment. They
could be equally relevant if it appeared that there
would be a major increase in employment in any area
as a result of the imminent expansion of any one
mode of transportation . For example, it is anticipated
that during the next ten years there will be a consider-
able increase in employment associated with the
direct water mode. A Joint Manpower Adjustment
Committee could be set up to deal with problems
associated with the increase . This Committee would
include representatives from the companies whic h
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operate vessels and the various unions involved in
direct water movement . Its first task would be to
predict the number of positions which would be creat-
ed and the amount and type of training required for

each . The Committee would then ensure that New-
foudland workers were available and appropriately

trained to fill the positions as they were created . Such

preparation might require the creation, in co-opera-
tion with the Department of Manpower, of the appro-

priate training programmes. The activities of the

Committee could also include an investigation of any

social difficulties which might be expected to occur as
a result of increased employment and affluence in any

area and the development of procedures designed to
counteract any undesirable social effects . The results
of such a committee might be especially informative
since, to the best of our knowledge, Canadian union-
management committees have not, to the present
time, attempted to help solve this particular problem .
Thus the transportation system in Newfoundland, with
all of its disadvantages and problems, might well
develop procedures which would prove useful in deal-
ing with problems and opportunities associated with
transportation in other areas of Canada, and with
other areas of employment .
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Section 5

Conclusions and Recommendations



Chapter XV

General
Recommendations

General

The preceding sections of this report have analyzed
the Newfoundland transportation system in its histori-
cal development, the present state of that system,
goals for the future and what can be foreseen as
future requirements and policies to guide change to
achieve those goals .

The last section has examined certain key issues
relating to Newfoundland transportation at present
and in the future, and has reached some conclusions
far reaching in their consequences .

The purpose of this and the next chapter is to set
out the recommendations of the Commission follow-
ing from all that has gone before . In this chapter will
be set out those recommendations which flow from
Chapters IX through XIV . The reader will recognize
that in these areas, substantial elucidation of the
problems and the reasoning used to arrive at the
conclusions reached by the Commission is contained
in the preceding chapters . Therefore, the recommen-
dations in this chapter will be summary in form .

The Concept of User Pay for Newfoundlan d

1 . That governments accept as a principle that the
concept of user pay is not at present appropriate to
many aspects of the Newfoundland transportation
system, and that all policies and procedures take
this fact into account .

2. That it be recognized as a principle that in those
areas where competition can viably exist, the trans-
portation system be developed toward a future
situation where the concept of user pay may be
appropriate and applicable .

The Question of Subsidies

3. That subsidies should be removed in planned
stages on certain products and raw materials origi-
nating outside Newfoundland, when it can be deter-
mined that such products and materials can be
economically manufactured or produced in this
Province. At the same time, subsidies should be
increased on raw materials imported from the mari-
time region into Newfoundland, which will be used
in Newfoundland for the manufacturing of finished
products .
4. That since Labrador has now reached the state
where its economic and social activity must be
incorporated into the fabric of provincial life, it
should be immediately included in the select territo-
ry definition for The Maritime Freight Rates Act,
The Atlantic Region Freight Assistance Act, and any
new legislation providing for special subsidies or
assistance for the Atlantic region . Similarly, Labra-
dor should be treated as the other areas within the
select territory if and when subsidies are extended
to the marine and air modes .
5 . That the policy laid out in Section III (II) (J) of the
draft Bill C-33 be implemented . That is, where
competitive transportation services are in existence
or can exist, but where it is also deemed to be
necessary to provide public assistance to support a
specific policy of government, then such assistance
should be made available in a manner such as not
to distort the natural selection by the user of the
most appropriate mode of transportation .
6 . That when subsidies are being considered for
implementation or being re-evaluated in operation,
care should be exercised to ensure that transporta-
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tion services are not used as a tool to assist in
economic development, when other means may be
more appropriate and effective in reaching this
objective. In other words, policy makers must be
certain that transportation, and indeed subsidized
transportation, is essential for economic develop-
ment before imposing requirements or making ex-
penditures of public funds to bring about this end .
7. That if government should determine in the
future to provide subisidies for surface transporta-
tion of passengers, such subsidies should apply on
an equal basis to all surface modes and not just to
the rail mode .
8 . That once subsidies have been determined, every
control should be exercised by regulatory and gov-
ernmental agencies to ensure that the services in
question are operated as efficiently and cost effec-
tively as possible and that subsidies do not increase
through inattention or lack of incentive . This applies
particularly to the relatively large subsidies being
expended on the Gulf and Coastal Services .
9. That where, following the recommendations of
this Commission, or at any other time, it is deter-
mined to remove a subsidy, such removal should be
undertaken on a planned, well announced, "phase
out" basis so as to cause the least possible disrup-
tion to services and businesses which are depend-
ent on the subsidy or the subsidized services .
10. That since Newfoundland receives little, if any,
substantial benefit from the west bound subsidy
provisions of The Maritime Freight Rates Act and
The Atlantic Region Freight Assistance Act,
immediate consideration be given to extending
these subsidies to products shipped from New-
foundland to the export market . Thus, for example,
fresh frozen fish products and wood products des-
tined for United States and European markets
should be subsidized on the portion of their trans-
port within the select territory .
11. That while there may be some competitive rea-
sons to suggest that financial information concern-
ing subsidies should be kept confidential, the over-
riding interest of the public in ensuring that funds
are properly allocated, and more importantly, in
seeing the exact cost of the various subsidies and
alternate modes, dictates that the details of any
subsidy provided from government funds should be
available publicly on a yearly statistical or other
basis .
12. That since the ultimate aim of any transporta-

tion system is to develop mode selection and the

ability of the consumer to choose the most benefi-
cial mode and service, the imposition of subsidies
should be carried out in such a manner as to

encourage competition within modes and between
modes, and as a general principle, equal subsidies
should apply for equal services both as between

modes, and perhaps even more importantly, as
between separate carriers within the same mode .
13. That since it is not clear that in the past direct
and indirect subsidy programmes of government
have achieved all or even a substantial portion of
their intended results, existing subsidy levels should
not be increased without careful scrutiny of the
achievements of the subsidy and the competitive
situation within the mode being subsidized . At the
same time, the Commission realizes that when a
decision is made to provide a certain amount of
financial assistance, various carriers within the
same mode may have different requirements .
Therefore, variation in yearly subsidies should be
permitted in certain cases so as to assist initial
capital investment or other heavy capital expendi-
tures. This principle of "front-end loading", when
governed by suitable measures to take into account
the extra benefit thus derived by the carrier from
interest charge reductions achieved through
advancing the subsidy, should allow more flexibility
to develop services within the particular modes .
This procedure should only be available to those
companies which have first demonstrated their
likely viability by several years of continued and
successful operation .
14. That subsidy programmes should be designed
to be promotional rather than continuing and,
except where unusual circumstances arise, should
be phased out once their promotional aims have
been achieved .

Federal-Provincial Co-operatio n

15 . That a Federal-Provincial Transportation Com-
mission be established, known as the Newfound-
land Transportation Commission, consisting of five
individuals, two nominated by each government
and a chairman agreed to between governments .
16. That the responsibilities of the Commission
include :
a) Representation to appropriate agencies concern-
ing standards to be set for transportation services
in Newfoundland, and monitoring such services to
ensure that standards are maintained .
b) Monitoring regulations for all modes of transport
and recommending thereon .
c) Conducting Public Hearings concerning major
proposed changes to Newfoundland transportation
systems and arranging for consolidation and trans-
mission of recommendations to appropriate deci-
sion-making agencies .
d) Establishment of a plan for co-ordination of
transportation modes and services within New-
foundland, including arrangements for the estab-
lishment of services not now available .
e) Responsibility for continuing research, data gath-
ering, and introduction of new procedures .
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f) Analysis of the operations of carriers seeking
subsidy assistance and decisions and advice to
government concerning the selection of carriers
and levels of subsidies, recommending the total
amount of money which is to be spent in Newfound-
land through Federal subsidies and taking into
account the annual rate of inflation . Recommenda-
tions would then be made concerning the specific
proportions and amounts which would be allocated
to each facility' and service. Money saved on one
area, e .g., rail, could be reallocated and used in
other areas related to transportation in Newfound-
land .
17 . That a Centre for Research on Newfoundland
Transportation be established under the direction
and control of the Newfoundland Transportation

Commission .

Transportation in Labrado r

18. That in addition to those specific recommenda-
tions concerning Labrador which appear in Chapter
XVI, three feasibility studies be initiated in the
immediate future . These are :

a) The provision of a year round deep water port
for Labrador, connected by road link to the
Trans Labrador Highway .

b) Construction of a Trans Labrador Railway,
possibly electrically operated, to connect the
Labrador port in the east with Quebec and
Central Canada in the west .

c) The construction of a submarine tunnel under
the Strait of Belle Isle which would carry
vehicular traffic and electricity transmission
systems .

The Use of Hovercraft In Newfoundland

19 . That a feasibility study be immediately under-
taken in consultation with existing European Hover-
craft operators and manufacturers concerning the
possible application of existing Hovercraft tech-
nology to the Gulf Ferry Service from Nova Scotia
to Newfoundland .
20. That a further feasibility study be undertaken in
consultation with Federal marine experts to deter-
mine the possibility of the use of Hovercraft to
service coastal communities in Labrador during ice

conditions, including use on the Strait of Belle Isle
ferry crossing .

Dealing With the Social Consequences of Change

21 . That a Joint Manpower Adjustment Committee
be established within the CN organization in New-
foundland immediately, to include equal represen-
tation from the employer, i .e ., CN Rail, Canadian
National Marine Corporation (Gulf) and Canadian
National Marine Corporation (Coastal), and from
the unions associated with these operations .
22. That subcommittees of the Joint Manpower
Adjustment Committee be established, dealing
respectively with rail, the marine/rail interface at
Port aux Basques, and the interfaces in other ports .
23 . That the Committee be funded to an appropri-
ate level with contributions by the Federal Govern-
ment through Manpower Consultative Services, the
employer and the unions involved .
24. That additional funding to an appropriate level
be made available- by the Federal Government to
provide for specific retraining programmes, reloca-
tion expenses and employment projects sponsored
by the Committee .
25. That technological and administrative changes
delayed during the life of this Commission be imple-
mented through such Joint Manpower Adjustment
Committee .
26. That following initial employment adjustments,
and until final confirmation of the decision to aban-
don the rail service, levels of employment within the
CN operations in Newfoundland should be associat-
ed directly with the amount of traffic carried .
27 . That the particular objective of the Committee
would be the welfare of those individuals who would
lose employment because of the changes recom-
mended in this report . The committee would exam-
ine the prospects of alternate employment in the
immediate geographic area and in other locations
in the Province and the mainland of Canada . The
Committee would then 'recommend appropriate
training programmes or relocation assistance .
28. That further Joint Manpower Adjustment Com-
mittees be established as required to deal with
anticipated increases or decreases in employment
in other modes of transportation within Newfound-
land .
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Chapter XV I

Mode and Service
Recommendation s

The purpose of this chapter is to set out specific
recommendations which have been raised, or which
flow from the discussions and analysis contained in
preceding chapters of this report, dealing with par-
ticular modes and services within the transportation
system in Newfoundland. Chapter V will be of particu-

lar concern in this regard, as will those chapters
subsequent to it which have general and specific
comments related to modes and services .

Doubtless, the reader will, at this point, have noted
certain areas in such chapters where the Commission
has drawn conclusions and made specific findings of
fact as to present and future transportation needs . To
some degree, therefore, this chapter will be repetitive
in that it will bring together points already specifically
referred to before . Obviously, therefore, the elabora-
tion required in this chapter will be less than that in
the preceeding chapters .

In order, it is hoped, to assist the reader further,
once the general and specific analyses have been set
out, together with the recommendations flowing from
them, there will be included a simple summary of the
recommendations, in numerical and concise form, at
the conclusion of each section dealing with a mode or

service .
In its terms of reference, the Commission has been

requested, when making recommendations, to evalu-
ate the effect of recommended changes in the trans-
portation system in the short, medium and long run .
Because of the interrelationship between the various
service!i and the resulting interrelationship between
many of the recommendations, it has been found
undesirable to segregate the recommendations them-
selves into those which will come into effect within the
short, medium or long range period. Rather, an effort

has been made, within each recommendation, to indi-
cate whether the recommendation is one which
should be implemented immediately, or if not, within
what period it should be brought into effect . Thus,
recommendations are not categorized by time of
implementation, but rather by the mode or service to
which they relate . The Commission considers that this
method provides the best and most accurate means
of reference for the reader .

The Rail Syste m

The future of the railway in Newfoundland has been
discussed in detail in Chapter VIII . It will therefore not
be necessary to repeat the evidence and arguments
which led the Commission to the following conclusion .

All of the available evidence indicates that, despite
any efforts which may be made, the railway cannot
continue as a viable service . Therefore, it should now
be planned to have a transportation network which
does not include a railway in approximately ten years'
time. In order to prepare for an increase in traffic by
other modes, therefore, work must begin immediately
on an improved Trans Canada Highway and improved
harbour facilities in St . John's and Corner Brook . The
railway should continue without any reduction in level
of service for a period of five years . During that time,
experimentation intended to increase the viability of
the rail service should be encouraged . At the end of
five years the decision to abandon the rail should be
reviewed. If unexpected improvements have occurred,
the decision to abandon would be reversed . If nothing
unexpected happened and present trends continued,
the rail operation in Newfoundland should be phased
out over a further period of five years . The Province of
Newfoundland should agree with the phase-out of th e
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rail operation and should reach an agreement that in
return the Federal Government will ensure that suffi-

cient funds are provided to build and maintain for a
five year period the Trans Canada Highway, which
should be sufficiently improved to adequately handle
the incease in traffic which would be diverted to road .
Continued planning in a subsequent five year period
should ensure that the road is upgraded to a satisfac-
tory level well in advance of all projected increases
and variations in traffic patterns . Funds for such sub-
sequent and continued upgrading and maintenance
might well come from savings resulting after the rail
mode had been eliminated . Additional monies saved
would be used to bring the remaining transportation
systems in Newfoundland and Labrador to the highest
possible standards .

1 . Summary of Recommendations
29. That plans be commenced now to phase out the
railway in Newfoundland in approximately ten
years . This will involve the following arrangements .
a) Specific for the railway

(i) an initial period of adjustment in manpower
levels following the release of the report of the
Commission .
(ii) A period of five years during which the rail
service will continue at, at least, the present level
of service .
(iii) During that time the roadbed should be main-
tained at a level sufficient to meet the traffic
offering .
(iv) No other major expenditures should be com-
mitted to the railway .

b) The Provincial Government and the Federal Gov-
ernment should begin immediately to negotiate the
necessary constitutional changes and the proce-
dures for the phase-out which would be satisfactory
to both parties .
c) During the five year period, experimentation with
new approaches to salesmanship and customer
relations, new techniques for handling freight, and
adjustments in freight rates should be encouraged
and evaluated .
30. After five years the decision to abandon the
railway should be re-evaluated . This might lead to
either :

a) A decision to reverse the original decision and to
continue with the railway for an indefinite period if
the freight level or financial position of the railway
had changed substantially and significantly in a
positive direction .

b) The confirmation of the decision to phase out the
railway if the level of traffic and the financial posi-
tion of the rail had deteriorated or had remained
basically unchanged .
31 . If the decision to abandon the railway were
confirmed, the phase-out of the rail operation

would be done in an orderly and systematic manner
over the following five years. .
32. During the ten year period in which the railway
would continue in Newfoundland the deficit in the
railway operation in Newfoundland should be paid
directly by the Federal Government . The agreement
to pay the deficit should be on basis that will not
allow CN to have an unfair advantage over competi-
tion, i .e ., enable CN to use this advantage to reduce
rates overall to a level which will adversely affect
the operations of its competitors .
33 . Plans should be made in the immediate future
to deal with increases in traffic through other
modes, either by natural increases or by diversion
from the railway. This would involve a complete
rebuilding of the Trans Canada Highway so that its
standard is adequate for the traffic that will be
carried on it . It will also involve increase in direct
water facilities, i .e., port facilities in Corner Brook
and St . John's .
34. Joint Consultative Committees should be set up
in the immediate future . These would involve co-
operation from the unions involved and CN man-
agement . The purpose of these committees would
be :
a) to assist with the initial manpower adjustment ;
b) to assist with the initiation and evaluation of
appropriate experimentation; an d
c) to plan for and to reduce the difficulties associat-
ed with any reduction in employment that would
result after a five year period .

The Road System

The Commission recognizes that construction and
maintenance of roads within the Province is primarily
the responsibility of the Provincial Government . At the
same time, the Commission feels it appropriate and
essential to make specific recommendations concern-
ing the Provincial road system, since it is obvious that
highway transportation plays a very important part in
the transportation system in existence and will con-
tinue to do so. As well, it is clear that the Federal
Government has recognized that it has a vital role to
play in road construction and upgrading, particularly
within the poorer or economically depressed regions
and provinces. In the past years, therefore, the Feder-
al Government has assisted in the funding of road
projects both under specific acts, such as The Trans
Canada Highway Act, and as well under general deve-
lopmental legislation providing for roads to resource
areas, regional economic expansion, and the like .

Because of the substantially isolated pattern of
community location in Newfoundland, which has fully
one-third of the communities defined as isolated in
Canada; because the Commission feels it vital to take
every step to ensure mobility of the work force in a
Province which suffers from chronic unemployment ;
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and because it appears that some of the vital indus-
tries in the Newfoundland economy currently depend
on road links, and are likely to continue to do so for
the foreseeable future; the Commission is of the opin-
ion that an essential part of transportation policy for
Newfoundland is a continued program of upgrading
and paving of the road network within the Province,
together with construction of some new road develop-
ments to complete that network . Indeed, some stud-
ies have suggested that there is a tendency to greater
reliance on public transportation in this Province than
in other areas of Canada . Since such public transpor-
tation operates almost exclusively on the surface, a
properly developed highway system for the Province
is of further importance .

1 . Trans Canada Highway

It is clear that the present condition of the Trans
Canada Highway (TCH) in this Province is generally
substandard when compared to the . TCH in most
other provinces, even when considering the relatively
low volume of traffic and the uses to which the high-
way is put in Newfoundland . This highway constitutes
the only trans-Island road link, and therefore a large
proportion of both intra- and extra-provincial passen-
gQr and commercial traffic is required to use all or
portions of the highway . It is therefore essential that
the highway be upgraded to an acceptable standard
at the earliest possible opportunity . This need is fur-
ther strengthened when it is realized that the only
current method of mass public transport, the CN
Roadcruiser Service, uses this highway almost exclu-
sively . As well, the highway condition is of vital impor-
tance in the quality of the export of processed fish
products from this Province, which export constitutes
a very large portion of the Province's economic base,
and is likely to continue to increase in the near future .
It is also significant that in a study conducted for the
Commission, the upgrading and improvement of the
Trans Canada Highway was the largest perceived
need in the minds of the sample population polled .
While this in itself cannot be determinative of need,
nevertheless, when coupled with the other justifica-
tions set out above, it is clear that substantial
improvements to this highway are of vital importance
to a large segment of the Newfoundland population
and economy .

A comprehensive plan should be immediately
instituted by negotiation between the Provincial and
Federal Governments to take place in a time span of
five to ten years, at the end of which time the entire
highway will have been brought up to standard . In
such a plan, it is clear that certain areas of the
highway, particularly on the west coast between
Crabbe's River and George's Lake and on the eastern
part of the Island between the Terra Nova National
Park and Gander, must be the first targets for recon-

struction. Once rebuilding of these areas has been
implemented, then attention should be paid to gener-
al strengthening and upgrading of the balance of the
highway, obviously predicated on an engineering
analysis of traffic loads to determine those areas
which most directly affect the larger portion of the
travelling public .

