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STANDING COMMITTEE ON TRANSPORT AND COMMUNICATIONS 
Chairman: Mr. Gustave Blouin 

Vice-Chairman: Mr. Pat. Mahoney 
and Messrs.

Caccia, Horner, Nowlan,
Carter, Jerome, Pringle,
Coates, Laflamme, Schreyer,
Corbin, Lessard (LaSalle), Serré,
Douglas, Nesbitt, Skoberg,
Godin, Noël, Thomas (Moncton)—(20)

(Quorum 11)
R. V. Virr,

Clerk of the Committee.



ORDERS OF REFERENCE

House of Commons 
Tuesday, October 8, 1968.

Resolved,—That the following Members do compose the Standing Commit
tee on Transport and Communications:

Messrs.

Blouin, Horner, Nowlan,
Caccia, Jerome, Pringle,
Carter, Laflamme, Schreyer,
Coates, Lessard {LaSalle), Serré,
Corbin, Mahoney, Skoberg,
Douglas, Nesbitt, Thomas (Moncton)
Godin, Noël,

Wednesday, October 16, 1968.

Ordered,—That, saving always the powers of the Committee of Supply in 
relation to the voting of public moneys, the items listed in the Revised Main 
Estimates for 1968-69, relating to the Canadian Transport Commission, Com
munications, the National Harbours Board, the Post Office and the St. Lawrence 
Seaway Authority, be withdrawn from the Committee of Supply and referred 
to the Standing Committee on Transport and Communications.

ATTEST:
ALISTAIR FRASER,

The Clerk of the House of Commons.

29105—11
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MINUTES OF PROCEEDINGS
Tuesday, October 22, 1968.

(1)

The Standing Committee on Transport and Communications met this day 
at 11.10 a.m. for the purposes of organization.

Members present: Messrs. Blouin, Caccia, Corbin, Douglas, Godin, La- 
flamme, Lessard (LaSalle), Mahoney, Nesbitt, Noël, Pringle, Serré, Skoberg 
and Thomas (Moncton)—(14).

The Clerk attending and having called for nominations, it was moved 
by Mr. Pringle, seconded by Mr. Serré that Mr. Gustave Blouin be elected 
Chairman of this Committee.

On motion of Mr. Laflamme, seconded by Mr. Nesbitt,
Agreed,—That nominations be closed.

The Clerk put Mr. Pingle’s motion and it was resolved in the affirmative.

Mr. Blouin took the Chair, thanked the members for the honour and 
requested their co-operation during the deliberations of the Committee.

The Chairman then called for nominations for the election of a Vice- 
President.

On motion of Mr. Corbin, seconded by Mr. Pringle,
Agreed,—That Mr. Mahoney be elected Vice-Chairman of the Committee.

On motion of Mr. Lessard (LaSalle), seconded by Mr. Serré,
Agreed,—That the Subcommittee on Agenda and Procedure be comprised 

of the Chairman, the Vice-Chairman and FOUR other members appointed 
by the Chairman after the usual consultations with the Whips of the different 
parties.

It was moved by Mr. Pringle, seconded by Mr. Lessard (LaSalle), that 
the Committee print 750 English and 350 French copies of its Minutes of 
Proceedings and Evidence until such time as Committee Hansards were 
produced in a single bilingual issue similar to the printing of Bills for House use.

After debate thereon, the motion was resolved in the affirmative.

On motion of Mr. Laflamme, seconded by Mr. Lessard (LaSalle),
Agreed,—That the estimates of Canadian Transport Commission, Com

munications, National Harbours Board, Post Office and St. Lawrence Seaway 
Authority be printed as an appendix to today’s Proceedings. (See Appendix 
“A”).

At 11.35 o’clock on motion of Mr. Lessard (LaSalle) the Committee 
adjourned to the call of the Chair.

1—5

R. V. Virr,
Clerk of the Committee.
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44 REVISED ESTIMATES, 1968-69

COMMUNICATIONS

No.
of

Vote
Service 1968-69 1967-68

Change

Increase Decrease

10

(S)

15

A—GENERAL*

Administration, Operation and Maintenance 
including the administration of the Radio 
Act and Regulations issued thereunder and 
authority, notwithstanding the Financial 
Administration Act, to make commitments 
for the current fiscal year for this Vote not 
to exceed $8,894,100 and to spend revenue re
ceived during the current fiscal year (Details,
page 45).............................................................

Research Satellite Program—To provide for 
the design and instrumentation of a series 
of satellites to carry out a scientific research 
program agreed upon jointly by the United 
States National Aeronautical and Space 
Administration and the Defence Research
Board (Details, page 47).............................

Payments to the Canadian National Railway 
Company as detailed in the Estimates and 
Canada's share of the cost of the Inter
national Radio, Telephone nnd Telegraph 
Organizations listed in the Details of the 
Estimates (Details, page 47).....................■■

B—POST OFFICE

Postmaster General—Salary and Motor Car 
Allowance (Details, page 48)......................

Postal Services including Canada's share of the 
upkeep of the International Bureaux at Berne 
and Montevideo (Details, page 48)............

4,971,100

3,500,000

509,000

4,975,000

3,000,000

627,800

3,900

500,000

118,800

8.981, lie 8,902,800 377,390

17,000 17,000

346,622,000 304,143,300 42,478,700

SUMMART

To be voted.................
Authorized by Statute.

349,922,I 
17,9

304,143,300 
17,000

42,478,700

349,939,990 394,199,399 42,478,709

•Consisting of the Government Telecommunications Policy nnd Administration Bureau from the 
Department of Transport, a portion of the Telecommunications and Electronics Branch of that Depart
ment and elements of the Defence Research Telecommunications Establishment from the Defence Re
search Board.
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COMMUNICATIONS 45

Positions
(man-years)

1968-69 1967-68

Details of Services
Amount

1968-69 1967-68

4
4

13
20
39

1

6
1
2
8
7 

23
2

9
106
264

8

4
188
34

11
6

763
(760)

(5)

(765)

2
5

20
23

1

1
1
1
1
6 
7 
1

2
42

287
49

59
102

610
(610)

(5)

A—GENERAL

Communications

Vote 1—Administration, Operation and Mainte
nance Including the administration of the Radio 
Act and Regulations Issued thereunder and 
authority, notwithstanding the Financial Ad
ministration Act, to make commitments for the 
current fiscal year for this Vote not to exceed 
$8,894,100 and to spend revenue received during 
the current fiscal year

ADMINISTRATION, OPERATION AND MAINTENANCE 

Salaried Positions:
Executive, Scientific and Professional:

Senior Officer 2 (18,500-123,.500)
Defence Scientific Service Officer 7 

($20,450-124,250)
Defence Scientific Service Officer 6 

($19,150-121,250)
($18,000-$21,000)
($16,000-$18,000)
($14,000-$! 0,000)
($12,000-514,000)
($10,000-$! 2,000)
($8,000-$l 0,000)
($6,000-$8,000)

Administrative and Foreign Service: 
($18,000-821,000)
(S16,000-$18,000)
($14,000-$! 6,000)
($12,000-514,000)
($10,000-512,000)
($8,000-510,000)
($6,000-58.000)

Technical, Operational and Service: 
($10,000-512,000)
($8,000-510,000)
($6,000-$8,000)
($4,000-56,000)

Administrative Support:
($6,000-58,000)
($4,000-56,000)
(Under $4,000)

Prevailing Rate Positions:
(Full Time)
(Seasonal)

Continuing Establishment. 
Casuals and Others.............

(615)

Freight, Express and Cartage.
Postage........................................ HI................
Telephones, Telegrams, and other Communication

Services.............................................................................
Publication of Departmental Reports.............................
Professional and Special Services......................................
Administrative Services provided by ttie Defence

Rental of Land and Buildings..........
Repairs and Upkeep of Equipment.

5,300,300
28,000

3,837,000
19,000

(1) 5,328,300 3,856,000
(1) 25,000 13,000
(1) 26,000 9,000
(1) 500 .300
(2) 3.36,000 165,000
(2) 14,700 5,700
(2) 16,100 13,000

(2) 64,800 32,000
(3) 28,900 20,000
(4) 361,600 55,000

(4) 1,577,300
(5) 6,000 4,000
(6) 74,700 55,000



46 REVISED ESTIMATES, 1968-69

Positions
(man-years) Details of Services

Amount

1968-69 1967-68 1968-69 1967-68

$ $

A—GENERAL (Continued)

Communications (Continued)

Vote 1 (Continued)
ADMINISTRATION, OPERATION AND MAINTENANCE 

(Continued)

Repairs and Upkeep of Buildings and Works.............. (6)
Office Stationery, Supplies and Equipment.................(7)
Materials and Supplies................................................... (7)
Municipal or Public Utility Services........................... (7)
Sundries......................................................................... (12)

13.100
81.100 
54.700
9.000
8,200

11,000 
57.000 
46 000 
8.000 

25.000

Less: Estimated Revenue...........................................(13)
8,026.000
3,923,000

4,375,000

4,103,000 4,375,000

Expenditure Revenue
1965- 66.......................................  $ 3,698.058 $2,242,412
1966- 67 ....................................... 4,208.241 2,782.128
1967 68 (estimated).................. 4,484,800 2,957,000

Other Personnel Establishment Details (Salaries 
Initially Chargeable to the Government Tele

phone Account and Later Recovered)

17
a

17
2

Salaried Positions:
Technical, Operational and Service:

(Under $4,000)
Administrative Support:
($4,000-$6,000)

19
(19)
(2)

19
(19)
(2)

Continuing Establishment
Casuals and Others

(21) (21)

CONSTRUCTION OR ACQUISITION OF BUILDINGS, 
WORKS, LAND AND EQUIPMENT

Services provided by the Defence Research Board .(4) 
Construction or Acquisition oi Buildings, Works and

Land......................................................................... (8)
Acquisition of Furniture and Furnishings.................... (9)
Construction or Acquisition of Equipment.................. (9)

146,000
193,000 
17.100 

512,000

196,000

404.000

868,100 600.000

Total, Vote 1...................................................................... 4,971,100 4.975,000

4



COMM UN ICA T ION S 47

Positions
(man-years) Details of Services

Amount

1968-69 1967-68 1968-69 1967-68

i «

A—GENERAL (Continued)

Communications (Continued)

Vote 5—Research Satellite Program -To protide 
for the design and Instrumentation of a 
series of satellites to carry out a scientific 
research program agreed upon Jointly by the 
L'nited States National Aeronautical and 
Space Administration and the Defence 
Research Board.................................................... (12) 3,500,000 3,000,000

Expenditure
1965- 66...........................................................  $ 2,986,882
1966- 67 ........................................................... 4,326,032
1967- 68 (estimated)...................................... 3,800,000

Vote 1*—Payments to the Canadian National Rail
way Company as detailed In the Estimates and 
Canada’s share of the cost of the International 
Radio, Telephone and Telegraph Organizations 
listed In the Details of the Estimates

PAYMENTS TO THE CANADIAN NATIONAL RAILWAY 
COMPANY OP THE DIFFERENCE BETWEEN REVENUES
AND EXPENSES IN THE OPERATION AND MAINTE
NANCE OF TELECOMMUNICATION FACILITIES AS DE
TAILED IN THE ESTIMATES IN ACCORDANCE WITH 
AGREEMENTS ENTERED INTO WITH THE COMPANY 
WITH THE APPROVAL OF THE GOVERNOR IN COUNCIL

Canadian National Railway telecommunication system 
north of Yellowknife, from Fort Simpson to Inuvik 
in the Northwest Territories, the amount not to 
exceed $324,889 per year for ten years; estimated 
amount required in the current fiscal year............... 200,000

63,000

318,800

63,000
Tropospheric scatter terminal station at Frobisher, 

N.W.T., estimated at..............................................

(10) 263,000 381,800
Expenditure

1965- 66...........................................................  $ 87,701
1966- 67........................................................... 175,047
1967- 68 (estimated)...................................... 273,000

Canada’s share or the cost or international 
RADIO, TELEPHONE AND TELEGRAPH ORGANIZATIONS

Canada’s Share of the Cost of—
The International Telecommunication Union, 

Geneva, Switzerland..................................... 230,000
6,000

10,000

230,000
6,000

10,000

The Inter-American Radio Office, Havana, Cuba.. 
Grant to the Canadian Radio Technical Planning 

Board..................................................................

GO) 246,000 246,000
Expenditure196.5-66............................................. *

1966-67................................................
1967-68 (estimated)...................................... 259,00(

Total, Vote 10............................................ 509,000 IÎ7,8W
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1
2
1
1

1
1
1

4
8
1
»

REVISED ESTIMATES, 1968-69

Details of Services
Amount

1968-69

$

1967-68

$

B—POST OFFICE

Approximate Value of Major Services not Included 
in these Estimates

Accommodation (provided by the Department of
Public Works)...................................................................

Accounting and cheque issue services (Comptroller
of the Treasury)..................................................

Contributions to Superannuation Account (Treasury
Board) .........................................................................

Contributions to Canada Pension Plan Account and 
Quebec Pension Plan Account (Treasury Board)... 

Employee surgical medical insurance premiums (Treas
ury Board).........................................................................

Employee compensation payments (Department of
Labour)..............................................................................

Carrying of franked mail (included in these Esti
mates) (Post Office Department)................................

35,364,300 30,850,700

750,000 590,000

15,967,000 11,709,900

3,259,400 3,027,800

802,100 1,804,300

401,600 433,000

1,260,700 1,124,600

57,805,100 49,540,300

Statutory—Postmaster General—Salary and Motor 
Car Allowance

Salary...........................
Motor Car Allowance

(1)
(1)

15,000
2,000

17,000

15,000
2,000

17.000

Vote 15—Postal Services Including Canada’s share 
of the upkeep of the International Bureaux at 
Berne and Montevideo

DEPARTMENTAL ADMINISTRATION INCLUDING 
Canada’s share or the upkeep or the inter
national BUREAUX AT BERNE AND MONTEVIDEO

Salaried Positions:
Executive, Scientific and Professional:

Deputy Postmaster General (826,500)
Senior Officer 3 ($20,500-825,750)
Senior Officer 2 ($18,500-823,500)
Senior Officer 1 ($16,500-821,250) 
($18,000-821,000)
($16,000-818,000)
($14,000-816,000)
($12,000-814,000)
($10,000-812,000)
($8,000-810,000)

Administrative and Foreign Service: 
($18,000-821,000)
($16,000-818,000)
($14,000-816,000)

6



13
20

113
55
4

2
17
9

1
28

203
26

521
(521)

(2)

(523)

COMMUNICATIONS 49

Details of Services
Amount

1968-69 1967-68

B-POST OFFICE (Continued)

"ote 15 (Continued)

DEPARTMENTAL ADMINISTRATION (Continued)

lalaried Positions: (Continued)
Administrative and Foreign Service: (Continued) 

(512,000-114,000)
(510,000-612,000)
(58,000-610,000)
(56,000-58,000)
(54,000-66,000)

Technical, Operational and Service: 
(66,000-58,000)
(54,000-56,000)
(Under 54,000)

Administrative Support:
(58,000-610,000)
(66,000-58,000)
(54,000-66,000)
(Under 54,000)

Continuing Establishment. 
Casuals and Others..............

Salaries and Wages.................................................................. (1)
Dvertime.....................................................................................(1)
Iravelling Expenses................................................................ (2'
Freight, Express and Cartage..............................................(2‘
Telephones and Telegrams................................................... (2'
Publication of Departmental Reports and Other

Material............................................................................... (3)
Exhibits, Advertising, Broadcasting and Displays... (3)
Professional and Special Services....................................... (4)
Corps of Commissionaire Services.....................................(4;
Film Strips and Photography............................................. (4,
Rental of Office Machines..................................................... (5
Repairs and Upkeep of Equipment................................... (6]
Repairs to Office Equipment...............................................16]
Repairs to Furniture and Furnishings...............................(6;
Photographic Equipment......................................................(7
Office Stationery, Supplies and Equipment....................(7
Acquisition of Furniture and Furnishings........................W.
Acquisition of other Equipment......................................... (9’
Canada’s share of the upkeep of the International

Bureaux at Berne and Montevideo...........................(10)
Sundries.....................................................................................(12)

4,092,700
284,300

4,377,000
5,000

635,200
4,000

35,600

92,000
369,000
80,700
25,100
11,500
40,000

300

1,000
2,700

138,500
16,500
19,000

75.200
36.200

3,360,600
12,000

3,372,600
5,000

624,100
8,000

26.400

84,000
371,500
45.400 
24,800
7,500

21,000
300
100

6,000
2,700

108,700
10,100
8,400

67,500
15,900

5,964,500 4,810,000

1965- 66.......................
1966- 67.......................
1967- 68 (estimated)

Expenditure 
6 3,100,774 

3,696,798 
5,021,900

7



50 REVISED ESTIMATES, 1968-69

Portions
(man-years) Details of Services

1968-69 1967-68 1968-69 1967-68

$ $

B—POST OFFICE (Continued)

Vote 15 (Continued)

OPERATIONS INCLUDING SALARIES AND OTHER 
EXPENSES OF STAFF POST OFFICES, DISTRICT OFFICES, 
RAILWAY MAIL SERVICE STAFFS, AND SUPPLIES, 
EQUIPMENT AND OTHER ITEMS FOR REVENUE POST

OFFICES, INCLUDING ADMINISTRATION

Headquarters

Salaried Positions:
Executive, Scientific and Professional:

1 1 Senior Officer 1 ($16,500-521,250)
2 1 ($16,000-518,000)
3 4 ($14,000-516,000)
5 4 ($12,000-514,000)

15 11 ($10,000 $12,000)
2 ($8,000-510.000)

Administrative and Foreign Service:
2 2 ($18,000-521,000)

1 ($16,000-518,000)
1 ($14,000-516,000)
5 5 ($12,000-514,000)
8 15 ($10,000-512,000)

53 30 (58.000-510.000)
15 12 (56,000-58,000)

Technical, Operational and Service:
16 11 ($8,000-510.000)
38 20 (56,000-58,000)
11 34 ($4,000-56,000)

Administrative Support:
10 15 ($6,000-58,000)
38 40 ($4,000-56,000)

1 2 (Under 54,000)

224 210

Staff Post Offices

Salaried Positions:
Executive, Scientific and Professional:

1 1 ($10,000-512,000)
2 2 (58,000-$10,000)

Administrative and Foreign Service:
2 2 ($18,000-521,000)
5 5 ($14,000-516,000)

(512,000-514,000)12 8
22 20 ($10,000-512,000)

289 215 (58,000-510,000)
293 290 (56,000-58,000)

Technical, Operational and Service:

13
5,949

25,003
1

4,006

1
9 

379 
29,102

1

($10,000-512,000)
($8,000-510,000)
($6,000-58,000)
($4,000-50,000)
(Under $4,000)
(Part Time)3,749

Administrative Support:
31 19 ($0,000-58,000)

523 457 ($4,000-56,000)
64 51 (Under $4,000)
33 10 (Part 'I’ime)

Prevailing Hate Positions:
25 25 (Full Time)

36,274 34,355
8



COMMUNICATIONS 51

Positions
(man-years) Details of Services

Amount

1968-69 1967-68 1968-69

$

1967-68

1

B—POST OFFICE (Continued) 

Vote 15 (Continued)

operations (Continued) 

District Offices

1
H
13
33

189
42

127
265

46
473

52

1,255

89
244

333

1
14
13
29

166
32

2
63

275
10

46
415

61

1,127

341

38,086
(36,067)

(2,758)

(38,825)

341

36,033
(34,154)
(3,168)

(37,322)

Salaried Positions:
Administrative and Foreign Service: 

($18,000-121,000)
($14,000-116,000)
($12,000-$14,000)
($10,000-$12,000)
($8,000-$10,000)
($6,000-58,000)

Technical, Operational and Service:
($8,000-$10,000)
($6.000-58,000)
($4,000-$6,000)
(Under $4,000)

Administrative Support: 
($6,000-58,000)
($4,000-56,000)
(Under $4,000)

Railway Mail Service Staffs

Salaried Positions:
Technical, Operational and Service: 

($6,000-18,000)
($4,000-56,000)

Continuing Establishment. 
Casuals and Others..............

Overtime

Travelling and Removal Expenses...................................
Freight, Express and Cartage.......................................... "
Telephones and Telegrams.................................................
Publication of Departmental Reports and Other

Professional and Special Services. 
School Fees........................................

Repairs to Office Equipment.................
Repairs to Furniture and Furnishings. 
Repairs and Upkeep of Equipment....

213,787,000 
9,123,500

182,333,100
10,714,000

(1) 222.910,500 193,047,100
1) 8.414 400 7,933,000

(1) 1,737.000 1,715,000
(1) 212.000 108,000
(1) 240.000 240,000
(1) 237,500 220,000
(2) 733,000 604.000
(2) 115.000 95,000
(2) 365,400 301,500

(3) 84,000 87,600
<«> 56,000 48,000
(4) 55,000 37,000
(4) 3.500 2.800
(5) 48,000 48,000
5) 16,000 18,000

(5) 330,000 113.000
(6) 22,000
(61 18,000 50,000
(6) 771,500 522,000

9



52 REVISED ESTIMATES, 1968-69

Positions
(man-years)

1968-09 1967-68

Details o( Services
Amount

1968-69

1
1967-68

S

B—POST OFFICE (Continued)

Vote 15 (Continued)

operations (Continued)

Office Stationery, Supplies and Equipment..
Mail Bags and Letter Carrier Satchels...........
Uniforms...................................................................
Materials and Supplies..........................................
Acquisition of Machine and Hand Tools........
Public Utilities.......................................................
Acquisition of Office Equipment......................
Acquisition of Furniture and Furnishings.......
Acquisition of Equipment...................................
Sundries......................................................... ...........

.(7:

.a:
:&

.(9) 

.(9) 
■ (9) 
02)

Expenditure
1965- 66...............................................................  $160,948,418
1966- 67............................................................... 181,786,874
1967- 68 (estimated)....................................... 213,356,300

TRANSPORTATION—MOVEMENT OP MAIL BT LAND, 
AIR AND WATER, INCLUDING ADMINISTRATION

1

1
5
7 

10
8

19
23

69
(69)

1

1
5
7
8 
2

17
21

62
(62)

Salaried Positions:
Executive, Scientific and Professional:

Senior Officer 1 ($16,500-121,250) 
Administrative and Foreign Service: 

($18,000-521,000)
($12,000-514,000)
($10,000-512,000)
($8,000-510,000)
($6,000-$8,000)

Administrative Support: 
($6,000-58,000)
($4,000-56,000)

Salaries....................................................................................... (1)
Overtime................................................................................... (1.
Travelling Expenses................................................................(2’
Telephones and Telegrams...................................................(2^
Mail Service by Railway..................................................... (2!
Mail Service by Ordinary Land Conveyance, in

cluding Rural Mail Delivery.......................................(2!
Mail Service by Air................................................................(2(
Mail Service by Water.......................................................... (2(
Repairs to Office Equipment.............................................. (6)
Repairs to Furniture and Furnishings.............................. (6)
Office Stationery, Supplies and Equipment....................(7)
Acquisition of Furniture and F'umishmgs........................(9)
Sundries....................................................................................(12)

Expenditures
1965- 66................................................................  $72,575,189
1966- 67................................................................ 78,904,367
1967- 68 (estimated)........................................ 84,160,000

1,128,600
1,167,000
1,387,000
1,103,000

28,000
22,000
25,000

481,000
3,132,500

8,000

244,827,900

569,300
200

15,000
4,700

15,628,000

46,910,000
25,351,000
2,607,000

500
10,000

500
500

91,096,700

1,049,700
1,159,000
1,476,000

997,200
23,000
20,000
25,800

450,600
2,631,000

8,000

213,052,300

507,700
200

10,000
3,400

14,660,000

41,938,000
21,738,000
2,705,000

1,000
200

8,800
1,600

100

81,574,000

10



COMMUNICATIONS 53

Positions
(man-yeara)

1988-69 1967-68

Details of Services
Amount

1968-69 1967-68

1
6
1

16
11

2
1

1
33

271
52

1
5
1

13
11

8

1
28

266
46

395
(395)

(23)

381
(381)
(20)

(418) (401)

B—POST OFFICE (Continued)

Vote 15 (Continued)

FINANCIAL SERVICES INCLUDING AUDIT OF REV
ENUE, MONEY ORDER AND SAVINGS BANK BUSI

NESS; AND POSTAGE STAMPS 
Salaried Positions:

Executive, Scientific and Professional:
Senior Officer 1 ($16,500-121,250) 

Administrative and Foreign Service:
($18,000-221,000)
($12,000-514,000)
($10,000-512,000)
($8,000-510,000)
($6,000-88,000)

Technical, Operational and Service: 
($4,000-56,000)
(Under $4,000)

Administrative Support:
($8,000-110,000)
($6,000-18,000)
<$4,000-$6,000)
(Under $4,000)

Continuing Establishment. 
Casuals and Others..............

Overtime.

Travelling Expenses......................  (2^
Telephones and Telegrams................................................... (2;
Security Transfer of Cash Deposits and use of Night

Deposit Services...............................................................(4'
Rental of Accounting Machines........................................... (5
Repairs to Office Equipment...............................................(6
Repairs to Furniture and Furnishings...............................(8
Office Stationery, Supplies and Equipment....................(7'

Manufacture of Postage Stamps and Stamped Post
age Supplies........................................................................(7;

Postage Meter and Postage Register Supplies...............(7]
Acquisition of Furniture and Furnishings........................(9’
Acquisition of Other Equipment........................................(9

1967-68 (estimated).

Total, Vote 15..........

2,257,800 2,030,200
61,600 26,000

2,319,400 2,056,200
5,000 5,000
1,200 500
5,000 3,500
9,600 6,900

38,000 37,000
628,400 376,400.................. 3,000

500 100
126,800 75,500
183,400 163,400

1,394,600 1,914,600
16,000 55,000
2,000 9,900
3,000

4,732,900 4,707,000

:

J

146,«22,«H 164,143,366

11
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54 REVISED ESTIMATES, 1968-69

Positions
(man-years) Details of Services

Amount

1968-09 1967-68 1968-69

$

1907-68

$

B-POST OFFICE (Continued)

Comparison of Expenditures from Appropriations 
and from Revenue with Gross Revenue (ex
clusive of major services not included in these 
Estimates)

Expendi
tures Expendi-
from tures Total Gross

Appropri- from Expendi- Cash
ations Revenue tures Revenue

$ $ $ $
1905-66..240,174,954 38,511,972 278,686,926 276,050,558 
1908-67..268,474,253 42,100,121 310,574,374 295,529,358
1967- 68 
(esti
mated)..307,498,300 46,340,000 353,838,300 335,698,000
1968- 69 
(esti
mated).^, 622,000 48,296,000 349,918,000 358,504,000

12



TRANSPORT 499

No.
of

Vote
Service 1968-69 1967-68

Change

Increase Decrease

S l * $

C—CANADIAN TRANSPORT 
COMMISSION

50 Administration, Operation and Maintenance in
cluding the degaussing of Canadian Govern
ment ships and Canadian-owned merchant 
ships of 3,000 gross tons to 20,000 gross tons 
of Canadian registry or of United Kingdom 
registry if subject to re-transfer to Canadian 
registry under special intergovernmental ar
rangement (Details, page 537)........................... 4,600,900

3,000,000

5,000,000

10,000,000

96,000,000

11,033,300

3,556,300

3,000,000

5,000,000

10,000,000

110,000 000

9,727,000

1,044,600
55 Payment of operating subsidies as approved by 

Treasury Board to regional air carriers 
(Details, page 538)..................................................

(8) Railway Grade Crossing Fund (Details, page
538)................................................................

60 Amount to be credited to the Railway Grade 
Crossing Fund, in addition to the amount to 
be credited to the Fund under the Railway 
Act in the current fiscal year, for the general 
purposes of the Fund and, notwithstanding 
section 30 of the Financial Administration 
Act, to authorize the making of commitments 
totalling $48,967,000 (in addition to any com
mitments in respect of which amounts are 
appropriated under this or any other Act) in 
the current and subsequent fiscal years (De
tails, page 539;.....................................................

(S) Payments to railway and transportation com
panies of amounts determined pursuant to 
the provisions of the National Transportation 
Act (Details, page 539)......................................... 14,000,000

65 Steamship Subventions for Coastal Services 
as detailed in the Estimates (Details, page
539).................................................. ................. 1,306,300

129,634,200 141,283,300 11,649,100

Summary

To be voted...................................................... 28,«34,2M
lii.m.m

26,283,300
116,000,000

2,350,900
Authorized by Statute........................ 14,000,000

12»,634,250 141,283,3H 11, «4», IN

13
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500 REVISED ESTIMATES, 1968-69

No.
of

Vote
Service 1968-69 1967-68

Change

Increase Decrease

70

75

80

85

90

D—NATIONAL HARBOURS BOARD

Payments to National Harbours Board, subject 
to the provisions of section 29 of the National 
Harbours Board Act, to meet reconstruction 
and capital expenditures during the calendar 
year 1908 as detailed in the Estimates (De
tails, page 541)..................................................

Payment to the National Harbours Board to 
be applied in payment of the deficit (exclusive 
of interest on advances authorized by Parlia
ment and depreciation on capital structures) 
expected to be incurred in the calendar year 
1968 in the operation of the Jacques Cartier 
Bridge, Montreal Harbour (Details, page 541)

To authorize expenditures by the National 
Harbours Board, either by itself or on behalf 
of or in co-operation with others for the con
struction of retaining walls along the bunks of 
the St. Charles River between the proposed 
dam at the mouth of the river and Scott 
Bridge at Quebec Harbour; such amount to 
be credited to the National Harbours Board 
Special Account and to constitute an absolute 
grant without interest, notwithstanding 
sections 28 and 29 of the National Harbours 
Board Act (Details, page 541)...................

E-ST. LAWRENCE SEAWAY 
AUTHORITY

Operating deficit and capital requirements of 
Canals and Works entrusted to the St. Law
rence Seaway Authority with the approval 
of the Governor in Council, and to authorize, 
notwithstanding the Financial Administra
tion Act or any other Act, the disbursement 
by the Authority of revenues derived from 
the operation and management of such
Canals and Works (Details, page 542)......

Payment to the St. Lawrence Seaway Author
ity, upon application approved by the Minister 
of Transport, made by the Authority to the 
Minister of Finance, to reimburse the Author
ity in respect of the Welland Canal deficit 
incurred by the Authority during the calendar 
year 1968 (Details, page 542).....................■■

7,450,000

430,000

5,880,000

473,600

1,570,000

43,600

2,000,000 2,000,000

0,880,000 0,353,600 3,520,400

2,400,000

9,855,000

2,370,000

9,925,000

30,000

70,000

12,255,000 12,205,000 40.000

14



536 REVISED ESTIMATES, 1968-69

Positions
(man-years)

1988-69 1967-68

Details of Services
Amount

1968-69 1967-68

C—CANADIAN TRANSPORT COMMISSION

Approrimate Value of Major Service» not Included 
In these Estimates

Accommodation (provided by the Department of
Public Works)...........................................................

Accounting and cheque issue services (Comptroller of
the Treasury)...............................................................

Contributions to Superannuation Account (Treasury
Board)...........................................................................

Contributions to Canada Pension Plan Account and 
Quebec Pension Plan Account (Treasury Board)... 

Employee surgical-medical insurance premiums (Trea
sury Board)..................................................................

Employee compensation payments (Department of
Labour)....................................................................

Carrying of franked mail (Post Office Department)....

313,000

60,900

248,700

26,300

6,900

200
21,400

667,400

288,700

66,600

205,600

21.900

16.900

100
19,000

607,800

15



TRANSPORT 537

Positions
(man-years) Details of Services

Amount

1668-69 1967-68 1968-69 1967-68

$ $

C—CANADIAN TRANSPORT COMMISSION
(Continued)

Vote 50— Administration, Operation and Mainte-
nance Including the degaussing of Canadian 
Government ships and Canadian-owned mer
chant ships, of 3,000 gross tons to 30,000 gross 
tons, of Canadian registry or of United King-
dum registry if subject to re-transfer to Cana
dian registry under special Inter-governmental
arrangement

ADMINISTRATION

1 President ($40,000)
2 Vice-President ($35,000)
6 3 Chairman ($27,000)
8 9 Member ($24,000)

Salaried Positions:
Executive, Scientific and Professional :

8 10 Senior Officer 1 ($16,500-$21,250)
5 ($18,000-121,000)
3 3 ($16,000-$18,000)

11 2 ($14,000-316,G00)
15 8 ($12,000-$14,000)
17 21 ($10,000-$12,000)
4 3 ($8,000-$10,000)

1 ($6,000-$8,000)
Administrative and Foreign Service:

2 2 ($18,000-$21,000)
5 1 ($16,000-$18,000)
8 9 ($14,000-316,000)
7 6 ($12,000-$14,000)
8 12 ($10,000-312,000)

36 30 ($8,000-310,000)
6 19 ($6,000-38,000)

Technical, Operational and Service:
2 1 ($14,000-316,000)

14 2 ($12,000-314,000)
14 26 ($10,000-312,000)

2 ($8,000-310,000)
6 ($6,000-38,000)
1 (Under $4,000)

Administrative Support:
3 ($8,000-310,000)

41 16 ($6,000-38,000)
122 114 ($4,000-$6,000)
29 50 (Under $4,000)

377 356
2,978,200(377)

(7)
(356)

(S)
3,405,500

28,000 18,500

(384) (361) Salaries and Wages................................................................(1) 3,433,500 2,996,700
500

Allowances...............................................................................(l) 2,600 300
Travelling and Removal Expenses.................................. (2) 274,500 177,000
Freight, Express and Cartage............................................(2) 3,000 27W0
Postage..................................................................................... (2) 3,900 1,600

16



538 REVISED ESTIMATES, 1968-69

Positions
(man-years)

1968-69 1967-68

Details of Services
Amount

1968-69 1967-68

t $

C—CANADIAN TRANSPORT COMMISSION 
(Continued)

Vote 50 (Continued)

administration (Continued)

Telephones, Telegrams and Other Communication
Services............................................................................

Publication of the Annual Report...................................
Advertising.............................................................................
Professional and Special Services....................................
Official Reporting Services................................................
Office Stationery, Supplies and Equipment.................
Sundries....................................................................................

.(2)

.(3)

.(3)
(4)

(4)
.(7)
(12)

Expenditure
1965- 66.................................................................... $ 2,524,037
1966- 67.................................................................... 2,937,035
1967- 68 (estimated)........................................... 3,511,553

DEGAUSSING CANADIAN GOVERNMENT SHIPS AND 
CANADIAN-OWNED MERCHANT SHI PS, OF 3,000 GROSS 
TONS TO 20,000 G ROSS TONS, OF CANADIAN REGISTRY 
OR OF UNITED KINGDOM REGISTRY IF SUBJECT TO 
RE-TRANSFER TO CANADIAN REGISTRY UNDER 
SPECIAL INTER-GOVERNMENTAL ARRANGEMENT. . .(12)

Expenditure
1965- 66.................................................................... $ 117,876
1966- 67.................................................................... 113,469
1967- 68 (estimated)........................................... 90,000

58,500
22,900
7,500

559,000
13,000

102,000
10,000

37,300
17,800
6,000

99,000
13,000
73,900
6,300

4,490,900 3,431,300

110,000 125,000

Total, Vote 51

Expenditure
1965- 66.................................................................... $ 2,641,913
1966- 67 ................................................................... 3,050,504
1967- 68 (estimated)........................................... 3,601,553

3,556,300

Vote 56— Payment of operating subsidies as 
approved by Treasury Board to Itegional Air 
Carriers...........................................................................(10)

Expenditure
1965- 66.................................................................... $
1966- 67.....................................................................................
1967- 68 (estimated)........................................... 3,000,000

Statutory—Hallway Grade Crossing Fund 
(Chap. 234, U.S., as amended).............................(10)

3,006,000

5,100,000

3 ,000,000

,000,600

17



TRANSPORT 539

Positions
(man-years) Details of Services

Amount

1968-G9 1907-68 1968-69

$

1967-68

$

C—CANADIAN TRANSPORT COMMISSION 
(Continued)

Vote 60—Amount to be credited to the Railway 
tirade Crossing Fund, in addition to the 
amount to be credited to the Fund under 
the Railway Act In the current fiscal year, 
for the general purposes of the Fund and, 
notwithstanding section 30 of the Financial 
Administration Art, to authorize the making 
of commitments tola ling <4-.%;,(XlO (in addi
tion to any commitments in rcsiiect of w hich 
amounts are appropriated under this or any 
other Act) in the current and subsequent 
fiscal years.................................................................. (II)

Expenditure
1965- 66................................................................... $ 9,000,000
1966- 67................................................................... 10,000,000
1967- 68 (estimated)........................................... 10,000,000

Statutory -Payments to railway and transportation 
companies of amounts determined pursuant to 
the provisions of the National Transportation 
Art ................................................................(10)

1965- 66
1966- 67
1967- 68 (estimated).. . .................... 110,000,000

10,000.000 10,000,000

110,1

Vote 05—Steamship Subventions for Coastal Serv
ices as detailed In the Estimates

WESTERN LOCAL SERVICES 

Service between—
Gold River and Zeballos, B.C.......................................
Vancouver and Northern British Columbia Ports 
Vancouver and West Coast of Vancouver Island B.C.

33,480
270,000
130,000

24,000
270,000
88,000

EASTERN LOCAL SERVICES 

Service between—
Burnside and St. Brendans, Newfoundland
Cartnanville and Fogo Island, Nfld..............
Cobb’s Arm and Change Islands, Nfld.......
Dalhousie, N.B and Maguasha, Que...........
Grand Manan and the Mainland, N.B.........
Greenspond and Badger’s Quay, Nfld.........
Halifax, N.S. and Cupids, Nfld.....................

14.500
27.500
10.000
37.500 

259,000
25,000
40,000

27,500

259,000

18



540 REVISED ESTIMATES, 1968-69

Poeitione
(man-years)

1968-69 1967-68

Details of Services
Amount

1968-69 1967-68

C—CANADIAN TRANSPORT COMMISSION 
(Continued)

Vote 65 (Continued)

eastern local services (Continued)

Service between—(Continued)
Halifax, N.S. and St. John's, Nfld...........................
Ile-aux-Coudres and Les Eboulements, Que............
Ile-aux-Grues and Montmagny, Que. (summer)....
Ile-aux-Grues and Montmagny, Que. (winter).........
Iles de la Madeleine, Que., Cheticamp and Halifax,

N.S......................................................................
Iles de la Madeleine and Montreal, Que................
Montreal, Quebec, Rimouski and North Shore

Ports, Que...........................................................
Mulgrave, Canso and Arichat, N.S........................
Owen Sound, Manitoulin Island and Georgian Bay,

Ont.......................................................................
Pelee Island and the Mainland, Ont.......................
Pic tou, N.S., Charlottetown, P.E.I. and Iles de la

Madeleine, Que...................................................
Portugal Cove and Bell Island, Nfld.....................
Prince Edward Island and Newfoundland..........
Prince Edward Island and the North Shore of the

St. Lawrence River, Que......................................
Prince Edward Island and Nova Scotia...................
Quebec, Natashquan and Blanc Sablon, Que..........
Rimouski and North Shore Porte to Blanc Sablon

Que..........................................................................
Riviere-du-Loup and St-Simeon, Que........................
St. Lawrence River and Gaspe Ports to Chandler,

Que.....................................................................
Sorel and lie St-Ignace, Que..................................
Trois-Pistôles and Les Escou mains, Que.............
Twill in gate and New World Island, Nfld............

NEWFOUNDLAND COASTAL STEAMSHIP SERVICES

Financial Assistance to the operation of Coastal Steam
ship Services............................................................

(10)

Expenditure
1965- 66...........................................................  $ 9,365,273
1966- 67........................................................... 10,723,205
1967- 68 (estimated)...................................... 11,684,610

220,000
33,000
6,500
1,700

35,000
100,000

770,000

213,735
88,695

278,000
265,234
82,900

35,000
912,625

21,000

43,000
43,000

63,400

6,973,531

11,033,366

33,000
6,500
1,700

35,000
100,000

52.400

157,000
78,695

278,000
267,925
82,900

35,000
819,700
430,000

290,000
21,000

43,000
43,000
5,000

63.400

6,216,280

1,727,1
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TRANSPORT 541

Positions
(man-years)

Amount
Details of Services

1968-69 1967-68 1968-69

$

1967-68

$

D—NATIONAL HARBOURS BOARD

Vote 7»—Payments to National Harbours Board, 
subject to the provisions of section 29 of the 
National Harbours Board Act, to meet recon
struction and capital etpcndltures during the 
calendar year 1968 as detailed In the Estimates

Construction or Acquisition of Buildings, Works and 
Land—

Halifax.............................................................................
Saint John.......................................................................
Chicoutimi.....................................................................
Quebec.............................................................................
Prescott...........................................................................
Churchill............. ..... .....................................................

Construction or Acquisition of Equipment—
Halifax.............................................................................
Quebec.............................................................................
Prescott...........................................................................
Port Col borne................................................................
Churchill.........................................................................

Generally—Unforeseen and M scellaneous...................

.(8)

.(8)

.(8)

.(8)

.(8)

.(8)

.(9)

.(9)

.(9)

.19)

.(9)
(12)

Less—Amount to be expended from Replacement 
and Other Funds.......................................... '...............(13)

Expenditure
1965- 66...................................................................  $ 747,467
1966- 67 ................................................................... 4,202,600
1967- 68 (estimated)........................................... 4,658,000

Vote 75— Payment to the National Harbours 
Board to be applied In payment of the dellrlt 
(exclusive of Interest on advances authorized 
by Parliament and depreciation on capital 
structures) expected to be Incurred In the 
calendar year 1968 In the operation of the 
Jacques Cartier Bridge, Montreal Harbour. .(12)

Expenditure
1965- 66...................................................................  $ 160,000
1966- 67................................................................... 1,548,963
1967- 68 (estimated)........................................... 473,600

Vote 89-To authorize expenditures by the Na
tional Harbours Board, either by Itself or on 
behalf of or In co-operation with others for 
the construction of retaining walls along the 
banks of the St. Charles Hiver between the 
proposed dam at the mouth of the river and 
Scott Bridge at Quebec Harbour: such 
amount to be credited to the National 
Harbours Hoard Special Account and to con
stitute an absolute grant without Interest, 
notwithstanding Sections 28 and 29 of the 
National Harbours Board Act............................. (8)

4,087,000
1,287,000

268,000
2,700,000

750,000

440,000

450,000
200,000

10,182,000

2,732,000

7,459,060

436,060

2,000,000

3,848,000
1,890,000

400,000
2,540,000

400,000
675,000

302,000
75,000

300,000
86,400

600,000
200,000

11,216,400

5,336,400

5,880,000

473,600
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Position*
(man-years) Details of Services

Amount

1968-69 1967-68

E—ST. LAWRENCE SEAWAY AUTHORITY

Vote 85—Operating deficit and capital requirements 
of canals and works entrusted to the St. Law
rence Seaway Authority with the approval of 
the Governor In Council, and to authorize, not
withstanding the Financial Administration 
Act or any other act, the disbursement by the 
Authority of revenue derived from the operation 
and management of such canals and works

Construction or Acquisition of Buildings, Works and
Land..................................................................................... (8)

Construction or Acquisition of Equipment..................... (9)
Operating Deficit................................................................... (12)

Expenditure
1965- 66................................................................. S 1.899,563
1966- 67................................................................. 2,760,000
1967- 68 (estimated)........................................ 2,370,000

Vote 80—Payment to the St. Lawrence Seaway 
Authority, upon application approved by the 
Minister of Transport, made by the Authority 
to the Minister of Finance, to reimburse the 
Authority In respect of the Welland Canal deficit 
Incurred by the Authority during the calendar 
year 1968

1968-69

*

1967-68

«

45,000
2,355,000

2,4M,000

85,000
55,000

2,230,000

2.J70.0M

I Deficit

1965- 66........................
1966- 67.......................
1967- 68 (estimated)

..................... (12)

Expenditure 
5 8,175,000 

10,059,000 
8,725,0001

9,855,000 9,125,0M
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LOANS, INVESTMENTS AND ADVANCES 581

Service 1968-69 1967-68
Change

Increase Decrease

t $ 1 s

National Harbours Board

Advances to National Harbours Board, subject 
to the provisions of section 29 of the National 
Harbours Board Act, to meet expenditures 
applicable to the calendar year 1968 on any or 
all of the following accounts:
Reconstruction and Capital Expenditures—

St. John’s.................................. $ 515,000
Trois Rivieres.......................... 277,000
Montreal.................................... 7,838,000
Vancouver................................. 8,360,000

16,990,000
Less—amount to be expended 

from Replacement and other
Board Funds................................ 2,290,000

14,700,000 30,796,000

18,000,000

16,096,000

18,000,000Appropriation not required for 1968-69.............

14,700,000 48,796,000 34,096,000

St. Lawrence Seaway Authority

Loans to the St. Lawrence Seaway Authority 
in such manner and subject to such terms and 
conditions as the Governor in Council may

41,000,000 45,500,000 4,500,000

147,295,000 161,975,001 14,680,001
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MINUTES OF PROCEEDINGS
Friday, November 15, 1968

(2)

The Standing Committee on Transport and Communications met this day 
at 9.35 a.m., the Chairman, Mr. Blouin, presiding.

Members present: Messrs. Blouin, Carter, Corbin, Douglas, Jerome, Lessard 
(LaSalle), Marshall, McGrath, Nesbitt, Noël, Pringle, Schreyer, Skoberg, 
Thomas (Moncton)—(14).

Also present: Messrs. Hees, McCleave, Lundrigan and Moores, Members of 
Parliament.

In attendance: From the Canadian Transport Commission: Hon. J. W. Pick- 
ersgill, President, Mr. H. Arbique, secretary, Mr. L. L. Marks, Financial Adviser.

The Chairman announced that the following members had been appointed 
to the Steering Committee: Messrs. Blouin, Godin, Mahoney, Serré, Schreyer 
and Thomas (Moncton).

Pursuant to the Order of Reference, the Chairman called the Estimates of 
the Canadian Transport Commission and introduced the President Hon. J. W. 
Pickersgill.

Mr. Pickersgill briefly outlined the responsibilities, functions and opera
tions of the Commission and was examined thereon by the Committee.

It was moved by Mr. Nesbitt that the Committee seek the permission of the 
House to continue its study of the transportation problems of the Atlantic 
Provinces.

After debate thereon, and the bells having rung calling the House to order, 
the Committee adjourned to the call of the Chair.

R. V. Virr,
Clerk of the Committee.
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EVIDENCE

(Recorded, by Electronic Apparatus)

Friday, November 15, 1968
• 0940

The Chairman: Good morning, gentlemen. I 
see we have a quorum.

I would first like to advise you that the 
Steering Committee is composed of Mr. 
Mahoney, Mr. Serré, Mr. Schreyer, Mr. 
Godin, Mr. Thomas (Moncton) and myself.

Our order of reference is the estimates of 
the Canadian Transport Commission. I will 
call Item 50.

Department of Transport

C—CANADIAN TRANSPORT 
COMMISSION

50 Administration, Operation and Mainte
nance including the degaussing of 
Canadian Government Ships and 
Canadian-owned merchant ships of 
3,000 gross tons to 20,000 gross tons of 
Canadian registry or of United King
dom registry if subject to re-transfer to 
Canadian registry under special inter
governmental arrangement, $4,600,900.

The Chairman: Before we begin I would 
like to introduce to you the hon. J. W. Pick- 
ersgill, President of the Canadian Transport 
Commission, and I will ask him to make an 
opening statement. Mr. Pickersgill.

Hon. J. W. Pickersgill (President, Canadian 
Transport Commission): Mr. Chairman, I 
think my opening statement will consist of 
introducing Mr. Arbique, the Secretary, and 
Mr. Marks, an administrative officer on the 
financial side. I really do not think there is 
anything I can say about the work of the 
Commission that would be very illuminating 
beyond the fact that it was established on 
September 19, 1967, so it has therefore been 
in existence for about 14 months. It would 
probably be very much better if I merely 
answered questions.

The Chairman: Thank you, Mr. Pickersgill. 
Mr. Nesbitt?

Mr. Nesbitt: As this is the first time the 
President of the Commission has been before

us and as there are new members present 
who perhaps are unfamiliar with the Act, I 
wonder if Mr. Pickersgill could give us a 
brief resume of the activities of the Commis
sion, and after that we can get into the 
questions.

Mr. Pickersgill: Perhaps it would be helpful 
to those members of the Committee who were 
not members of Parliament when the act was 
passed in 1967 if I were to explain that under 
the Act there was the Board of Transport 
Commissioners’ which regulated railways, 
telegraphs and telephones—or, as we now call 
them, telecommunications—under the juris
diction of Parliament. There was the Air 
Transport Board, which regulated civil avia
tion, and there was also the Maritime Com
mission, which performed certain functions 
with respect to water transport and in par
ticular it dealt with ferry services and coastal 
steamship services, which were subsidized by 
the government. And it had other functions 
which were taken away from it before it 
became part of the Commission, and these 
were given to the Department of Industry. 
These three agencies were extinguished by 
the law and were replaced by the Water 
Transport Committee in the case of the Mari
time Commission, the Air Transport Commit
tee in the case of the Air Transport Board 
and the Railway Transport Committee in the 
case of the Board of Transport Commissioners.
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In addition, two other committees were 
provided for under the law. There was the 
Motor Vehicles Transport Committee, which 
at the time the law was passed it was indicat
ed would be available to administer motor 
vehicle traffic. This is under the jurisdiction 
of the Parliament of Canada until such time 
as the Governor in Council may see fit to vest 
that jurisdiction or any part of it in the 
Canadian Transport Commission instead of 
allowing it under the Motor Vehicle Trans
port Act—which is the correct title of it—of 
1954, which vested in provincial agencies and 
boards the federal jurisdiction in this field. 
Provision was also made for a Committee on 
Solids Pipe Lines. This was done because

1
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there was a bill currently in Parliament to 
establish a particular solids pipe line compa
ny and it was felt that as there was no juris
diction formally vested in any agency of gov
ernment it would be as well to make 
provision for it.

I may say that up to the present time nei
ther Part III, which deals with motor vehicle 
transport, or Part IV, which deals with com
modity pipe lines, have been proclaimed. 
When I was the Minister of Transport I gave 
an undertaking that the motor vehicle trans
port part of the Act would not be proclaimed 
until there had been consultations with the 
provincial governments. This was not because 
the provincial governments or the provincial 
legislatures had any jurisdiction whatsoever, 
but because it seemed to me that these govern
ments which had permitted their agencies to 
act as federal agencies for this particular pur
pose were entitled as a courtesy to be consult
ed. Also, because in the provinces, with very, 
very few exceptions, all highways are the 
physical property of the provincial or local 
authorities under the provincial jurisdiction 
and it seemed to me that it would be very 
difficult to have an effective federal jurisdic
tion of interprovincial and international com
mercial motor transport without a reasonable 
degree of understanding and cooperation with 
the provincial governments.

We were concerned, of course, because the 
Coughlin case was then before the Supreme 
Court, that we might be forced into exercis
ing this jurisdiction rather suddenly if the 
decision of the Supreme Court had been dif
ferent from that which it in fact took. It took 
the decision that the Act in all respects on 
which it was challenged was intra vires of 
Parliament and therefore still in operation. I 
would crave the indulgence of members not 
to ask me to speculate about when Part III 
might be proclaimed because the only answer 
I could give is whenever the Governor in 
Council so determines, and I am not privy to 
his intentions, if at the moment he has any.

The Chairman: Thank you, Mr. Pickersgill. 
Are there any other questions? Mr. McGrath?
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Mr. McGrath: Mr. Chairman, I would like 
to direct some questions to Mr. Pickersgill. I 
think he probably has a fair idea what he is 
talking about. For example, Mr. Chairman, in 
the Annual Report of the Canadian Transport 
Commission, the only one we have, ten lines 
were devoted to level crossing accidents in 
the Province of Quebec, and I think four

lines were devoted to the abandonment of the 
rail passenger service in the Province of 
Newfoundland. Is this to infer that the Com
mission looks upon the abandonment of a 
total provincial railway passenger service as 
warranting only four lines in the Annual 
Report?

Mr. Pickersgill: I think these quantitative 
measurements have no qualitative signifi
cance, sir.

Mr. McGrath: You spoke about—well, it 
has a certain great deal of significance for 
some of us, Mr. Chairman.

The Chairman of the Commission in his 
preliminary remarks referred to areas of pro
vincial jurisdiction. This is a question which 
is of a great deal of interest to some of us, 
because in their hearings in Newfoundland 
on the application of the CN to abandon rail 
passenger service, I think I am correct in 
stating that they implied in handing down 
their decision they were prepared to allow 
the CN to abandon their rail passenger service 
on the understanding that they would operate 
a bus service. Is this correct?

Mr. Pickersgill: Mr. Chairman, I think per
haps I should make my position as a witness 
as clear as I can about this particular matter, 
and perhaps I should apologize to the mem
bers of the Committee for not having pointed 
out that the Commission also has a research 
division as well as its regulatory functions. 
On the research side, of course, it is not 
dissimilar to any other department of govern
ment; in other words, the activities of the 
research division are either pure research, or 
advisory to the government, or in the way of 
enquiry.

On the regulatory side, the Commission is a 
court of record, and as a court of record it 
makes decisions after hearing the witnesses 
who appear at the hearing. Its decision is 
then rendered and under the law there are 
certain remedies open to anyone who disa
grees with those decisions. I think it would 
be...

Mr. McGrath: Mr. Chairman, I would like 
to raise a point of order here because I think 
what Mr. Pickersgill is now saying is not at 
all germane to the line of questioning that I 
was asking. I think you must rule that my 
question was in order or not, because if we 
are to have these lectures from the witness on 
how we should conduct ourselves, I think we 
are going to make very slow progress.
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The Chairman: I have asked Mr. Pickersgill 
for an opening statement, and questions there
after. I think if you let Mr. Pickersgill 
finish what he had to say, we could consider 
your point.

Mr. McGrath: Mine was a very simple 
question, Mr. Chairman. Did the Commission 
in handing down its decision in Newfound
land allowing CN to abandon their rail pas
senger service do so with the understanding 
that CN would be operating a provincial bus 
service? I raised this in the context of his 
opening remarks whereby he referred to 
areas of provincial jurisdiction.

Mr. Pickersgill: I think the decision speaks 
for itself, sir, and I do not think there is 
anything I can usefully add to the decision, 
which was taken by certain of my colleagues 
on the Commission acting in the quasi-judi
cial capacity with which they were clothed by 
the Parliament of Canada.

Mr. McGrath: Well, that brings up another 
interesting question, Mr. Chairman. In rela
tion to that particular reply, why was this 
application for the total abandonment of a 
rail passenger service in an entire province 
not heard by the entire Commission? Surely, 
it was important enough to warrant a hearing 
by a full Commission?
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Mr. Pickersgill: Well, without again ventur
ing to give a legal opinion, since I am not a 
lawyer, it does seem to me that if one reads 
the Act carefully, it does not envisage hearings 
by the whole Commission of any case.

Mr. McGrath: I would just like to get back 
for a moment...

The Chairman: Yes, go ahead.

Mr. Carter: Mr. Chairman, may I have a 
supplementary to the question Mr. McGrath 
asked Mr. Pickersgill?

The Chairman: A supplementary question?

Mr. Carter: Yes. In its summation to the 
Transport Commission, the CNR set forth 
certain claims with regard to shelters, etc. 
They set forth certain plans they had with 
regard to bus shelters and facilities along the 
line. From a newspaper article I find that 
even now with the bus system not even start
ed they have begun to cut back on these 
facilities, and I think where once they started 
out with 14 bus shelters or stations, I now

find that these have been cut down to just 
three or four.

When you heard CNR’s proposal to aban
don the rail passenger service, was the deci
sion rendered based on their summation at 
that time wherein they agreed to provide so 
many bus shelters and busses? Even now 
before they have started they have begun 
already to cut back on these facilities.

Mr. Pickersgill: I am afraid I have not had 
the benefit of reading the newspaper report to 
which Mr. Carter refers. I think the decision 
speaks for itself, and I would assume that if 
the decision is not properly carried out, the 
proper steps would be taken as provided by 
law in that regard. As Mr. Carter has said, 
the bus service has not yet started and, there
fore, it might be very difficult to ascertain 
that anything laid down with respect to the 
bus service had not been carried out.

Mr. McGrath: Mr. Chairman, regarding 
that answer by the witness, I would just like 
to say that page 5 of the decision of the 
Commission, or at least the railway commit
tee of the Commission, refers to the bus ser
vice, and reads:

...and substituted therefor a fast com
fortable bus service operating over the 
highway.

Then they go on and give a description of the 
bus service. They talk about 39 seats and a 
lavatory, and what have you. My question, 
Mr. Chairman, is what right does the Canadi
an Transport Commission have to, in effect, 
usurp the provincial jurisdiction of the Gov
ernment of Newfoundland, and more particu
larly their agency, the public utilities com
mission, who were the only body that had 
any authority to grant a franchise to operate 
a bus service in Newfoundland or to hear any 
evidence in relation to the granting of a 
franchise.

Mr. Pickersgill: I believe, Mr. McGrath— 
and I am simply repeating what I believe to be 
accurate hearsay here because I am not a 
servant of the Government of Newfound
land—that the legislation conferring upon the 
public utilities commission this jurisdiction 
was not proclaimed until after these hearings 
were held. I know, of course, that the juris
diction of Parliament over motor vehicle 
transport which has existed in all other nine 
provinces had been conferred by the Motor 
Vehicle Transport Act, which is a federal act, 
upon the agencies in all other nine provinces, 
but was conferred upon the agency in New-
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foundland only at the request of the Govern
ment of Newfoundland concurrently with the 
establishment of that jurisdiction provincially.
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Mr. McGrath: Of course, the witness has 
me at a disadvantage there, Mr. Chairman. I 
was of the opinion that the provincial govern
ment did have jurisdiction in this regard 
because two or three years ago following the 
completion of the Trans-Canada highway in 
Newfoundland, they heard two applications 
from independent operators to operate a pro
vincial bus service, and at that time there 
was never any suggestion that they did not 
have jurisdiction in this matter. On the con
trary, their decision was deferred leaving 
open the suggestion that there was obviously 
some knowledge on the part of the govern
ment of Newfoundland of the intent of the 
Canadian National to pull out its rail passen
ger service. It seems rather strange that even 
now the application of the CNR to operate a 
bus service was just heard by the Public 
Utilities Commission last week and a decision 
has yet to be rendered on it, which raises a 
very interesting question, Mr. Chairman. 
What if the Public Utilities Commission of 
Newfoundland exercises its right and its sov
ereignty in this matter and refuses the 
application of the CNR for a bus service? 
Where does that leave the Canadian Trans
port Commission with its decision to allow 
the CNR to abandon its rail passenger service 
based upon its application to provide a bus 
service?

Mr. Pickersgill: You know, sir, that I was 
once a member of Parliament and I know 
there is a rule, which I suppose most people 
regard as a very salutary rule, that witnesses 
should not answer hypothetical questions. I 
have no means of knowing what will happen 
about this application but I think I can, 
however, clear up one point which Mr. 
McGrath has raised, and I am trying to be as 
helpful as I can about those things I know 
about.

I may be totally wrong, and perhaps I was 
mistaken in even suggesting that I knew any
thing about what jurisdiction the Public Utili
ties Commission might have in respect of 
those services that come within provincial 
jurisdiction, but of course this particular bus 
service that was recommended by the Cana
dian National Railways would not come within 
provincial jurisdiction; it would be within the

jurisdiction of Parliament because the 
Canadian National Railways is Em interpro
vincial not an intraprovincied operation.

The Public Utilities Commission in acting 
on an application would be acting as the agent 
of the Government of Canada under the 
Motor Vehicle Transport Act of 1954. That 
jurisdiction was conferred upon the Public 
Utilities Commission by the Government of 
Canada by an Order in Council which, if my 
memory serves me correctly, was dated 
June 1.

The Chairman: A supplementary, Mr. 
Lundrigan?

Mr. Lundrigan: Could the Chairman say 
whether the Commission has received any 
commitment from the provincial government, 
through the Public Utilities Commission that 
the application of the CNR will be accepted 
in relation to the operation of buses?

Mr. Pickersgill: I can say with absolute cer
tainty that there has been no communication 
whatever between the Public Utilities Com
mission and the Canadian Transport Commis
sion on this matter.

Mr. Lundrigan: Therefore, would it not be 
logical to assume that in the event the Public 
Utilities Commission does not accept the 
application of the CNR, that would nullify the 
agreement of the Canadian Transport Com
mission which made its decision on the basis 
that the bus service would be provided in lieu 
of the rail passenger service?

Mr. Pickersgill: If that situation should 
arise it would certainly be a new situation.

Mr. McGrath: It raises a very interesting 
question and there seems to be a contradic
tion in this. The witness indicated that the 
Newfoundland Public Utilities Commission 
would be acting on this particular application 
as an agent of the Government of Canada. Of 
course, we must accept his superior knowl
edge of these matters and I have no reason to 
doubt his word. However, do we not have a 
conflict of jurisdiction here? Why, if the Gov
ernment of Canada has jurisdiction in this 
matter, would the Newfoundland Public Utili
ties Commission have to hear an application 
in the first place since a body of the Govern
ment of Canada, the Canadian Transport 
Commission, has already in fact conferred 
upon them jurisdiction?

Mr. Pickersgill: As Mr. McGrath said, I do 
not want to give a lecture but I think perhaps 
to make the answer clear I have to go back to
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1954. In 1954 the Privy Council in one of the 
last Canadian cases it heard decided that 
jurisdiction over commercial highway traffic 
which everyone up until then had believed to 
be under the jurisdiction of the provincial 
legislatures was, in fact, under the jurisdic
tion of the Parliament of Canada, and every 
undertaking of a commercial character in the 
motor vehicle field extending beyond the 
province was under the jurisdiction of 
Canada.
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Without entering into a long discussion 
about what the word “undertaking” means, 
the government of that day, the Government 
of Mr. Louis St-Laurent, in order to fill the 
vacuum, since nobody had any power to 
regulate these things once this decision was 
made, recommended to Parliament and Par
liament enacted the Motor Vehicle Transport 
Act of 1954. Under that Act, wherever a pro
vincial government would agree, the provin
cial body that regulated traffic within the 
province and undertakings within the prov
ince had conferred on it a jurisdiction as a 
federal agent to regulate traffic and to regu
late undertakings that extended beyond the 
province.

Mr. McGrath: To grant franchises also?

Mr. Pickersgill: Oh, yes, but they were 
limited to doing them on exactly the same 
terms and on exactly the same basis as they 
did for the intraprovincial ones. Since then 
there has been another Privy Council deci
sion, that power of the legislature cannot be 
delegated to Parliament and Parliament can
not be delegated to the legislature. They are 
in law acting as the agent of the Government 
of Canada but Parliament has prescribed 
exactly how that is to be done. It is to be 
done the same way as is done with an 
intraprovincial.

Mr. McGrath: Let me go back to my origi
nal question, Mr. Chairman. I want to pursue 
this because my original question is what 
brought this on. Why, then, is the Public 
Utilities Commission of Newfoundland hear
ing an application by the CNR? Why are they 
now sitting on that application before render
ing a decision when, in fact, if the Govern
ment of Canada has jurisdiction in this area 
the decision was already made for them by 
your Commission?

Mr. Pickersgill: The Commission will not 
have the power to make any such decision

until Part III is proclaimed. It is in the law 
but it has to . . .

Mr. McGrath: What is part III again?

Mr. Pickersgill: Part III is the part which 
gives the Commission direct jurisdiction over 
extra-provincial motor vehicle undertakings.

Mr. Lundrigan: Mr. Chairman, to follow up 
on that question, I have a supplementary. 
The Chairman said that the Public Utilities 
Commission has not rendered a decision. It 
had not been made prior to the CTC’s deci
sion to abandon rail passenger service.

Mr. Pickersgill: Yes, but it did not even 
have jurisdiction at that time.

Mr. Lundrigan: The Chairman also indi
cates that if it were not to render a decision 
in favour of the Canadian National Railways 
to operate a bus service it would be a new 
situation. That was his statement: a new 
situation. I do not know exactly what that 
means. It seems to me to imply that the old 
situation was that they were to render a posi
tive decision.

There seems to be something amiss when 
we know that the Canadian National Rail
ways has already purchased the buses, 
lavatories and all, and are ready to begin 
operations on April 15. The date they are 
going to run their buses has already been set. 
Now, I ask the Chairman of the Commission 
what would happen if the Public Utilities 
Commission did not accept the situation with 
respect to the operation of buses? Would the 
decision of the CTC then be rendered null?

Mr. Pickersgill: The decision of the CTC— 
and I really question whether I should try to 
interpret a decision which was made by the 
court and in doing so I am not going beyond 
what Mr. Lundrigan himself is doing—as I 
understand it, was with respect to the aban
donment of a passenger train, and it was 
made a condition of abandonment that a bus 
service should be established. That is all. In 
other words, the decision did not authorize 
the establishment of a bus service; it merely 
said that the railway could not abandon the 
passenger service unless it established a bus 
service.

Mr. McGrath: Then you have answered our 
question because the decision would, in fact, 
be null if the Public Utilities Commission 
decided not to grant the application of the 
CNR to operate a bus service.



6 Transport and Communications November 15, 1961

Mr. Pickersgill: I neither accept nor reject 
your legal interpretation.
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Mr. McGrath: It is not a legal interpreta

tion. I agree with what the witness has just 
said. He answered the question. I wish to go 
to another question, because this is germane 
to the whole.

Mr. Pickersgill: I am sure, Mr. McGrath 
does not seek to be unfair to me.

Mr. McGrath: Oh, no.

Mr. Pickersgill: I merely want to say that I 
neither accept nor reject his conclusion on the 
decision...

Mr. McGrath: The evidence will show what 
was said.

Mr. Pickersgill: I hope I am not in con
tempt, sir, but I would like to finish my 
sentence.

All I was saying was that I would not like 
it to appear on the record that I either 
accepted or rejected Mr. McGrath's statement 
about what the effect would be upon the deci
sion of the Transport Commission. That is a 
legal question in which I have no competence 
to give an answer.

Mr. McGrath: Mr. Chairman, I have far too 
much respect for Mr. Pickersgill’s reputation 
as a parliamentarian, which I know firsthand, 
ever to try to put words into his mouth.

I was merely suggesting, and he has 
confirmed—as I think the evidence will bear 
out—that this is germane to a suggestion that 
has been made in the press, which has not 
been officially or categorically denied, to the 
effect that this whole matter came about as a 
result of collusive action between the Govern
ment of Canada, when the witness was 
Minister of Transport, and the Government of 
Newfoundland whereby, to get the New
foundland Government off the hook of fulfill
ing a political promise to complete the Trans- 
Canada Highway, a deal was made by which 
if the Newfoundland Government allowed the 
Government of Canada to abandon the rail 
passenger service, they, in turn, would pay 
for 90 per cent of the cost of completion of 
the Trans-Canada Highway.

I suggest to you, sir, that that has not been 
officially denied, either by yourself, or by the 
Government of Newfoundland, or by the 
Premier of Newfoundland. The evidence of 
the questioning this morning has borne out

the fact that this was a foregone conclusion, 
that the whole thing was cut-and-dried and 
that this is merely a façade that the Public 
Utilities Commission of Newfoundland is now 
presenting.

If we are to accept the evidence of Mr. 
Pickersgill—and surely his evidence on this 
must be accepted because he is Chairman of 
the Commission—I am not asking him to 
confirm or deny it; but I am asking whether 
it is not rather interesting that there has not 
been a categorical denial.

Mr. Pickersgill: Mr. Chairman, if you will 
permit me, I would like to say—and this has 
nothing to do with my present functions— 
that, this statement having been made by Mr. 
McGrath, I deny in the most categorical, 
emphatic fashion that there was ever any dis
cussion whatsoever, direct or indirect, 
between me or, to the best of my knowledge, 
any other member of the Government of 
Canada and the Premier or any other Minis
ter of Newfoundland about any connection 
whatsoever between this proposed bus service 
and the completion of the Trans-Canada 
Highway.

In fact, to the best of my knowledge, I 
certainly never knew that the CNR had any 
thought of establishing a bus service at the 
time the decision was made to pay 90 per 
cent of the cost of the Trans-Canada High
way. It did not come to my notice at all until 
a long time after that.

Mr. Lundrigan: Mr. Chairman, I have a 
supplementary...

The Chairman: Just a moment, please. I 
would remind the Members of the Committee 
that we are not here to discuss political 
problems.

Mr. Lundrigan: No; this is a supplementary.

The Chairman: We are here to discuss the 
Estimates of the Commission. We are still on 
the opening remarks of Mr. Pickersgill, and I 
would therefore ask you to...
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Mr. Lundrigan: Mr. Chairman, for the 
record, and because I think Mr. Pickersgill 
would want to make it clear, he did very 
carefully in his remarks indicate that there 
was no collusion in respect of the bus service 
and the Highway. I do not know if it was 
intentional or otherwise, but he omitted ref
erence to the abandonment of the rail pas
senger service. I am sure he would also like
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to have on the record that there was absolute
ly no agreement between the Government of 
Newfoundland and the CTC about the aban
donment of the CNR rail passenger service.

Mr. Pickersgill: You mean the Government 
of Canada, do you not?

Mr. Lundrigan: Very well, then; if you 
want to...

Mr. Pickersgill: Because the CTC did not
exist at that time.

I totally agree. The decision relative to the 
Trans-Canada Highway was taken at a time 
when there was no discussion, of which I 
knew anything at all about abandoning the 
passenger service.

Mr. McGrath: Mr. Chairman, I accept your 
ruling. I did become a little bit political for a 
moment. Your ruling was well taken. I will 
try to stick to the straight-and-narrow in my 
questioning.

I wish to ask Mr. Pickersgill a question 
which refers to one I asked previously. A 
decision as important as this has constitution
al overtones. For example, the spirit of Term 
29 of the Terms of Union between Newfound
land and Canada, with which the witness is 
very familiar because he was one of the 
authors of it, has been violated. This is an 
argumentative point. It has also been suggest
ed—and I am not a lawyer—that the letter of 
Term 31 has been violated by abandoning this 
rail service.

Surely a matter involving such important 
constitutional questions would warrant the 
whole Commission sitting in on this 
application?

Mr. Pickersgill: Sir, had there been any 
question of that sort the time to raise it, no 
matter who sat on the application, was when 
the case was being heard; and I do not know 
whether the question was raised or not.

Also, if Mr. McGrath will examine the 
National Transportation Act and the Railway 
Act, there are specific rules, laid down by the 
Parliament of Canada as part of the law of 
Canada, for dealing with decisions made by 
the Transport Commission; and the decision 
of any committee of the Commission is a 
decision of the Commission. I suggest that 
any person who is aggrieved or dissatisfied has 
remedies that were laid down by 
Parliament...

Mr. McGrath: Mr. Chairman, the witness is 
starting to lecture again. I think that is unfor

tunate because we were making some 
progress. I and Members of the Committee 
are aware of this.

I want to return to my question. Is Mr. 
Pickersgill, as Chairman of the Commission, 
satisfied that the terms of union between 
Newfoundland and Canada, whether in spirit 
or in letter, have not been violated by this 
decision?

Mr. Pickersgill: Mr. Chairman, I think this 
question is wholly beyond my competence to 
determine.

Mr. Hees: Mr. Chairman, the Commissioner 
under-rates his ability. I have worked with 
him, when he was on the other side of the 
House, for many years and I have the great
est confidence in his ability.

Mr. Pickersgill: Thank you, Mr. Hees. I 
appreciate that statement but I do not share 
it.

Mr. Hees: You wish you had not been so 
good, Jack?

Mr. McGrath: I have a supplementary. 
With great respect...

The Chairman: Order, please.

Mr. McGrath: Mr. Hees said that in a jok
ing way, but, more seriously, the witness is, I 
suppose, one of the experts in Canada on the 
Terms of Union between Newfoundland and 
Canada. He probably had more to do with 
drafting them than anybody else in Canada. 
Certainly he is the author of Term 29.

I will put my question to him again. In his 
opinion, as Chairman of the Commission, and 
as an expert on the Terms of Union, bearing 
in mind the historical facts, have the terms 
been violated, either in spirit or in letter— 
and I am referring especially to Terms 29 and 
31?

The Chairman: Order, please. I do not 
think this question is within our terms of 
reference.

Mr. McGrath: It relates to a decision of the 
Transport Commission and we are examining 
the evidence of the Transport Commission. 
Why is the question not relevant?

The Chairman: I think it is completely 
away from the terms of reference.

Mr. Pickersgill: Perhaps, sir, you might 
save time by letting me answer it, if you do 
not mind.
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I must say I totally agree with your ruling. 
It seems to me that neither I nor the Canadi
an Transport Commission was set up to 
decide constitutional questions. If there has 
been a breach of the constitution there are 
appropriate ways in which that matter can be 
brought before the Courts; but one of those 
Courts is not the Canadian Transport 
Commission.

It would, I think, be an impertinence on 
my part, acting as a witness—whatever my 
private view might be—to try to prejudge the 
decision of the Courts of this country on 
whether or not the constitution has been 
violated.

Mr. McGrath: Is there presently before 
your Commission an appeal against this 
decision?

Mr. Pickersgill: Under the law there is no 
provision for an appeal to the Commission. 
There are provisions for appeals to other 
bodies. To the best of my knowledge no 
appeal has been made to any of those.
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Mr. McGrath: Mr. Chairman, the witness is 
now contradicting the Minister of Transport 
who, in reply to a question in the House of 
Commons on September 13 suggested that 
there was machinery for an appeal and this 
appeal had not been lodged with the Commis
sion and acting upon this advice, to the best 
of my recollection, there was at least one 
competent body in Newfoundland—I believe 
it was the Newfoundland Federation of 
Labour—who lodged an appeal with the 
Canadian Transport Commission. Now, whose 
view are we to accept?

Mr. Pickersgill: I suggest the statute.

Mr. McGrath: I beg your pardon?

Mr. Pickersgill: I suggest that you read the 
law.

Mr. McGrath: I just want to know. The 
Minister of Transport in Parliament tells us 
that an appeal can be made to the Commis
sion against the decision of the Railway Com
mittee. You tell us that no such appeal can be 
made.

Mr. Pickersgill: No, no, I did not. I said 
that an appeal could be made.

Mr. McGrath: To whom?

Mr. Pickersgill: It is not for me to elucidate 
the law, but there are provisions for appeals

to the Supreme Court and also to the Gov
ernor in Council.

Mr. McGrath: Do you mean to tell me that 
there is no appeal to this full Commission 
against the decision of one of its subsidiary 
committees?

Mr. Pickersgill: I am advised that a deci
sion of the Railway Committee is a decision 
of the Commission, and that there is no appeal 
to the Commission against itself.

Mr. Lundrigan: Mr. Chairman, could I ask 
a very important supplementary? We are 
aware, then, that there is an area for rescind
ing this decision and an appeal can be lodged, 
and so on, but in view of the tremendous 
outcry from people across Canada—not only 
in Newfoundland but across Canada—and in 
view of the attitude taken toward the decision 
by the population of Newfoundland specifical
ly, can the Commission set aside its own deci
sion in this regard?

Mr. Pickersgill: Well, I would hesitate, sir, 
to express a view on a legal question of that 
sort.

Mr. Lundrigan: Well, Mr. Chairman, is 
there any machinery for the Commission’s 
setting aside its own decision in this regard?

Mr. Pickersgill: I am not a lawyer, Mr. 
Lundrigan, and I think it is a salutary princi
ple for witnesses to avoid expressing legal 
opinions. Certainly, if an application were 
made to the Commission be some interested 
party it would have to be dealt with in some 
fashion.

Mr. McGrath: Just to supplement that and 
to put the record straight with your permis
sion, there is a very serious question of in
terpretation arising here. We have one version 
from the Minister of Transport in the House 
and we have another version from the Chair
man of the Commission. I quote the Minister 
of Transport from Hansard of September 14, 
pages 22-23:

I think this is a matter for the Canadian 
Transport Commission. However, I be
lieve that this decision is subject to ap
peal, and to the best of my knowledge— 
although I could be wrong—no appeal 
has been launched up to the present time.

Mr. Pickersgill: I agree with that answer 
totally.

Mr. McGrath: Mr. Chairman, you will 
agree that the answer suggests an appeal can
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be made to the Canadian Transport 
Commission.

Mr. Pickersgill: I do not; I emphatically do 
not suggest that it can.

Mr. McGrath: Well, to whom can the 
appeal be made? Surely you are not suggest
ing that you are an all-powerful body having 
the power to eliminate a complete public 
transportation system in a province and there 
are no avenues for appeal against this deci
sion except the Supreme Court of Canada?

Mr. Pickersgill: I think, Mr. McGrath, I did 
say once before that there were provisions for 
appeal in the law and that I do not feel I 
should attempt to interpret the law.

Mr. Lundrigan: Mr. Chairman, could I ask 
my question again?

The Chairman: Just a moment. Mr. Thomas 
has asked a question.

Mr. Lundrigan: Mr. Chairman, this relates 
directly, and I do not want to monopolize...
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The Chairman: Do you have a
supplementary?

Mr. Lundrigan: Yes, very much so. Mr. 
Chairman, I asked a supplementary question 
at the Chairman of the Canadian Transport 
Commission whether the CTC had the ma
chinery to set aside its own decision and the 
Chairman could not really answer my ques
tion, but he said if an application were made 
by a responsible body then perhaps the ques
tion would no longer be hypothetical.

Mr. Pickersg'll: No, I said if an application 
were made to the Canadian Transport Com
mission asking it to do something about its 
decision, as a matter of courtesy we would 
have to get the advice of our legal adviser 
whether or not we have the power to deal 
with it, and I cannot give that advice here.

Mr. Lundrigan: Have you received an 
application from some responsible body re
specting your decision?

Mr. Pickersgill: We have received represen
tations respecting the position but I do not 
think anything that might be described as an 
attempt to start a legal proceeding has taken 
place. If it had I would have told the 
Committee.

Mr. Lundrigan: Could you define the differ
ence between an application and a represen

tation? You say representations have been 
received but no application has been received.

Mr. Pickersgill: Well, the only way I can 
define it is that if somebody wrote a letter 
and said, “I apply to the Railway Transport 
Committee of the Canadian Transport Com
mission to set aside its decision for the fol
lowing reasons”, then I am sure we would 
have to follow the law which prescribes a 
certain person—who is not me—as the legal 
adviser, and he would have to give the Com
mission an opinion of whether we had any 
jurisdiction and if we had, of course we 
would have to act. If we had not, we would 
have to reply and explain why we did not 
have the jurisdiction, and I am sure that 
would be done as promptly as possible.

Mr. Skoberg: I have a supplementary, Mr. 
Chairman.

The Chairman: Mr. Marchand, do you have 
a supplementary?

Mr. Marchand (Kamloops-Cariboo): Yes.

The Chairman: I am sorry, Mr. Skoberg, 
Mr. Marchand is before you.

Mr. Marchand (Kamloops-Cariboo): Apart 
from the legal technicalities, terms of union, 
Mr. Pickersgill was a representative of the 
people of Newfoundland for many years. 
Newfoundland needs new industry and the 
basis for creating a better province or a bet
ter Canada is transportation. As a minister 
representing the people of Newfoundland, 
instead of wasting time on all these questions, 
would he give his opinion of whether it is 
just to abandon the railway and if so, why?

Mr. Pickersgill: I am afraid, sir, my answer 
would have to be that in my present capacity 
it would be a very improper and political act 
to give any such opinion and therefore I 
think, sir, I must respectfully say that I do 
not think my opinion as an official would be 
worth anything. If Mr. Marchand wants to 
discuss the matter with me privately I would 
be glad to.

Mr. Marchand (Kamloops-Cariboo): Well,
we have got to...

The Chairman: Mr. Skoberg has a 
supplementary.

Mr. Skoberg: Mr. Chairman, it has been 
said that Part 3 of the Regulations. ..

Mr. Pickersgill: Of the Act.
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Mr. Skoberg: ...of the Act has not yet 
been proclaimed. Am I correct in concluding 
that until such time as Part 3 is proclaimed 
the abandonment cannot be effective?

Mr. Pickersgill: Oh no; the two things have 
no relation to one another whatever.

Mr. Skoberg: Part 3 was your motor 
vehicle.

Mr. Pickersgill: Yes, that is right.

Mr. Skoberg: Under this particular portion 
this comes under the jurisdiction of your 
Commission. Until such time as that is pro
claimed then you have no jurisdiction over 
the bus service in Newfoundland. Am I 
correct?

Mr. Pickersgill: That is correct.

Mr. Skoberg: Then until such time as Part 
3 is proclaimed, how could you provide alter
nate service as suggested in the conclusion?

Mr. Pickersgill: I think it is very simple. I 
may be going beyond my brief, but nobody 
said in that decision that a bus service had to 
be established. What was said in that decision 
was that the train service could not be 
stopped until the bus service was established. 
In other words, the Commission was acting 
within its jurisdiction over railways to say 
that unless an alternate mode of transport 
was established, the railway would not be 
allowed to abandon the passenger service.

Mr. McGrath: Mr. Chairman, just to sup
plement that, I have the decision of the Com
mission here. There is no suggestion of an 
alternate mode of service. They refer to a bus 
service. They refer to a timetable of April of 
next year. They are quite specific. There are 
no ifs, ands, or buts in it. We are back to my 
original suggestion that there seems to be a 
conflict of jurisdiction.
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Mr. Skoberg: That is just the point and I 

believe it has been well taken. I cannot 
understand, Mr. Chairman, if Part 3 has not 
yet been proclaimed and with the decision as 
handed down referred to by Mr. McGrath, 
how you could possibly abandon that particu
lar passenger service until this part is 
proclaimed.

Mr. Pickersgill: The bus service does not 
need to be established under Part III; it can 
be established equally well under a licence 
from the Public Utilities Commission.

Mr. Skoberg: I presume though that 
Canadian National had applied for this bus 
service.

Mr. Pickersgill: So I am informed.

Mr. McGrath: But they applied for the bus 
service after the Canadian Transport Com
mission rendered its decision. This is what we 
are getting at And a decision has not been 
made on that application. They only met on 
the hearing last week.

Mr. Schreyer: I asked for a supplementary.

Mr. Chairman: Mr. Schreyer on a 
supplementary.

Mr. Schreyer: I now have two, if you will 
allow them.

Mr. Pickersgill, can you not be a little more 
definite. In reply to Mr. Lundrigan’s question 
you said that you could not really say, that 
you would have to get legal opinion as to 
whether or not the Commission has the 
competence to consider de novo a matter 
which it had already rendered a decision on. 
It seems to me this is a pretty basic proce
dure. Either it has or it has not, and I would 
think that you are well able to answer that 
question now.

Mr. Pickersgill: Well I am not really well 
able to answer the question now, Mr. Schreyer. 
If I were still a Minister and still a Member 
of Parliament I would probably venture to do 
so, but under the law made by Parliament 
the Vice-President, in a case such as this, 
where the President is not a lawyer, is the 
official legal adviser of the Commission and 
he has given me no advice on this point.

An hon. Member: Is the Vice-President 
here?

Mr. Pickersgill: Not this morning. I can 
read the Act—I have no doubt that Mr. 
Schreyer has also read it because I had some 
experience with him—and there are certain 
sections of it in which the language used 
seems to me to be pretty clear. If somebody 
wanted his attention directed to them it could 
be done, but that would not really get us 
much farther forward because we can all 
read.

The Chairman: Have you another 
supplementary?

Mr. Schreyer: Yes, I do, Mr. Chairman, but 
I want clarification on this point.
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I take it then, Mr. Pickersgill, that you are 
not saying that the Commission does not have 
the jurisdiction or the competence to consider 
again a subject matter which it has just ren
dered a decision on in the last calendar year.

Mr. Pickersgill: I am not saying that it has 
or that it has not.

Mr. Schreyer: I will now proceed to my 
second supplementary. I want to try to make 
a determination here, if possible. Mr. 
McGrath leads us to believe that there is 
nothing definite as to whether or not the CNR 
will be providing alternative bus service next 
spring; Mr. Pickersgill gives us to understand 
that it is part of the decision rendered that 
there will be no abandonment of the railway 
passenger service until such time as bus ser
vice is provided? Now what is the fact of the 
matter? Is it definite: no abandonment until 
bus service is provided?

Mr. Pickersgill: Well, actually, I interpreted 
it as a judgment.

Mr. Lundrigan: Which really means, Mr. 
Chairman, that there is no decision to aban
don the rail passenger service in 
Newfoundland?

Mr. Pickersgill: No, I do not think that 
follows at all.

Mr. Lundrigan: There are certain condi
tions attached to the decision which have not 
been met which in actual fact therefore ren
ders the decision before it null and void until 
a decision has been reached by another body. 
To that not correct, Mr. Pickersgill?

Mr. Pickersgill: Well, I am afraid that I 
cannot really add anything very illuminating 
to what I have tried to say.

Mr. McGrath: Mr. Chairman, perhaps I can 
supplement that answer because I have the 
evidence and the decision right here. Here is 
the decision handed down by the Railway 
Committee:
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The Railway Transport Committee of the 
Canadian Transport Commission hereby
orders:

1. Subject to the following conditions, the 
Applicants shall, on April 15, 1969, discon
tinue passenger train service between St. 
John's and Port aux Basques, in the Province 
of Newfoundland, provided by Train Nos. 101 

29107—2

and 102 and each service on Mixed Train Nos. 
203 and 204:

(1) The bus service proposed by the 
Applicants and described in detail in the 
Judgment of Woodard, C., shall be 
inaugurated and continued as long as a 
requirement for passenger service contin
ues, and the passenger facilities, includ
ing terminals and the shelters mentioned 
therein, with proper communication 
links, shall be provided and installed,

There is no doubt about that at all.

Mr. Pickersgill: No, I do not think there is 
any doubt about it either.

Mr. McGrath: It is specifically referred to. I 
just wanted to get the record straight on that, 
Mr. Chairman.

Mr. Pickersgill: Does that not bear out my 
answer, that the train cannot be abandoned 
unless those conditions are fulfilled.

Mr. McGrath: It bears out our contention 
that your decision is null and void because 
the Newfoundland Board of Commissioners of 
Public Utilities is the only authority that can 
grant the franchise for a bus service.

Mr. Pickersgill: Well, Mr. McGrath. ..

Mr. McGrath: You either have jurisdiction 
in this area or you do not?

Mr. Pickersgill: I feel you are perfectly 
entitled not only to express an opinion but to 
have an opinion of any sort as long as you do 
not ask me to subscribe to yours anymore 
than you subscribe to mine.

Mr. McGrath: I am merely a Member of 
Parliament asking the witness some questions.

Mr. Lundrigan: On a point of order, Mr. 
Chairman, the witness is not aware of the 
fact that he is not the Chairman of the 
Canadian Transport Commission and is not 
the Minister of Transport in the House of 
Commons. This is the way the Minister has 
been behaving. He has exemplified great 
qualities of a legal mind, of a very competent 
person, and he has done an excellent job of 
evading the issues. We have asked some very 
simple questions.

We are not here to try to put Mr. Pickers
gill on the spot, Mr. Chairman. Mr. Pickers
gill has tremendous experience. He is not 
going to worry about me putting him on the 
spot. We are here to try to justify the conten
tions of the people of the Province of New-
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foundland, that the Canadian Transport Com
mission acted irresponsibly in its decision, 
and to this end we are trying to bring for
ward some evidence. The President of the 
Canadian Transport Commission has done an 
excellent job of politicizing his views here 
this morning, and I think the Chair should 
exercise jurisdiction.

The Chairman: Mr. McGrath, you have not 
asked a question. We do not have to inter
pret, on the one hand, what the Minister of 
Transport has said in the House of Commons 
and, on the other, what the President of the 
Canadian Transport Commission has said.

I will proceed to Mr. Thomas.

Mr. Thomas (Moncton): Thank you, Mr. 
Chairman. We have had a long discussion on 
a case of abandonment in the Atlantic prov
inces. I want to ask Mr. Pickersgill a question 
which relates to what looks to be another case 
of abandonment in the Atlantic region—I am 
hoping it is only temporary desertion. I am 
referring of course to a long standing over-all 
transportation problem in the Atlantic region. 
This is nothing new, and I am sure every 
member is aware of it. We have been urging 
the government to take some action for some 
years now. I think probably some members of 
this Committee have personal knowledge, of 
an attempt that was made last spring, when 
they encountered some of the problems that 
we have been talking about for a hundred 
years.

However, the thing that is bothering us in 
the Atlantic region now is that apparently 
these 80-odd briefs that were prepared at that 
time but never did get presented have been 
swept under the rug somewhere in the hope 
that they will go away. We ask questions in 
the House of the Minister of Transport and 
we get nothing but evasion—we cannot get a 
definite answer. We want to know what is 
being done, or what will be done. I know a 
task force has been appointed by the four 
premiers and they are presently working on a 
report, but here again they say it will be the 
end of the year before we get it.

There is one glimmer of hope, and I am 
hoping that this gentleman this morning can 
increase that hope. On September 13 the 
Minister said:

The Canadian Transportation Commission 
is undertaking studies in relation to the 
transportation problems of the Atlantic 
region and I hope they will have a 
report, at least of an interim nature . . .

Of course, here is the sticker every time.
. . . perhaps sometime later this year.
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Now on November 1, in reply to another 
question, the Minister of Transport said:

I did not say the report was completed, 
Mr. Speaker, but I understand that an 
internal paper has been forwarded for 
consideration by our department. Just 
how extensive it is I cannot say, because 
I have not yet seen it.

Could Mr. Pickersgill tell us if this interim 
report has been presented and, if so, could he 
give us any idea what is being done and what 
is being proposed to be done?

Mr. Pickersgill: As to the accuracy of the 
Minister’s statement, it is of course complete
ly accurate and I am only too happy to cor
roborate that. Both the Research Section of 
the Canadian Transport Commission and the 
Transportation Policy and Research Division 
of the Department of Transport have been 
working, as the Minister said, on a paper to 
report to him, and it is felt that there are 
several other departments of government that 
are very greatly interested as well in these 
various problems of transport in the Atlantic 
Provinces. An interdepartmental committee is 
now in process of considering this document, 
but the document itself of course is in the 
first place advice to the Government.

I was a minister once and I know how I 
would have felt if officials had communicated 
to other people papers on which they had 
decisions to make. I am afraid that this kind 
of question can be pursued only in Parlia
ment or in Committee with the Minister who 
is the official spokesman.

I do not think it would be proper for me 
because he may have an entirely different 
idea from the ideas we put forward.

Mr. Thomas (Moncton): I believe this is a 
proper question, sir. Can you tell us when 
you expect your report will be completed and 
in his hands? I know the Chairman of the 
Atlantic Task Force is very anxious to see 
your report before they finalize theirs. That is 
a fair question. When will it be completed?

Mr. Pickersgill: As a matter of fact I rather 
have a suspicion that the Minister of Trans
port would like to see their views before he 
finalizes his, and I think he is entitled to it.

Mr. Thomas (Moncton): Is this not what I 
am saying? It is a case of stalling.
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Mr. Pickersgill: This is a matter that is 
within federal jurisdiction, that we are talk
ing about, and the provincial premiers have 
indicated that they wish to express some 
views about it. It would seem to me to be 
logical that they should put forward their 
views. Maybe privately, maybe they do not 
want to make them public, but they should 
put forward their views to the Minister to 
help him make his recommendations to the 
Government.

Mr. Thomas (Moncton): One further ques
tion, sir. In December, 1967, the members of 
the task force met with the Minister of Trans
port here in Ottawa I believe, and at that 
time he gave them some assurance that he 
would review the implication of the increase 
in LCL rates with the possibility of maybe 
offering some easement.

Mr. Pickersgill: Yes.

Mr. Thomas (Moncton): Could you give 
your views on this? What are your views on 
the present LCL freight rates?

Mr. Pickersgill: I think there was a ques
tion answered in the House of Commons on 
that just the other day, if I remember rightly.

Mr. Thomas (Moncton): I have not seen a 
definite answer yet.

Mr. Pickersgill: These recollections about 
something that are not within my jurisdiction 
are a great mistake, but my recollection—I 
will say it just the same—was that the pro
vincial premiers indicated that they wanted 
to express further views on this subject, and 
that the Minister is still waiting for those 
views, and that such a statement was made in 
the House only the other day.

Mr. Thomas (Moncton): One further ques
tion. The car lot rates are exempted from the 
increase for a two-year period. That is, a 
two-year freeze was put on the increase in 
car lot rates and that will expire in March, 
1969.

Mr. Pickersgill: March 23.

Mr. Thomas (Moncton): March 23.

Mr. Pickersgill: And that is class and com
modity rates.

Mr. Thomas (Moncton): And as I under
stand it, the reading that stops you indicates 
this freeze may be renewed by order of the 
Governor in Council. Is that correct? In other

words, what action would be necessary to 
continue this freeze?
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Mr. Pickersgill: I do not think it can be by 
Order in Council, but I am speaking from 
recollections.

Mr. Thomas (Moncton): This is very impor
tant, sir. It can expire in March, 1969.

Mr. Pickersgill: What is in the Act is in the
Act, and—

Mr. Thomas (Moncton): That is the way I
read it. I am not a lawyer you see, but I 
would like . . .

Mr. McGrath: I wonder if I could raise a 
point of order at this time.

The Chairman: A point of order?

Mr. McGrath: Yes, in the interest of proce
dure and expediency of the conduct of the 
hearing, I wonder if perhaps we can have 
some sort of relevancy to the discussions. 
There are a number of us who still have a 
number of questions to direct to Mr. Pickers
gill regarding the rail abandonment in New
foundland, and with great respect to my col
league there are a number of questions also 
on LCL rates and other areas concerned with 
his line of questioning. Just so that we will 
not be going back and forth and having those 
examples of the figure skating and stick han
dling of the witness which was the same in 
the House of Commons, I am wondering if 
perhaps we could . . .

Mr. Pickersgill: I never could learn to
skate.

Mr. McGrath: —in the interest of proce
dure, just stick to the line of questioning that 
was started on. I do not want to dominate the 
thing, but in my opinion this is a very impor
tant subject.

The Chairman: Yes, but I think, Mr. 
McGrath, we will have some other meetings, 
We have all these estimates of the Canadian 
Transport Commission to go through, so I 
think you will have ample time to pose 
questions.

Mr. Lundrigan: Do we have some guarantee 
that the Chairman will come with people who 
can answer the questions next time, like his 
Vice-Chairman and other people he does not 
have with him today, because obviously we 
are not getting answers to our questions. It



14 Transport and Communications November 15, 1968

would be very much appreciated, and I am 
sure the Chairman of the Canadian Transport 
Commission would be in full agreement with 
me on that point, that we need definite an
swers to our questions. If we cannot get them 
here, where can we get the answers? I think 
he would be in agreement that next time he 
should come well equipped with people who 
can answer the questions directly.

An hon. Member: Including one from the 
CNR, Mr. Chairman.

Mr. Pickersgill: Mr. Chairman, I am at the 
service of the Committee to the greatest pos
sible extent. I recognize that all officials have 
a duty to satisfy the legitimate inquiries of 
Members of Parliament, and I will do my 
very utmost to do that.

Mr. McGrath: I would suggest, Mr. Chair
man, that the witness do a little more, 
because he knows that the practice of these 
Committees is that when estimates are 
being considered, all the senior officials of the 
Department or an agency appear. He comes 
here this morning without his legal advisor 
in the person of his Vice-President, or with
out any senior official from the Railway Com
mittee—if that is the proper designation of 
the Canadian Transport Commission—and 
also to get back to my original point of order, 
Mr. Chairman, are we to proceed with the 
rule of relevancy and develop questioning on 
a specific subject, or are we going to 
bounce back and forth all over the place. I 
would like your ruling on this and not Mr. 
Pickersgill’s, by the way.

The Chairman: Our term of reference is 
that we are going to proceed to Item No. 50 
on estimates, so you can either ask questions 
about railway abandonment or railway 
rates...

Mr. McGrath: I am aware of that, Mr. 
Chairman, but I am asking you in your 
competence as presiding officer in the 
interests of the procedure and the questioning 
of the witness if we could stick to one specific 
subject at a time, instead of bouncing back 
from LCL rates, to abandonment, to something 
else. I mean this has been the procedure in 
all of the other Committees.

The Chairman: This morning is the first 
meeting of the Transport Committee. I think 
we have been very lenient about it. You have 
been asking all sorts of questions, and we 
have been shifting around as required, but 
we have to proceed through the estimates to

item No. 50, and then again we can ask 
questions.

Mr. McGrath: We are prepared to stay on 
Item No. 50 until Mr. Pickersgill gets his pen
sion, if that is necessary.

The Chairman: I do not accept this. Mr. 
Hees was asking.
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Mr. Hees: I would like to go back to the 

Newfoundland railway question, Mr. Chair
man. When I had some responsibility for 
these matters, we naturally looked into the 
operation of the Newfoundland railway as far 
as efficiency and cost and so on was concerned. 
In view of the statement in Term 31 of the 
Act that adequate transportation would be 
provided—as I understand it including the 
railway, even though the railway at that time 
was not paying its way, as so many transpor
tation facilities in Canada do not pay their 
way, as the Chairman knows—we decided 
that the Newfoundland railway was a satis
factory operation, that it was giving good ser
vice to the people of Newfoundland and that 
although it was not paying its way, it should 
be continued and encouraged and it was con
tinued and encouraged in those days. I 
remember, as a matter of fact, travelling 
quite some distance on the railway. I think it 
was from Grand Falls to Port aux Basques, 
and I was very impressed by the operation of 
it. I thought it was a good railway.

Mr. Chairman, many of our transportation 
operations in Canada have never paid their 
way. I remember very well when I was the 
minister that we subsidized a Prairie—as 
they called it—milk run where we serviced 
about four or five cities in the West by air 
transport at a cost to the Canadian taxpayer 
of about $1 million a year because it was con
sidered necessary to provide this transporta
tion facility to the people in the West. I am 
wondering what has taken place between the 
time that I am talking about and now to 
make the Commission decide that they should 
go against Term 31 of the Terms of Union, as 
I read it, and decide to abandon this railway, 
in view of the fact that the people of New
foundland and the Government of Newfound
land want this railway continued. Could the 
Chairman answer that point?

Mr. Pickersgill: I do not think I could, sir. 
Under the law, the Canadian National Rail
ways was entrusted with the responsibility of 
operating the railway, applied for the 
abandonment of the passenger service and un-
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dertook in its application to provide a bus ser
vice. This application was heard in accord
ance with the terms of the National Transpor
tation Act and the Railway Act. A decision 
was rendered on that matter.

Whatever view anyone may have of that 
decision and, of course, this is a free country 
and people are perfectly free to criticize that 
decision, the law does provide for certain 
legal remedies that any aggrieved person can 
take. There is an appeal to the Governor in 
Council, as I said earlier and as Mr. Hees, of 
course, well knows because when he was 
minister, or shortly afterwards while he was 
still in the government, there was a very 
celebrated appeal. If anyone thinks there has 
been any error in law, there is an opportunity 
to appeal to the Supreme Court. And I would 
think that if anybody feels that the Canadian 
Transport Commission has in any way set 
aside the Constitution, the proper way to get 
that determined would be to go to the courts 
that have the competence to decide. But it is 
not a matter on which I could possibly have 
any jurisdiction.

Mr. Hees: Mr. Chairman, if I may say so, 
this seems to bring to light the fact that 
things have gotten slightly out of control with 
the appointment—with no reflection on the 
Chairman or the Commission—but it seems, 
from a practical point of view, that things 
have rather unfortunately gotten out of con
trol in this way: that in the old days before 
the Commission was set up there was the 
Board of Railway Commissioners...

Mr. Pickersgill: The Board of Transport 
Commissioners.

Mr. Hees: ... the Beard of Transport Com
missioners, which came directly under the 
Minister of Transport. Theoretically, just as 
the Board of Transport Commissioners had 
the right to make their own decisions, practi
cally they did not make a decision until it 
was okayed by the Minister of Transport. The 
former minister knows that.

Mr. Pickersgill: I can assure you, sir, that I 
have to differ with Mr. Hees because when I 
was Minister of Transport the Board of 
Transport Commissioners, acting as a court of 
record, scrupulously made their own deci
sions and I was never consulted or even 
advised until after a decision had been made.

I think it is a very serious reflection upon a 
court to suggest that at any time so distin
guished a jurist as Mr. Kerr, or any of his 
predecessors, would ever have consulted the

Executive about any act that they took in 
their judicial capacity. Certainly I would 
think it was wholly improper for any member 
of the Transport Commission acting on the 
judicial side to consult the government or any 
member of it before making a decision.
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Mr. Hees: Perhaps we should go back one 
step further, Mr. Chairman. I think the for
mer minister and present Chairman would 
agree that these matters do not come up for 
decision by the Board of Transport Commis
sioners unless the Canadian National Rail
ways, in particular, makes an application. I 
think the former minister will agree with 
this; that any sensible, practical chairman of 
the Canadian National Railways, just as any 
governor of the Bank of Canada in working 
with a government, discusses these matters as 
to what might be proposed and what they 
might be thinking of doing with the Minister 
of Transport or the Minister of Finance well 
ahead of time, and that whatever is done is 
worked out between the chairman of the 
Canadian National Railways and the Minister 
of Transport. I do not think there is any 
doubt in the former minister’s mind that this 
is the way government actually operates.

In this way, if the system had worked the 
way it did before this Canadian Transport 
Commission was set up, the President of the 
Canadian National Railways would have come 
to the Minister of Transport and asked him, 
“What about this; do you think this is feasi
ble; can we do it? This is what we, from an 
operating point of view, think should be 
done, for these reasons." Then it would be 
the decision, really, of the Minister of Trans
port, taking all factors into account, the ser
vice to the people of an area and things of 
that kind, over and above the actual operat
ing efficiency of the railway in particular, 
that would have a great bearing on the deci
sion made.

I feel that if that had been done in this case 
any sensible Minister of Transport—I think 
Mr. Hellyer is a sensible Minister of Trans
port as I think Mr. Pickersgill was a sensible 
Minister of Transport—if it had been done in 
this way, Mr. Chairman, we would not have 
this application for abandonment of this line 
before us at the present time. I think there is 
no more justification for the abandonment of 
this line today than there was ten years ago 
or five years ago. I think it is unfortunate 
that the thing has gotten out of control 
where sensible people could not bring to
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bear on the decision the considerations of the 
provision of transportation to the people of a 
certain area irrespective of whether that 
transportation paid its way or not.

As the Chairman of the Transport Commis
sion knows, a great many services are main
tained in Canada that do not pay their way. I 
think that this should be treated in exactly 
the same way and I regret very much that 
this discussion is even taking place today 
because, as a former Minister of Transport 
and having studied this matter minutely in 
my day, I am convinced just as much today 
that this railway should be continued.

The Chairman: Mr. Nesbitt?

Mr. Nesbitt: Just one thing, as I realize we 
are going to have to adjourn.

There is a matter that I would like to bring 
before the Committee that I think should be 
decided at this moment. This particular Com
mittee, last spring, was holding hearings in 
the Atlantic Provinces on questions of the 
Atlantic Provinces' transport problems. I 
think we should perhaps go into this question 
again.

I would like, Mr. Chairman, to move that 
this Committee request permission to contin
ue the hearings that were being held in the 
Atlantic Provinces last spring and that these 
hearings be continued at the earliest conven
ience. I would move that this Committee ask 
permission of the House to so do.

The Chairman: I think we should take this 
up at the next meeting. As you know we do 
not have the authority to sit while the House 
is sitting and we have to go now as we hear 
the bell.

Mr. Nesbitt: Mr. Chairman, I would like to 
put this again, that we request permission to 
do this. I do not wish to set any specific times 
because that would be up to the Committee to 
decide, but I think we should have authority 
to do this and we cannot do it without au
thority from the House. I would move at this 
time that we request permission to continue 
hearing the Atlantic Provinces at the earliest 
convenience to the Committee.

The Chairman: Do you agree that we dis
cuss this at the next meeting, as we do not 
have much time just now.

Mr. Nesbitt: No, I would like to put the 
motion now, Mr. Chairman.

The Chairman: You want to put the motion 
now. Do you have a seconder?

Mr. Jerome: Mr. Chairman, I think that 
motion is in order.

Mr. Pringle: Mr. Chairman, I would like to 
second the motion for deferment. It seems to 
me that we should learn more of the status of 
the hearings from the last effort to find out 
where we stand before we immediately ask 
for...

The Chairman: Is it agreed that we discuss 
this at the next meeting?

Mr. Nesbitt: No, Mr. Chairman. I have 
made a motion and I would like it put right 
now.

Mr. Pringle: Maybe we ought to vote on a 
motion to defer it to the nex meeting.

e 1100
Mr. Nesbitt: Oh, no. My motion is the first 

motion. I said that we request permission 
from the House to continue these meetings in 
the Atlantic Provinces.

Mr. Schreyer: On a point of order, Mr. 
Chairman. I think the motion to defer must 
be accepted and put to a vote. If it is defeat
ed then we must vote on Mr. Nesbitt’s 
motion. I suggest we proceed that way.

The Chairman: Yes. We have no authority 
now. Anything we decide now is without 
authority.

Mr. Nesbitt: It is only a request to the 
House.

The Chairman: Can we consider the 
request at the next meeting?

Mr. Nesbitt: No, I think we should do it 
right now; I have made the motion.

The Chairman: We are not allowed to con
sider the request at the present time.

Mr. Pringle: Mr. Chairman, I think we can 
consider the request at the present time, with 
all due respect.

The Chairman: No, we cannot.

Mr. Pringle: I feel there are many ramifica
tions here that we should discuss before we 
make a request of this magnitude to the 
House with regard to barging off into. . .

Mr. Skoberg: Is the gentlemen speaking on 
the deferral motion or on the motion?
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Mr. Pringle: I am speaking on the motion 
that we should defer until the next meeting.

The Chairman: We have no authority at the 
present time.

Mr. Nesbitt: Mr. Chairman, I respectfully 
suggest that you put the motion for 
deferment.

The Chairman: My decision is that we post
pone the motion until the next meeting.

Mr. Nesbitt: I object to your decision, Mr. 
Chairman, and I would request that you put 
it to a vote.

The Chairman: We have no authority what
soever. I am very sorry but the House is 
sitting and we have no authority.

Mr. Thomas: It was not sitting when the 
motion was put, with all due respect, sir.

The Chairman: We will have to discuss it 
at the next meeting. I am very sorry, but we 
have no authority for whatever decision we 
take at the present time.

Mr. Nesbitt: Well, if the government 
members wish to leave this to other parties, 
all right.
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MINUTES OF PROCEEDINGS
Tuesday, November 19, 1968.

(3)

The Standing Committee on Transport and Communications met this 
day at 9.40 a.m. The Chairman, Mr. Blouin, presiding.

Members present: Messrs. Blouin, Cyr, Carter, Godin, Groos, Howe, Jerome, 
Mahoney, McGrath, Nesbitt, Noël, Schreyer, Skoberg and Thomas (Moncton) — 
(14).

In attendance: From the St. Lawrence Seaway Authority: Mr. P. Camu, 
President; Mr. D. E. Taylor, Member of the Board; Mr. J. M. Martin, Director 
of Finance and Accounting.

The Committee had for consideration the main estimates (1968-69) of 
the St. Lawrence Seaway Authority. The Chairman introduced the President of 
the Seaway Authority, Mr. P. Camu, and requested him to make an opening 
statement regarding the operations of the Seaway.

Mr. Camu assisted by Mr. Taylor and Mr. Martin responded to questions 
of the Committee members.

Items 85, 90 and L125 relating to the St. Lawrence Seaway Authority 
were passed by the Committee.

The Chairman thanked the witnesses and they were permitted to retire.

On motion of Mr. Nesbitt, it was agreed that the Committee seek the 
authority of the House to resume study of the transportation problems relating 
to the Atlantic Provinces. The Chairman was instructed by the Committee to 
make the appropriate Report to the House.

At 11.05 a.m., the Committee adjourned to the call of the Chairman.

R. V. Virr,
Chairman of the Committee.
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The Chairman: Order, please. We have 
with us this morning the Seaway Authority. I 
have the pleasure of introducing Mr. Camu to 
you, the President of the St. Lawrence Sea
way Authority, and I would ask him now to 
present his opening statement. Mr. Camu.

Mr. P. Camu (President. The St. Lawrence 
Seaway Authority): Thank you, Mr. Chair
man. Gentlemen, I have with me Mr. Taylor, 
who is a member of the Seaway Authority. 
Next is Mr. Martin, who is from Cornwall. He 
is the Director of Finance and Comptroller.

I would like to say two or three words 
about the Seaway as a whole. Our organization 
is a Crown corporation, Class D, Proprie
tary, and we operate a waterway from Mont
real to Lake Erie. We have a staff of approxi
mately 1,700 employees, scattered over this 
1,000 mile stretch of the St. Lawrence River. 
We also operate a group of what we call 
non-toll canals or ancillary facilities, such as 
the Lachine canal in the Montreal area, the 
Cornwall canal in Cornwall and also the Sault 
Ste. Marie canal and lock. Our headquarters 
are in Cornwall, Ontario, and the head office, 
which is the executive, is in the City of 
Ottawa. We also have an engineering staff to 
look after the maintenance of our facilities 
and some of the major construction projects 
located in Montreal.
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The Seaway as such has been in operation 
since 1959 and we are now coming to the end 
of the ninth season of navigation. This season 
we will probably close around December 10 
and it looks as if it will be perhaps not a 
record year, but rather close to the record 
year of 1966, when ships in transit through 
the Seaway were able to carry up to 49 mil
lion tons of commodities through the system. 
Up to last week, around November 15, the 
traffic in the section of the Seaway from 
Montreal to Lake Ontario reached a tonnage 
of about 41 million tons. Approximately 85

per cent of this tonnage was in bulk com
modities, the two dominant items being grain 
and iron ore. On the other major section of 
the Seaway, the Welland Canal between Lake 
Erie and Lake Ontario, the traffic has always 
been higher because, in addition to the 
through traffic, there is also local traffic 
between the two lakes. The tonnage there 
these days is approximately 51 million tons of 
commodities. The year 1968 has been remark
able from that point of view, and we had an 
excellent recovery despite the strike by the 
Seaway employees for three weeks last sum
mer, which you may remember.

Two votes are presented here as part of our 
budget for 1968-69. One is a vote of about 
$2,400,000 which is needed to cover the opera
tion and maintenance of these non-toll canals, 
the Lachine, the Cornwall and the Sault Ste. 
Marie facilities. It also covers some very 
small ancillary facilities that are located in 
the Niagara Peninsula near the Welland 
Canal. The second vote relates to payment 
for the operation and maintenance of the 
Welland Canal, and the amount is $9.8 mil
lion. This is to cover the deficit from an oper
ation standpoint of that canal. These are the 
two votes that we are presenting in the Blue 
Book. I do not think I will comment further. I 
would much prefer that we try to answer to 
our best ability the questions that the mem
bers of the Committee would like to raise.

The Chairman: Thank you, Mr. Camu. Do 
the members of the Committee have any 
questions?

Mr. Nesbitt: Yes, Mr. Chairman, I have 
some questions. Do you have any technologi
cal plans thought out to keep the Seaway 
open during the winter months? Do you have 
any comment to make on that subject?

Mr. Camu: We do not have any plans to 
keep the Seaway open on a 12 month basis. 
We have plans to firm up, as we call it, the 
end and the beginning of the season of navi
gation, which always gives us some problems. 
I am referring to this period from November 
15 to December 10, which is the official clos-

19
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ing date, or December 15, we will have to 
wait and see, but we always have ice and 
weather problems at that time of the year. 
In order to deal with the physical disabilities 
in the system. We have all kinds of tech
niques that we use, and we have spent some 
money in the past three years in improving 
the hydraulics of our two downstream locks, 
the locks in the Montreal area where the 
water, of course, is always colder than in the 
system above, and we have changed the 
hydraulics by increasing the flow that we 
control with gates, and so forth. We also usu
ally increase the flow of water from, let us 
say, the second week of November, and we 
increase that by so many hundreds of cubic 
feet per second as we approach the limits of 
our season, which is around December 10 to 
15. In the spring we work it in reverse 
sequence in order to be ready for April 1, 
which is the official opening date.

Mr. Nesbitt: Then there are no plans, as 
has sometimes been reported, for doing any 
research with a view to perhaps keeping the 
Seaway open all year round on a permanent 
basis.

Mr. Camu: Not at this moment. We already 
have enough problems in trying to stay in 
business as long as we can, and we try to 
solve these problems first. Perhaps later on 
we can deal with that, but for the time being 
we do not have any plans.

Mr. Nesbitt: I just have two other brief 
questions. What are the present plans for a 
projected second Welland Canal?
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Mr. Camu: I should also have mentioned 
that among the loans on the following page 
there is an amount of $41 million as part of 
these loans and this leads, of course, to an 
answer to your question. The plans are as fol
lows. We got permission from the government 
to proceed with a Welland bypass, a recon
struction, construction of a new canal behind 
the City of Welland. It is a stretch of about 
8.6 miles. It is a brand new canal. It is now 
being worked and the plans are going very 
well. The project started in the spring of 1967 
and should be completed for the beginning of 
the 1972 navigation season.

Mr. Nesbitt: What is the proposed cost? Do 
you have any idea?

Mr. Camu: The original cost was around 
$110 million.

Mr. Nesbitt: There have been rumours that 
it might cost close to $1 billion. Would you 
care to comment on that?

Mr. Camu: No, the $1 billion is the figure 
that has been mentioned in connection with 
an entirely new seaway from Montreal to 
Lake Erie. There has been no work on this at 
all. This is just a section of it at that cost for 
which we have the permission of the govern
ment to proceed.

Mr. Nesbitt: I have one final question. In 
your view, as head of the Authority, what 
would be the general effect on the Seaway 
traffic—perhaps this is a general term but I 
would like to have your comment—if reve
nues were instituted in some or perhaps all of 
the canals and the locks? Would it affect 
trade and traffic to any great degree? Have 
there been any studies on this? I suppose 
there must have been.

Mr. Camu: In our case we have two sets of 
tolls. The main stream is a toll waterway, so 
we have a system of tolls from Montreal to 
Lake Ontario that we share with the Ameri
cans. They operate two locks and we operate 
five. This is a very simple tariff, where you 
have two tolls. One is a few cents on each 
gross registered ton, and the other one is a 
toll on the commodity, 40 cents for every ton 
of bulk and 90 cents for every ton of general 
cargo.

On the Welland canal we have a different 
system. It is a lockage fee; it is a flat $40 per 
lock per ship and since there are eight locks 
in line, each ship pays that fee as it proceeds 
up or down. We determined the effect of 
these tolls at the time of our renegotiation in 
April, 1967. We did a survey before, and you 
may recall that the proposal of the Authority 
was to increase our tariff by 10 per cent. It 
did not work at all and we had to continue 
with the same tariff for another five years, so 
the tariff right now is fixed until the year 
1971.

Mr. Nesbitt: You say this proposed increase 
of 10 per cent would not work. I gather from 
that it was felt this would be a serious deter
rent to the traffic going through the Seaway.

Mr. Camu: No, we did a study at the time 
and our economists as well as two firms of 
consultants worked on it and they came to 
the conclusion that a 10 per cent increase 
would not divert any traffic from the Seaway. 
In other words, we were trying to get as 
much as possible without chasing the traffic
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away, and that was their opinion. They said 
perhaps there might be a one-million ton 
diversion of iron ore. Instead of coming up 
the Seaway to American sources located in 
Pennsylvania, that traffic would go, let us 
say, from Sept lies straight to the Atlantic 
Coast. However, nobody was sure.

Mr. Nesbitt: And then up the Erie canal, I 
suppose.

Mr, Camu: No; straight to Norfolk, Bal
timore, Philadelphia, and from there by rail 
to Pittsburg, for instance.

This was forecast by the economists as 
being a possibility if we went beyond 10 per 
cent.

Mr. Nesbitt: The 10 per cent was not 
instituted, I gather.

Mr. Camu: No, it was not.

Mr. Nesbitt: You say the economists felt 
that 10 per cent would be all right with this 
one possible reservation.

Mr. Camu: That is right.
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Mr. Nesbitt: What was the reason it was 
not instituted? You said you found it would 
not work.

Mr. Camu: The two authorities, we and the 
American corporation which is called the St. 
Lawrence Seaway Development Corporation, 
were in agreement to increase the toll by 
about 10 per cent and we submitted that to 
our respective governments but it was not 
approved.

Mr. Nesbitt: It was a government decision.

Mr. Camu: Yes, sir.

The Chairman: Mr. Groos?

Mr. Groos: I recall, about three years ago 
there was a collision in the Seaway or in the 
entrances to the Seaway—I cannot remember 
whether it was above or below Montreal— 
and at that time there was a great deficiency, 
it appeared, in navigational aids and in com
munications between ships travelling up and 
down the river and between pilots of differ
ent ships, and so on.

I believe a lot of work has been done on 
that and a fair amount of money has been 
spent on it. I wonder if you would outline to 
us exactly what the system is now? I would 
be interested to hear what happens. If a ship

is approaching the Seaway, how does it get 
into the system and what navigational aids 
have you recently installed to look after that 
ship while it is proceeding through the sys
tem until it gets to Lake Erie?

Mr. Camu: I would have to make a distinc
tion between below Montreal, which is navi
gation to sea level, and from Montreal above 
where you have navigation through restricted 
waters, canals, locks and so forth. Three 
years ago, I think, the accident you refer to 
was below Montreal outside of our 
jurisdiction.

Mr. Groos: That is what triggered it.

Mr. Camu: Yes, it may have been Lake St. 
Peter, where a vessel overturned completely 
in the channel, or something like that. I am 
sorry to say that we had a recent collision 
between two ships near Valleyfield; that was 
about two weeks ago. In that case, of course, 
there was no loss of life and only one of the 
vessels ran aground, and we were able to 
re-establish normal traffic within 24 hours. 
Our types of accidents, and there are some, 
are usually control. I may explain to you in 
order to answer your question what kind of 
traffic control we have in our own system.

The aids to navigation like buoys and light
houses are the responsibility of the Depart
ment of Transport and they put these in our 
own waters at our request. We have nothing 
to do with the placing, the repairs or the 
moving of these facilities. We have a traffic 
control system run by dispatchers, the first of 
which is located at Beauharnois for the 
stretch from the port of Montreal to the 
American lock. Then it is under American 
jurisdiction in the American sector, and we 
pick it up again with another dispatcher at 
our Iroquois lock from the end of the Ameri
can sector almost to the beginning of Lake 
Ontario.

We have another dispatcher that looks after 
the whole Welland canal area, and we have 
some jurisdiction on either side of the canal. 
Pilots are not under our jurisdiction. Every 
ocean-going ship entering the Seaway has to 
have a pilot, but the lakers do not have to 
because usually their masters and mates are 
fully qualified to navigate in narrow waters.

There are two types of accident or collision. 
I might be between two ships, as happened 
about two or three weeks ago, or sometimes 
it is against our own facilities like a ship 
hitting a wall or having trouble inside a lock 
when the lock is being flooded or emptied,
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and in all these cases we conduct what we 
call an investigation right away with our own 
superintendent of operations and other 
officers.

The Board of Inquiry which is usually 
instituted is done by the Department of 
Transport which looks, I would say, more for 
human errors or is there to investigate what 
the various men responsible did. In our case, 
we mostly look at it to see whether anything 
happened to our facilities one way or another.
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There have been no major accidents in the 
Seaway since 1959, except for the case of the 
Stonefax which ran aground completely about 
two years ago and developed a hole and had 
to sit at the bottom of the Welland canal. We 
were able to remove that vessel before the 
end of the season of navigation, and the inci
dent about two weeks ago near Valley field 
happened in a patch of fog that suddenly 
moved from inland, and it was very difficult 
to help in that case.

At every bridge we have radar and we also 
have very extensive facilities for traffic con
trol over the river from Montreal to the 
Lakehead.

Mr. Groos: So you say that the Department 
of Transport places all these lights and so 
forth. You have no electronic navigational 
aids other than the radars on the bridges, and 
so forth?

Mr. Camu: Yes, we do. In the Welland 
Canal, which is about 26 or 27 miles long, we 
have a very sophisticated system where we 
use television to control the movement of 
ships in that stretch. I could describe this to 
you. It is a room about one-third the size of 
this one, and we have three men there 24 
hours a day, seven days a week, during our 
265 days of navigation. Each of the two des
patches looks after half of the canal, and he 
has four or five television sets in front of him. 
Each of these sets gives him a complete view 
of not only one or two locks, but also about a 
mile or two on either side of each lock. In 
addition to that we have a complete telemet
ric system where with lights and all kinds of 
signals he is able to see exactly the operation 
of each lock and what is happening. He also 
has a panel in front of him which covers the 
whole canal, and small models of ships move 
up and down. So by looking in front of him, 
he has a complete up-to-date account of 
where the ships are, how fast they move,

where they are going, and so forth. With his 
own radio he is in constant contact with them 
as well.

We think this system, which started in 1967 
at the beginning of the navigation season, is 
the most up-to-date and most modem in the 
world. We are now trying to do the same 
thing in the Montreal-Lake Ontario section. It 
is a little more complicated there, because the 
facilities are not so congested. In other words, 
between locks in some places we have a lake.

We are building up another extensive 
traffic control centre at Beauharnois having 
the same facilities, telemetry, television, 
radio, radar and all the other usual visual 
aids that are available to us.

Mr. Groos: You say that you have no pilots 
on board, because the ships that are operating 
in your facility are capable of inland naviga
tion themselves. If you do not have any pilots 
on board, what is your responsibility, if any, 
for ships travelling up and down the canal 
should they get into difficulty?

Mr. Camu: I said there are no pilots on 
board the lakers, on board vessels of the 
Canadian and American domestic fleets, but 
there are pilots on all ocean ships going up 
and down.

Mr. Groos: Are these pilots provided by 
your authority?

Mr. Camu: No, sir. They are part of the 
Federation of St. Lawrence Pilots, and they 
come under the pilotage authority which is 
the Minister of Transport.
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Mr. Groos: Could you tell us from your 
knowledge what the federal government’s res
ponsibility is for ships that are travelling 
through the system? If they are in collision 
while they are under command of a pilot, 
who pays the bill?

Mr. Camu: If there is a collision between 
two vessels in our own waters, a board of 
inquiry will be conducted, and this board 
comes under the Department of Transport, 
not under us. We deal only with what we call 
an investigation to see if our facilities were 
not properly manned, or if something hap
pened with our own people. But under the 
Canada Shipping Act we have no power to 
conduct a board of inquiry in the case of an 
accident as such.
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Mr. Groos: Your system then differs consid
erably from the method of operation of the 
Panama Canal, where once the ship enters 
the system under a Panama Canal pilot, the 
company is completely responsible for that 
ship. If it gets into difficulty they repair it.

Mr. Camu: You are correct. The pilots of 
the Panama Canal are employees of the com
pany. The pilots on the seaway are not our 
employees at all.

Mr. Groos: So we have the best of both 
worlds?

Mr. Camu: That is one way to look at it.

The Chairman: Mr. Howe.

Mr. Howe: Mr. Chairman, I would like to 
ask the witness a few questions about deficits 
year by year. Does the Commission foresee a 
time when the traffic will be great enough 
that there will not be any deficit?

Mr. Camu: It is difficult to answer. All this 
is related of course to our tolls policy. With 
the present tariff and with the traffic 
anticipated in the future it is difficult to pre
sent a better picture than the one we have 
now. It is not possible at the present time. If 
the traffic increases at a tremendous pace, 
and if we are able to increase our tolls also, 
then I think it would be possible for us to 
start collecting enough money, not only to 
pay for operation and maintenance, but also 
to start to amortize the capital invested as 
well as the interest that has been capitalized.

Mr. Howe: Of course this is a subsidy that 
is just the same as a freight rate subsidy. It is 
a subsidy of the St. Lawrence Seaway, is it 
not?

Mr. Camu: We operate at a net surplus, 
however, every year. We collect about $3 or 
$4 million that we give back to the govern
ment, but this is never enough to pay even 
the interest.

Mr. Howe: Well, suppose the government 
decided, as they did in the bill that we passed 
on transport last year, that freight rates had 
to be phased out at the rate of so much per 
year. Supposing they insisted that this thing 
pay, like a Crown corporation.

We see the government phasing out the 
joint programs of the provinces. Suppose they 
say you people have to make this pay, or else. 
What would happen? You told Mr. Nesbitt 
that extra tolls on some of these extra ser
vices might go up 10 per cent. Could you

raise your entire revenue by 10 per cent and 
still maintain the volume of traffic on the 
seaway?

Mr. Camu: At the present time we feel that 
this would be possible. We do not think we 
would lose too much of the traffic, and this 
would be a very good contribution towards 
solving our financial problems.

Mr. Howe: Is there any suggestion that the 
government might tell you to do this?

Mr. Camu: We tried that in 1967, and we 
were unsuccessful. The next time around will 
be in the case of the Montreal-Lake Ontario 
section, and this will be reviewed in 1970, 
and the Welland Canal lockage fee will be 
reviewed in 1971. For the time being we live 
by an agreement between the two countries 
that confirms the agreement of the two enti
ties. Therefore, we cannot do anything for the 
time being.

Mr. Howe: In reply to the questions Mr. 
Nesbitt was asking about twinning the Wel
land Canal, I understand, according to this 
newspaper article, that there is an inter
departmental committee working on that. Is 
this true?

Mr. Camu: That is correct, sir. The inter
departmental committee is studying now what 
I call Part II of our construction program. 
This is a project to construct another section 
of the canal, this time from the Niagara 
escarpment to Lake Ontario. This is the sec
tor that involves the reconstruction of locks as 
well. An interdepartmental committee is look
ing at that specific proposal at this time.
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Mr. Howe: I have another question, Mr. 
Chairman, that has to do with Lake Erie. We 
hear many reports about what is happening 
there, that it is getting shallower all the time 
and that the bottom is building up. Do you 
foresee any problems there in the future with 
regard to maintaining a right of way or a 
passage through this lake?

Mr. Camu: No, we do not envisage any 
difficulty as far as navigation is concerned. It 
is true that it is the shallowest lake of the 
Great Lakes and perhaps also the most pol
luted, but as far as we are concerned, our 
requirements are determined by the depth of 
a lock. So we operate at 25 feet 9 inches, and 
that means, in fact, a depth of 27 feet or so. 
There is no difficulty in that lake where the 
average depth is about 80 feet. So from a
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strictly navigation point of view I do not 
anticipate any difficulty at all in the main line 
or the main navigation channel through the 
lake.

Mr. Howe: One further question. You 
brought up the question of pollution. We do 
hear stories about the boats spewing out their 
garbage into the lakes. Do you people have 
authority to lay charges against boats that 
might do this?

Mr. Camu: Yes, it is in our regulations. It 
is forbidden for any ship to discharge any
thing in our waters. It is strictly forbidden 
and if it is spotted by our own people it does 
not take much time for us to move and lay a 
charge.

Mr. Howe: Have you had many prosecu
tions in this regard?

Mr. Camu: The Department of Transport is 
looking after the oil pollution for us. We our
selves have laid a few charges in cases of air 
pollution such as smoke coming out of stacks. 
This has happened several times. In fact, it 
does happen every season.

In the case if garbage we have not noticed 
anything. They are very careful, of course, in 
our waters. It may happen at night in the 
lakes in the open spaces, but this is impossi
ble for us to really check. But as far as we 
are concerned every one of our lockmasters 
has instructions to deal with them.

Mr. Howe: In connection with the prosecu
tions, have there been any charges laid with 
regard to the oil slick, oil pollution?

Mr. Camu: This is done by the Department 
of Transport.

Mr. Howe: And do you not have any knowl
edge of anything like that?

Mr. Camu: No, we do not. There was one 
. . . Mr. Taylor will answer that.

Mr. D. E. Taylor (Member of the Board, 
The St. Lawrence Seaway Authority): Yes, 
sir, there was one prosecution last year, I 
understand, by the Department of Transport 
related to the Welland Canal and it was 
successful.

Mr. Howe: And what was the fine in that 
connection?

Mr. Taylor: Speaking from memory, I 
believe it was about $200.

Mr. Howe: It is not very large, is it?

Mr. Taylor: No.

Mr. Howe: The problem with a lot of our 
pollution is that the fines involved are not 
nearly large enough to deter the offenders or 
others from doing the same thing. Thank you 
very much, Mr. Chairman.

The Chairman: Have you a supplementary, 
Mr. Thomas?

Mr. Thomas (Moncton): I did not quite hear 
what the witness said on this 10 per cent 
increase. I was very much interested to hear 
him say that the Authority thought the rates 
could be raised by 10 per cent and that they 
had made this proposal, but to what authority 
would you apply to raise these rates? You 
said that you could not apply again until 1972. 
Did I hear you right on that?

Mr. Camu: The tariff of tolls is part of a 
joint agreement with the United States, and 
any one of the two partners cannot do any
thing without the agreement of the other.
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In 1959 the tolls were set firm for a period 
of five years and it was in the agreement that 
they should be reviewed a year before to 
determined what the tolls would be in the 
future. At the time we reviewed them, about 
1964, we came to the conclusion that we did 
not know enough about traffic patterns and 
traffic forecasts, so the review was postponed 
for two more years, until 1966 to see what 
trends in shipping would develop in the Sea
way. In 1966 we reviewed the tolls again to 
be effective on April 1, 1967, and we had 
economists working on this review to see 
what kind of tolls we could propose for the 
future.

In other words, how far should we go? 
How much could we ask from our customers 
to get more money, as much revenue as possi
ble to cover our deficit, and on the other 
hand without losing a ton of traffic? These are 
the questions we asked and they produced all 
kinds of tables. They came up with statistical 
d=ta and research and forecast studies and 
said, “This is how traffic looks for the 
future, and with that kind of traffic, having 
studies carefully these dominant commodities, 
we think you can go as far as asking for a 10 
per cent increase. You will get more revenue 
and we do not think you will lose much 
traffic"—except the case I have indicated a 
moment ago about a possibility of some iron 
ore going by another route.
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Mr. Thomas (Moncton): Yes, this is what I 
do not understand. The St. Lawrence Seaway 
Authority made this proposal and you were 
satisfied that this could be done. Were the 
U.S. authorities against you?

Mr. Camu: The St. Lawrence Seaway Devel
opment Corporation was also in agreement 
with us. The two authorities were in agree
ment and we made this proposal.

Mr. Thomas (Moncton): I still do not 
understand. Why was not the increase put 
into effect if you were both in agreement?

Mr. Camu: Mr. Taylor will amplify that 
part of it.

Mr. Thomas (Moncton): You both agreed 
that it could be done.

Mr. Taylor: If I may just amplify this a 
little. The St. Lawrence Seaway Development 
Corporation, which is our sister agency, 
agreed for purposes of public hearings to the 
10 per cent increase, but did not agree with 
and did not support our Canadian proposal 
for a 10 per cent increase on the river section. 
Accordingly, since this is a joint agreement it 
was impossible to come to a conclusion on 
that.

If I may be permitted, though, there were 
very decided results from these toll hearings 
which were advantageous to Canada, we 
believe. In this same river section our per
centage of the total revenue had been 71 per 
cent as set in 1959, I believe. This was raised 
to 73 per cent. Each percentage point amounts 
to about $250,000. So, in fact, Canada’s reve
nue from the river section, that is from Mont
real to Lake Ontario, amounted to about 
$500,000 a year more, which was in fact taken 
from the U. S. and given to Canada.

In addition to that the Canadian Govern
ment determined that a lockage charge would 
be instituted on the Welland Canal and to this 
the U. S. St. Lawrence Seaway Development 
Corporation agreed—that it would be includ
ed in the tariff of tolls. This lockage charge 
will produce in the year 1969 approximately 
$3,750,000, and this will increase to about five 
million dollars over the five-year period that 
we made an agreement for. In effect, the 
Canadian St. Lawrence Seaway Authority did 
obtain some part of its request.

Mr. Thomas (Moncton): On the basis of this 
year’s revenues or those of the last year you 
have completed, how much in dollars would 
the 10 per cent increase in tolls amount to? 
Could you tell me that?

Mr. Taylor: To the Canadian Authority, 
about $1,600,000, if you take $16 million 
approximately as our share.

Mr. Thomas (Moncton): So you did just as 
well on the agreement.

Mr. Taylor: We wanted this in addition to 
it.

Mr. Thomas (Moncton): When will this 
come up again? Not until 1972?

Mr. Taylor: Yes, sir. I think the emphasis 
of the Canadian Authority on a more appro
priate tool charge is related to our very sub
stantial investment as compared to the 
American investment in the Seaway.

Mr. Thomas (Moncton): Thank you.
The Chairman: Mr. Godin?

[Interpretation]
Mr. Godin: Mr. Chairman, shortly after the 

introduction of the witnesses, would I be in 
order to put a question relating to navigation 
between Quebec and Montreal, on the St. 
Lawrence?

Mr. Chairman: Between Quebec and Mont
real? I think this has nothing to do with..

Mr. Camu: This Sector of the river is out
side of our jurisdiction.

Mr. Godin: Thank you very much.

[English]
The Chairman: Mr. Mahoney.
Mr. Mahoney: Can you give us an estimate, 

sir, of the grain tonnage that will be handled 
through the system during the current ship
ping season?

Mr. Camu: This current shipping season? It 
would be approximately, I would say, seven 
or eight million tons.

Mr. Mahoney: How does that compare with 
1967?

• 1020

Mr. Camu: I have the 1967 figures here. It 
was about 11 million in 1967.

Mr. Mahoney: Would all this seven or eight 
million originate in Canada or would some of 
it originate in the United States?

Mr. Camu: No, this is American grain as 
well.
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Mr. Mahoney: Have you any idea of the 
split on that?

Mr. Camu: Yes, I have that in the report.

Mr. Mahoney: An approximation will do 
for my purposes here.

Mr. Camu: Roughly, 20 per cent is the near
est figure I have.

Mr. Mahoney: Twenty per cent U.S.?

Mr. Camu: Yes.

Mr. Mahoney: During the current shipping 
season would you estimate that percentage 
would be any different or would it be much 
higher?

Mr. Camu: It is higher; American grain is 
higher.

Mr. Mahoney: Can you give me a guess on 
that at this point?

Mr. Camu: It is difficult because we are 
about a month late on our statistical data and 
nothing moved through the summer in 
Canadian grain. It is very hard at this time 
for me to tell.

Mr. Schreyer: I have a supplementary. The 
proportion of American grain going in transit 
through the Seaway is higher this year?

Mr. Camu: Yes, it is higher than last year, 
American grain compared to American grain.

Mr. Schreyer: Which is simply a reflection 
of grain sale patterns between the two 
countries.

Mr. Camu: Yes, the pattern of American 
grain is quite different. It is usually moving 
from ports like Chicago and Milwaukee and, 
of course, Duluth and it is usually going two 
ways, direct in ocean ships to overseas markets, 
or in Canadian and American lakers to 
the ports of Baie Comeau on the North Shore 
of the St. Lawrence River and to Port Car- 
tier, and from there it is trans-shipped into 
ocean ships going overseas.

Very little American grain stops at the 
ports of Montreal, Quebec, Trois-Rivières or 
Sorel; this is mostly Canadian. The leading 
trans-shipment point for American grain is 
the two large elevators of Cargill Company at 
Baie Comeau and Dreyfus Company at Port 
Cartier.

Mr. Schreyer: I have other questions. Put 
me down for later.

Mr. Mahoney: I do not think we could real
ly say that is necessarily attributable to 
American export policies. It might have 
something to do with the strike at the 
Lakehead.

Mr. Camu: That is right. It is difficult, 
because a lot of shipments of American grain 
even from the Middle West are going through 
New Orleans. In fact, New Orleans is the 
competing port for American grain with 
Chicago, for instance.

Mr. Nesbitt: It is the second largest port in 
the United States, is it not?

Mr. Camu: I think so.

An hon. Member: The main new commodity 
down there is corn.

The Chairman: Mr. Skoberg?

Mr. Skoberg: Mr. Chairman, we realize 
there is quite a bit of container traffic now 
moving. Do the facilities for handling these 
containers at the respective unloading points 
come under control of the Authority?
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Mr. Camu: I should like to make a com
ment if you will allow me. We do not operate 
ships. We operate only facilities, not like the 
CNR who operate not only the road bed but 
the trains, so that is a major difference. We 
watch carefully the pattern of shipping and 
we look at all these trends and we have 
noticed in the past three or four years that 
many ocean ships coming or going and dealing 
in the general cargo trade have containers on 
deck. These are not specially built cargo ships 
but the regular liners, but they do carry a lot 
of containers.

Already there are a few ships that have 
appeared in the Seaway this season that are 
specially built for bulk commodities but also 
have the capability to carry 400 to 500 con
tainers on board. This is a new service between 
the ports at the Great Lakes and European 
ports. Some facilities are now being built in 
some of the major ports of the Great Lakes, 
but only the major ones. There are some; it is 
a beginning.

Mr. Skoberg: This would be unloading 
facilities?

Mr. Camu: Unloading and loading of con
tainers, both.

Mr. Skoberg: The point, Mr. Chairman, is 
whether or not the Authority has to supply
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the facilities for the unloading of these con
tainers. Now, which jurisdiction does this 
come under?

Mr. Camu: We do not have any facilities of 
that kind. We are not, in other words, in the 
port business. We are not on that side of it.

Mr. Skoberg: I have another question, Mr. 
Chairman, getting back to the movement of 
traffic through the Seaway, I presume there is 
an operating code of rules for the movement 
of such traffic. Does this come under the 
Department of Transport or is this under the 
direct supervision of this Authority?

Mr. Camu: No, there are navigation rules 
published jointly by us and the United States 
corporations. There is a book called The Sea
way Handbook which every captain must 
have on board when travelling through our 
waters.

Mr. Skoberg: Along the same line, Mr. 
Chairman, who would have jurisdiction over 
the safety and sanitary standards of the 
employees? Does this come within the scope 
of the Authority?

Mr. Camu: Do you mean our own employ
ees?

Mr. Skoberg: Yes.

Mr. Camu: Of the 1,700 employees we have, 
which I mentioned at the beginning, approxi
mately 1,100 are outside working right on the 
locks and throughout the system dealing with 
operation and maintenance. As any other 
employer, we have internal regulations deal
ing with the safety of employees, and so 
forth. We have all that.

Mr. Skoberg: I have a last question. Does 
the granting of contracts for any improve
ments to the Seaway come within your 
jurisdiction?

Mr. Camu: Yes, sir.
Mr. Skoberg: Are there any outstanding 

claims now before you that have not been 
settled?

Mr. Camu: There are no outstanding claims 
left.

The Chairman: Is that all, Mr. Skoberg? Mr.
Cyr.

[Interpretation]
Mr. Cyr: I would like to come back to the 

operation and the deficit that is expected for

next year. I believe that you mentioned a 
moment ago that, in 1967, you had thought of 
raising the rates by 10 per 100 in order to 
make up this $2,355,000 operating deficit. 
What kind of increase in rates should have 
been provided for 1968-1969 What is the 
percentage?

Mr. Camu: Here is my answer. We operate 
the seaway with a net surplus each year. But 
the sum we collect is not sufficient to amor
tize our debt and to pay the interests that are 
extremely high each year for a sum of that 
nature. In order to run the seaway and pay 
these expenditures entirely, we would need at 
least 25 million dollars per year. This 
amount is essential in order to meet the cost 
of maintenance operations, amortize the debt 
and pay off our interests. We are still far 
from reaching this objective.

Mr. Cyr: What kind of an increase in per
centage rates, on the average, does this 
represent?

Mr. Camu: More than 10 per 100. It is 
impossible to give an exact figure unless we 
make a calculation right now.

Mr. Cyr: You have mentioned that the next 
readjustment that will be proposed to the 
government, and also to our neighbour, can
not be made before 1972.
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Mr. Camu: That is right. Not before the 
beginning of navigation season of 1972, 
because there is an agreement between our 
two countries dealing with this. It is a regular 
agreement with a time limit. The agreement 
was signed in 1967, and it will be in force for 
five years.

Mr. Cyr: According to the MPs who spoke 
earlier, including Mr. Howe, it seems that the 
Committee would agree to let the Seaway 
Navigation Commission try to balance its 
budget some day. If this is expected to occur 
by 1972, Mr. Chairman, maybe we might see 
Mr. Kierans as minister of Transport, at that 
time, as he considers himself an expert in 
balancing budgets.

This probably answers my question, Mr. 
Martin. It is agreed that all public services, 
for a specific amount of time, must be sub
sidized by the government, as is the case 
with the C.N.R. and for other concerns, in
cluding the Post Office.
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[English]
The Chairman: A supplementary? Mr. 

Howe.
Mr. Howe: It has to do with the question ot 

deficits in Canada. How does this compare 
with the United States? Do they have a sur
plus or a deficit in their operations?

Mr. J. M. Martin (Director of Finance and 
Comptroller. The St. Lawrence Seaway Au
thority): The United States deficit is approxi
mately two-fifths of ours, sir. Let me give you 
some estimated figures for this year. By tak
ing two-fifths of them you will see exactly 
what the state is with regard to the Ameri
cans. On the Montreal-Lake Ontario section, 
we estimate that this year we will make a 
profit before interest of about $12.5 million 
which we will pay over to the government as 
interest. However, the total interest bill will 
be about $17 million, so that we will show on 
this section a deficit of $4.5 million before 
providing for any repayment of debt. In the 
case of the Americans, the figures will be a 
profit of about $4 million and interest of 
about $5 million.

Mr. Howe: Does that indicate that they are 
a little more efficient than you are?

Mr. Martin: No. The proportions are pretty 
well the same, sir.

Mr. Howe: Yet they do not operate as large 
a part of the seaway as you.

Mr. Marlin: They have two locks, whereas 
we operate five.

Mr. Howe: I see.

Mr. Camu: I may add that the rates of 
interest are the current rates, and they start
ed at a lower rate of interest in 1959 and 
have been favoured by lower rates all the 
way. So that, of course, shows forth a better 
financial picture.

Mr. Howe: Or a more stable government? 
More stable interest rates? Thank you.

The Chairman: A supplementary? Mr. 
Schreyer.

Mr. Schreyer: Is the fact that they have a 
lower rate of interest an indication that it is 
somewhat artificial, or is it simply an indica
tion of lower rates of interest generally in the 
U.S. money markets?

Mr. Martin: It is an indication of lower 
interest rates. The basis for determining what

rate is to be charged is the same in both 
countries, namely, the rate of interest being 
paid by the government at the time the 
money is borrowed.

Mr. Schreyer: Long-term or short-term?

Mr. Marlin: Long-term.

Mr. Schreyer: Thank you.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: In the world in which we live 
things are not always secure. Are there 
arrangements to provide for the safety and 
security of the seaway—I mean, some foreign 
ship on some occasion trying to block the 
canal, and things of that nature. I actually do 
not expect you to go into details if there are 
such arrangements, but is there any spot
checking of ships? Are there devices for 
checking against the possibility of a serious 
interruption of the canal by an explosion in a 
ship, or the sinking of a ship and blocking 
one of the locks?
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Mr. Camu: We do not have a disaster plan. 
On the other hand, we cope with what we 
call the “dangerous cargo” types of commodi
ty, which are carried all the time. We have 
very strict regulations for them. They are 
classified. If there is a dangerous cargo ship 
coming up with chemicals or petroleum 
products which are highly volatile and so 
forth, this ship travels by day only, and is 
single in the lockage even if we could put two 
ships together, and so forth. There are all 
kinds of regulations like that dealing with 
this type of cargo. But in the case of a major 
eventuality, we do not have any specific 
plans.

Mr. Nesbitt: There are regulations, then, to 
allow for and try to prevent accidents, but 
there are no arrangements to attempt to 
check on deliberate sabotage or destruction.

Mr. Camu: No, except that a few years ago 
in the Montreal area there was some agita
tion, and there was a bomb threat on one of 
our bridges. As soon as this happened, we 
called in the RCMP to investigate all our 
facilities. Out of that they prepared a report, 
and we have various new facilities such as 
fencing, lights, and guards as well in remote 
areas?

Mr. Nesbitt: You have guards now actually 
on the seaway premises?
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Mr. Camu: Yes. Not at all facilities, only at 
certain spots.

Mr. Nesbitt: But there are no security 
arrangements to check the possibility of some 
very serious or major sabotage of the canal.

Mr. Camu: No, it is almost impossible with 
the length of the territory we have to cover. 
It is just not feasible for us to do that.

The Chairman: A supplementary? Mr. 
Skoberg.

Mr. Skoberg: Are there any inspections of 
the ships that come into the seaway?

Mr. Camu: Yes, before they enter the sea
way, it is done.

Mr. Skoberg: They are actually inspected?

Mr. Camu: Yes. In fact before a new ship 
comes into the seaway for the first time, usu
ally they send the blue-prints of that ship to 
our own office in Cornwall in the winter. We 
look at all the facilities because for a ship to 
come into the system, they must have special 
equipment, like one or two extra winches, 
landing booms, and so forth, and if they do 
not have these they will not be admitted into 
our system.

Mr. Skoberg: What about the cargo?

Mr. Camu: No, the cargo is not inspected 
by us?

Mr. Skoberg: You do not know what is on 
board, other than what they tell you?

Mr. Camu: Their own declaration, yes.
The Chairman: A supplementary? Mr. 

Schreyer.

Mr. Schreyer: Yes, Mr. Chairman. I wanted 
simply to ask what the total bill was for 
security? Do you have that as a separate 
figure?

Mr. Camu: Yes, we do have that. It will 
take a few minutes.

Mr. Schreyer: It would be interesting to get 
this. I understand that you started this only 
one or two years ago?

Mr. Camu: Three or four years ago.

Mr. Schreyer: Prior to that you had no 
specific security arrangements?

Mr. Camu: No. We had fences all around 
and near the locks, but they were not, let us
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say, completely foolproof, or not completely 
fenced. But now we have that, and near 
bridges.

Mr. Schreyer: What is the nature of this 
security arrangement? Do you simply have a 
contract with some firm that provides securi
ty guards?

Mr. Camu: That is correct. We have a con
tract with a security agency.

Mr. Schreyer: You do not have the figures 
readily available as to what you are paying 
this firm?

Mr. Camu: Yes. In 1967 for the Montreal— 
Lake Ontario section, the amount was 
$109,022.

Mr. Schreyer: Then this would be your 
only expenditure for the specific purpose of 
security.

Mr. Camu: For security, yes.

Mr. Schreyer: And for that they provide 
how many personnel?

Mr. Camu: It is round the clock. It is diffi
cult to estimate because it varies. Sometimes 
we have more over the weekend. But there 
may be 15 guards night and day at various 
points. Sometimes it is less during the year, 
sometimes more.
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Mr. Schreyer: Do you have in mind or have 
you discussed the desirability of perhaps dis
continuing this practice?

Mr. Camu: We reduced the number of 
guards after two years. This year we have 
again reduced the number. This has been 
based on experience.

Mr. Schreyer: And hopefully in two years 
you can reduce it again.

Mr. Camu: I would like very much to do 
that, if it is possible.

The Chairman: Is that all?
Mr. Schreyer: I have other questions but . . .

The Chairman: You are next on the list, so 
you can carry on with your next question.

Mr. Jerome: May I ask a supplementary 
question first?

The Chairman: Yes, Mr. Jerome.
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Mr. Jerome: It has to do with security. Do I 
take it that as the Seaway Authority you are 
not really concerned with the question of 
security other than for the protection of your 
property, as a manufacturer would want to 
protect his factory. For example, you are not 
concerned with such things as smuggled ship
ments or narcotics. This is really not your 
concern.

Mr. Camu: No. This is outside our 
jurisdiction.

Mr. Schreyer: Access to the ships can be 
had by those authorities who are concerned 
with the detection of such crimes, but this is 
not your problem?

Mr. Camu: No, not as such. However, ships 
cannot stop in our system. They cannot 
disembark or embark passengers. They can
not load or unload except at specific points. 
This must be done in ports, which are usually 
outside our system. If there is an emergency, 
such as a break-down and they need a motor, 
or something has to be repaired on a ship, 
then we help them. Otherwise it is impossible 
to discharge or load anything along the way.

Mr. Schreyer: Yes.

Mr. Camu: There are only one or two spots 
where this can be done; that is, inside the 
lock—it has to be done within a lockage— 
when, for instance, they need some special 
parts for the ship. There might also be a need 
for food or laundry. However, it is well con
trolled and restricted and it is always done in 
a matter of minutes and in sight of the 
lockmaster.

Mr. Jerome: But in respect to anything 
brought in illegally from outside the country 
on any of these ships, this is really not your 
concern. You are not a customs authority.

Mr. Camu: No, we are not.

Mr. Jerome: Or have anything to do with 
police detection, so you do not concern 
yourself.

Mr. Camu: However, all these ships are 
inspected at the Port of Montreal before they 
enter the Seaway. They are boarded there by 
officials of the Department of Agriculture, a 
customs inspector—all kinds of inspectors. We 
have a couple of our own ship inspectors who 
also go there sometimes when a ship is com
ing into the Seaway for the first time, and 
they look at the ship to see if it is fit to 
navigate in our waters. They go on board with

about five or six officials of various federal 
government departments. There is even a 
doctor if there is a seaman on board who is 
sick, and so forth. That is done before they 
enter the Seaway.

Mr. Jerome: And done at Montreal, the 
first stop of the ship in Canada.

Mr. Camu: Yes, before they come in. There 
would be no use in their coming to our 
approach lock and we find out something 
then. They would have to call on two tugs, 
turn the ship around and go back to the port 
to be fixed.

Mr. Jerome: Thank you.

Mr. Schreyer: Do you have the estimates as 
shown in this document? Perhaps you could 
help me to try to understand the way some of 
the figures are presented here.

I notice that reference is made to a deficit 
in two separate places. One is an operating 
deficit of $2.3 million and the other one, I take 
it, is the deficit relative to the Welland Canal 
alone. If you add the $9.8 million and the $2.4 
million it gives you a total of $12.2 million. Is 
this your estimated total net deficit of 
operation?

Mr. Camu: Mr. Martin will answer that 
question for you.
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Mr. Martin: The $9.8 million relates to the 
Welland Canal and the $2.4 million relates to 
the non-toll canals, which were entrusted to 
us by the government in 1959. In addition to 
these two deficits, we incur the interest defi
cit that I mentioned ealier in respect to the 
Montreal-Lake Ontario section.

Mr. Schreyer: This is my other question. 
There seems to be a strange pattern of alter
nation each year. I notice at the very bottom 
of the page, and I take it this is the expendi
ture to the Crown, that in 1965-66 it was $8 
million, the next year it was $10 million, last 
year it was $8 million and this year it is $10 
million again. It seems to have almost the 
same rhythm as a motor. Is this not so?

Mr. Martin: It may seem to but it does not 
quite. In 1966-67 we had a very expensive 
wage settlement that affected our figures 
rather substantially. Then in 1967-68 we had 
labour peace. Again this year, you may recall, 
we had a strike which resulted in a wage 
settlement, which in turn resulted in a 71 
per cent increase in our payrolls.
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There is another reason for the fluctuation. 
Maintenance is sometimes a great deal heavi
er in one year than it is in another. The 
reason for this is that the work is done as 
planned by our engineering branch but in 
some years there are very heavy jobs and in 
other years there is not so much work.

Mr. Schreyer: Mr. Martin, what is the total 
appropriation that the Crown must make this 
year to satisfy the authorities’ needs? Is it 
simply a case of adding those two bold type
figures?

Mr. Martin: That is right.
Mr. Schreyer: The $9.8 million and $2.4

million?
Mr. Martin: These are operating needs, Mr. 

Schreyer. Other than that, of course, we 
require money to finance the capital expendi
tures, and these are to be found on the fol
lowing page.

Mr. Schreyer: Yes.

Mr. Martin: It is $41 million for capital
expenditures.

Mr. Camu: The major amount of which is 
this construction on the Welland Canal.

Mr. Schreyer: On the twinning.

Mr. Camu: We used to call it the “twin
ning” but we have now changed it to
“modernization”.

Mr. Schreyer: Yes. How many years do you 
anticipate you will require amounts of this 
range for that same purpose?

Mr. Camu: This project will continue until 
1972. The new 8.9 miles of canal will open— 
and I think we are on time—on April 6, 1972.

Mr. Schreyer: Subsequent to 1972 do you 
anticipate capital needs in that same range 
for some other purpose? To put it another 
way, do you have anything in the nature of a 
substantial capital expenditure on the draw
ing board or in the planning stage for 1972?

Mr. Camu: Yes. This is the proposal that is 
now being studied by the interdepartmental 
committee for the other section of the Wel
land Canal from the escarpment to Lake 
Ontario.

Mr. Schreyer: For the sake of clarification, 
Mr. Mahoney, you made some reference to a 
strike as having perhaps a direct bearing on

the proportion of American to Canadian grain 
moving through the Seaway. What particular 
strike were you thinking of?

Mr. Mahoney: The grain handlers at the 
Lakehead.

Mr. Camu: You see, Port Arthur and Fort 
William were not shipping grain at all from 
the end of the Seaway strike, which was July 
15, until the beginning of September. During 
that time American grain was flowing down 
the St. Lawrence.

Mr. Schreyer: Yes, but this is the point on 
which I would like clarification. In order to 
make that statement one must assume we had 
waiting markets to which to move this grain.
I do not know, perhaps this is a digression, 
but I would like to get your view on whether 
it can be said that the grain handlers strike 
had the effect of reducing grain movement 
through the Seaway, particularly when it can 
be counter-alleged in the opposite direction 
that in any case there were no markets to 
which to move this grain. Would it have 
moved had there been no strike? Do you get 
my point? Is it valid to assert that the grain 
handlers strike resulted in a reduction of 
movement of grain through the Seaway? That 
is my question.
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Mr. Camu: It is a very good question. We 
are not interested of course, in the source of 
the product nor where it goes; we are in the 
middle, where the grain is moving through 
our facilities.

To compare it with other commodities, the 
strike in our own system lasted for about three 
weeks and at the end of it we said to our
selves, “Have we lost something? Shall we be 
able, in the remainder of the season, to 
recoup part of the traffic?” So far we have; 
we are, in fact, ahead of last year and almost 
in line with the record year of 1966.

I do not know whether grain will follow 
the same pattern, but I can tell you that after 
the settlement of the strike of grain handlers 
at the Lakehead a tremendous number of 
large ocean ships and lakers came down with 
grain a little earlier than usual, in September 
and in October. Therefore, instead of having 
a regular flow of Canadian grain down 
towards the lower St. Lawrence and eventual
ly to the world markets we had nothing for 
two months and then a big rush in September 
and part of October. Now it is down again to 
regular, normal traffic.



32 Transport and Communications November 19. 1968

Mr. Schreyer: One could infer from all that 
that although the timing of the movement 
may have been much different the total 
volume and end result will be about the 
same.

Mr. Camu: I hope so; because we are 
interested in carrying as much commodity as 
possible; and I hope that at the end of the 
year the figure I have given you will be high
er. This we will see in the remaining four 
weeks during which there will be much grain 
coming down.

Mr. Schreyer: Thank you, Mr. Chairman.

The Chairman: If there are no further 
questions, gentlemen, shall Vote 85 carry?

Yes, Mr. Skoberg?

Mr. Skoberg: On the question I asked about 
any outstanding claims by some of the con
tractors who were doing the work, it is 
whether or not these are satisfied claims, or 
are there contractors who are still unsatisfied 
with the settlement made?

Mr. Camu: I do not think there are any 
unsatisfied contractors at this time.

To clarify my answer, are you talking 
about the claims relative to the construction 
of the Seaway in the period 1954-59? After 
that, in 1960, we had a tremendous number of 
claims, to the amount of about $45,000,000 
from at least two or three dozen contractors. 
It took three and a half years to clean that 
up, at a cost of roughly $11,000,000 to $12,- 
000,000. This was done through a Committee 
of Treasury Board, with our own chief engi
neer and one or two other representatives, 
mainly engineers, from the Department of 
Public Works, as I recall, and from National 
Harbours Board. It went through a special 
committee, and it went very well. I was there 
then and I remember that we were able to 
clean up everything except one. He went to 
the Exchequer Court, and the judgment was 
that we had to pay $85,000 which was about 
what had been our original intention anyway.

After that there was a lapse, with no con
struction at all, and then we started construc
tion on the Welland Canal around 1965, with 
major improvements, and so forth. In this 
second major period of construction, we are 
dealing with any claims, as we go along, 
through progress reports rather than waiting 
until the end and getting a big claim and 
having an unsatisfied person. We try to solve 
the problems, if any, as we go along, with 
each individual contractor.
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The Chairman: Shall Vote 85 of the Esti
mates carry?

Item 85 agreed to.
Item 90 agreed to.
Item L125 agreed to.

The Chairman: When we adjourned our 
meeting on Friday. Mr. Nesbitt had made a 
motion to resume the study of the transporta
tion problems.

Mr. Nesbitt: To request permission.

The Chairman: To request permission from 
the House?

Mr. Nesbitt: Yes.

The Chairman: To study the transportation 
problems of the maritime provinces.

I understand that quite a few briefs have 
been presented to the Transportation 
Committee.

Mr. McGrath: Perhaps before we proceed 
we should excuse these gentlemen. They are 
very busy.

The Chairman: Perhaps you are right, Mr. 
McGrath. If there are no further questions we 
can release them.

Mr. Camu: I would like to thank you, gen
tlemen, for a very good inquiry this morning.

The Chairman: Thank you very much, Mr. 
Camu, Mr. Martin and Mr. Taylor. Goodbye, 
and best of luck with the St. Lawrence Sea
way. I understand there is a great deal of 
traffic these days.

Mr. Skoberg: Mr. Chairman, while we have 
a quiet moment I have a question.

I asked these gentleman about the handling 
of containers at port facilities. Does this come 
under the National Harbours Board and if so, 
when do we discuss that particular aspect?

The Chairman: If I may answer you, I 
think some of the containers come under the 
National Harbours Board. Naturally, the 
traffic that goes up the lakes is part of the 
Seaway.

Mr. Skoberg: I am concerned about the boat 
facilities.

The Chairman: Yes; the National Harbours 
Board. Relative to containers, I suppose I can 
say that the National Harbours Board is
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building some wharf facilities at the present 
time. Am I right?

Mr. Nesbitt: We will be coming to that 
when we have officials of the Harbours Board 
here.

That is the only question I have.

The Chairman: Yes. We will fix a date for 
the National Harbours Board at our next 
meeting.

To revert to Mr. Nesbitt’s motion is it 
agreed, that we get permission from the 
House to sit as soon as possible?

An hon. Member: Yes; as soon as is 
convient.

The Chairman: Does everybody agree?

Mr. Skoberg: Mr. Chairman, I doubt that 
you really know what investigations were 
made, or what type of briefs were being 
accepted at the time that the hearings were 
broken off.

The Chairman: Mr. Skoberg, I understand 
there are over 20 briefs.

An hon. Member: Eighty-two.

The Chairman: I beg your pardon?

An hon. Member: Eighty-two.

The Chairman: Eighty-two briefs; there
fore, I do not know the details of them.

Mr. Thomas (Moncton): Mr. Chairman, they 
are all embodied in last year’s Transportation 
Committee reports.

Mr. Skoberg: I am not really worried about 
what is in the individual briefs but about the 
purpose of the investigation. In other words 
what were the terms of reference of the com
mittee that was travelling about the country 
at that time?

The Chairman: To study the transportation 
problems of the maritimes.

Mr. Skoberg: A broad study?

The Chairman: Yes. Our clerk, Mr. Virr, 
can send you the briefs and the terms of 
reference.

Mr. Skoberg: The only reason, Mr. Chair
man, for my raising this is that I sometimes 
doubt the merit of our travelling around the 
country holding hearings unless there are 
definite terms of reference. If there were, and

some progress was made at that time I am 
completely in favour of the motion as it now 
stands.

The Chairman: There are definite terms of 
reference. These people spend a lot of time 
and money preparing briefs because they 
actually have big problems in transportation. I 
live in that part of the country, although not 
in the maritimes—across the Gulf—and I 
know that we also have many very, very 
urgent problems in transportation.

Mr. Skoberg: Mr. Chairman, I am not 
doubting that there are problems. I have lis
tened to, and been on many of, these groups 
who have presented briefs to committees 
travelling throughout the country. Invariably, 
when the committees get back and report no 
action is taken. Unless the recommendations 
made by this Committee are accepted and 
adopted there is no use the people on the 
property itself presenting briefs.
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This has been the problem throughout the 
piece, that we send committees travelling 
throughout the country, and the recommenda
tions of the Committees are never accepted 
nor ever adopted in any shape or form.

Mr. Howe: It is up to the government to 
ensure that they are accepted.

Mr. Schreyer: On a point of order, Mr. 
Chairman, do you require a seconder for that 
motion? If you do, I will second it.

The Chairman: Yes. The motion is as fol
lows: Mr. Nesbitt moved that the Committee 
request permission of the House to resume its 
study of the transportation problems of the
Maritimes.

Some hon. Members: The Atlantic 
Provinces.

The Chairman: Yes, the Atlantic Provinces.
Mr. McGrath: Mr. Chairman, I would not 

want to miss that bus ride across Newfound
land in January.

The Chairman: All in favour? Mr. Cyr.
[Interpretation]

Mr. Cyr: Mr. Chairman, you say that the 
terms of reference were made last year, 
before you went to the Atlantic Provinces. 
But, the terms of reference were made by 
another government and another Parliament. 
Is it the Committee or the government
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that issued the terms of reference? If this was 
done by another government, they ought to 
be issued anew. Are they still in force at the 
present time?

The Chairman: To answer your question, 
Mr. Cyr, I believe that the terms of reference 
had been studied, as you mentioned, and, 
accordingly...

[English]
Mr. McGrath: Mr. Chairman, on a point of 

order, that is the whole purpose of the 
motion.

The Chairman: Yes, it is, but I just wanted 
to explain a few words to Mr. Cyr.

[Interpretation]
This had been studied. Now, the Committee 

Secretariat has developed these briefs and 
they are going to be under study again and 
are going to be presented to the Committee. I 
believe that according to the motion under 
study now, we are to request permission, first 
from the House, to authorize us to go and 
study, on the spot, transportation problems in 
the Maritimes. I should add that the House of 
Commons will give us other terms of 
reference.

[Eitglish]
An hon. Member: Perhaps the House will 

give us another Order of Reference.

The Chairman: If it is agreed, yes. Mr. 
Schreyer?

Mr. Schreyer: Mr. Chairman, the point Mr. 
Cyr raises is a technical point which must be 
met, and I should think the simple way to do 
it is for this Committee to pass the motion. 
The motion will suggest its own terms of 
reference and then the House in taking 
action, at least, on that motion will be grant

ing the terms of reference to the Committee 
when it deals with the motion. There is no 
problem.

The Chairman: Yes. The motion will deter
mine the new terms of reference. Am I cor
rect? All in favour?

Motion agreed to.

The Chairman: The next meeting, gentle
men, will be on November 21, at 11.00 a.m.— 
next Thursday—to discuss the National Har
bours Board estimates. Mr. Pickersgill of the 
Canadian Transport Commission will return 
on November 28.

Mr. Nesbitt: That is next Tuesday? 

e 1105

The Chairman: That is Thursday; a week 
from this coming Thursday.

Mr. Howe: Mr. Chairman, apparently this 
Committee is having the same problem as a 
lot of other committees in getting the reports 
on time. How is the Committees Branch get
ting along? Are they getting them into shape 
so that we can have the Minutes from meet
ing to meeting?

The Chairman: The report of the last meet
ing has not been received from the Commit
tee Reporters yet. It should be up today and 
will go to the printers tonight, so we will 
have it by Thursday.

Mr. Howe: For people that are being moved 
off and on the Committee it is rather hard to 
keep up with the questioning and know what 
has gone before if you do not have the Com
mittee reports in your hand.

The Chairman: I think we are running into 
the same problem again. It is the translation. 
There is a slow process in the translation.

Mr. Howe: Well, let us speed it up.

The Chairman: If there is nothing else, the 
meeting is adjourned. Thank you very much.
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REPORT TO THE HOUSE

Thursday, November 21, 1968

The Standing Committee on Transport and Communications has the 
honour to present its

First Report

Your Committee would greatly appreciate the opportunity of resuming its 
study of the Transportation problems of the Atlantic Provinces.

Respectfully submitted,

GUSTAVE BLOUIN, 
Chairman.



(Text)

MINUTES OF PROCEEDINGS

Thursday, November 21, 1968.
(4)

The Standing Committee on Transport and Communications met this day, 
at 11:00 a.m. The Chairman, Mr. Blouin, presided.

Members present: Messrs. Allmand, Blouin, Corbin, Douglas, Godin, Howe, 
Lessard (La Salle), Nesbitt, Nowlan, Schreyer, Serré, Skoberg, Thomas (Monc
ton)— (13)

Also present: Messrs. Bell, Groos, Hogarth, Lewis and McCleave.

In attendance: From the National Harbours Board: Messrs. H. A. Mann, 
Chairman of the Board; J. E. Lloyd, Member of the Board; L. R. Stratton,. 
Chief Engineer and J. S. Dron, Chief Treasury Officer.

The Chairman called item 70 ($7,450,000) of the Revised Estimates for the 
fiscal year ending March 31, 1969, relating to the National Harbours Board. He 
called upon Mr. H. A. Mann, Chairman of the Board to make a statement.

Mr. Mann made a short statement following which he and representatives 
of the Board were questioned by members.

During the questioning of the witnesses, a question was directed to Mr. 
Mann requesting certain information contained in documents pertaining to an 
agreement between the Keyser Coal Corporation and the National Harbours 
Board.

Mr. Mann drew the attention of the Committee to the fact that the informa
tion sought was of a confidential nature and therefore he did not have, at this 
moment, the authority to answer.

And debate arising thereon, the Chairman was ordered by the Committee 
to obtain the following information from the authorities concerned :

1. How to proceed to force a witness to answer questions put to him by 
members of the Committee.

2. If a Committee room would be available for a 2:00 o’clock meeting 
this afternoon, should the witness be authorized by his superiors to 
divulge the information deemed to be confidential.

Following a suggestion made by members to visit certain ports where 
Harbours’ containers are in operation, the Chairman stated that the suggestion 
would be studied at the next meeting of the subcommittee on Agenda and Pro
cedure.

At 1.00 p.m. the questioning of the witnesses continuing, the meeting was 
adjourned to the call of the Chair.
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Robert Normand, 
Clerk of the Committee.
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The Chairman: Gentlemen, our witnesses 
today are Mr. H. A. Mann and his colleagues. 
Mr. Mann is Chairman of the National Har
bours Board. Mr. Mann?

Mr. H. A. Mann (Chairman, National Har
bours Board): The Board is a Crown cor
poration which reports to the Minister of 
Transport and administers some of the major 
harbours in Canada from St. John’s, New
foundland, through the north of Churchill to 
Vancouver, British Columbia.

I think the best thing to do, sir, in order to 
give the Committee the greatest possible 
time, would be merely for us to stop talking 
and be ready for questions from the 
members.

The Chairman: I thank you, Mr. Mann. Do 
any of the members have questions to pose to 
Mr. Mann? Mr. Allmand?
• 1110

Mr. Allmand: Mr. Mann, I want to ask you 
some questions about the port of Montreal. To 
begin with I would like to ask questions 
relating to the facilities for longshoremen. 
Last spring we were told by the Minister of 
Labour and the Minister of Transport that the 
National Harbours Board would construct 
certain waiting rooms and rest room facilities 
for the longshoremen and I understand that 
one prototype has been built. I would like to 
know what progress has been achieved with 
respect to the construction of other waiting 
rooms and rest room facilities.

Mr. Mann: Perhaps I could put this into the 
context of the situation, Mr. Allmand. The 
rest room and amenities matter really arose 
out of the Picard report, which was a report 
commissioned by the Department of Labour 
in order to look into the relations between the 
Shipping Federation of Canada and the Inter
national Longshoremen’s Association.

We were not involved in this investigation 
because we were not the employers of the 
ILA.

It was in the Picard report that the recom
mendations were made with regard to the 
provision of amenities for workers in the 
port, and the report did point out that this 
was a responsibility of the employer in this 
case, therefore, the Shipping Federation of 
Canada. However, realizing our responsibility 
as a port authority and not wanting to wait 
until the two parties had come to an agree
ment, we went ahead on our own motion, 
and provided longshoremen’s facilities at 
Montreal.

We have finished the first one, which was 
duly dedicated by the Minister of Labour 
some little while ago. I believe the second one 
is under construction and plans are being 
readied, in conjunction with the unions, for 
additional facilities, so we are looking for
ward to having decent and dignified facilities 
for labour in the port of Montreal within a 
relatively short time.

Mr. Allmand: Can you tell us exactly how 
many of these buildings or sheds or whatever 
they are will be constructed in all?

Mr. Mann: I do not have the details here, 
Mr. Allmand. We could get you that informa
tion. I believe it is in excess of four or five, if 
that is correct.

A Witness: It is more than that.

Mr. Mann: Is it more than that? For the 
sake of accuracy I would like to take this as a 
question to be answered in writing to the 
Committee if that is all right.

Mr. Allmand: Very good. Now I want to 
ask some questions with respect to National 
Harbours Board plans for containerization in 
Montreal. Last week they opened container
ized facilities but these were provided by the 
Manchester Liners in Montreal, and many 
people are wondering whether the National 
Harbours Board is going to try to participate 
in the building of containerized facilities in 
the Montreal harbour. Can you tell us wheth
er there are any plans by the National Harb
ours Board to do this and what they are?

35
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Mr. Mann: Indeed I can, sir. I hope you 
will not mind my making a factual correction 
of your remarks. You said that these facilities 
were provided by Manchester Liners, this is 
factually not quite correct. In fact, the facili
ties were provided by the National Harbours 
Board. They are under lease to Manchester 
Liners via their agent in Canada, Furness 
Whithy and Company Limited, but the wharf 
was provided by the National Harbours 
Board, the berth was provided by the Nation
al Harbours Board, the buildings were pro
vided by our Montreal administration of the 
National Harbours Board. Only the crane was 
provided by Manchester Liners who had, 
however, the option of having that crane 
provided by us on a repayment basis and 
chose not to exercise that option.

Mr. Allmand: Was the capital investment 
involved in erecting and supplying the crane 
made by Manchester Liners?

Mr. Mann: It was made by Manchester 
Liners on their own choice, having had the 
opportunity of having it done by the National 
Harbours Board and having refused to take 
that opportunity.

Mr. Bell: Mr. Chairman, may I make a 
suggestion in order to make our procedure 
easy for everybody? Three of us here are 
interested in this competitive containerized 
situation in the Eastern ports, Montreal, Hali
fax and Saint John, and I am wondering if 
Mr. Mann would find it easier, when he talks 
about Montreal, to relate the plans the 
National Harbours Board has and what it has 
done in each one of the ports. If we get into 
some narrow arrangements on cranes in 
Montreal I find it difficult to fit that in to 
what I have in mind in Halifax.
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I am just giving Mr. Mann an invitation to 
expand, if Mr. Allmand does not mind.

The Chairman: Do you mean, Mr. Bell, to 
explain briefly the situation in each of the 
ports?

Mr. Bell: Yes; in other words, take the 
opportunity to expand generally about these 
three ports and it could be that they want to 
bring in other ports. It is just that there is 
some competition from the new containerized 
plans and I think it would save time; that is 
my main reason for mentioning it.

The Chairman: Yes, to give brief explana
tions on the three ports mentioned...

Mr. Allmand: With respect to containeri
zation.

The Chairman: Yes. Would that be all 
right, Mr. Mann?

Mr. Mann: Perhaps if the Committee will 
allow us to do so we should accept containeri
zation in its over-all ambiance and then deal 
with the matter specifically. We rather sus
pected containerization would rank high on 
the interest agenda of the Committee and if 
you will permit us to do so we will make the 
statement along those lines.

First of all, containerization is a relatively 
new development. The first overseas contain
er ship that presented itself in any European 
port did so only in 1966. That does not mean, 
however, that container services had not been 
in operation prior to that; it dates back to 
about the early 1950’s, but at that time it was 
mainly a question of captive movements of 
American steamship companies, particularly 
on such runs as United States to Hawaii and 
United States to Puerto Rico. These were nice 
captive movements, but the penetration of the 
container concept into overseas traffic is rela
tively more recent.

Containerization is a breakthrough in the 
handling of general cargo. It is not necessari
ly the only way of rationalizing general cargo 
handling because there are people of some 
repute and experience, such as Inter-Olsen 
Lines in Norway, who have deliberately chos
en not to go into container movements but 
have adapted a Canadian pioneered system, 
namely, the side-port loading system, which 
is in operation now by Canada Steamship 
Lines and Clarke Steamship Lines in New
foundland. They have chosen to adapt that to 
overseas movement and it is a very efficient 
way of doing things.

The third trend in general cargo rationali
zation is one that finds its concrete realization 
in the so-called “lash” concept, that is, ligh
ters aboard ship, which is basically a way of 
loading lighters—small lighter barges— 
aboard a mother ship and floating them off 
at destination. This, of course, requires no 
water depth at all and, therefore, denigrates 
the role of the harbour even further that it is 
already being denigrated by containers.

It should be realized that container move
ments—the container concept—has some 
trailing effects on ports. Not necessarily in 
order of importance, but I hope fairly com
pletely, this is what happens in a container 
era. The role of the port itself becomes less
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important. You are now dealing with a sys
tems approach and the systems approach, 
ideally, is what has been called the house to 
house movement of merchandise, that is, 
from the shipper’s door to the receiver’s door 
using an inland carrier at origin and a har
bour at transferring the container, a steam
ship line, a harbour of unloading the contain
er, an inland factor on the other side and 
then the receiver’s door.
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Now, this is the ideal system. There are 
variations of that and I hope you will not 
mind if I do not go into details, because they 
become rather unnecessarily complex.

Basically, the point we want to make is 
that a container movement cannot be looked 
on as a harbour function; it is a system func
tion requiring at least in the Canadian con
text, an ocean carrier, a harbour and an 
inland carrier working in conjunction. The 
traditional role of the harbour is, in the opin
ion of many people, now becoming less 
important. Instead of a harbour being a col
lection and distribution point for general 
merchandise with a high degree of labour 
intensity, what you are getting now is the 
harbour merely being a quick transfer point 
for boxes of varying sizes—they are standard
ized—which come off a ship at a very rapid 
rate, require a minimum of handling by peo
ple and then are transferred to an inland 
carrier to go to destination.

It is to that context that our ports must 
adapt themselves. Now, what have we done 
with it? What you require in a container era 
is a berth sufficiently long for a container 
vessel—and the vessels, by the way, do vary 
in size quite appreciably. The berth must be 
sufficiently deep. Unless there be any misun
derstanding about this, container vessels have 
a very shallow draft; you do not require ships 
of a very deep draft. None of the container 
vessels, I believe, now in existence or 
planned, is over 32 feet of draft.

Then you require a crane to take the con
tainers out of what they call the cellular 
holds of the vessel and the crane is a special
ized piece of equipment which works with a 
high speed. You then require an area to mar
shal the container and facilities for taking 
them off harbour property to inland destina
tions which, in the Canadian context or any
body’s context, can be either rail or truck.

Now, this is quite a change from the tradi
tional concept of harbours with their berths,

the aprons on which the cargo is landed and 
the transit shed and all the many people that 
handle cargo. It is to this context therefore, 
Mr. Chairman, that we must adapt ourselves 
and are adapting ourselves. Let me just go 
through the availability of sites, if I may for 
a minute, at the various ports we have.

At St. John’s, Newfoundland, container 
movements have not yet been mooted at all 
and we have, at this juncture, no existing site 
for container movements, but one could be 
made available with sufficient lead-time. The 
problem has not arisen, chiefly because of the 
nature of the traffic at St. John’s, Newfound
land. At Halifax we are currently building 
Pier C, which is actually being built on the 
old Seaward Defence site and I believe a 
tender was just opened for the second stage 
of this a week ago today. I believe it is slated 
to be ready to operate by June of 1970. This 
area will provide berthing and handling 
facilities for containers on a scale and of a 
kind that will be equal to anything in any 
major harbour in the world. At Saint John, 
New Brunswick, we have a site already in 
existence. This site is at Pier I side and Navy 
Island and it has been known as a container 
site for some time. We have again in Saint 
John a sufficiently large and a sufficiently 
well located area to handle containers.
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At Quebec we have sites at both Anse au 
Foulon and at the Battures Beauport. Actual
ly, sir, discussions are currently taking place 
with regard to container services to Quebec, 
and I would like to bring to the attention of 
the Committee an announcement made by 
Canadian Pacific on September 16 of this year 
respecting the operation of a container ser
vice to Quebec. We dedicated Canada’s first 
overseas terminal at Montreal last Friday and 
I would again like to point out so there will 
be no doubt left in anyone’s mind that this 
container terminal was provided by the port 
and released to the Manchester Liners, with 
the exception of the crane which, by their 
own choice, was acquired by the lessee. In 
Montreal we have additional sites available, 
and as traffic is reasonably anticipated we 
will bring these sites into operation. We do 
not operate any ports on the Great Lakes, 
and any questions about Toronto and the 
future of general cargo in Toronto in the con
tainer era I think would have to be answered 
by the Department of Transport, under whose 
tutelage the National Harbours Board comes.
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At Vancouver we have just called tenders 
for a container crane which will be installed 
at Centennial Pier and which we hope will 
serve the container traffic, as we now see it, 
for a number of years. We have no problem 
at all in Vancouver with regard to the provi
sion of sites. It is almost an “embarras du 
choix". We have a number of sites and the 
question is to use the most rational site.

This, sir, is a general survey of the situa
tion as it exists today.

Mr. Allmand: Mr. Mann, I would like to 
follow up with a few specific questions.

The Chairman: Do you want to come back 
to your original question, Mr. Allmand?

Mr. