








3.1 Domestic Market

As the domestic market provides the necessary base for export activity, the Committee is
concerned that existing jurisdictional boundaries and government parochialism inhibit the
provision of guidance or support in the development of solutions to national urban problems.
The industry's customers are invariably governments, and as:competition from other countries
is almost invariably supported by government funding of the development and marketing
processes, the Committee stresses the urgency of the need for positive action and co-operation
between all levels of government in Canada in support of the industry.

The Committee is aware that competing national and provincial priorities must affect
Canadian response to the need for solutions to urban problems and to the opportunity
presented by world markets; however, a national urban transportation policy should be
declared. A national urban transportation policy should entail substantial federal funding
of 'system and equipment development' to meet the needs of Canadian cities, and co-operation
by provinces to ensure the early identification and full satisfaction of specific
requirements by Canadian industry. Such policies now exist in the United States, Germany,
France, Japan and other countries.

Support for 'development' is only one element of necessary governmental involvement.
Major aims of a national policy should be the reduction of parochialism and needless diversity
in specification, market stabilization and continuity, greater satisfaction of market demand
and increased Canadian content. Federal financial support for implementation is essential to
the achievement of these aims.

The Committee considers that the requirement for such financial support (for system
implementation) would be satisfied by the provision of federal low cost loans and/or grants.

The Committee for these reasons recommends that:

- The Government of Canada, in agreement with the provinces, establish
and implement a national urban transportation policy, thus support1qg
the development and implementation of urban transportation systems in
Canada.

- As an essential element of the policy, the Government of Canada provide
Tow cost loans to the provinces and municipalities in support of domestic
urban transportation system implementation projects. Consideration should
be given to the establishment of a national urban development bank to
accomplish this recommendation.

- The federal government undertake a program of capital grant support for
specific 1imited demonstrations or development programs of urban transit
equipment or systems so as to aid Canadian municipalities in their
jmplementation of transit programs.

- The federal and provincial governments should ensure that if provincial
or federal funds are being allocated to an urban transit project the
equipment and services for implementing such projects have the optimum
amount of Canadian content (at present a draft bill is before the US
Congress that would provide equivalent legislative requirements for US
transit properties). Such action should not be applied in such a way as to
inhibit export activity.

3.2 Research and Development

Most urban transportation system and equipment research and development (R and D) in
Canada is undertaken by the secondary manufacturing industry in anticipation of or response
to Canadian and foreign bid requirements.



Whilst the Committee recognizes that the structure of the industry and the economic
environment affecting all Canadian industries govern industry operations, major limiting factors
in Canadian R and D are considered to be:

a. Municipal governments involved in the procurement process do not fund
system or equipment development.

b. Although, 'evolution' is the operating industry norm, energy, cost and
other restraints are currently inspiring demand for new technology.

c. Foreign national governments fund the development of urban transportation
systems and system components, thereby implementing a portion of their
national economic goals to maintain technical sovereignty.

d. Some transit operators in foreign countries work with their national
industries in R and D programs; failure to do this in Canada leads to
the exclusion of Canadian products.

./ e. Funding of urban transportation system development has been negligible
compared to that provided by competing nations.

f. The objectives and guidelines of the Enterprise Development Program are
not well understood by Canadian industry.

g. Most provincial governments have not provided substantial R and D support
to the industry.

h. Despite funding limitations Canadian industry has so far managed to maintain
a "leading edge" capability in some technological and product areas. However:

- No company in the Canadian sector can without substantial support
afford to initiate a major system development program.

- R and D funding does not always reach the secondary component Tlevel.

- Small companies can rarely, if ever, create or participate in
development programs.

- Maintenance of the existing momentum within the industry is dependent
on the availability of development funding.

- Such funding should be available on a medium to Tong-term basis to
ensure continuity of design and development processes.

It is recommended that:

- The Government of Canada provide a minimum of $25 million per annum
(e.g. 5per cent of estimated Canadian annual capital expenditure on urban
transportation equipment) for the research and development of concepts,
systems and equipment to meet Canadian urban transportation needs. As
part of this program, industry should be encouraged to make specific
proposals for research, product development and marketing activities aimed
at improved products and systems for domestic and export markets.

- Government R and D support programs and procurement policies (price and
quality comparable) should encourage projects and the use of products of
companies located in Canada with significant innovation, optimum Canadian
content and substantial export potential.

- The objectives and guidelines of the Enterprise Development Program be
clarified and promulgated to Canadian industry.

- Commitments by all levels of government to R and D funding shog]d.be on
a long-term basis (at least five years) to ensure program continuity.
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3.3 Centralized Development Services

There is a need for certain Canadian system, system infrastructure and equipment testing
facilities for use by both the manufacturing and operating industries. Such facilities are
now available to foreign industry, and would in some cases be beyond the resources of any one
Canadian company.

Some current Canadian test programs are inhibited by the lack of adequate testing
capabilities, as operators are for reasons of safety limited in their use of revenue
systems as proving grounds. Such facilities could also serve to demonstrate systems/equipments
to potential buyers.

It is recommended that:

- The Government of Canada commit funding to and participate in the planning
and control of test facilities available to all Canadian companies. The
availability of the Urban Transportation Test Centre at Kingston as a nucleus
for such activity should be investigated.

- The UTTC facilities be made available to Canadian companies for system and
equipment testing and marketing.

3.4 Cost and Productivity

As the elements of the industry are varied so is the level of productivity obtained in
comparison to that of foreign competition. Recent export successes indicate that in at least
some specific types of manufacturing activity the productivity of the Canadian companies
involved has been comparable to or better than that of competing U.S. companies.

There are however a number of factors of concern to the industry. The major ones are
as follows:

a. In recent years, most elements of manufacturing costs have been increasing rapidly
in Canada. While recent developments such as the drop in value of the Canadian
dollar have been offsetting these trends, the Committee is concerned that the
competitiveness of the Canadian industry must remain at Teast as good as that
of its major competitors, particularly the United States.

b. Skilled labour is scarce. Shortages of skilled labour have already led to
the occasional rejection of profitable Tabour intensive work and there is
concern that this situation could become worse in the future.

¢. Llack of standardization and continuity in the domestic market, with consequential
loss of economies of scale, is a further factor working against increased
productivity.

It is recommended that:

- Governments, in considering new steps in taxation or social legislation bear
in mind the impact on manufacturing costs and do not take steps that contribute
to increasing these over and above those of our major competitors.

- Provincial and federal governments address as a matter of priority the problem
of the Tack of available skilled Tabour. The committee understands that this is
a common problem in a number of industry sectors and should be attacked on a
national scale.

- Federal and provincial governments work towards the elimination of needless
diversity in equipment requirements and specifications throughout Canada and
towards increased stability/continuity in the domestic market.


















Appendix 1 to
Urban Transportation Committee
Report

Input From Labour Representative

A Union representative on the Task Force, Mr. Rygus, has indicated in a letter to the
Chairman that he is not able to endorse the recommendations in this report as a complete
reflection of his views.

Mr. Rygus adds that the Canadian Labour Congress is completing a report which will
deal with his concerns, and that this will become his report to the Task Force.

As of the date of completion of this report, the CLC report is not available to
members of the Task Force. It is the understanding of the Chairman that the CLC report
will address a number of issues not specifically directed at the Urban Transportation
Manufacturing Industry, but applicable to a range of manufacturing industries in general.

While the Chairman of this Task Force believes the CLC input to be important, the
timing of the report, coupled with the difficulty of assembling Task Force Members in the
summer months beyond the period originally scheduled for the work of the group, makes
consideration by the group somewhat impractical.

The Chairman understands that at least one other Task Force of the present series will
be able to consider the CLC input directly and comment on it.

In the knowledge that the CLC input will therefore receive some consideration by
industry representatives and will thus be discussed by the Advisory Group to be formed to
consider all task force reports currently being completed, the Chairman has decided not to
delay this report beyond the time frame originally envisaged.
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Industrial Benefits

Two potential benefits are of particular importance. The required research, development and
production processes are labour-intensive and necessitate the employment of professionals and highly
skilled technicians. Equally, since material and product transportation costs are not significant, and as
the necessary skills exist in many areas in Canada, there is a real opportunity for research,
development and production in geographically dispersed areas.

RESEARCH AND DEVELOPMENT

Before 1972, urban transportation equipment research and development in Canada was either
limited or non-existent:

— Canadian cities had grown increasingly automobile-oriented and the transit market was

declining

— municipalities responsible for transit lacked the resources necessary to sponsor high risks, new

technology development

— foreign-owned manufacturers relied on parent organizations for technology, where necessary

adapting equipment to meet Canadian requirements.

Since 1972, strong domestic and foreign markets, provincial initiatives and expressed federal
interest have encouraged R and D. Federal support since 1972 has exceeded $5 million, including
approximately $3 million from Industry, Trade and Commerce. For non-industrial R and D the report of
the Task Force on Urban Transportation lists three agencies, eight universities and 21 consulting firms
involved in hardware development.

Despite the currently high level of R and D activity, the development of complete transportation ..

_systems is limited to the UTDC and Bombardier programs. All other related R and D effort is in
sub-system or component development. Although many of these componentry programs are highly
successful, providing a world lead in some product areas, most were inspired by the prospect of
utilization of the finished product in a Canadian system to be sold into the Canadian and foreign
markets. In effect, although the Canadian engineering and scientific community now has the capability
to undertake total systems R and D, the presence of some form of systems catalyst is essential to
attract R and D investment.

SYSTEMS APPROACH

For both vehicle systems and urban transportation control systems the presentation of a total
systems capability is of paramount importance in development and marketing processes.

In development, the lack of a systems leader has in the past inhibited an effective approach by
Canadian industry to the development of a complete transit system. For most of the companies
invplved the manufacture of urban transportation equipment represents a minor element of total
activity. There has been a reluctance to prime at any level, as the managerial and financial commitment
necessary for such activity must necessarily clash with other corporate priorities.

A general acceptance that the market potential is growing, combined with a down-turn in other
product areas, is increasing the readiness of many companies to commit resources in a planned
approach to the satisfaction of transit requirements. However, fragmentation of industrial capability
remains a problem, inhibiting attempts to develop transportation systems and restricting ability to
compete with well-established foreign development consortia in the market for systems as such.

The need for a catalyst remains, and the effectiveness of current UTDC attempts to provide the
necessary Systems leadership cannot yet be determined. However, other companies are now prepared
to undertake Or co-ordinate sub-system development. If adequate support can be provided while the
industry develops and markets the first of the next generation of transit systems, the activity generated
should become self-sustaining. , ,

In export markets, even orders for individual system components are influenced by a demonstrated
capability to operate within a successful systems environment. In this context, the standards achieved
by Canadian transit operators provide a unique advantage. The Toronto Transit Commission, in



particular, is internationally recognized as the most efficient transit organization in the Americas, and
both Toronto and Montreal provide a reference sell of major significance. Present or retired TTC
officials are internationally recognized as urban transportation experts, and hold directorships in or are
senior consultants to various U.S. and other transit organizations. Their activities, and the TTC
reputation, are a significant factor in overcoming tariff and non-tariff barriers.

The importance of a systems capability and the demonstration of that capability in the domestic
market cannot be over-emphasized. Without it the companies now forming the Canadian industry
sector must inevitably reduce their activity to exploitation of domestic market opportunities under
foreign licence. With it, the Canadian share of the world market can continue to increase.

OUTLOOK

The potential for further development of the Canadian urban transportation systems and
equipment capability is excellent. Although still small, the industry, if it can as yet be classified as such,
is growing in size, output and technological ability. Current export achievements are noteworthy.

The present level of industrial activity results from opportunities in the domestic and
(subsequently) the U.S. markets. Success in competition with foreign manufacturers has been
achieved because of a proven Canadian capability to produce high quality products in relatively small
order lots at a competitive price. Foreign technology has been adapted to meet Canadian and U.S.
needs for conventional vehicles. International recognition of the Toronto and Montreal transit systems
has inspired interest in and respect for Canadian equipment.

The level of demand in the domestic and U.S. markets is likely to be relatively low during the period
1981-85. Continued growth of the industry would therefore seem to depend on maximization of benefit
from these established markets and penetration of new market areas.

CURRENT ISSUES

Domestic Market

The domestic market is fragmented. Provincial interests in industrial and regional economic
expansion vary and the industrial aims of certain provinces, in responding to internal urban
transportation requirements, are in direct conflict.

The danger of further fragmentation of the domestic market remains. The industry now has under
development every type of system for which a Canadian requirement is foreseen, but its success is
dependent upon its ability to penetrate the domestic market and thus demonstrate its systems
capability in revenue service. For this reason the danger of further market fragmentation is significant
and warrants early remedial action.

Some provinces have used internal markets to achieve short-term industrial benefit, yet in no
province does the existing or potential market by itself provide an adequate base for major industrial
activity. The prospect of industrial development therefore provides an incentive for provincial
co-operation. Such an incentive is essential in any attempts to obtain a joint approach to effective
market and industry development.

Other Markets

Current marketing activities in the United States will continue. Federal involvement under the
terms of existing marketing assistance programs will be needed to assist the industry to successfully
penetrate other market areas. 8

In this context the current lack of systems leadership in an approach to foreign markets may limit
the types of opportunity which Canadian companies can access.

Normal federal programs could be used to encourage those co-operative processes essential in an
approach to foreign markets. The recently authorized provision of financial guarantees by EDC to
Canadian consortia bidding for a major export contract should be most beneficial.
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APPENDIX A
URBAN TRANSPORTATION
SYSTEMS DEFINITION

Six classes of transit systems have been identified as having a specific application for urban transit.

Moving Way Transit

Those forms of transit best suited for areas where pedestrian traffic is of higher density (example,
airports, shopping centres, public buildings). Typically, the systems provide short trip service in a
restricted area at slow speed (usually less than 15 mph) with little or no waiting time. Examples are
systems such as moving walkways, escalators and small passive cabs or vehicles which may be
carried on a moving surface or towed along a guideway.

Light Guideway Transit

Vehicles are operated singly and in some cases in small trains over an exclusive guideway under
automatic control. Stations can be either on-line or off-line. The vehicles are usually the size of a small
bus with approximately the same passenger capacity permitting standees. In the off-peak hours some
systems may offer personal demand-activated service.

Personal Rapid Transit

PRT is a transit class in which small vehicles (two to six passengers seated) operate under total
automatic control over an exclusive guideway. All stations are off-line and service is demand-activated.
One passenger can have exclusive use of a vehicle for a non-stop trip from his origin station to his
destination. He may take with him a small party of perhaps three to five others, possibly at no extra
charge.

Light Rail Transit

LRT is generally considered to be a duo rail electric traction service. System operation and servicg
performance fall in a range between local service and grade separated rail rapid transit or heavy rail
transit (HRT). In addition, LRT service must fall into a majority of the following categories for all or a
portion of the operation.

(a) Lightweight construction of rolling stock approximately 750 to 950 Ib. per foot of length.
(b) Low level at grade passenger loading.

(c) Street running (with or without automobile segregation).

(d) Overhead current collection (trolley or pantograph variations).

(e) One man, single car operation.

(f) Reserved-way operation whether or not grade separated.

(9) Train operation of not more than three vehicles in rush periods.

Heavy Rail Transit

Heavy rail transit is generally considered to be duo rail, electric traction servicg. However., a
number of recent designs include rubber tired systems and monorail as well as non-traction pr‘opulsmn
(linear electric motors). Therefore, to be classified as HRT a system must fall into a majority of the
following categories:

(a) line haul service with on-line stations
b) exclusive guideway separated from other traffic (can be at, above or below grade)

) level platform passenger boarding in stations
) train operation
) large vehicles, usually greater than 45 feet in length and 8 to 10 feet wide
heavy vehicles weight range of 750 to 1,200 Ib. per foot of length
) intra-urban or commuter service only (does not include inter-city trains)

(
(c
(d
(e
(f)
(9
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Roadway Transit Systems

These are characterized by vehicles supported by rubber tires and operating on normal roads and
streets. The vehicles in this class are of the automobile and bus types. In most cases the vehicles are
mixed with other traffic, but they may also have use of an exclusive busway lane. RTS may include
priority measures for buses.

There are two sub-systems in this area:

(a) Bus Transit — Vehicles of a size to accommodate 12 to 60 seated passengers, possibly plus
standees, operate with a fixed pattern to meet in time or route or both. This classification
includes normal city bus service and express bus service.

(b) Para Transit — Vehicles of a size to accommodate 6 to 20 seated passengers are used but are
not restricted to a fixed route and time schedule. Included in this sub-class are dial-a-bus, taxi,
car pools, jitneys, drive-yourself taxis, etc. These systems are generally demand-activated.

Definitions are from the LEA TRANSIT COMPENDIUM published by the N. D. Lea Transportation
Research Corporation.

Note: Intermediate Capacity Transit Systems (ICTS) are those systems operating on a reserved right
of way which have a capacity between that of a bus transit system (maximum 6,000 to 12,000 per hour)
and that of a subway system (maximum 40,000 to 50,000 per hour) per direction on one route. As an
example, an upgraded (possibly automated) streetcar system separated from other traffic could carry
between 20,000 and 30,000 passengers per line, per direction, per hour. ICTS systems are of particular
interest to many municipalities because:

— there are many transit corridors requiring more through-put than a bus system, but not justifying

a subway system

— current ICTS development could lead to systems with low operating costs

— provision of such systems can be phased

— increase in capability of individual lines can be varied to meet local needs.
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