As to the financing of this major project, the Com-
mission is aware of existing agreements between the
Province and the Federal Government for proposed
cost sharing, which are generally in line with similar
agreements between the other Atlantic Provinces and
the Federal Government . However, the Commission is
of the opinion that in the case of Newfoundland, there
are special justifications to warrant a higher federal
input for this project .

Firstly, it is clear that the ability of the Province to
pay, both in terms of absolute financial resources,
and on a per capita basis, is quite low compared to
the other Maritime Provinces, and certainly to the rest
of Canada. The Trans Canada Highway mileage in
Newfoundland is second in length only to that of the
Province of Ontario . This results in an unexceptably
high per capita cost for upgrading in this Province
which, in the Commission's opinion, is simply beyond
the capacity of the Province to bear . Further, it is
clear that in the period since Confederation, the Pro-
vincial Government has attempted to concentrate on
its intra-provincial jurisdiction relating to road build-
ing to provide a network of roads to at least approxi-
mate the level of service to which other Canadians
were accustomed long before 1949. In this "catch up"
effort, Provincial revenues have been expended to
such a degree that to require a 50% or even 25%
provincial cost sharing for upgrading the Trans
Canada at this point would, in all likelihood, simply
lead to the failure to carry out the upgrading program,
possibly at all, and certainly to the level needed .

Again, it must be realized that the highway is the
infra-structure used by CN's chosen replacement for
the rail passenger service, the CN Roadcruiser Ser-
vice, and also by the road-based express or LCL
service now substituted for the rail-based service .
While it is obviously impossible to determine exactly
what per cent of highway maintenance costs is prop-
erly attributable to use of this road by these CN
services, and while that amount is undoubtably small
in relative terms, nevertheless the Commission feels
that it is the principle which is important, rather than
the absolute figure in this case . The Federal Govern-
ment has chosen to replace rail services with highway
services. Thus, the federal responsibility for mainte-
nance of the railway has been marginally reduced,
and, in effect, the Province is asked to provide the
maintenance of the substituted "line" .

Overall, the Commission is of the strong opinion
that regardless of what arrangements may have bee n
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made at the time of entering into the original Trans
Canada Highway agreements, and regardless of
arrangements which may be found acceptable to the
other Atlantic Provinces, the Province of Newfound-
land needs immediate, urgent and special financial
assistance to enable it to reconstruct the Trans
Canada Highway to a standard equivalent to that at
least in the Maritime Provinces . The failure of this
project to come about immediately will, in the Com-
mission's opinion, have a most serious and deleteri-
ous effect on the general economy of the Province,
and as well upon the coming into place of the
optimum transportation system . In this regard, subse-
quent examination of the role of the trucking industry
in this Province, and the continued importance of that
industry, make it clear that the provision of a high
quality corridor route is of vital importance, not only
to serve the current levels of truck traffic, but also the
increased levels likely to occur in the future .

From the evidence available it is likely that the cost
of an adequate upgrading program for the Trans
Canada Highway in Newfoundland would approximate
$250 million. The Commission recommends that fed-
eral financing to at least the 90% level be made
available for that upgrading .

2. Provincial Highways

The Commission recognizes that its federal man-
date does not warrant a detailed analysis and recom-
mendation function in relation to the responsibilities
of the Province regarding what may be termed purely
provincial roads . However, as stated above, it is clear
that the road system as a whole, including provincially
built and maintained roads, is a vital element in the
transportation network. Therefore, the Commission
has felt it proper to devote some consideration to the
provincial road network and to make some general
recommendations thereon .

It is clear that under the existing transportation
patterns in this Province, which are likely to continue,
certainly within the short run period, some of the
major industries rely on road transportation to a very
great degree for the transportation of raw materials
for processing, and equally as important, for the
transportation of finished products to market. For
example, the fishing industry in Newfoundland, which
at the present time and within the next twenty years
seems certainly likely to constitute a major element in
the economy of the Province, relies practically exclu-
sively on road transportation for the collection of fish
from landing stations and, equally as important, for
delivery of finished product to mainland Canadian and
United States markets. Indeed, it may not be inaccu-
rate to say that the fishing industry and fish produce
are to Newfoundland what wheat is and has been to
the Prairie Provinces, in terms of forming a basis for
the economy of the region . Also, Newfoundland fish

products form a primary export product for Canada,
since the vast majority of Newfoundland production
is, in fact, exported from this country, and therefore
the vital interest of the country as a whole in mainte-
nance of optimum fish production, is clear .

The Commission is also aware of the extensive use
of roads by the forest industry, primarily in the truck-
ing of raw materials to the manufacturing plants .
Again, the Commission is satisfied that the continuing
availability of road transport for these purposes is of
pivotal importance economically to the viability of
these industries. Any substantial increase in costs
through deterioration of roads and consequent higher
trucking costs could well lead to serious conse-
quences in terms of the viability of existing plants in
this Province. It is therefore vital to ensure that every
step which can be taken is taken to continue to
improve the roads relied on by this industry .

The Commission therefore recommends that the
Province develop a comprehensive plan of road pri-
orities, giving prominence to the upgrading and
paving of roads connecting major fishing plants to the
Trans Canada Highway . As well, upgrading and possi-
ble paving of roads connecting forest cutting areas to
the highway network should also be given high priori-
ty. Such a program, when coupled with the rebuilding
of the Trans Canada Highway itself, should ensure
that the road network does not constitute an impedi-
ment to the proper development and continuing via-
bility of the fishing and forest industries . Some roads
obviously falling into this category would be the con-
tinuation to completion and paving of the Northern
Peninsula highway, upgrading and paving of the Wit-
less Bay Line connecting Southern Shore fish plants
more directly with the Trans Canada Highway, recon-
struction of the link from St . Alban's to Hermitage to
service fish plants in that area, and completion of the
South West Brook-Burgeo road link .

The Commission can do no other than recommend
that such important roads beboth upgraded and
paved. It would appear from past experience in New-
foundland that it is not sufficient simply to recom-
mend upgrading of roads to gravel highways . It is
clear from our history that because of our severe
climate, gravel highways just do not form an accept-
able mode of transport during a considerable portion
of the year because of half load limits, snow clearing
difficulties in winter, and the like . To reconstruct
roads simply to that level would therefore be some-
what counterproductive and would not solve prob-
lems of damage to product, particularly in the fishing
industry, which constitute a most important consider-
ation .

3. New Road Construction

In addition to an immediate program for upgrading
and paving of certain existing roads, the Commissio n
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recommends that provincial priority also be given to .
development of a plan for construction of certain new
roads which, in the Commission's opinion, will likely
be essential to fully develop both the industrial and
employment capabilities of the Province. As well, the
Commission is of the opinion that continued and
perhaps increased Federal Government participation
in such programmes through shared cost financing is
warranted, not only from the point of view of assist-
ance in simply ending isolation to some areas, but as
well from the point of view of possible cost savings
through reduction in coastal boat service which would
come about once such isolation is ended . As well,
generally from the point of view of aiding the economy
of a depressed region, assistance for new road con-
struction is warranted .

The Commission recommends immediate consider-
ation of a link from the current South West Brook-
Burgeo road to the town of Buchans and then through

to the Trans Canada Highway at Bishops Falls . The
Commission is persuaded that such a road link could
provide benefit to residents of Buchans from a short-
ened connection with west coast employment oppor-
tunities, but as well, and perhaps equally important,
would also provide a benefit to eastbound and west-
bound trans-Island truck and passenger traffic by
providing an alternate and shortened link with the
central area of the Province . Direct and secondary

developments from such road construction should
also be of benefit to the town of Buchans and sur-

rounding area .
Another major road link, the feasibility of which

should be given consideration within the next five
years, is construction of an east/west highway con-
necting the Connaigre Peninsula to the Burin Penin-
sula. While the cost of construction of such a road
would certainly be extremely high in view of the
severe terrain to be encountered, nevertheless the
Commission feels that serious consideration must be
given to its construction in order to provide a direct
link between two major south coast centres, the Burin
Peninsula and the Connaigre Peninsula . Possible de-
velopment of mainland ferry connections to one or
both of these peninsulas would in itself justify the
construction of a more direct connecting link . As well,
since the one remaining area of complete isolation on
the Island is the portion of the south coast westward
from the Connaigre Peninsula to Burgeo, it is only
reasonable to assume that effort will have to be made
in the medium to long run for construction of a link
along that portion of the coast . If this occurs, then
with the completion of the South West Brook-Burgeo
road and the construction of the Connaigre Penin-
sula-Burin Peninsula road, there will then exist an
alternate all-south coast road network linking the
west coast of the Province directly with the Burin
Peninsula and the Avalon Peninsula, bringing with it

an end to isolation, coastal boat savings, and
increased development potential for resources and

tourism .
In its examination of roads and the road network

generally in Newfoundland, the Commission has been
fully aware of the almost total lack of road develop-
ment in Labrador . It is supposed that high costs
caused by difficult terrain and adverse weather condi-
tions, and as well, the relatively small population in
Labrador, have in the past been the prime reasons
why road construction there has not kept pace with
that on the Island. The Commission is convinced,
however, that these justifications can no longer be
sufficient to warrant the lack of attention to the needs
of this large portion of the Province .

There is every indication that in the coming years,
hydroelectric development will continue to take place
in Labrador . As well, there are already substantial
mineral deposits being worked in the western portion,
with prospects for future development there and at
other locations in the centre and the east . Consider-
able forest products are also available in Labrador
provided that economic transportation methods can
be found to bring these products to processing areas .
All of these basic resource industries require, in the
Commission's opinion, development of at least one
road link with the Island of Newfoundland . Whether
that link crosses the Strait of Belle Isle by ferry or
subterranean tunnel is not of particular importance at
this time. What is important is that there be a regular
connection, certainly during the navigable season,
between the Island and Labrador .

The Commission recommends the immediate
updating of the existing feasibility study into the con-
struction of the Trans Labrador Highway and if con-
tinued feasibility is found, a start on construction as
soon as possible . Priority would be given to the sec-
tion of the road from "Goose Bay to Western Labra-
dor. The Commission believes that construction of
such a road would bring with it tremendous advan-
tages to the residents of Labrador both in terms of
employment opportunity and as well in the develop-
ment of spin-off industries through establishment of
communities, increased mobility leading to increased
tourism, retail development, and the like . Exploration
for oil and gas is continuing off the coast of Labrador
and if commercial quantities of this resource are
found, it will play a very significant role in the develop-
ment of this region .

Apart altogether from the material advantages to
the Province which would accrue, the Commission
believes the current political situation in the Province
of Quebec cannot be ignored . It is clear that if past
practice is to be the pattern for the future, road links
will be established with western Labrador through the
Province of Quebec . To have links with Churchill Falls,

Labrador City and Wabush through another province ,
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while at the same time isolating these communities
from any road link with the rest of Newfoundland
would, in the Commission's opinion, be an abrogation
of the responsibilities of both the Provincial and Fed-
eral Governments. It is, in fact, a very serious con-
sideration that a substantial portion of the Newfound-
land population would have to rely on another
province for its only ground link with the outside
world. This, in itself, is sufficient justification in the
Commission's opinion for immediate commencement
of development of the Trans Labrador Highway . The
Commission foresees that this highway would flow
from Labrador City/Wabush in the west, through
Churchill Falls, to Goose Bay, and then southeasterly
to link up with the existing short portion of highway in
the Red Bay area .

As to funding of this highway, it is clear that the size
of the task and the likely costs, last estimated in the
vicinity of $350 million, render it outside the capabili-
ties of the Province . Negotiations should take place to
permit a majority cost sharing by the Federal Govern-
ment . The Commission is of the opinion that such
sharing can be justified in the national interest, and as
well again from the point of view of opening up an
untapped area of resource . Once the Trans Labrador
Highway program commences, it will, of course, also
be necessary to upgrade and expand the existing
road from the Newfoundland/Quebec border east to
Red Bay, in order to provide the connector with the
existing ferry crossing to the Island of Newfoundland .

The Commission recommends that consideration
be given to a feasibility study of ferry/Hovercraft
surface linkage or alternately, underwater tunnel link-

age across the Strait of Belle Isle . In this connection,

the Commission recommends, again on the basis of
possible national and provincial interest, that con-
sideration be given to having the ferry terminus on the

mainland side located within Labrador rather than
within the Province of Quebec as at the present time .
However, this would cause this ferry operation to lose
its character as an interprovincial ferry coming clearly
under federal jurisdiction, and to become instead an

intra-provincial ferry under provincial control . The
substantial existing costs of this operation are such

that the Commission believes that negotiations be-
tween the two governments would be necessary to
ensure that adequate funding would be available for

continuation of the ferry service should the terminus
be relocated .

Concerning the total road network in Newfoundland
the Commission stresses the importance of the de-
velopment of a network which conforms as closely as

is economically and physically possible to the stand-
ards prevailing in the rest of Canada regarding load
limits and the like. Since truck transportation will
likely continue to play a very important role in the

transportation system, it is vital that all artificial barri-
ers to efficient transport of goods from the mainland
to Newfoundland by road be removed or lessened in
the planning stage. Certainly, upgrading of the Trans
Canada Highway and, where feasible, upgrading and
construction of the secondary road system should be
such as to provide for uniformity in terms of loadings
and limits between Newfoundland and the Maritime
Provinces . As well, of course, continuing maintenance
and upgrading of the road system in the long run
should be carried out subject to the requirement that
it be a first class highway and that standards in the
Maritimes be used as the minimum guide in this
Province, to prevent a falling behind from occurring,
ten or twenty years down the road .

Another point in connection with secondary road
upgrading is that every effort should be made to
investigate the feasibility and practicality of some
other form of road surfacing other than the conven-
tional hot mixed asphaltic or concrete surfacing .
Should it be determined that surface treatments such
as chip sealing can be made practical for application
in this Province, the Commission is of the opinion that
use of such processes should be encouraged in order
to save cost . This will not be a popular suggestion to
many Newfoundlanders who have become used to the
idea that the only proper highway is an asphalt paved
highway. However, the Commission points out that
surface treated roads are in widespread use in other
areas of Canada and the world where volumes of
traffic are light and are functioning well . Because of
the economic position of the Province, the Commis-
sion is of the opinion that if monies can be saved
overall by providing surface treatment for roadways,
then that money should be so saved and used for the
completion of upgrading and construction of the bal-
ance of the road network .

4. Summary of Recommendations

35. That within a period of five years, the Trans
Canada Highway in Newfoundland be upgraded

and rebuilt where required, to a standard sufficient
to meet anticipated traffic and load requirements .
36 . That first priority be given to reconstruction of
the sections of the Trans Canada Highway between
the Terra Nova National Park and Gander, and
between George's Lake and Crabbe's River .
37. That the Federal Government contribute at least
90% of the cost of the rebuilding referred to in
recommendations 1 and 2 .
38. That the Province of Newfoundland immediately
commence development of a comprehensive plan
for upgrading and construction of major roads
within the provincial highway network, with first
emphasis being given to paving of roads linking
major fishing and forestry industries to the Trans
Canada Highway corridor .
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39 . That Federal-Provincial cost sharing be nego-
tiated for construction of road links from the South-
west Brook-Burgeo road, to Buchans .

40. That the Province determine the feasibility of
construction of a road link from the Connaigre
Peninsula to the Burin Peninsula and for construc-
tion in the medium to long run of a link from Burgeo
to the Connaigre Peninsula .
41 . That the existing feasibility study of the Trans
Labrador Highway be immediately updated and
agreement negotiated for commencement of con-
struction within the immediate future on a majority
Federal cost shared basis .
42. That a feasibility study be commenced immedi-
ately by the Federal and Provincial Government into
the optimum mechanisms for crossing the Strait of
Belle Isle .
43. That all road upgrading and construction be to
weight limit standards equal to or greater than the
highest applicable in the Maritime Provinces .

44 . That for certain secondary road construction
and upgrading, the use of chip seal treatments be
considered and tested for cost saving features .

45. That a feasibility study concerning a causeway
connection to Fogo and Change Islands be investi-
gated in the immediate future and if preliminary
cost figures indicate that the project is not out of
the question then a detailed feasibility study should
be initiated .

Highway Freight Services

The National Transportation Act of Canada indi-
cates that one of the purposes of national transporta-
tion policy is to promote competition between modes
and within modes, where such competition is deter-
mined to be in the public interest . It is clear that both
the Federal and Provincial Governments have deter-
mined that unrestricted competition in the field of
truck transport is not desirable in the public interest .
Since the mid-1960's, therefore, this field has been
regulated both with regard to entry into and exit from
the market, and as well as to rates and other opera-
tional aspects .

The Commission accepts the principle that free and
unrestricted access to this mode can result in harmful
consequences to the general public and to the truck-
ing industry itself, primarily through the inability of
carriers to maintain a service once licensed to do so,
and through the proliferation of many small carriers
so fragmenting the market that economies of scale
cannot be achieved . The Commission supports the
general principle that regulation within the truck
transport segment must be continued .

In stating this, the Commission has given careful
consideration to the problems inherent in the existing
dual system of jurisdiction and responsibility . As
indicated in Chapter 2, this field is shared, with the

Federal Government having jurisdiction and responsi-
bility for transport which in essence links one prov-
ince with another, while the Provincial Government
has jurisdiction over purely intra-provincial transport .

It would appear that in a majority of cases this
duality has not caused undue difficulty in the proper
regulation of motor vehicle transport to promote an

efficient network. It appears that the mechanism
whereby the Federal Government designates as its
board for federal purposes, the same individuals who
comprise the Provincial Motor Carrier Board, pre-
serves a measure of uniformity in the application of
procedures and standards . This is further achieved by

the fact that under the federal act the various boards
are specifically authorized to consider applications in
the federal field on the same basis and according to
the same procedures and principles as for provincial

applications .
However, the Commission notes a problem inherent

in any such system once the necessary regulatory
power expands beyond the individual province . In the
case of Newfoundland, all road freight leaving the
Province must, in order to reach the central part of
Canada and the United States, which constitute the
main markets for Newfoundland exports, pass
through one or more of the other Atlantic Provinces .
This is, of course, also true for the Provinces of Prince
Edward Island and Nova Scotia . Since regulation of
the federal jurisdiction for extra-provincial operation
through these provinces is conducted by the respec-
tive motor carrier boards in each province, acting
according to their separate provincial principles, there
exists a potential for variation in the standards
applied under the federal legislation . While it may be
true that in the past this problem has not been great,
it is clear that the possibility exists for conflict be-
tween provincial jurisdictions when interpreting and
applying the federal legislation .

As a result of its investigations, and as well from the
representations made during the public hearings, the
Commission is satisfied that the fishing industry now
constitutes one of the brightest hopes for industrial
strength for the Province. While the history of the
fishery in past years has been marked by uncertainty
and unpredictability of catches, the coming of the two
hundred mile Economic Zone and the evident increas-
ing commitment by both the Provincial and Federal
Governments to support the fishery, make it clear that
during the foreseeable future, this industry should
play a very important part in Newfoundland's growth .

The Commission has, as previously mentioned in
this report, examined closely the effect of transporta-
tion modes and facilities on the fishing industry . This
examination shows that currently, the fishing industry
in Newfoundland is almost totally dependent on road
tractor trailer transport for the export of fish off the
Island of Newfoundland, through the Maritime Prov-
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inces and into the United States market . Historically,
ocean going vessel transport was used for the export
of most of Newfoundland's fish products. However, it
is clear that with the coming of a more extensive and
better quality road network, Newfoundland fish pro-
ducers have switched to the truck transport mode
almost completely . The Commission has been told
that this mode provides the most regular and most
reliable method of fish transport to the United States
markets .

It is clear that the fish producers intend to continue
to use the truck transport mode rather than to volun-
tarily switch to any of the other modes .

While the Commission is aware that carriers in
some other modes, notably air and water, are intend-
ing to make an expanded effort to provide equivalent
transportation services to the industry, nevertheless
the Commission is firmly of the opinion that for the
next five to ten year period at least, the truck trans-
port mode will form the basis of the transportation of
fish products from Newfoundland .

The Commission is aware that because of the
almost total dependence on truck transport, any
interference with the ability of such transport to oper-
ate smoothly out of Newfoundland would constitute a
serious, if not crippling blow to the fishing industry of
this Province. Indeed, it is entirely possible that such
an interruption would not merely ruin the fishery for
one season, but through displacement of the New-
foundland product in the market by other competing
goods, might have a serious adverse effect on the
fishing industry for years after . It is thus essential that
every step be taken to ensure that the existing regula-
tory process provides a free and optimum flow of
truck transport off the Island .

Since the Federal Government has the legislative
control over this process, the Commission recom-
mends that the Department of Transport maintain a
constant vigilance over the functioning of its delegat-
ed authority in the individual provinces, and take
whatever steps may be necessary, through legislative
amendment, or through direct assumption of regula-
tion by the CTC, to ensure that should problems
develop, the flow of product is not restricted during
the period while such problems are resolved .

Two areas come to mind as easily foreseeable
possibilities : in the first instance, there could be a
substantial increase in fish landings in the Province,
requiring a concomitant substantial and sudden

increase in the number of licensed carriers authorized
to come into Newfoundland and to carry fish products

to the United States .
The second possibility would occur if there were a

sudden reduction in available carriers . A situation of
this nature occurred in the Province of Newfoundland
several years ago, when one of the major carriers
licensed to carry temperature controlled products into

and out of the Province ceased operations in New-
foundland fairly suddenly . In such a case, it is obvi-
ously necessary for existing carriers to attempt to
increase their fleets quickly to meet the excess
demand thus created . As well, other carriers may find
that the increased demand would support their
becoming involved in the Newfoundland operation . In
such cases, every effort must be made by the Federal
Government to ensure that licensing bodies, not only
in Newfoundland, but in the corridor provinces, are
fully aware of the catastrophic effect which delay or
failure to authorize the adequate supply of vehicles
could very well have on the Newfoundland fishery .

In addition, officials of Government should be
readily available to present evidence in motor carrier
hearings,both in this Province and elsewhere, in order
to ensure that the true importance of uninterrupted
truck service to Newfoundland is placed before the
regulatory authorities . The Commission is satisfied
that when a true picture is presented, these authori-
ties will in all likelihood react swiftly by granting
licenses to meet the need .

The Commission recognizes that in the future, when .
alternative competing modes have had an opportunity
to develop their expertise in the transportation of fish
from Newfoundland, it may well be, that fish pro-
ducers will spread the carriage of their goods among
such modes, or will at least be in a position to switch
to the alternate modes if one mode should become
for any reason unable to meet the demand placed on
it from day to day. At such a time, obviously the
dependence on truck transport would be lessened,
and the concern of the Commission as expressed in
this section would as a result be of less practical
importance. However, unless and until such compet-
ing modes become established and viably usable by
the fishing industry, it is vital that the trucking indus-
try be protected in the manner specified above in
order to protect what is now one of the brightest
hopes, if not the brightest hope, of the Newfoundland
economy .

While the problem referred to above is not exclu-
sively one related to the fishing industry, nevertheless
this example serves as perhaps the clearest indication
of the dangers inherent in the system as it now
operates. The principles are the same regardless of
the goods carried, and they must be carefully con-
sidered in order to prevent harm to the economy of
Newfoundland or indeed to any individual province,
through decisions in other provinces arising out of a
failure to fully appreciate the economic impact of such
decisions .

Closely related to the regulatory aspect of the
trucking industry is the paucity of data on its opera-
tions in the past . The Commission has been surprised
to find that although the trucking industry operating in
Newfoundland has increased dramatically during th e
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past decade or so, neither the industry itself through
its trade associations, nor the governments, have yet
amassed any significant statistical data allowing an
investigation of all aspects of this mode. Certainly,
this places the trucking facility at a disadvantage
when compared to facilities in other modes which can
be studied carefully from the comprehensive data
maintained . The Commission recommends, therefore,
that an immediate program of reporting to regulatory
agencies be implemented, so that these agencies will,
over a period of time, develop sufficient statistics as
to routes, volumes, rates, costs, and the like. Only in
this way will continuing evaluation of the industry be
possible, together with the ability to take the neces-
sary steps to ensure that the industry is placed on an
equal footing in intermodal competition .

The Commission has also been made aware of the
difficulty caused in the Newfoundland truck transpor-
tation field through the establishment and holding of
municipal holidays throughout the Province on vary-
ing days, both with and without notice . The Commis-
sion has considered this complaint and is of the
opinion that it is a valid one from the point of view of
rationalization of schedules and maximum efficiency
of operation . Surely it is desirable to require that
municipal holidays which are known in advance
should be gazetted or in some other fashion brought
to the attention of the trucking industry so that sche-
duling can take these holidays into account and thus
benefit both the carrier and the shipper .

Furthermore, the Commission is aware that weight
standards in Newfoundland are at variance with those
existing in the rest of Canada, particularly in the
Maritime Provinces, through which extra-provincial
traffic to and from Newfoundland must pass . The
ability of trucks to carry heavier loads in the Maritime
Provinces, with the restrictions on such loads when
crossing into Newfoundland, operates as a severe
constraint on efficient operation of the carrier . Simi-

larly, the necessity to load lesser weight in Newfound-
land for shipment to the mainland is also an inefficien-

cy. In the preceding section dealing with the road
system, the Commission recommended that during
the highway upgrading program, efforts be made to
ensure that where at all possible and economically

feasible, construction be of a standard so as to allow
uniform weight classification with at least the other

Atlantic Provinces . Such a program must be a con-

tinuing one so that as general weight limits increase in

the rest of Canada, the highways of Newfoundland will
be adequate to allow such weight increases .

During the course of the public hearings, the Com-

mission was urged to consider the application and
enforcement of safety regulations and standards con-
cerning the carriage of goods, both as they apply to

the conditions of truck transport themselves, and as
well as to the nature of cargo . The Commission is

advised that there is a set of Federal regulations
under preparation which will govern the carriage of all
classes of goods which can be considered dangerous .
When implemented, these regulations should, in the
Commission's opinion, improve the capability of fire
fighting and emergency organizations to deal with
hazards caused by cargo, and the Commission there-
fore supports the immediate completion and intro-
duction of a comprehensive set of regulations of this
nature .

With regard to the condition of vehicles and equip-
ment, the Commission recommends that the regulat-
ing or licensing body be provided with sufficient staff
to ensure that a regular program of inspection and
licensing is carried out concerning the operation of
these vehicles. The Commission is satisfied that with
the staff available to it, the Newfoundland Board of
Commissioners of Public Utilities, Motor Carrier Divi-
sion, has done a satisfactory job in this regard to
date. However, with the continuing increase in truck
traffic, it is not unreasonable to predict that within the
near future, more inspectors will be required and the
Commission advocates that these should be pro-
vided. Since a portion of the goods being inspected
will be extra-provincial traffic, the Commission is of
the opinion that the cost of services of such inspec-
tors should be cost shared by the Federal and Provin-
cial Governments on a fifty-fifty basis, since it is only
proper that each government contribute toward the
cost of administrative services required to ensure
adherence to the licenses and regulations of that
government .

During its investigations, the Commission was con-
cerned to learn of the relatively few Newfoundland
based vehicles available for the carriage of tempera-
ture controlled freight out of the Province . Because
such an important portion of Newfoundland's econo-
my depends on the export of fish, the Commission
feels that, as a matter of policy, consideration should
be given to the encouragement of a Newfoundland
based motor carrier fleet for the primary purpose of
export of fish products to Mainland and United States
markets . While this fleet will be required to operate
under the extra-provincial jurisdiction of the Federal
Government, it is essential that at least a minimum
provincial capacity be established with appropriate
licenses, in order to meet fluctuations of demand
which might occur from time to time . Such provincial
capacity does not mean that the vehicles themselves
must be owned by Newfoundlanders . Rather, it means
that sufficient vehicles must be stationed in the Prov-
ince to provide a minimum reserve capacity in the
event that problems arise at any particular time
during the peak shipping season . Should carriers
based outside the Province be unwilling or unable for
economic reasons to provide such a fleet, then the
Commission feels that careful consideration must b e
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given to the possibility of licensing on a preferential
basis if necessary, of sufficient carriers based within
the Province to satisfy this need .

Turning from the regulatory aspect of motor trans-
port, the Commission points out that its previously
recommended improvements to the highway system
should do much to reduce the costs of transportation,
through lower maintenance costs and perhaps slightly
increased fuel efficiency through more economical
speeds being attainable on secondary highways . It is
anticipated that in the competitive market now exist-
ing in the trucking industry, this will have the result of
lessening the rate of increase of tariffs and charges .
This fact in itself is yet another justification for
implementation of a highway upgrading program .

In the Labrador region, it is clear that in the
absence of any substantial paved or first class gravel
road system, there cannot be developed at the
present time any appreciable trucking industry .
Nevertheless, the Commission has recommended
implementation of a road construction program in
order to establish a Trans Labrador Highway . Once
such a system is established, government will be
faced with the licensing and regulation of both intra-
provincial and extra-provincial traffic on that system .
Obviously, the same criteria should be used as for the
Island portion, with the exception that it must be
recognized that operational costs will undoubtedly be
considerably higher in the Labrador area due to extra
costs of maintenance, severe weather and the like .
Because of the small population in Labrador, the
development of a full system of truck transport may
not be spontaneous, and the Commission recom-
mends that positive steps be taken at the earliest
opportunity to encourage and support the develop-
ment of a Labrador trucking industry .

Again, in connection with fees and tariffs, the Com-
mission recommends the immediate implementation
of an "assumed use" fuel tax to motor carriers enter-
ing the Province, similar to that in effect in several
other provinces . The Commission feels that the
implementation of this tax would increase provincial
revenues and would ensure that motor carrier opera-
tors contribute a fairer proportion of expenditures
within this Province related to contracts for carriage
arising out of Newfoundland operations. Such a
requirement should not prejudice local carriers since
they presumably would use a higher proportion of fuel
bought in Newfoundland . Furthermore the Commis-
sion notes that trucks entering Newfoundland with full
main and reserve tanks are not contributing to the tax
base in Newfoundland . Certainly, from the point of
view of contributing toward overall highway and
infrastructure costs, the fuel tax generally in the Prov-
ince is a substantial source of revenue . To allow a
large segment of the trucking industry to reduce the
payment of such tax is to reduce the user's share of

maintenance cost. To do this results in an unfair
picture of hidden subsidies and costs. The Commis-
sion feels it unlikely that the imposition of such a
charge would reduce to any significant degree the
willingness of non-Newfoundland based carriers to
operate into and out of the Province . In any event, any
such reduction could easily be offset by an increase in
the Newfoundland based extra-provincial motor carri-
er fleet which has only started to develop over the
past three or four years and which has certainly not
yet reached its full potential .

The purpose of imposition of such a tax is to create
additional funds to support the highway infrastruc-
ture. Such imposition would necessarily be accom-
panied by the requirement that revenues earned from
this source be specifically allocated to maintenance
and upkeep of the highway network, and not for
general expenditure in the Province .

The Commission also recommends that careful
consideration be given to construction of general
warehousing facilities at St . John's, the west coast
and central Newfoundland, to serve as " for hire"
depots for the delivery, particularly by small shippers,
of freight to be carried by public carriers . Particularly
in the larger centres, traffic congestion is increased
by the lack of any central warehousing facility and at
the same time extra costs arise to the carrier and to
the shipper . The provision of such central warehous-
ing facilities where freight could be stored and carri-
ers based, all on a space rental basis, should assist in
reducing costs to both shipper and carrier, and
through efficient loading and unloading facilities,
freight delivery .

As well, the regular scheduling of freight delivery
services both on the corridor route across the Island
and on the trunk roads to the smaller communities
should be facilitated by such depots, since there will
be a central location for the regular interchange of
freight between smaller and larger carriers . It is cur-
rently impractical for the small carriers to be required
to have their own warehousing facilities in the major
centres, and this fact certainly discourages interlining
at present, which in turn, adversely affects the estab-
lishment of regularly scheduled trucking services .

Because of the importance of the development of
an efficient interlining system, the Commission
intends to further study and report on the optimum
location of such warehousing facilities, together with
recommending a mechanism of optimum financing of
such developments .

The Commission has considered the position of
Canadian National Transportation Limited (CNTL),
which is the trucking branch operated by CN primarily
for the carriage of its express freight formerly carried
on the railway . Because of the potential size of this
carrier and its close ties with government Crown
corporations, the Commission feels that a potentia l
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monopoly situation should be discouraged, and that
further expansion of CNTL routes in Newfoundland
should be postponed until it is clearly shown that such
expansion is warranted, either by the private trucking
industry having reached such a stage of maturity that
it can compete on even terms with a Crown corpora-
tion, or by clear evidence that private carriers are
unable to provide adequate services to some areas of
the Province. On this latter point, and as well, on the
problem of the lack of scheduled services, particularly
on the corridor and main trunk routes, the Commis-
sion recommends that the provincial regulatory au-
thority investigate the possibility of requiring schedul-
ing of some services and coverage of certain routes,
as a condition of granting licenses, particularly on

intra-provincial routes .
Concerning the question of currently existing subsi-

dies for the trucking industry, the Commission has
previously set out its recommendations as to the
application of the selective subsidy principle to the
various modes, including the trucking industry, and
will not restate these recommendations here . It
should be noted that processing delays in Ottawa
result in high carrying charges and considerable in-
convenience and other expense to truckers . The
Commission recommends that every step be taken to
ensure that delays are cut to an absolute minimum
since it must be realized that in the present competi-
tive situation, the subsidy is treated as an integral
part of the rate structure and any delay in receipt of
subsidy payments constitutes a business expense to
the trucker which must be recovered through charges
to the consumer .

A large and important aspect of the trucking mode
relates to the Gulf crossing . It is clear that the costs
and the time factor associated with this water connec-
tion with the mainland constitute a very important
segment of total trucking costs and industry efficien-

cy. The specific aspects of the Gulf crossing affecting
the trucking industry, and recommendations for
improvements in this area are made in the examina-
tion of the Gulf services themselves, contained in
another part of this Chapter .

1 . Summary of Recommendation s

46. That the Federal Government ensure that feder-
al regulation of the trucking industry is carried out
in such a manner as to be aware of and responsive
to the necessity of maintaining an extra-provincial
flow of fish products from Newfoundland .
47. That the Provincial Government ensure that its
officials are available to give evidence to regulatory
authorities concerning the need to ensure adequate
supply of carriers licensed to transport fish prod-
ucts from Newfoundland .
48 . That regulatory bodies immediately institute a
program of required reporting by, and data gather-

ing relating to, the trucking industry so as to de-
velop sufficient statistics to enable the industry to
be evaluated on an equal basis with other modes .
49 . That provincial municipal holidays be gazetted
in advance to provide information to carriers as to
possible loading and unloading difficulties affecting
scheduling of trucking services .
50. That a comprehensive code for carriage and
labelling of dangerous goods be developed and
immediately implemented .
51 . That the Federal and Provincial Governments
cost share on a fifty-fifty basis the provision of
motor carrier inspectors sufficient to continue to
adequately police the licensing and regulatory

standards set by both governments .

52 . That development of a Newfoundland based
fleet of temperature controlled freight vehicles be

encouraged .
53 . That upon establishment of an adequate road
system in Labrador, licensing requirements for the
carriage of truck freight in Labrador be such as to
encourage development of a truck freight service
equivalent to that available on the Island .
54. That the Province implement an "assumed use"
fuel tax similar in application to that in effect in
other provinces, and that the proceeds from such
tax be designated for highway maintenance and
upgrading uses .
55 . That consideration be given to establishment of
central warehousing facilities in major centres .

56. That further expansion of Canadian National
Transportation Limited trucking routes and services
be permitted only after establishment of competi-
tive services or where private trucking is not able
to adequately service particular areas of the
Province .
57 . That the Provincial Motor Carrier Authority con-
sider the feasibility of requiring the provision of
service to certain areas and scheduled deliveries as
a condition of granting licenses, particularly for
intra-provincial services .
58. That every effort be made to reduce or elimi-
nate processing delays for federal payment of
trucking subsidies .

Public Bus Transportatio n

The Commission has felt it best to combine under
this heading both the federally owned and operated
CN trans-Island Roadcruiser bus system, and as well
the operations of feeder bus lines in the Province .

Examination of the existing bus services in New-
foundland reveals that the system in this Province is
still in its infancy . This is the natural result of the fact
that it is only in very recent years that sufficient
numbers of paved trunk and feeder highways have
existed to make economical bus operation feasible .
Studies have suggested that the percentage of poten-
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tial users of public transportation including bus, in
Newfoundland is relatively high when compared to the
Canadian norm . This may be due to the low level of
income and the long distance span between major
communities and centres both on the corridor, and
between the corridor and other areas .

The Commission considers that if it is a legitimate
object of federal and provincial expenditure to assist
in the ending of isolation and to provide for mobility of
population in order to increase employment oppor-
tunities and promote industrial development, then
such purposes cannot merely be achieved by the
provision of roadways and physical connections which
link communities. Rather, the Commission has deter-
mined that the provision of a vehicular system operat-
ing on such roadways, which would be available at
reasonable cost to the general public, is an essential
element if true mobilization and an end to isolation
are to be achieved .

The provision of intra-provincial bus services is
jurisdictionally within exclusive domain of the Prov-
ince. However, the Federal Government has seen fit
to replace the rail passenger service in Newfoundland
with a trans-Island bus service . Since the rail passen-
ger service was constitutionally the obligation of the
Federal Government, and it has voluntarily assumed
the provision of a substitute passenger service by
road, this federal obligation should continue . The
Commission has recommended that passenger relat-
ed subsidies should be made available to all surface
modes, and not just to rail as is now the case . On this
analysis federal assistance for public passenger ser-
vice networks should be encouraged . As well funding
assistance from the Federal Government for the es-
tablishment of feeder bus lines and facilities will
enable, eventually, discontinuance of some coastal
services and through the resultant saving to the Fed-
eral Government, funding for feeder bus routes can
also be justified .

Because of the infancy of the bus system in New-
foundland, there is now a unique opportunity to de-
velop an efficient bus network, unencumbered by
major existing physical plant and route commitments .
It should be possible, with financial assistance from
both levels of government, together with co-operation
in planning and regulation, to develop such a system .

The Commission will now examine the two major
elements of public bus transport in the Province .

1 . Canadian National Roadcruiser Servic e

The Roadcruiser bus service operated by Canadian
National constitutes the main corridor link across the
Island of Newfoundland . There is no corridor opera-
tion in Labrador and such an operation cannot be
reasonably expected until sufficient roads of proper
standards have been constructed . When a road
system has been developed in Labrador then the

following recommendations would apply to that area
as well .

During the course of its hearings, and from exami-
nation of surveys carried out at the Commission's
request, it is clear that the equipment operated by CN
on the trans-Island bus service is different from that
operated practically everywhere else in North America
for long distance coach travel . Surveys have revealed
that the average trip length in Newfoundland is longer
than typical intercity distances on the mainland . The
service in Newfoundland is primarily of a long dis-
tance nature and therefore this must be the yardstick
used in measuring standards and quality of service,
rather than reference to intercity travel . As well, since
the bus service is in substitution for a previously
existing passenger train service, which combined
ample seating, sleeping and dining facilities, and
since by its nature, a bus service cannot have such
facilities incorporated into it, extra effort must be
made to provide a high level of seating comfort and
travel smoothness . The Commission has concluded
that the type of bus operated by CN is unsuitable for
the nature of the service, being generally of too high a
seating density and providing insufficient baggage
and parcel capacity . In the Commission's opinion, the
use of a deluxe standard long-distance type of coach
would do much to provide a proper substitute for the
rail passenger service and would also promote bus
travel on the corridor, which would in itself add to the
economic viability of the service. The Commission
recommends, therefore, that if at all possible, the
existing CN fleet be replaced immediately with
coaches of the type generally operated in North
America for long distance travel . Indeed, the Commis-
sion is aware that there are three new coaches in
order to replace a portion of the fleet and that these
new coaches are of the normal long-distance design .
Should there be compelling reasons why complete
replacement of the balance of the fleet cannot be
implemented at once, then the Commission recom-
mends that a program of replacement be instituted so
that within three years, the existing fleet would be
replaced . The total cost of such replacement should
approximate 2 .5 million dollars .

There has been evidence examined by the Commis-
sion indicating that maintenance costs on the existing
buses operated by CN are higher than might other-
wise be expected for this type of operation . Whether
this is due to the type of bus in operation is difficult to
say, but it appears that substitution of buses more
commonly used in long-distance travel, combined
with the recommended upgrading of the Trans
Canada Highway, should result in considerable sav-
ings in maintenance .

In addition to its bus fleet, CN has as its other
major fixed cost, depots and servicing facilities locat-
ed across the Island. The present practice is to oper-
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ate from some CN stations on the rail line where
practical, and in other centres to use service stations,
restaurants, hotels and airport terminals . There are
few CN constructed facilities related solely to the bus
mode .

Investigations have shown that the use of airport
terminals and hotels appears to be generally satisfac-
tory, in that substantial eating and restroom facilities
are available at such points. However, the Commis-
sion notes that in some locations the use of these
facilities causes inconvenience both to bus passen-
gers and to other patrons of the facilities . It is there-
fore recommended that in any location at which the
bus schedule results in crowding at certain hours,
contractual arrangements be entered into to provide
exclusive use to CN of facilities at certain hours, or
alternatively, that other facilities be constructed by
CN .

It is clear that at locations where the pattern of
current operation and predictions for future volume
show a relatively constant or increasing number of
pick-up and drop-off passengers, facilities must be
provided for such passengers, which will enable them
to wait for the bus and connecting vehicles in comfort .
In some locations there are no facilities whatsoever
and passengers may be forced to wait at the roadside
in such circumstances . In these areas the Commission
recommends that CN provide adequate waiting room
facilities which contain as a minimum, proper rest
rooms, comfortable seating, simple refreshment facili-
ties, and staff able to give information as to arrivals,
schedules, and assistance to passengers in need . In
some cases, the facilities which are now used in
restaurants and service stations are also woefully
inadequate, and proper stations must also be
provided .

It should be noted that such facilities would also be
used by passengers transferring to and from feeder
bus lines, and cost sharing of such facilities by the
Province should be a requirement . Indeed, the Com-
mission is aware that by agreement with the Atlantic
Provinces' premiers, certain MFRA/ARFAA funds
have recently been made available by the Federal
Government towards the cost of infrastructure for
feeder bus lines . The Commission encourages the
Province to take advantage of all monies available to
it under this program, and further recommends that
the Federal Government continue the availability of
funds for this purpose .

In examining the existing CN operations, several
service improvements are obviously required . Firstly,
the Commission recommends the establishment of a
program of better communication throughout the
operation so that existing schedules, and present and
likely delays, can be known to passengers and rela-
tives, and can be provided at depots across the
Island. It is essential that if full use is to be made of

the service, which is clearly desirable from the point
of view of CN as well as the public, then the public
must have easy access at any depot or terminal to
information as to the existing operations of the ser-
vice . Again, with regard to scheduling it appears that
the Roadcruiser operation in Newfoundland, together
with the feeder lines, is practically the only bus net-
work in North America which is not integrated into
ticketing and timetabling on a nation-wide or conti-
nent-wide basis . There is no reason why passengers
wishing to travel beyond Newfoundland points should
not be able to obtain precise scheduling and ticketing
services, through CN operations here, and conversely,
why passengers-particularly tourists-who might
wish to travel to Newfoundland using the bus system
should not be able to obtain adequate information
and ticketing at depots on the mainland . In this age of
computers, it can only surely be a simple step to
integrate this ticketing, reservation and schedule
information .

With regard to scheduling itself, the Commission
recommends that every effort be made to co-ordinate
existing schedules with ferry and air connections and
with feeder lines . Where this is not possible, then
additional runs should be contemplated to service
traffic offering . It should be possible, ideally, to join
the . Roadcruiser service directly at major airports
such as St . John's, Gander, Deer Lake and Stephen-
ville, for travel to other centres on the corridor, with-
out having to wait a substantial period of time for the
arrival of buses . This might necessitate the establish-
ment of a corridor express service, together with
regional runs between, say, Port aux Basques and
Corner Brook, Corner Brook and Gander, and Gan-
der-St. John's .

Concerning fares and charges, the Commission is
strongly of the opinion that since the Roadcruiser
operation is a voluntary but unequal substitution for
the rail passenger service, fares on the Roadcruiser
must remain at a level lower than similar fares which
might be expected for similar distances on a trans-
Island train service . Certainly, no increase in fares
must be permitted until substantial improvements are
made in the facilities being offered on the corridor at
present .

Further the Commission is of the opinion that there
is substantial argument in favor of recommending
that the Federal Government subsidize the bus opera-
tion directly, as it does for other train passenger
services in Canada. The bus operation has been con-
sidered by the courts to be an integral part of the rail
service operated for the Federal Government in New-
foundland, and in these circumstances, it would seem
unfair to recover losses on the bus operation fully out
of its own mainland rail revenues, while providing 80%
subsidies for rail passenger losses in other areas . The
Commission is convinced that the implementation o f
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subsidy on this basis would do much to allow the
necessary improvements to the service .

The Commission also recommends that every effort
be made by the existing operator to encourage the
development of a parcel express service, together
with possible charter operation . It would appear that
there is a market for both of these services, certainly
in the vicinity of the major centres of St. John's and
Corner Brook . If the recommendations of the Com-
mission are implemented, the new equipment will
have extra space available for parcel carriage and on
the basis of interlining with feeder services, should
provide a speedy and well patronized parcel delivery
service throughout the Island . As well, revenue to CN
will increase with the establishment of such service .

In its investigations, the Commission has also been
made aware of the fact that a substantial number of
passengers carried on the CN Roadcruiser service are
employees of CN, particularly employees being car-
ried to the ferry terminal in Port aux Basques . The
Commission recommends that the pass system for
such employees be replaced by a paying system,
whereby the appropriate CN employer would be
obliged to pay to the Roadcruiser operation a charge
for the carriage of its employees on that service . The
Commission certainly recognizes the possibility of a
reduced fare based on a volume or charter basis, but
nevertheless is of the opinion that proper accounting
must be carried on if a true financial position of the
Roadcruiser service is to be produced .

Finally, the Commission is aware of the existing
proposals to have the CN bus operation in Newfound-
land taken over by Via Rail . The Commission has
discussed this matter with representatives of Via and
are assured that the CN bus operation in Newfound-
land would be one of several such operations carried
out by that company . The Commission's major con-
cern in relation to this proposal is that it must be
certain that there is proper management of the ser-
vice, with expertise in bus operations . The Commis-
sion is not in favor of transfer of the existing operation
if there is any danger that the bus operation will be
relegated to a secondary or tertiary role within Via
operations, and will be managed at intermediate and
senior levels by officials having primary expertise and
dedication to the rail passenger business only .

The Commission believes that the bus operation,
whether operated by Via or continued under CN,
should be placed on the same basis as the Gulf ferry
operation under CN Marine Corporation . That is, the
Federal Government should contract with the opera-
tor for the provision of a certain level and standard of
service, setting out in detail service levels and
requirements, and specifying fares, schedules, routes
and the like . This operation would then have an incen-
tive to be run efficiently, and could be evaluated at
the end of a 5 year trial period . At that time, if the

service had substantially improved, based on the
recommendations specified by the Commission, fur-
ther contractual arrangements could be entered into .
On the other hand, if the operations had deteriorated,
then immediate attention would have to be given to
development of a new scheme of operation .

The Commission is convinced that the bus opera-
tion on the corridor route in Newfoundland can, with
the proper financial assistance and expertise, be
made efficient and attractive to residents of the Prov-
ince and tourists alike, and that the establishment of
such a system would do much to promote tourism,
and mobility of the population . The Commission
strongly recommends that every step be taken to
direct a special effort towards development of such a
service .

2. Feeder Bus Operations

While there are several feeder bus lines operating
from areas off the corridor, to and along the corridor
route, an examination of such services reveal that
they are poorly co-ordinated both between them-
selves and with the corridor operation . Some of these
services, such as the Fleetline bus operation from
Conception Bay, operate completely independently of
the CN operation . Others operate to bring passengers
from the major peninsulas to the central corridor, but
again do not have any formal link with the CN opera-
tions. The Commission believes that planned
implementation of a network of feeder bus lines in the
Province would do a great deal to assist in the de-
velopment of population mobility .

As mentioned above, the Commission is aware that
certain federal funding has already been made avail-
able to the Atlantic Provinces for use in public transit
infrastructure . However, it is clear that the Province of
Newfoundland has not yet developed an adequate
public transportation policy to take advantage of
these funds . The Commission therefore recommends
that immediate steps be taken by the Provincial
Department of Transportation and Communications
to develop such a program to make full use of federal
funding already offered and to negotiate future fund-
ing . In addition, the Commission maintains that the
Federal Government should favorably consider fund-
ing to feeder buslines in Newfoundland, since such
assistance fits in generally with the aim of ending
isolation and assisting economic development and
population mobility . As stated at the beginning of this
section, the mere provision of roads is insufficient in
this Province if mobility is to be encouraged .

The increasing number of paved roads in the Prov-
ince, together with the recommendations of the Com-
mission for completion of paving of other roads and
construction of one or two major road links, should
provide the infrastructure necessary to allow feeder
buslines to operate . The equipment to be used o n
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these lines should be appropriate to the service pro-
vided, although obviously, because of shorter route
length, need not be as elaborate as the corridor
equipment . Nevertheless, all equipment used in public
bus operations must be maintained to the highest
standards. The Commission recommends in this
regard that the Provincial Government rigidly enforce
safety and health inspection standards currently
existing, for the operation of both the corridor and
feeder bus equipment .

As to scheduling, co-operation will obviously be
required between the corridor operation and the
feeder lines in order to ensure that maximum efficien-
cy is achieved, while at the same time providing
linkage for passengers between the two systems with
a minimum of waiting time. Again, the proposed con-
solidated booking and scheduling system should do
much to bring this about . With the coming of sched-
uled runs by feeder lines, it will be possible to inte-
grate these services as well -into the North American
ticketing and scheduling system .

The Commission is of the view that the provision of
such a network of public transport, when combined
with consolidated reservation and ticketing both
within the Island and on the mainland, should posi-
tively contribute to the development of tourism in this
Province. The establishment of a good system of
feeder lines serving, among others, the areas of St .
Anthony, Bay D'Espoir, Bonavista, Burin, and Twillin-
gate would allow tourists coming to Newfoundland by
bus, or flying to the Province, and indeed tourists
arriving by motor vehicle, to make full use of such
transport services, to provide comfortable and eco-
nomic side trips away from the major centres .

The Commission has also recommended the institu-
tion of parcel delivery services on the corridor and
feeder line operations . From its investigations, the
Commission is satisfied that while the provision of
such a parcel service is not now considered profitable
or desirable by major trucking operations, the provi-
sion of a service on the public bus system would
increase revenue for the operator, thus enabling
provision of better equipment and encouraging entry
into the market, and as well would provide faster and
equally or less expensive transportation for small
parcels .

The Commission has also considered the desirabili-
ty of establishment of central bus depots in the city of
St . John's, and other centres . These depots would
serve not only the corridor operation, but feeder
operators and municipal bus lines as well . Establish-
ment of such depots at central locations would do
much to eliminate current crowded conditions in the
downtown areas of the major centres, while at the
same time providing comfortable and convenient rest
and waiting facilities for out of town passengers . The
linking of these facilities to urban or regional transit

systems would enable passengers coming from out-
side the major centre to travel to work or shopping
locations within the centre, through the urban net-
work. The reverse flow would, of course, also be
facilitated . It is also clear that some major feeder lines
currently operating, and which might be expected to
be developed under a Province-wide bus network,
would also use such depots directly, thus enabling
their passengers to link up either with the corridor
service or with urban or regional bus services . The
Commission believes that this should encourage
increased travel, particularly on feeder operations,
since commuting for work or shopping, would be
considerably eased.

Funding for such depots should be cost shared
between the Municipal, Provincial and Federal Gov-
ernments concerned, since the facilities would pro-
vide benefits and infrastructure to the three levels of
public transportation .

One final area of concern to the Commission is the
existence of a duplicated regulatory authority for the
existing bus operations in Newfoundland . At the
present time, the Federal Government has chosen to
regulate the Roadcruiser operation directly through
the CTC, thus leaving the Newfoundland Board of
Commissioners of Public Utilities to deal with the
intra-Island bus network . Originally, after implementa-
tion of the Roadcruiser service, the Newfoundland
Board regulated that operation as well . The Commis-
sion is concerned about this dual regulatory authority,
and at the possibility for conflict in regulation, licens-
ing, fare setting, and control, which could result . It
seems undesirable to create a duality in this way
when every effort must be directed to provide a
co-ordinated, integrated service . The Commission
therefore recommends that consideration be given to
transferring regulatory control of the CN bus opera-
tions back to the Provincial Board .

In summary, the Commission considers the provi-
sion of an expanded and rationalized public transit
system in Newfoundland to be one of the easiest and
least costly steps which can be taken, and at the
same time, one which will provide considerable
immediate and direct benefits to the Province . The
Commission therefore proposes to undertake a more
detailed study of a rationalized public transport
system for the Province and to report on this matter
in the Second Volume of its report . It is hoped that
when this supplementary report has been completed,
the specific guidelines contained therein will enable
implementation of the major recommendations con-
tained in this report in the most efficient manner .

3. Summary of Recommendation s

59. That federal financial assistance be provided to
corridor bus service and considered for the feeder
bus operators .
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60 . That the operator of the corridor service
immediately implement a program of replacement
of the existing Roadcruiser buses with deluxe long

distance coach vehicles having increased capacity
for parcel express and baggage .
61 . That CN and the Federal Government co-oper-
ate in development and financing of adequate bus
terminal facilities on the corridor route, containing
adequate rest room, seating and eating facilities,
together with ticketing and schedule information .
62. That the corridor operator establish an integrat-
ed reservation ticketing and scheduling service at
all centres linked with the North American system .
63. That corridor services be co-ordinated with air
and Gulf connections and with feeder lines .
64. That Roadcruiser fares be maintained at a level

less than fares for equivalent rail passenger mile-
age, and that no increase in fares take place until

substantial improvements in service have been
effected .
65. That the Federal Government directly subsidize
the corridor operation on the same basis as for rail
passenger services .
66. That development of parcel express and charter
services on the corridor be encouraged .

67. That CN employers pay for pass passengers
carried on the corridor operations .
68 . That the proposed operation of the corridor
service by Via Rail be monitored to ensure that
proper levels and standard of service are main-
tained and that the Via operation be assessed at
the end of five years .
69. That the Province of Newfoundland immediately

establish a program for development of feeder bus
lines, taking full advantage of federal funding

already available, and which may be negotiated in
future .
70. That the Province ensure that proper safety and
health standards are enforced for both corridor and
feeder bus operations .
71 . That establishment of a parcel express service
by feeder operators, interlining with the corridor
service, be encouraged .
72. That central bus depots be considered for
major centres, to be used by municipal, feeder and
corridor operations, and to be cost shared by the
three levels of government .
73. That regulatory control of the corridor bus oper-

ation be transferred back to the provincial regulato-
ry body .

74. That a co-ordinated system be developed be-
tween CN and other Newfoundland bus services to
provide a common source of schedule information
and an interlining (through ticketing) service to the
general public .

Gulf Services

Analysis of the Gulf service provided by CN can be
separated into four segments : 1) passenger and relat-
ed vehicles, 2) truck freight, 3) rail freight, and 4) fares
and tariffs. The recommendations which will follow will
be divided, for ease of reference, into these four
categories. It should also be noted that due to the use
of common facilities to service several types of traffic,
some overlapping of recommendations will be
unavoidable .

Under this heading the existing North Sydney-
Argentia service will also be included .

1 . Gulf Freigh t

Considerable representation has been made to the
Commission, both during the public hearings and
otherwise, concerning improvements required to the
Gulf freight service for truck traffic . It is clear that
truck traffic will form an increasingly important seg-
ment of the transportation system to and from New-
foundland. As has been examined in the section on
highway freight services, particularly with regard to
outgoing shipments of fish, every effort must be made
to ensure that this flow is unimpeded .

From its investigations, it seems clear to the Com-
mission that it is impossible to reconcile completely,
without tremendous additional expense and redund-
ancy, the complaints and desires of passengers and
of truck traffic on the Gulf crossing. For this reason,
the Commission has concluded that it is preferable to
institute a "dedicated" night crossing service, using
the existing Gulf ferries for truck traffic . This would
take place by the provision of a certain guaranteed
space allotment for truck traffic on these ferries,
although unused space could be sold on a space
available basis to passengers. Doubtless, the exact
mechanics would have to be worked out based on
loads and related factors, but the Commission is
firmly of the opinion that during the peak summer
period, say from June to September inclusive, night
crossings should be dedicated to truck traffic .

The result of this would be to provide a more
definite schedule for truckers, allowing them to plan
more efficient delivery schedules, and as well to
speed loading for passengers on the day routes . It
would, of course, to some degree preclude passen-
gers from crossing in the night, but the Commission
feels that in the circumstances, this is unavoidable
and indeed desirable .

Related to the provision of a speedier and more
efficient night crossing service for trucks in the peak
period, the Commission recommends that every effort
be made to reduce turn around time . Due to the
reduced cabin occupancy in a dedicated truck cross-
ing, this should be achievable .

With regard to loading and marshalling in the North
Sydney and Port aux Basques yards, the Commissio n
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has received conflicting complaints that loading is
irregular and out of sequence . The Commission
believes that a strict policy of first-come-first-served
loading for truck traffic should be implemented,
except in cases of clear extreme emergency . While it
can be argued that perishable goods should always
receive preference, the problems inherent in any such
program and the abuses to which such a plan is open
preclude recommendation of the implementation of
such preference .

The Commission also recommends that every step
be taken by CN and by the truckers' associations to
promote the use of "trailer only" crossings . That is,
truck trailers without the truck power unit, would be
loaded on the ferry at North Sydney and would be
removed in Port aux Basques by power units based in
Newfoundland. Of course the reverse situation would
also be true . The Commission realizes that because of
the imbalance in freight loadings, such a program
might be impractical for the small trucker . However,
for the larger operators the Commission believes that
it can be made sufficiently attractive, through price
reductions and other conveniences, to result in a
space saving on the ferries, and as well in develop-
ment of a Newfoundland based tractor fleet which will
stand the Province in good stead in times of emer-
gency such as peak summer periods, and will also
increase employment . Savings to the carrier on vehi-
cle licensing should also be possible .

The Commission realizes that because of matters
related to insurance and risk, there may be some
dispute as to who should be responsible for loading
trailers on the ferries . However, the Commission
believes that in order to promote the service, CN
should both accept the responsibility to load the
vehicles, and should also accept responsibility for
provable loss or damage occasioned by the loading
procedure .

With regard to the Argentia service, which is sub-
sumed under this heading as a Gulf service, the
Commission is not convinced, on the basis of present
statistics, that there is sufficient demand to warrant a
dedicated truck ferry . However, the Commission
wishes to further investigate this matter, especially
since the announced intention by the Provincial Gov-
ernment to develop frozen fish holding depots at
Argentia. This study will also consider the desirability
of a stop on the Burin Peninsula, as has been request-
ed by some truckers to facilitate movements of fish
from that peninsula to the mainland . Again, because
of volumes, and because of reservation and schedul-
ing problems which would result, the Commission
cannot immediately recommend the implementation
of such a program but will further investigate the
matter and report .

Concerning the existing schedule of the ferry ser-

vice to Argentia, the Commission considers that a trial

implementation of a year round service is warranted
with twice-weekly service during the off season . While
costs and volume of traffic are difficult to predict, the
experience on the St . John's-Goose Bay service pro-
vided by the 'William Carson' suggests that public
and business acceptance may indeed be greater than
predicted, and that a year-round Argentia service
might be warranted.

2. Gulf Passenger Services

A great deal of representation, both from organized
groups and individuals, was received by the Commis-
sion concerning the standard of passenger services
offered on the Gulf . It is impossible, and it is not
desirable, for the Commission to deal specifically in
this report with each requested improvement . Never-
theless, some of the areas of concern have been
investigated by the Commission and are of sufficient
importance to warrant recommendations .

It is the Commission's belief that the Gulf passen-
ger service, and to a lesser degree the Gulf freight
service, is in effect a substitute for a ninety mile road
link with the rest of Canada . Other provinces, except
Prince Edward Island, are linked border-to-border by
roads, and the Commission believes that it should be
an operating principle that, to as great a degree as
possible, the Gulf service for passengers should be
treated as a road link .

This being the case, it is clear that the Gulf service
should be directed toward the provision of simple
transportation for a vehicle and its passenger load,
while matters of overnight accommodation, restau-
rant facilities, entertainment and the like, should be
viewed as an extra service, rather than as an essential
part of the crossing . The Commission accepts the fact
that CN is not in the business of providing a luxury
cruise, and while it is arguable that provision of cer-
tain extra facilities might promote tourism into New-
foundland and should therefore be continued and
expanded, the Commission feels that such facilities
can be identified and either subsidized directly, or
paid for by the user .

Related to its recommendations concerning truck
traffic, the Commission recommends that during the
peak summer period, passenger traffic be placed on a
dedicated, day time crossing basis . The provision of
quick turn around service should be . expanded to
provide as much capacity for passenger traffic as
possible during the peak summer months . Cabin
availability will undoubtedly not be in full demand
during daytime crossings, or at least not in as much
demand as for night time crossings. This should
decrease cleaning responsibilities and perhaps .some
staffing, resulting in some slight saving to the
operator.

The Commission is satisfied that, generally speak-
ing, the staff and crews on the Gulf crossing are
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friendly and courteous, but notes that considerable
variation in the provision of basic customer services
does occur. Therefore, some fundamental improve-
ment in the provision of basic training, including first
aid training appears to be needed . The Commission is
also concerned with the level and quality of supervi-
sion which is provided . Efforts should be made to
insure that inadequate service on the part of any staff
member is noted and dealt with in an appropriate
manner. As well, the Commission will be further
studying and recommending in detail on the
implementation of a tourist-orientated information
service on the Gulf crossing. Concomitant with this is
the necessity to ensure that the crew members are
fully trained in passenger relations and are oriented to
treat all passengers as tourists, regardless of origin or
destination .

The Commission is of the strong view that terminal
facilities at Port aux Basques and to a lesser degree
at North Sydney, must be immediately upgraded and
improved to provide a proper setting for passengers
entering or leaving the Province . The existing facilities
are dull and uncomfortable, and in some cases dingy,
and can do little to encourage tourism and to promote
a sense of enjoyment among passengers. The Com-
mission recommends the immediate expenditure of
sufficient funds to upgrade terminal facilities to pro-
vide bright and cheerful rest and eating facilities,
adequate lawn and garden areas for children and
families waiting to board the ferry, proper policing to
ensure that facilities are not vandalized or abused,
and generally an emphasis by the operator on the
provision of pleasant surroundings . It will be argued
that this does not fit in with the Commission's accept-
ance of the Gulf crossing as primarily a road link .
Nevertheless, the Commission believes that certain
minimum levels must be achieved when it is realized
that, while it is desirable from a cost point of view to
treat the crossing as a road, nevertheless there are
delays and other factors inherent in a water crossing .
Indeed, one of these factors is the novelty of a water
crossing to many people and to others, the fear and
unease surrounding water travel . Therefore, expendi-
tures on pleasant terminal facilities is, in the Commis-
sion's opinion, justified .

The Commission believes that a full reservation
system must be implemented in all CN stations and
centres in Newfoundland and on the mainland, in

order to encourage advance booking and to promote
the service as much as possible. A boarding pass

method of seat allocation should also be established
to ensure that all passengers will have a seat assigned
to them, as for airline travel, which should avoid the

rush and scramble to acquire seats, and as well avoid
the discomfort, inconvenience and ill feeling occa-

sioned by certain passengers taking advantage of

vacant seats to spread out their possessions and their
persons .

The Commission will undertake a feasibility study of
implementation of a summer crossing by ferry at night
from North Sydney to Port aux Basques and a con-
tinuance along the south coast to the Bay D'Espoir/
Terrenceville area, and return . This would provide a
night crossing dedicated to passengers which would
accommodate those passengers who, for various rea-
sons, require to be able to sleep on the ferry crossing .
As well, it should promote tourism in opening up the
south coast for a trip by larger vessel, and might
include certain additional freight facilities not now
available .

3. Gulf Rail

As has been stated elsewhere in this report, it is
clear that the Gulf rail operation, with the marine/rail
interface at Port aux Basques, is a very large factor in
the tremendous cost of the movement of freight be-
tween the mainland and Newfoundland . The Commis-
sion has investigated the facilities and makes the
following recommendations:

Firstly, the Commission believes that while the rail
service continues to carry current freight volumes,
and those to be expected in the future, this freight will
be sufficient to require the operation of one rail car
ferry only, operating on a load-and-go basis . A
backup vessel will obviously be necessary for peak
demand and mechanical problems.

The Commission recommends that every effort be
made to direct as much rail traffic as possible through
the truck to truck transfer procedure, rather than car
to car. Agreements should be sought with other rail
lines operating in Canada to allow truck to truck
transfer for their equipment .

The Commission also recommends that the railway
operation be charged the regular freight rate for the
return of empty rail cars on the Gulf service . Regard-
less of the rationale which may have existed in the
past for allowing free return, the splitting of CN into
separate corporations and the absolute necessity of
developing sufficient statistical information to be able
to keep a record on actual costs of the various ser-
vices, makes it imperative that all proper charges
should be made between interrelated companies .

4. Rates and Fares

The Commission has left, until this point, the
recommendations relating to Gulf rates and fares . It is
recognized that rate making is a complicated proce-
dure and that there are many factors which would
themselves justify the establishment of a separate
commission simply to report on this aspect . Neverthe-
less, the Commission is not satisfied that in the past a
full rationale has been worked out and developed on
which rates and fares have been based and revised .
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Indeed, it is clear that upward rate revisions have
been retarded for various factors, including political .

In the operation of an efficient transportation system,
and one which will ultimately be able to serve the
Province in the best fashion, rates must, in fact, follow
a logical pattern .

In keeping with its analysis of the Gulf crossing as
ninety miles of road, the Commission recommends
that rates for passenger vehicles together with com-
plement of passengers for simple crossing space,
should be based on the equivalent full costs of driving
ninety miles of road . The additional cost of cabins,
foods and entertainment should be charged on a cost
basis or, where such would be prohibitive, then on
some basis which will promote an acceptable rate of
return .

As far as the Argentia service for passengers is
concerned, once the above recommendation for the
Gulf crossing is implemented, it should be fairly easy
to compute the actual subsidy required to transport a
vehicle and passengers on that crossing . The Com-
mission would recommend that this same dollar sub-
sidy could be applied to the Argentia service, with the
rate to the user making up the difference between the
subsidy and the actual cost of transport . It is, how-
ever, recognized that because of the nature of the
vessels now used, implementation of this rate struc-
ture for the Argentia service may have to be post-
poned until replacement vessels especially construct-
ed for this service are provided .

For accommodation and other "extra" expenses,
the Commission recommends the establishment of a
family plan which would allow members of a family
travelling to obtain a reduced rate based on numbers .
This would not, of course, apply to the basic transpor-
tation charge for the vehicle and its passenger load .
In this latter connection, the Commission recom-
mends that an advance reservation system be imple-
mented so that the ferry operator would obtain in
advance an indication of the number of passengers
travelling in the vehicle in order that planning could
be made for accommodation . Additional passengers
arriving in the vehicle over and above those previously
notified to the carrier would be charged on a separate
basis.

With regard to freight rates, the Commission again
believes that truckers should be charged a rate based
on the equivalent cost of operating on ninety miles of
road. Similar subsidy mechanisms could be applied to
the Argentia run as for the passenger service above
specified .

The Commission further recommends that all rates
should be reviewed on a regular, accepted basis to
take into account increasing costs .

With regard to foot passengers and those not trav-
elling with vehicles, the Commission feels that there is

a good rationale for treating these individuals for rate

purposes as if they were bus passengers . The Com-
mission believes that passengers not obviously travel-
ling other than by bus (that is, passengers who arrive
on foot, or by bus), should be given the benefit of
being treated as bus passengers on an equivalent
road journey . The rate should therefore be computed
as for a bus passenger rate for the equivalent
distance .

5. General Recommendation s

Before leaving the analysis of the Gulf services,
there are certain general recommendations which the
Commission will make relating to the Gulf service
generally .

Because of the short peak period, requiring max-
imum vessel capacity which is then not required for
the rest of the year, and because of the relatively
short operational life of the ferries, the Commission
recommends full investigation of the advantages and
disadvantages of chartering all Gulf vessels, as
opposed to having some of these vessels owned by
the operator . Linked with this is the investigation of
the feasibility of use of surplus capacity in the off
season through sub-charters (or if owned, through
charters) in the West Indies and elsewhere . It appears
that from examination of practices in other countries,
much use is made of this mechanism in order to
provide year round activity for vessels . In any rational-
ized transportation system, therefore, the Commis-
sion feels that year round use will have to be an
important part of vessel planning in order to allow
proper cost allocation .

The Commission is also aware of the establishment
of the Canadian National Marine Corporation which
will, on a contract basis with the Federal Government,
provide the operation of the Gulf service . It is abso-
lutely essential that the Province have input into the
standards of service to be set by the Federal
Government and on which the contract will be
based . The Commission is concerned that because of
its past expertise in operating the service, the specifi-
cations for the service will be written by CN rather
than by the Government . It is also essential to ensure
that a mechanism be developed to allow, in addition,
an overseeing of the levels of service actually pro-
vided . One further concern relates to the takeover of
CN and government owned facilities by the Corpora-
tion. The Commission recommends that steps be
taken by the Federal Government to ensure that,
where such facilities are currently made available to
other operators, either on a paying or free basis, and
where future requirements dictate that Corporation
facilities be shared for private use, such use is permit-
ted by Canadian National Marine Corporation . While
it is yet too early to determine the effect of the
establishment of the Corporation on operational
procedures on the Gulf, and while the Commissio n
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endorses generally the concept of the establishment
of the Canadian National Marine Corporation, the
Commission does have some concern that uninten-
tional detriment may flow from this mechanism unless
sufficient safeguards are established as recommend-
ed.

In Chapter XII, the Commission has commented on
the exciting possibilities for the establishment of
Hovercraft services on the Gulf and to a lesser degree
on the coasts of Newfoundland. The Commission reit-
erates its intention to implement a further study in this
regard .

The Commission is aware of the increasing concern
of passengers, shippers, and the Gulf operators as to
the carriage of dangerous goods in vehicles . With the
increasing volume carried, it is clear that on every
crossing, substantial quantities of gasoline, flamm-
able liquids, propane, oxygen, and other chemicals
are being carried . In its section on recommendations
for the highway mode, the Commission has recom-
mended immediate implementation of the regulations
currently being finalized to control the carriage of
dangerous goods and to require their proper
identification .

The Commission recognizes, however, that there is
a further problem with the carriage of such goods on
Gulf ferries, especially as related to chemicals used in
the refrigeration process of tractor trailer units . It may
be essential that certain chemical and gases be kept
circulating to provide refrigeration . However, the
Commission recommends that if this is the case,
efforts be made by the carrier in conjunction with the
trucking associations to arrive at methods of properly
venting areas used for truck traffic on ferries, or to
provide internal hookup arrangements to allow for the
disconnecting and shutting down of vehicle-carried
propane and other units . The same principles would,
of course, also be applied to domestic travel trailers
and other vehicles using chemicals and gases .

A final point concerning safety on the Gulf relates to
the water tight doors on Gulf ferries . The Commission
is aware that in recent years two CN ferries have been
lost in operation, and the evidence in each case
indicates that one of the contributing factors may
have been failure or delay in closing the water tight
doors. The Commission is aware that the°design of
vessels includes the division of the vessel into com-
partments separated by bulkheads with water tight
doors . The entire purpose of having bulkheads and
doors is to minimize the risk of loss . The Commission
feels that the operator should take every step to
ensure that all regulations are followed, and that
where it is possible to interpret the regulations in
more than one way, that interpretation be favoured
which promotes passenger safety over and above
operational efficiency and ease .

6. Summary of Recommendation s

75. That for peak periods of travel, the Gulf ferry
service be operated on a dedicated day-time pas-
senger, and night-time truck freight basis, with
facilities for unused space to be allocated to the
secondary traffic on a first-come-first-served basis .
76. That every effort be made to reduce turn
around times during peak traffic periods .
77. That truck freight loadings be on a first-come-
first-served basis except for cases of obvious
emergency .
78. That efforts be made to encourage a truck
trailer-only facility for the Gulf crossing, and that
the ferry operator should accept responsibility for
direct loss and damage caused by its loading of
truck trailers .
79. That for a one year trial period, a year round
service for truck freight and passengers be imple-
mented on the North Sydney-Argentia service, with
twice-weekly service in the off-season .
80. That, in principle, the Gulf crossing should be
treated as the equivalent of a road crossing, with
rates for basic travel charged accordingly, and
extra services provided on a user-pay basis where
possible, and that this principle be applied to the
Argentia service when feasible.
81 . That a continued program of Gulf crew and staff
training, including first aid services, be implement-
ed, and that a high level of supervision be
maintained .
82. That terminal facilities for passengers at North
Sydney and Port aux Basques be immediately
upgraded to provide pleasant surroundings and
adequate restaurant facilities .
83. That a full reservation system for the Gulf oper-
ation be implemented in all major Newfoundland
and mainland centres through existing CN reserva-
tion facilities .
84. That a program of seat allocation on the Gulf
ferries be implemented by the provision of boarding
passes .
85. That a feasibility study be conducted into the
establishment of a North Sydney-Port aux
Basques-south coast ferry run for peak summer
traffic .
86. That as freight volumes dictate, one rail car
ferry be operated on a load and go basis on the
Gulf, with a backup vessel available as required .
87. That maximum use of truck to truck transfer
facilities be made, and agreements with all railways
be obtained to permit such a transfer .
88. That empty rail cars crossing the Gulf be
charged a vehicle rate on a similar basis to other
commercial vehicles .
89. That all rates be reviewed and revised on a
regular basis, taking into account increased costs
and other usual rate-making factors .
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90. That vehicle rates would include driver and all
other car occupants for whom a previous reserva-
tion had been made .
91 . That advance reservations be required for vehi-
cles and their passengers, with extra passengers
without reservations being charged separately .
92. That foot and bus passengers be charged a rate
equivalent to the charge for a 90-mile bus trip on
the Island .
93. That investigation be made into the desirability
of chartering all Gulf vessels, together with utiliza-
tion of surplus vessel capacity on other routes in
the off season .
94. That the Province have input into setting and
monitoring contract requirements for the Gulf ser-
vice operated by the CN Marine Corporation .
95. That where facilities, which are to be transferred
to Canadian National Marine Corporation are cur-
rently made available to other operators, either on
a paid or free basis, such facilities will continue to
be made available for private sharing and Canadian
National Marine Corporation will permit such use to
continue .
96. That regulations concerning carriage of danger-
ous goods be implemented and that CN and truck
operators co-operate to develop methods of mini-
mizing risk from the use of chemicals and gases for
temperature control purposes during the crossing .
97. That regulations concerninng use of water tight
doors be strictly enforced .

Direct Water Shipping Service s

The Commission has concluded elsewhere in this
report that encouragement of direct water shipping to
Newfoundland is the means by which the most cost
efficiency can be brought to the Newfoundland trans-
portation network . The Commission believes that
much of the natural growth in freight volumes into this
Province during the next ten to fifteen years will
gravitate toward direct water transport because of the
efficiencies of that method . In addition, the Commis-
sion has recommended that should he railway be
abandoned, conscious effort should be made to
direct as much traffic as possible from the railway to
water transport .

The fact that the direct water mode will play such
an important role in the future transportation network
in Newfoundland leads to several conclusions and
recommendations concerning this mode .

It is clear that facilities must be, and must continue
to be, adequate to handle the increasing volumes of
freight expected to arrive in this Province by water . It
is likely that the ports of St . John's and Corner Brook
will continue to be the major ports of entry for incom-
ing freight, since they constitute the ports closest to
the major centres of population and distribution . As
well, these ports already have fairly well developed

facilities for handling substantial volumes of direct
water traffic and it makes sense to encourage further
development of these facilities rather than to con-
struct duplicate facilities elsewhere . The Commission
envisages that Port aux Basques will continue to be
the major entry point for water borne passenger and
truck traffic and, of course, for rail traffic, until such
time as the railway is discontinued .

The Port of Corner Brook has been the subject of a
recent feasibility study concerning necessary anri
desired expansion . The Commission supports the
general principle of expansion of the Port of Corner
Brook and encourages government to examine care-
fully the feasibility studies already conducted for this
purpose. In the meanwhile it seems apparent that
additional land space will be required for cargo han-
dling and storage if the port is to be viable, and the
Commission feels that a landfill programme in the
Humbermouth area is desirable .

It is envisaged that once the railway is discontinued,
all or practically all, of the outgoing product from the
Bowater newsprint mill will travel by water carrier
from the Port of Corner Brook . In order to facilitate
this, and to provide for a continuous flow of incoming
traffic to the port, which will likely serve as the major
distribution centre on the west coast, the Commission
recommends that all necessary steps be now imple-
mented to ensure that adequate icebreaking capacity
is available to keep the port open during all but the
most severe and unexpected ice conditions .

During the course of its hearings, representations
were made from interested groups in the Corner
Brook area that a rail and possibly truck ferry should
operate between the Canadian mainland and Corner
Brook. However, the Fenco Study for Harbour De-
velopment in Corner Brook indicated that the overall
benefits of such a system would be marginal at best .
The Commissior1 is of the opinion that this will contin-
ue to be so under present and anticipated volumes,
even with the discontinuance of the Newfoundland
railway. As far as outgoing freight, particularly news-
print, is concerned, the Commission believes that the
feasibility of loading the newsprint into containers or
ocean going vessels for trans-shipment at Nova Sco-
tian or United States ports should be investigated .
The Commission intends to further investigate the
possible alternatives for paper movement, including
the one just referred to and the use of a rail ferry
which would also serve to carry incoming freight to
Corner Brook for distribution to western Newfound-
land .

The Commission has also considered the fact that

with increasing volumes of freight, and once the rail-
way is discontinued, the area of central Newfoundland
will require a new mode of transport . It appears that

considerable volumes of freight for central Newfound-
land are now brought by rail, and once this is discon-
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tinued it would appear that a direct water shipment
service. to that area would be desirable. In this con-
nection, the Commission will study the use of the Bay
D'Espoir area as a direct terminus, to service the
central area, via the highway from St . Alban's to
Grand Falls . Bay D'Espoir would appear to have an
advantage over the north coast ports in that it is
relatively ice free year round and would require few
icebreaking services . Travel times from the Montreal
and Toronto markets would appear to be about
equivalent for the Bay D'Espoir and north coast ports .
As well, implementation of such a service to the Bay
D'Espoir area would do much to encourage the
economy of that portion of the Province. Also, from
the information which the Commission has, it would
appear that to develop the Bay D'Espoir area as a
port of entry would not require a large amount of
capital investment in wharfing facilities and special-
ized facilities .

The other major port for consideration is that of St .
John's . There are several recommendations which the
Commission makes in connection with this port .

Representation has been made to the Commission,
and indeed to other government bodies, for the es-
tablishment of a synchrolift in the port of St . John's .
The Commission considers that the port of St . John's
will continue to expand in incoming freight volume
and, for this reason alone, the Commission concludes
that establishment of a synchrolift is warranted to
take care of what may be expected to be increases in
ship repairs flowing simply from increased volumes of
freight landings. This fact, together with the present
existing trial repair services for the Russian fleet,
make it fairly obvious that when increases in vessel
traffic to St . John's occur, the existing drydock facili-
ties will be fully utilized in servicing medium to large
size vessels, leaving no capacity, or only a subsidiary
capacity, for the servicing of the Newfoundland coast-
al vessels and smaller ships . For that reason the
establishment of a second facility suited directly to
the servicing of smaller vessels would appear essen-
tial . The synchrolift appears to meet these capabili-
ties and the capital cost would appear not to be
unreasonable . The Commission, therefore, recom-
mends that federal monies be immediately provided
for the establishment of a synchrolift to be located in
the general vicinity of the existing dockyard facilities
operated by CN at the south end of the Harbour .

In making this recommendation the Commission
realizes that the establishment of a synchrolift will
take up valuable waterfront space which, it is claimed
by some, is desperately needed to handle the contain-
er and general cargo which now arrives at the port .
The Commission has considered these representa-
tions, but feels that the establishment of the syn-
chrolift must override these considerations .

Having stated this, the Commission also recognizes
that there will be an increasing need for additional
waterfront space for storage and berthing facilities .
The Commission is aware of existing plans to estab-
lish additional space at the northern end of the St .
John's Harbour and commends the implemetation of
this programme. At the same time, the Commission
believes that waterfront space in the Harbour area will
continue to be at a premium, and that short range
and medium range planning should have, as a priori-
ty, the development of suitable space in the areas of
the major docking facilities .

Relating to this recommendation, the Commission
has examined the proposed routing of the harbour
access to the arterial road . It appears that the most
desirable routing would be to extend the access road
parallel to Water Street and have it enter the Harbour
area in the vicinity of the Steer's and Hickman proper-
ties, rather than in the location now suggested. This
mechanism would allow additional space to be made
available for freight handling . The Commission recog-
nizes the additional cost involved in the expropriation
of property and extension of the road, but feels that
the expenditure of these funds, at the present time, is
warranted since the additional land will clearly be
required within a five to ten year period, and the cost
of rerouting the road and acquiring land at such time
will certainly exceed, by many times, the current cost .

Concerning the Harbour itself, the Commission
believes that with the expansion of the port for the
handling of further cargo, additional protection will
have to be provided to the port-based fishing fleet
currently located at the north end of the harbour . In
this connection, the establishment of a breakwater
from the northern extremity of the ship channel to the
shore in the vicinity of the existing location of the
fishing fleet anchorage should be investigated . Such a
breakwater would greatly assist the sheltering of
small vessels and the shore-based processing of their
catch, protecting them as well from the entry and exit
of larger vessels .

It is clear that the St . John's Harbour area is, by
virtue of waterfront footage alone, constrained in the
degree to which it can expand to meet increasing
traffic volumes. It is not inconceivable that in the
medium range future harbour facilities will, on certain
occasions, simply be inadequate to handle incoming
freight and vessel servicing traffic . The Commission
therefore recommends continuation of the examina-
tion of the feasibility of establishing a secondary port
to handle overflow traffic from St . John's . The Com-
mission recommends implementation of a feasibility
study and positive steps following that, to ensure that
an alternate port will be available to handle on a
simplified basis, overflow traffic from the port of St .
John's . The existing ports of Long Pond, Bay Bulls,
and Argentia should be examined in this connection .
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Leaving the question of physical facilities for direct
water transport, the question of financial assistance
to this mode arises. At the present time only one
direct water carrier, Newfoundland Steamships Lim-
ited, is subsidized . There have recently been estab-
lished two other carriers, both of which it would
appear, could substantially benefit from subsidy avail-
ability. These carriers are not now subsidized,

although one has -made an application for subsidy .
The whole question of subsidy has been examined

elsewhere in this report . Suffice it to repeat at this
point that the Commission believes in the principle of
equal subsidy for common carrier services which, in
the public interest, are required to receive assistance
in order to make cost to the consumer low enough to
create sufficient demand to support the service . The
fact that the longest established direct water carrier,
Newfoundland Steamships Limited, has required a
subsidy since 1969 and, from all available evidence, is
likely to continue to do so, leads to the conclusion
that if other carriers are to survive for significant
periods, they too will also approach the threshold of
viability and will require subsidy assistance . While it
may be true that by relying on certain specialized
types of cargo, smaller operators could survive with-
out subsidy, the Commission believes that general
cargo capacity should be encouraged .

The Commission therefore recommends that the
principle of equal subsidies be applied to all direct
water common carriers into this Province. If it is

deemed necessary to support, for example, the New-
foundland Steamships Limited operations with sub-
sidy, then other carriers of similar commodities
should also be subsidized .

The Commission sees no reason why public monies

should be expended on providing a subsidy to allow
one carrier to charge a rate below another subsidized

carrier . The Commission recommends that subsidies

should be adjusted so that rates can be established
equivalent to those offered generally in other modes

offering generally equivalent service. This is of par-

ticular importance in direct water transport, since it
would appear that speed of delivery, reliability of

service, and general cargo handling capacity are
equal or superior to other modes, for example, rail .

Therefore, if tariffs were on a generally equal basis, it
would appear that the direct water mode could still

survive and be viable, based on its service character-

istics alone .
The Commission has examined the provisions of

Bill C-6 currently before Parliament, and it is clear
that its purpose is to establish more autonomous
harbour control, certainly for major ports such as St .

John's. At the same time, however, the Commission
recognizes that it is also the expressed intention that,
where possible, such harbours will operate on a self-

sufficient basis . While it can be argued that this is, in
fact, the intent and principle of the current operation
of major harbours under the National Harbours
Board, nevertheless, the Commission is concerned
lest the implementation of the proposals in Bill C-6
have the effect of cutting off harbours such as St .
John's from much needed capital investment by the
Federal Government, due to the aim that harbours be
generally self-supporting . The Commission therefore
recommends that in establishing the port authorities
under the legislation, every effort be made to ensure
that federal monies will be available for assistance for
major capital projects which could not reasonably be
expected to be financed from port revenues .

In connection with the question of representation
on the port authorities, the Commission is aware that
under the principles espoused in Bill C-6 it is intended
that the harbour and port authorities would have
greater liaison and working relationships with the
surrounding municipal authorities, in order to, hope-
fully, provide for planned development, availability of
land and land use control to ensure that the ports do
not smother from continuing encroachment, but
rather are given an opportunity to expand as required
to service the traffic . The Commission has, in another
part of this report, recommended adherence to the
principle that direct input from the Provincial Govern-
ment be encouraged at all levels of advice and policy
consideration for transport modes and services into
Newfoundland. It would therefore appear desirable
that provision be made for adequate representation
from the Provincial Government at least on the advi-
sory bodies to be established for major ports under
all new legislation . The Commission believes that the
use of provincial representation to provide advice and
statistical information as to provincial needs, priorities
and desires, can only serve to increase the efficiency
and effectiveness of the transportation system as a
whole . Every mechanism should therefore be adopted
whereby such direct provincial input can be obtained .
The Commission does not believe that such a process
will degenerate into confrontation between federal
and provincial authorities, but on the contrary
believes that it would, in fact, encourage co-operation
on a broader scale between the Province and the
Federal Government, and would serve to ensure that
port development fits in not only with Federal plans,
but also with Provincial .

1 . Summary of Recommendation s

98. That the principle of equal subsidies for
common carriers providing equal direct water ser-
vice to Newfoundland be implemented by the Fed-
eral Government .
99 . That subsidies should be at such a level as to
prevent deliberate undercutting of rates between
one mode of service and another .
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100. That federal monies remain available for the
construction of essential capital works within ports
such as St . John's and Corner Brook, following the
implementation of the proposed revisions to Ports
Legislation .
101 . That in carrying out the provisions of any
proposed Ports Legislation, sufficient provision be
made for representation from the Provincial and
Municipal Government authorities on permanent
advisory groups and bodies .
102. That Government should immediately begin
implementation of the recommendations of the
feasibility study carried out on the port of Corner
Brook, and that this implementation include the
necessary landfill programme in the Humbermouth
area .
103 . That adequate icebreaking capacity be con-
tinued to permit operation of the port of Corner
Brook during all but the most severe ice conditions .
104. That a feasibility study be conducted into the
alternate mechanisms for the water transport of
paper products from the Bowater's mill in Corner
Brook, including the alternative possibilities of the
use of containerized vessels and the use of a rail
ferry from Nova Scotia to Corner Brook .
105. That a feasibility study be conducted into the
possible use of the Bay D'Espoir area as a port of
entry for water borne cargo for distribution to cen-
tral Newfoundland .
106. That the Federal Government immediately pro-
vide funds for the construction of a synchrolift in
the port of St . John's . The physical location of the
synchrolift should be such that it will not interfere
with the other activities of the port .
107. That priority should be given in the short and
medium range future to the assembly and develop-
ment of suitable additional land space in the areas
of the major docking facilities in the port of St .
John's .
108 . That the Water Street Access Road to the
Harbour Arterial Road be extended to enter the
Harbour area in the vicinity of the existing Steer's
and Hickman properties rather than in the location
now planned, and that federal funds be made avail-
able for this acquisition .
109. That in consultation with local fishermen, the
Federal Government provide funds for the erection
of a breakwater to protect the St . John's fishing
fleet within the Harbour .
110. That the Federal Government conduct an
immediate feasibility study into the development of
an alternate, overflow port for St . John's traffic, and
that the existing ports of Long Pond, Bay Bulls and
Argentia be considered for this purpose .

Coastal Service

It is recognized that historically, the Coastal Service
around the Island of Newfoundland and the coast of
Labrador has provided an essential, and, in many
cases, the only mode of transport available to people
of coastal communities . At the same time, the Com-
mission also recognizes that with the slow but steady
expansion of the provincial road network on the
Island of Newfoundland, the isolated nature of many
coastal communities has been ended . By agreement
between governments, this has led to the discontinu-
ance of coastal services to such communities when
road links have been established . Such a result was
examined and approved by previous commissions
which have examined problems relating to Newfound-
land transportation . This Commission also believes
that the principle is sound and should be followed . It
is recognized that discontinuance of Coastal Service
can cause hardship to certain residents and mer-
chants, and indeed to the crews of the coastal vessels
themselves . However, the Commission believes that a
properly implemented plan of phased reduction in
coastal services together with a phased increase in
highway services can be adopted and so publicized as
to provide to residents and business concerns suffi-
cient advance notice to allow the necessary steps to
be taken to adapt to the substitution of the road
mode.

The Commission therefore recommends that as
roads are established to end isolation of coastal com-
munities, existing coastal services to such communi-
ties be phased out . The Commission also recom-
mends that such a programme be carried out
publicly, with well announced discontinuances . The
Commission also endorses the principle of establish-
ment of joint manpower adjustment committees to
review the effect of such phase outs on employment
levels within the Coastal Service, and to attempt to
ameliorate these effects on the employees concerned .

The Commission also recommends that in cases of
particular hardship concerning specific commodities,
such as fishmeal, which, because of the prevailing
coastal rates would suffer a serious competitive dis-
advantage once road transport is substituted, con-
sideration be given to providing selective assistance
by way of subsidized transportation for such com-
modities. The Commission believes that such subsidi-
zation can be fitted into the existing programmes
under The Maritime Freight Rates Act and The Atlan-
tic Region Freight Assistance Act, which have been
referred to in other sections .

Having made the above recommendations, the
Commission is aware that in some areas, particularly
on the northern coast of Labrador, and as well on the
southwest coast of Newfoundland, it is not likely that
road development will take place in the immediate or
medium range future . The difficulties of establishin g
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road links with present technology appear to be too
great to warrant immediately the investment required .
This being the case, it is clear that alternate modes of
transport must continue to be provided in the short
and medium range .

In the section dealing with recommendations con-
cerning air services, reference will be made to the
implementation of the Labrador Area Master Plan and
the development of landing strips, together with the
integration of air and marine modes to provide the
optimum transport network for residents . Such a plan
envisages the continuance, and indeed improvement
of Coastal Service in Labrador . The Commission
endorses this concept, together with the concept of
continued Coastal Service to the southwest coast of
the Island .

When the principles previously enunciated are
applied to the existing coastal system in Newfound-
land, it will be seen that discontinuance of the Coastal
Service west to the Burin Peninsula in the short run is
necessarily implied . However, there are two or three
communities in the Placentia Bay area which, on such
discontinuance, will be isolated if no alternative is
provided . The Commission therefore recommends the
institution of a motor launch service across Placentia
Bay, possibly originating at Argentia and running to
Marystown, which will service the communities of
South East Bight, Monkstown and Petite Forte . The

existing coastal services in that area would be
discontinued .

Similarly, the discontinuance of Coastal Service
northward from Corner Brook would now appear to
be justified with the coming of the Northern Peninsula
highway, together with the establishment of a much
improved ferry service across the Strait of Belle Isle .

On the southwest coast of Newfoundland, the Com-
mission has already recommended the study of the
feasibility of an overnight passenger ferry service
from North Sydney to Port aux Basques and thence
eastward along the south coast . The institution of
such a service would provide an additional passenger
service to that now provided, and to be continued, by
the 'Sprinter' boats operated by CN . The Commission
envisages that with the discontinuance of the Coastal
Service east of the Burin Peninsula, Terrenceville
would become the eastern terminus of the southwest
coast Coastal Service . A service operating between
Port aux Basques and Terrenceville for passengers
and freight should remain in existence until a road link
is established eastward from Port aux Basques all the
way to the Burin Peninsula .

On the northeast coast of Newfoundland, the
Coastal Service has, to a large degree, been replaced
by separate ferry services linking isolated communi-
ties with the road network . The Commission is aware
of discussions between the Federal and Provincial
Governments concerning the possible transfer of

operational authority and control over these services
from the Federal Government where it now is, to the
Provincial Government . It is clear that intra-provincial
ferry services are a provincial responsibility under the
division of powers in The British North America Act .
However, the Commission recognizes the fact that
these existing ferry services are, in effect, the rem-
nants of the previously existing Coastal Service which
was taken over by the Federal Government under the
Terms of Union of Newfoundland with Canada . In
these circumstances, it is clear that the Federal Gov-
ernment has an obligation to continue to provide
financial assistance to support these ferry services, at
least until such time as populations or expanding road
links dictate that by any reasonable examination, it
can be said that demand has ceased to exist for a
marine service to the communities concerned . Only at
that point would the Federal Government be justified
in discontinuing its assistance .

The Commission is not adverse to the Federal and
Provincial Governments agreeing that the transfer of
operational control be made to the Province . Indeed,
the Commission is inclined to welcome this approach,
since it allows the Province more direct control of a
purely intra-provincial service, and at the same time
should develop expertise within the Provincial Gov-
ernment in marine transportation matters, an area
which appears to be lacking .

The one intra-Island ferry service which is partially
financed by the Federal Government, and which is not
in substitution for a Coastal Service, is the service
between Bell Island and Portugal Cove . Nevertheless,
the Federal Government has seen fit to subsidize this
service and the present agreement continues until
1985. Although the Commission cannot provide a
clear rationale for continued federal support, it would
not seem unreasonable for such support to be con-
tinued on the basis of established practice and
precedent .

In any event the service is clearly inadequate . Bell
Islanders, since the closing of the mines, have had to
seek employment in St . John's and other "mainland"
communities . As long as this situation continues, it
seems reasonable to expect that adequate provision
should be made for convenient travelling to and from
the Island for those individuals who work elsewhere .

The Commission recommends therefore that the
needs for added service which were identified in sub-
missions to the Commission be examined and that
the additional runs which are warranted by the above
circumstances should be introduced. Additional funds
to pay for these runs should be provided by the two
levels of government concerned .

The Commission has already referred in this section
to the ferry link between the Northern Peninsula and
the coast of Labrador and Quebec at Blanc Sablon .
While technically this service is an interprovincial ser-
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vice, it is also clear that it came about to service the
Labrador portion of the Province from the Island .
Thus, it has aspects of both an intra- and interprovin-
cial ferry service .

The Commission is of the view that this ferry link
constitutes a vital portion of the transportation net-
work in the Province. Indeed, with the coming of the
Trans Labrador Highway, it will be vital to ensure that
the cross water link remains operative on a year
round basis. So long as this link is provided by
surface vessels, it is, in the Commission's view, imper-
ative that every step be taken to extend as long as
possible the season of operation of such vessels .
Thus, when contracts are contemplated for the
replacement of the existing service, consideration
should be given to the type of vessel, bearing in mind
the likely increased traffic with expanded road sys-
tems both on the Northern Peninsula and in Labrador,
and as well the necessity to have a vessel capable of
operating in ice conditions .

The other link between the Island of Newfoundland
and the Labrador portion of the Province by water is
the existing coastal run from Lewisporte to Goose
Bay. The nature of this run has changed dramatically
within the past few years. From the Commission's
examination, it would appear that the most satisfacto-
ry service was provided on the short-lived run of the
'William Carson'. It is also clear that the service of
that vessel from St . John's, Lewisporte, St . Anthony,
Cartwright to Goose Bay was, in fact, a very desirable
one from the user's point of view . Undoubtedly, addi-
tional costs were incurred, and scheduling problems
and reservations were complicated by having interim
stops. Nevertheless, the Commission recommends
the investigation of the re-establishment of such a
multi-port service to provide opportunity for com-
merce and passenger traffic between three centres on
the Island and two centres in Labrador .

The Commission is convinced that it is essential to
provide a roll on/roll off (ro/ro) service for residents of
Labrador to the Island of Newfoundland until a year
round highway link exists . Therefore, the vessels to be
used on the Labrador service must have capability for
passenger vehicles, and as well, in future, for tractor
trailer traffic and general freight .

As to the season of operation, following the sinking
of the 'William Carson', an inquiry was launched into
the cause . While the results of this inquiry are not yet
known, it has been suggested in the evidence heard
at the inquiry itself that ice may have been an impor-
tant operative factor . Therefore it is clear that maximi-
zation of the operating season must be balanced with
safety. It will become necessary, in the Commission's
view, to provide a specially designed and built vessel
for this service which will have ice capacity sufficient
to permit a completely safe operation during the

current season and possibly even to allow extension
of the season .

Once the Trans Labrador Highway is completed,
and a permanent link established between that road
system and the Island, the necessity for a ro/ro vessel
from the eastern portion of the Island to Labrador will
be lessened and it may well be that such a service can
then be terminated .

With regard to the Coastal Service along the Labra-
dor coast, the Commission recommends that immedi-
ate action be taken to implement a plan for the
rationalization of such service and integration of the
service with the airstrip building programme under-
way. Such rationalization would appear at the very
least to require, and the Commission so recommends,
the separation of passenger and freight services and
the provision of fast links by water from isolated
summer communities to permanent settlements
having airstrip service, so as to provide a passenger
network from the summer communities to centres in
Labrador and Newfoundland . Retention of the more
traditional coastal boat service for small numbers of
passengers is desirable . The Commission believes
that the slight additional cost of the retention of some
traditional passenger services is warranted in that it
would provide to northern Labrador communities a
passenger service by water as well as by air, thus
providing a choice of modes and a backup in case of
emergency or weather difficulties with one mode.

The Commission also recommends that agents of
the coastal service operator be placed in the smaller
communities, linked by radio communication with the
despatching areas or vessels themselves .

It is evident that the existing coastal freight service
is less than satisfactory to the shipper and consignee
in practically every aspect, other than rates . High
rates of loss and damage are experienced . Allega-
tions have been made before the Commission that the
cause of this ranges from inadequate vessels to
inadequate wharfing facilities to improper handling by
shore and vessel crews. Regardless of the reason, it is
clear that a high incidence of loss and damage, with
concurrent high costs, exists .

If the Coastal Service is to continue, as the Com-
mission recommends, in the short and medium future
for communities which have no other mode of trans-
port available for freight, then the service must be a
good one . Surely the aim must be to provide the most
efficient service from the point of view of satisfaction
to the user, combining such efficiency with minimum
cost, both to the user and to the general public .

It is the Commission's recommendation that the
coastal operator, Canadian National Marine Corpora-

tion, now implement a five year plan for the rationali-
zation of coastal freight services . Such a plan would
obviously include some advisory capacity for resi-
dents and business people now using the service ,
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together with advice from Federal and Provincial Gov-
ernment officials and marine specialists . Areas of
examination should include the establishment of
optimum vessel types and sizes, together with the
promulgation of requirements for charter renewals to
ensure that vessels being brought into the service
have the capability to handle freight in the modern
sense including, where feasible, palletized and shrink-
wrapped cargo, small containers, etc .

At the same time, examination must be made of

shore facilities . While it may be true that in the larger
communities serviced by coastal boat, shore facilities
are adequate, it is also true that in some of the
smaller communities they are woefully inadequate .
Some solution must be found to the problem of deliv-
ery of cargo by coastal vessel to small wharves . The

carrier must be provided with a receipt signifying the
end of the carrier's liability and the receipt of goods in
proper order, or with damage as noted . Arrange-

ments must be provided for at least minimum protec-
tion from the elements, together with facilities for
temperature control in areas where substantial ship-
ments of cargo of that nature may be anticipated .

In addition to the implementation of a programme
to upgrade coastal services, the Commission has con-
sidered the question of owned versus chartered ves-
sels. It is evident that one of the reasons for the
tremendous cost of the Coastal Service is the relative-
ly short shipping season on the Labrador coast, com-
bined with the use of a substantial number of CN
owned vessels which are not fully utilized in the off or
down season, but for which costs for maintenance
and crew continue practically year round . It would
appear essential to rationalize this process as much
as possible, and consideration must be given to the
implementation on a phased basis of a fully chartered
vessel service for the Labrador coast . The Commis-
sion is not convinced by the arguments presented
during the public hearings that the chartered vessel
service operated by CN is inferior in quality to that
provided by CN's own vessels . In any event, with
proper contracting and chartering procedures, stand-
ards of service can be protected on a chartering basis
to a level at least as good as that provided by CN
itself through its own vessels .

The suggestion and recommendation that charter-
ing be expanded for a portion of the Coastal Service,
when combined with the development of a master
plan for implementation of improved cargo handling
and vessel construction shows that, in order to con-
tinue to obtain a portion of the CN business, the
operators of Newfoundland vessels must be prepared
to make the necessary investments to bring their
vessels in line with standards which will be set by the
CN Marine Corporation . In this connection it is obvi-
ously important that as much lead time as possible be
given by CN Marine to allow the operators to make

arrangements for modifications to, or replacement of,
obsolete vessels and to arrange the necessary financ-
ing in order that the vessels may be available when
required . Failure of the Newfoundland ship owners to
respond to this will, of necessity, require that CN
Marine provide the vessels .

The final point in connection with the Coastal Ser-
vice concerns user rates . For reasons which have not
been satisfactorily explained to the Commission, or to
our knowledge, to anyone else, in general the coastal
rates charged for the service now are the same as
they were almost forty years ago. Such a condition is
in this day and age incredible . Simple factors of
inflation dictate the necessity for regularly reviewed
increases in rates. At the same time, the service is, as
pointed out above, in many respects woefully inade-
quate. It would therefore appear to be unjust to
recommend immediate, substantial upward revision in
rates unless and until guarantees and protections are
obtained to ensure that substantially improved ser-
vices will be implemented . This being the case, the
Commission recommends that the principle of ration-
alization of the coastal boat rate structure be imple-
mented, but only at such time as a phased program of
improvements in standards and service is also
implemented .

1 . Summary of Recommendation s

111 . That the principle of discontinuance of coasta l
services to communities served by road be con-
tinued . Such discontinuance should be carried out
following sufficient advance notice and planning to
ensure minimum disruption .
112. That particular commodities which would be
adversely affected, to a substantial degree, by the
discontinuance of coastal services be considered
for selective subsidies under existing legislation in
order to minimize difficulties caused by the transi-
tion from coastal services to road transport .
113. That the existing coastal service in the Pla-
centia Bay area to the Burin Peninsula be discon-
tinued, with the substitution of a regular launch
service linking the communities of South East Bight,
Monkstown and Petite Forte to Argentia and
Marystown .
114 . That adequate wharf and landing facilities be
provided for all of the Placentia Bay communities at
present served by the coastal boat . These facilities

are to be maintained until such time as the com-
munities are connected by road to the main trans-
portation system .
115. That the coastal service north from Corner
Brook be discontinued .
116. That with the discontinuance of the coastal
service east of the Burin Peninsula, the community
of Terrenceville become the eastern terminus for
the south coast coastal services, including any ferry
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service through Port aux Basques from North
Sydney .
117. That the transfer of operational control of the
existing intra-provincial ferry services from the Fed-
eral to the Provincial Government be encouraged,
with the Federal Government continuing to provide
financial support for the operations of these
services .
118. That additional runs be provided on the Bell
Island ferry service to meet the needs of those
individuals who travel to and from the Island . The
funds for such additional runs should be provided
jointly by the Federal and Provincial Governments
on the same cost sharing basis as that which now
exists .
119 . That the Strait of Belle Isle ferry and the
coastal service from the Island of Newfoundland to
the coast of Labrador and Goose Bay be operated
so as to maximize the season of service, and that
vessels with sufficient ice strength to allow max-
imum operations with all reasonable safety be
procured .
120. That the coastal service from the north east
and east coasts of the Island of Newfoundland to
Goose Bay be re-established with a vessel capable
of accommodating ro/ro traffic, and that the route
include stops at Lewisporte, Cartwright, and Goose
Bay. The feasibility of including stops at St . Antho-
ny and St . John's on the run should be investigated .
121 . That for passenger services on the coast of
Labrador, a plan be immediately implemented for
the rationalization of coastal services with the air-
strip construction programme underway . Such
coastal services would include in the south, the use
of fast launches to link isolated or summer com-
munities with permanent settlements having airstrip
connections with the rest of Labrador, together with
the provision of the traditional coastal boat passen-
ger service to serve the southern areas and as well
the northern communities on the coast .
122. That agents of the coastal service operator be
stationed in smaller communities in Labrador and
placed in radio contact with vessels or despatching
services .
123. That the coastal service operator commence
immediately the development and implementation
of a five year plan for rationalization of coastal
freight services in Labrador and Newfoundland . De-
velopment of such a plan should have input from
residents and users of the Coastal Service together
with government representation and marine spe-
cialists . Plans should include improvement of vessel
types and shore facilities to provide for more effi-
cient handling of modern cargo types and
packaging .
124. That consideration be given to providing, on a
phased basis, freight services by chartered vessel,

in order to achieve economies not now existing with
the mixed type of service .
125. That owners of Newfoundland coastal vessels
take all reasonable steps to ensure that modifica-
tion of existing vessels, and replacement vessels
acquired, will be able to meet the chartering
requirements of the coastal service operator .
126. That coastal freight rates be rationalized and
placed on a regular review basis, following
implementation of a phased programme of coastal
service improvements.

Air Service s

The Commission feels it is significant that few com-
plaints were made during the public hearings of the
Commission concerning the operations of the national
and regional air carriers. Surveys and investigations
carried out by the Commission support the position
that generally speaking, the services provided and
rates charged by the national and regional carriers in
Newfoundland are generally accepted by the public,
and are, on an objective analysis, of good quality and
reasonable cost . The Commission notes that more
complaints were received concerning the third level
air services, both on the Island and in Labrador .

Concerning the national and regional carriers, the
Commission is satisfied that generally speaking, rates
charged are in line with generally accepted rate-mak-
ing principles for equivalent distances and services,
and the Commission can find no area of major dif-
ficulty in connection with such rates .

As regards scheduling, suggestions were made for
the establishment of an early morning west/east flight
from the Stephenville or Deer Lake area to St . John's .
However, following investigation, it appears clear that
patronage for such a flight would be insufficient to
make the cost of present implementation justifiable .
Certainly, the Commission assumes that the regional
carrier will continue to monitor this situation and at
such time as implementation of such a service can
become viable, the Commission is satisfied that it will
be actively considered by the carrier .

Representations were also made to the Commis-
sion that the regional carrier should be permitted to
serve the passenger route from Wabush to Montreal .
However, the Commission recognizes that factors
also exist militating against such a service . It is
recommended, therefore, that the Ministry of Trans-
port and the CTC now undertake an investigation as
to the feasibility of such a service and the effect of its
implementation on existing carriers .

With regard to liaison with the general public, the
Commission finds that the activities of the national
and regional carriers are on a general level, most
satisfactory, with a high degree of customer satisfac-
tion . The Commission does believe, however, that in
the major centres, particularly St . John's, it would be
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desirable to implement some mechanism of providing
up-to-date and accurate information to persons
awaiting arrivals and departures . One mechanism
might be the implementation of a televised bulletin
service at the airport itself to take the place of coun-
ter personnel following the end of the evening shift . Of
course, this would be supplementary to, and not in
replacement of, the existing recorded telephone
services .

Concerning freight services provided by the nation-
al and regional carriers, the Commission has investi-
gated the suggestions and complaints made during
the public hearings. Again, the Commission's conclu-
sion is that the additional routes and freight services
proposed are not yet practical in cost terms . How-
ever, particularly in the Corner Brook area, which is
served by two airports located at considerable dis-
tance from the community, the Commission recom-
mends that carriers take every reasonable step to
ensure that air freight is handled in the most expedi-
tious and efficient manner and particularly that con-
signees have an easily accessible and accurate
source of information concerning arrivals and depar-
tures of shipments .

As the Commission has indicated in various sec-
tions of this report, the Newfoundland fishery consti-
tutes one of the brightest hopes for the prosperity of
this Province. The Commission has considered the
present lack of fast transport of fish products by air
west to Canadian and United States markets . Such a
service was implemented by Air Canada in the recent
past, but through lack of regular deliveries to the
airport collection point, had to be terminated because
of unreliability . The Commission deplores this fact
and encourages the Provincial and Federal Govern-
ments, together with the carrier and fish processors,
to explore ways of implementing a regular flow of fish
products in such a fashion as to support a regularly
scheduled westbound run, both to serve the western
markets and also, to allow use of Mirabel Airport
facilities tailored to European markets .

With regard to such European service, the Commis-
sion wishes to study the possible establishment of an
eastbound freighter flight from either Mirabel or
Gander which could pick up fresh fish product for
shipment to European points . The Commission
believes that there is sufficient demand for high qual-
ity fresh fish products in the European market to
provide full markets for every load carried and the
considerable freight costs could be absorbed in the
chargeable price . The Commission believes that
implementation of such a service would do much to
enhance the image of Newfoundland fish products
and fish processing in Europe and might indeed pro-
vide additional impetus for sales of Newfoundland
products by more direct waterbound routes to
Europe. The existing terms of reference of the Com-

mission specifically exclude such a study, however,
and the Commission can only request that permission
be granted for such a study .

Concerning ground facilities at the major air cen-
tres, the Commission notes the relative lack of recom-
mendations or requests in this regard from the
Gander area . The Commission also notes, however,
that the Federal Government has committed itself to
substantial expenditure on considerable terminal
improvements there .

In St . John's, the Commission notes the availability
of extensive instrument landing systems to counter
the relatively poor weather factor occasioned at
Torbay Airport . The Commission recommends the
addition of a Category 1 landing system on Runway
11 at Torbay to increase even further the available
landing facilities . Every step which can reasonably be
taken and at reasonable cost to service passenger
travel by air into the major centre and capital city of
the Province is justified in the opinion of the

Commission.

Again, in connection with St . John's and Gander
airport facilities, representations were received sug-
gesting the establishment of temperature controlled
fresh fish product holding areas at these terminals to
facilitate outbound shipments . The Commission, how-
ever, recognizes the position of the carrier that it
should not be responsible for these additional costs .
The question of the requirement for such facilities and
the cost of their construction should be considered in
the study of western and European markets referred
to above .

In Labrador, the Commission notes the Federal
Government's announced intention to substantially
upgrade and expand terminal facilities at Wabush
Airport . The Commission endorses this expenditure,
since this airport serves the major centre of popula-
tion in Labrador and provides an essential link with
the Island of Newfoundland .

The Commission notes with some concern the very
strong representations received from the Labrador
West area concerning the necessity of proper air
traffic control services at Wabush Airport . From the
information available to the Commission, it would
appear that the area of concern centres around a
relatively high density of traffic during one particular
period of each day . This is a very technical area, and
the Commission feels that it can only recommend that
the Ministry of Transport study the complaints of
residents to decide if, in fact, a safety-related problem
exists now or is imminent, and to determine what
solutions can be found to alleviate the concerns of
residents of the area . One possibility would seem to
be a slight rescheduling of flights, but again this
would have to be analyied from the operations of
carriers currently serving the Wabush area .
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The Commission notes the Provincial Government
program, now practically completed, for establish-
ment of aircraft landing strips and helicopter pads at
isolated areas throughout the Province . With the
coming of new or better road links in the vicinity of
some of these areas, particularly on the Burin Penin-
sula, the airstrips in question have fallen almost into
complete disuse . The Commission regrets this turn of
events and, at the same time, regrets the fact that
when such landing strips were in the planning stages,
consideration was apparently not given to establish-
ment of such facilities on Fogo Island . Strong
representations have been received from residents of
Fogo Island and, as well, from the existing air carrier,
Gander Aviation, concerning the necessity for some
proper landing facilities to be established there to
facilitate the essential air lift services provided during
the winter months . The Commission notes that the
Provincial Government already subsidizes the cost of
passenger travel during these periods and recom-
mends that the Federal Government give active con-
sideration to assisting in the establishment of a
proper landing strip and necessary facilities to allow
safe, year-round operations to and from Fogo Island .
The Commission wishes to clarify that it does not
lightly make such a recommendation . Consideration
has been given to the cost of establishing such a
landing strip and, as well, to the claims of other
communities in Newfoundland as to the necessity of
establishment or upgrading of air facilities . However,
the Commission also recognizes that Fogo Island
encompasses a population of approximately five
thousand persons and is, from all indications, one of
the most viable isolated communities in the Province .
The Commission feels that monies spent on establish-
ment of at least the minimum in landing facilities on
Fogo Island is a reasonable expenditure in these
circumstances .

In the preceding recommendations, the Commis-
sion has not referred to the situation regarding air
travel in Labrador, with the exception of the main

centres . This omission has been deliberate, since the
Commission believes that the situation regarding air

services in the greater part of Labrador, and particu-
larly along the coast, is of such vital importance to the
well-being of ~residents of that area, and to the Prov-

ince a's a whole, that it warrants separation from
considerations of other air problems in Newfound-
land .

The Commission encourages the immediate
implementation by the Federal Government on a pri-
ority basis of the Master Plan for air transportation
serves in Labrador. Linking of such air services with
passenger marine services has been referred to in the
section of this chapter dealing with coastal services to
Labrador . It is clear that a comprehensive system of

passenger services to all coastal communities must
be made available and that air services by float and
ski equipped aircraft will continue to be an essential
part of such a system in the foreseable future . Ade-
quate docking and passenger shelter facilities must
be provided wherever such "bush" services operate .
As well, scheduled air services both by wheeled air-
craft and by float and ski equipped craft will be
essential in the medium range, in order to provide a
true network of passenger and freight services able to
serve the needs of the coastal communities .

The Commission is satisfied that for whatever
reason, in the past coastal Labrador has, to a great
degree, been ignored in the development of basic air
transportation modes and services both by the Feder-
al and Provincial Governments . There is no doubt that
the isolated nature of the communities, the vagaries
of the weather and the length and sinuosity of the
coastline makes costs unusually high and options
unusually restricted . Nevertheless, every effort must
be made to more fully integrate Labrador and its
residents into the mainstream of life of the Province
as a whole . Additional costs caused by the factors of
isolation and geography, which are no fault of the
people themselves, should not be allowed to justify
the shelving of proposals or the failure to implement
decisions . Indeed, the Commission believes that as a
general principle, it should be accepted that transpor-
tation costs for communities in Labrador will be
higher than for other areas of the Province or indeed
perhaps for other areas of the country as a whole .
Both levels of government, therefore, when making
decisions concerning transportation services, includ-
ing air services, must be prepared to accept such
higher costs as a necessary incident, and not to
restrict the options or services available in order to
bring the total cost into line with expenditures in other
portions of the Province .

1 . Summary of Recommendations

127. That federal authorities investigate a feasibility
of permitting Eastern Provincial Airways, the
regional carrier, to serve the passenger route from
Wabush to Montreal .
128. That in the major air centres, including St .
John's, a televised visual information service be
provided at the air terminals to provide up-to-date
information to persons awaiting arrivals and depar-
tures at such times as counter personnel may be off
shift .
129 . That the national and regional air carriers be
encouraged to take every--- reasonable step to
ensure that air freight arriving in Stephenville for
delivery to the Corner Brook and surrounding area
be handled efficiently and that consignees have
easy access to information concerning arrivals and
departures of such shipments .
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130. That the Provincial and Federal Governments,
together with Air Canada and Newfoundland fish
processors immediately explore ways of re-estab-
lishing a regular flow of fish products in order to
support a scheduled westbound air service to Cen-
tral Canadian and United States markets for fresh
fish products .
131 . That development of eastbound air services
for the carriage of fresh fish products from New-
foundland to European markets be investigated .
That the Gander Development Corporation be given
every encouragement including financial assistance
in furthering its participation in the study of the use
of Gander and Mirabel airports as major transship-
ment airports for the transport of fresh fish .
132. That a Category 1 Landing System be installed
on Runway 11 at Torbay Airport to provide max-
imum landing possibilities in adverse weather
conditions .
133. That the Ministry of Transport study the com-
plaints concerning inadequate Air Traffic Control

procedures at the Wabush Airport and ensure that
all safety requirements are met .

134. That the Federal Government contribute
toward the cost of construction of air landing facili-
ties on Fogo Island in order to assist in ending
isolation of the residents of that community during
winter months when air service for passengers and
freight is required .
135. That implementation of the Labrador Area
Master Plan for the construction of landing strips at
coastal communities be continued on a priority
basis by the Federal Government .
136. That the Province and the Federal Government
encourage the implementation of a co-ordinated
plan between air and marine services on the Labra-
dor coast, both for passenger and freight traffic .
137 . That for Labrador transportation it should be
accepted by all governments, as a principle, that
transportation costs are necessarily higher to pro-
vide any given level of service, and that such higher
per capita or absolute expenditures are justified in
order to provide acceptable levels of service .
138 . That the feasibility of delivery of a greater

quantity of freight by air to the major Labrador
communities be thoroughly investigated .
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Chapter XVI I

Minority Report of
Esau E . Thorns,
Commissione r

Because of my illness, I have unfortunately been
unable to participate fully in the main deliberations of
the Commissioners in order to formulate the second
volume of the report of the Commission . For this
reason, my fellow Commissioners have generously
agreed that it is now preferable to issue an interim
report dealing with those areas which we had been
generally able to discuss in some detail prior to my
illness .

It is the intention of the Commission to continue to
meet over the next months in order to finalize all of
the matters set out in the first volume of the report
and as well, to reach certain additional conclusions
arising from specific studies undertaken by the
Commission .

While, obviously, I have not been able to fully dis-
cuss certain controversial areas of the first volume of
the report with my fellow Commissioners, neverthe-
less I feel that I must record my disagreement with
certain of the principles enunciated by them in this
report . It may well be that following presentation of
the first volume of the report, and when the Commis-
sioners are able to fully discuss during the next sever-
al months all of the details of the report, certain areas
of my disagreement may be able to be resolved . Of
course, I recognize that this process may also result in
finding that there are continuing areas of disagree-
ment which may necessitate a further, minority report
at the time of presentation of the second volume of
the report of the Commission .

I cannot agree with the general premises and con-
clusions arrived at by the majority of Commissioners
in Chapter VIII, dealing with the future of the railway in

Newfoundland, and in the recommendations which
are based thereon .

In my view, it is not in the least inevitable that the
volume of traffic offering on the Newfoundland railway
will decline to a negligible amount within the next ten
years . It is my belief that the decline in traffic to this
date has, to a large degree, been caused by inefficient
equipment and facilities, lack of local authority to deal
with particular local problems, and a general lack of
dedication to the viability of the railway by the opera-
tor itself and, I suppose, to a lesser degree by the
employees, both management and union . On this
latter point I do not blame the employees for this lack
of enthusiasm. When the corporate entity exhibits the
will to survive and improve, it is my belief that this will
translate itself into actions by all employees .

Since I do not believe in the inevitable end of
railway freight traffic in Newfoundland, I can see no
basis to conclude that the optimum transportation
network will develop without an important place for
rail services . Indeed, it is my belief that every reason-
able step should be taken to encourage the growth
and expansion of the rail service, as I will elaborate
subsequently .

Not only is it my belief that through proper manage-
ment, rail traffic will continue to grow and form an
even more important segment of the Newfoundland
transportation picture, but it is also my firm conviction
that there are several other major reasons for the
retention of a rail freight system in Newfoundland.

1 . I believe that the conscious abandonment of the
remaining portions of the railway network in this
Province would place Newfoundland at a disadvan-
tage when compared to every other province of
Canada, in which there continues to exist a viabl e
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rail operation . Having already lost our passenger
service, I believe that it is wrong for any conscious
step to be taken to remove the remaining vestiges
of the railway . Surely the citizens of Newfoundland
are entitled to a mode of transportation equal to
that existing in the other nine provinces and unless
and until a general move is made to discontinue rail
services across Canada generally, I cannot support
the voluntary removal of such a mode in this
Province .
2 . It is my belief that there is a constitutional obliga-
tion on the part of the Federal Government to
provide and maintain a rail service in this Province
as long as there is any traffic offering for that
service. This is the conclusion which has been
reached by the other Commissioners, following
legal consultation and consideration of the Terms
of Union of Newfoundland with Canada . I concur
with this conclusion, but I cannot concur with the
subsequent decision by the majority of Commis-
sioners to recommend that the constitutional obli-
gation be changed or eliminated, based on certain
premises and predictions as to the optimum trans-
portation network. It is my belief that to recom-
mend a change in the constitution is wrong . The
people of Newfoundland were guaranteed a con-
tinuing rail service in this Province as one of the
conditions of their agreeing to join Confederation in
1949 . I do not believe that government has the
authority to agree to a change in this obligation,
regardless of circumstance . It is my position that
one of the special conditions for having Newfound-
land become part of Canada was that there be a
rail service maintained, regardless of the cost . This
is an obligation of the Federal Government which is
unique to this Province . Therefore, it is a base
position, from which all other considerations must
be built, and cannot be included as part of the
consideration of what the optimum system should
be. In other words, given a railway system capable
of meeting all traffic offering on it, I feel that this is
the "zero" position from which Newfoundland is
entitled to start when seeking federal assistance in
transportation generally. Newfoundland should
start from this position in the same fashion as the
other provinces may have started from the position
of having no railway services. But that is a fact of
life-Newfoundland was constitutionally guaran-
teed a railway service, which may not be the posi-
tion in some of the other provinces .
3. In the present economic position of Newfound-
land, I cannot agree with any recommendation that
would voluntarily throw additional strains on the
employment situation . This Province has the worst
unemployment picture in Canada and this is likely
to continue. Regardless of mechanisms proposed
to deal with the adverse effects of the abandon-

ment of the railway, it is an unalterable fact that
some three thousand persons depend directly for
their livelihood on the continuation of rail freight
operations in Newfoundland . Any attempt to dis-
continue these operations cannot help but cause
much distress and misery to many of these per-
sons, even should it be possible to place them in
other job positions subsequently . I am not con-
vinced of the effectiveness of co-operative ventures
to completely remove the adverse effects of unem-
ployment. I, therefore, cannot in conscience sup-
port the abandonment of the rail operation, know-
ing as I do the catastrophic effect it would have on
many, many lives and employment opportunities in
Newfoundland .
4. It is my belief that the use of fossil based fuels,
particularly oil and oil products, will continue to
increase in cost within the next few years . Indeed,
we may reach a position in which rationing of fuel
products will become a necessity from the nation's
point of view . This being the case, it is obvious that
the least fuel efficient modes of transport will be the
hardest hit, and it will become a positive step in the
national interest to encourage fuel efficient ones . It
is clear that next to direct water shipping, rail
transport is the most fuel efficient mode . Any step
that would now be taken, therefore, to promote the
abandonment of the railway at a point which may
be just prior to a mandatory switching in mode
priorities imposed by fuel shortages would, in my
view, be most unwise and indeed disasterous . Once
the railway is abandoned it is simplistic to say that it
could be reactivated should the fuel situation dic-
tate. Abandonment will bring with it decay of equip-
ment and plant which will be extremely costly, if not
impossible to rectify in the short run. Therefore,
since the fuel crisis is upon us, I cannot recommend
the abandonment of one of the most fuel efficient
modes. Indeed, it is my belief that this mode will
become increasingly attractive as fuel costs rise,
and this factor alone will promote an increase in
traffic offering for the railway which will go far
towards making the Newfoundland railway opera-
tions more economically viable and more impor-
tantly, more economically vital to the population of
this Province .
Having said, and justified above, that it is my posi-

tion that the rail freight system in Newfoundland

should be continued and improved in the future, I
must state that it is my view that every reasonable

step should be taken to improve the capacity of the
railway to attract and handle freight . It is my belief

that all reasonable steps should be taken to upgrade
and improve the roadbed, trackage, and physical
facilities of the railway to enable it to provide the

speediest and most efficient service possible . While I
do not go so far as to recommend the standar d
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gauging of the railway, nevertheless it is my belief that
investigation of the possibility of standard gauging
certain portions, say from Corner Brook to Port aux
Basques and from Argentia to St . John's, should be
investigated from a cost effective point of view to
determine whether this expenditure would not, in fact,
create a tremendous improvement in rail freight capa-
bility to the major points of consumption in the Prov-
ince. In any event, the railway must absolutely be
improved, at whatever cost, to ensure that it is able to
effectively meet the traffic offering to the railway,
which traffic will, in my estimation, increase in the
coming years .

The other Commissioners have recommended the
establishment of a Joint Consultative Committee to
operate during the period of a possible phase-out of

the railway. As mentioned above, I disagree with the
principle of abandonment of the railway, but I feel that
the work of such co-operative committees can be of
great use in seeing what ways may exist to develop
co-operation between management and labour, and
to improve efficiency and attract traffic to the railway .

In this connection it is my view that a localization of
management authority is absolutely essential if this
aim is to be achieved . It is my belief that the pattern in
the past of decentralization of authority out of New-
foundland and of leaving ultimate decision-making
authority on many important points with officials in
Moncton and points west, has only served to alienate
the workforce with the railway. Furthermore, and
worse, it also alienates the general public, who cannot
deal with people at the local level who have authority
to make decisions . I think that the institution of a local
or regional manager for Newfoundland with ultimate
authority on all matters of day to day importance is an
absolute first step in the revitalization of the railway .

With regard to rates, I believe that it is beyond the
scope of this Commission in the relatively short time
span allotted to it, to come up with a definitive study
on rates . The whole rate making procedure and the
effect of rates on traffic and types of commodities is a
very complex study. Nevertheless, it is my view that at
present in Newfoundland we have certainly less than a
first or second class railway service, and I am strongly
of the opinion that railway rates must be adjusted to
represent the service provided . If my recommenda-
tions are adopted and if the railway is upgraded and
improves its position, certainly at that point consider-
ation might be given to maintenance or increases in
railway rates from the present levels . However, while
we continue to enjoy a third class rail service, it is my
view that railway rates should be reduced in areas
where other modes have a competitive rate advan-
tage, since the railway, by charging equal or higher
rates, while at the same time providing a third class
service, is being grossly over-compensated . I realize

that such a position would increase the operating

deficit of the railway, although I am not convinced that
such deficits would not be offset by increased
volumes and other efficiencies . Nevertheless, if a defi-
cit has to occur, it is my view that it is the obligation of
the Federal Government under the Terms of Union to
ultimately .pay this deficit, whether by direct subsidy
to the rail operator or by requiring the operator to
cross-subsidize the service from other revenues .

Finally, with regard to the rail passenger service, I
think the Federal Government did a great disservice
to the public of Newfoundland in the abandonment of
the rail passenger service in this Province in 1969 . I
am of the strong opinion that it is a great pity that
legal action was not taken then to contest the right of
the Government, under the Terms of Union, to aban-
don a substantial portion of the rail service in this
Province without the consent, at least, of the general
public .

Nevertheless, it is a fact that the service has been
abandoned and to a large degree, the railway opera-
tions have been changed to take into account the fact
that there is no longer a rail passenger service . Pas-
senger rolling stock and related equipment,
employees and services, have all been diverted else-
where and I recognize that it would be a very substan-
tial investment and step to reinstitute a passenger
service. Nevertheless, I feel that immediate feasibility
studies of the institution of a commuter passenger
service should be undertaken . It might, for example,
run to St . John's from the Whitbourne area to service
the Placentia, St . Mary's Bay area, and also the
Conception Bay area. It is my belief that the costs of
instituting a fast commuter service would be minimal
when compared to the benefits to be offered to a
large number of persons now using private automo-
bile or public bus to commute daily to the capital city .

I am also of the opinion that once such a service is
established, it may well be that the expertise brought
back into the railway operations through the hiring of
passenger related employees and the acquiring of
passenger related equipment will be such as to make
it feasible to institute a regular passenger service
across the Island . It would be my recommendation
that a study be undertaken to determine the ways and
means of developing passenger traffic to support at a
reasonable level the institution of such a service . This
would, to a large degree, allow the discontinuance of
the present CN bus service, which, in my opinion, is
completely inadequate as a passenger service and will
continue to be so, regardless of the monies expended
on the provision of more luxurious and lavish coaches
and the like. The fact is that no bus service can
provide the seating and overall comfort of a train,
together with the dining and rest facilities appropriate
to the train mode. It is my view that because of the
relatively lengthy distances travelled by the public in
Newfoundland, and the high degree of reliance by th e

269



public on publicly operated transport, a rail passenger
system is of great importance and every effort should
be made to provide for the reinstitution of such a
service on an efficient and cost effective basis if
possible .

In the preceding paragraphs of this report I have
mentioned my main areas of disagreement with the
interim conclusions reached by the other Commis-
sioners as they relate to the future of the railway in
Newfoundland . I am in general agreement with the
analyses on decisions reached and the recommenda-
tions made in the balance of this report, except where

such analyses, conclusions or recommendations con-
flict with the points set out above in this Minority
Report . In this connection I should note that the
suggestions and recommendations concerning the
chartering of vessels for the coastal service seems to
me to be unwise and I am in firm disagreement with
them . Also, I do not agree with the recommendation
that the Coastal Service be discontinued from Corner
Brook to Labrador. I shall note any other specific
disagreements as necessary in comments attached to
Volume II .
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Glossary

Rail

Break Bulk :
The breakdown of a large shipment into smaller
shipments for trans shipmen t

Carload:
A full rail car of freigh t

Express :
Small parcel service, providing transportation and
(in large urban areas) pickup and delivery servic e

L CL :
Less than carload freigh t

Narrow Gauge:
A gauge of less than standard (standard is 4 feet

8 1/2 inches between the rails) . The Newfoundland

lines are 3 foot 6 inch gauge line s

Piggyback :
The carrying of truck trailer units on railway flatcar s

Reefer:
A refrigerated rail ca r

Standard Gauge :
Railway lines having a gauge of 4 feet 8 1/2 inches
between the rail s

Tri-level Rail Carrier :
Rail car which accommodates three levels of
automobiles verticall y

Truck to Truck :
Exchanging the trucks under a railway car with
another set of trucks, to accommodate gauge
changes

Turnout :
A switch on a rail line

70,85,100# Rail :
The weight of a rail expressed in pounds per yard of
rai l

Road

Arterial Road :
Road intended to move large volumes of traffic at
high speeds and connecting major economic
regions and centres of a province

At-Grade Crossing :
The area where two or more roads join or cross or
where a road and railway cross

Collector Road:
Road which collects traffic from local roads and
feeds it to arterial roads and has a land service
function of equal importance to the traffic service
function

Edge Line :
A painted line on the right or left edge of a lane or
highway (right on two or three lane highways)

Grade Separation:
A crossing at different levels of two roads, or a road
and a railway

Half Load Limit:
A vehicle weight limit on roads allowing one half of
the maximum payload to be carried (applies to

trucks only )

Local Road :
Road which main function is to provide access to
properties adjacent to the road
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Passing Sight Distance:
The length of roadway available for passing and
visible to the driver of a passenger vehicle at any
point on the roadway when the view is unobstructed
by traffi c

RAU 60:
A designation for Rural Arterial Undivided highway
with a design speed of 60 (miles per hour or equiva-
lent kilometers per hour)

Seal Coat:
A single application of asphalt binder, followed by a
single application of cover aggregate, both placed
on an existing bituminous surface

Service Volume:
The maximum number of vehicles that can pass
over a given section of a lane or roadway during a
specified time period while operating conditions
correspond to a specified level of service

Surface Treatment:
The application of asphalt binder and cover aggre-
gate, in various combinations, on a prepared gravel
or crushed stone base

Tote Road:
A temporary road used for transporting construc-
tion materials to the construction site

Weight Scale:
A site on a roadway that is used to measure the
weights of trucks through the use of scale s

Marine

Auto Equivalent :
The space on a ferry consumed by one automobile
(average length of 20 feet) . Ferry vehicle capacity is
usually expressed in terms of x auto equivalents,
e.g ., 'Marine Nautica' and 'Marine Atlantica' can
carry 290 auto equivalents each .

Fast Turn-Around:
A means of increasing the number of trips of a
vessel by decreasing the time spent in travel and in
port, e .g., reducing a Gulf ferry's time in port from a
normal six hours to about two hours

Graving Dock:
A drydock used for repairing ships

Ro/Ro Vessel:
A roll on/roll off vessel where highway or rail vehi-
cles are driven into or off the vessel on their own
wheels

Side Loader :
A vessel in which cargo is loaded through doors in
the vessel's side, rather than end or top loading

Synchrolift :
A lifting device used to assist in repairing vessels by
lifting the vessel completely out of water instead of
putting the vessel in a drydock

Air

Aerodrome:
Any area of land, water or other supporting surface
designed, prepared, equipped or set apart for use
either in whole or in part for the arrival or departure
of aircraft

Belly:
The section of an airplane immediately below the
passenger compartment and used generally to
carry carg o

Class 3 License:
Specific Point commercial air service operated
wholly within Canada serving points consistent with
traffic requirement s

Class 4 License:
Charter commercial air service operated wholly
within Canada that offers public transportation on
reasonable demand (includes recreational flying)

Class 6 License:

Flying club commercial air service

Class 7RF License :
Specialty commercial air service for recreational
flying, i .e ., sightseeing, barnstorming and parachute
jumping

Class 9-3 License:
International Specific Point commercial air service
operated, between points in Canada and points in
any other country consistent with traffic require-
ments

Class 9-4 License:
International Charter commercial air service oper-
ated between places in Canada and places in any
other country

Convertible Freighter :
A freight aircraft which can be converted partially to
carry passengers in seats

National Primary Airport :
A Ministry owned and operated designated interna-
tional or international alternate airport and other
Ministry owned airports which serve population
centres of over 40,000

National Secondary Airport :
An airport of predominantly national interest with
an Air Traffic Demand Index over 400 operated
either by the Ministry or a Municipality or other
designated bod y

Regional Airport:
Airport of predominantly local interest with an Air
Traffic Demand Index of less than 400

STOL:
Short take-off and landin g
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Bus

Feeder :
A bus service which feeds traffic to and from the
main bus service s

Passholder:
A passenger who holds a pass for free or reduced
rate trave l

Revenue Passenger :
A passenger who pays directly for his passag e

General
Back Haul :

Freight carried on the return portion of a round trip

Cross Subsidization :
Subsidization of a service operating at a deficit by a
service operating at a profit, both operated by the
same compan y

Cunit:
1 .18 cords of wood

Degree of Curvature :
The angle measured in degrees at the centre of a
simple circular curve subtended by an arc of 100
feet

Easement Spiral:
A curve of which the radius gradually changes and
is used between a tangent and a circular curve to
ease the centrifugal force on a vehicle from zero on
the tangent to full force on the circular curv e

Grade :
The rate of rise or fall with respect to the horizontal,
e .g., a 6 foot rise or drop in 100 feet horizontal is a
6 percent grade

Interface:
A connection between two different modes of
transport such as rail/ship or rail/truck

Interline :
A car movement which originated or terminated on
a railway other than one under discussio n

Payload:
The maximum weight of cargo that can be carried
by a vehicle, vessel or aircraft

Shrink-wrap :
A plastic film wrap for sealing cargo shipments

Traffic Zone :
A designated area of land based on characteristics
of population, geography, etc ., and used for origin-

destination studies
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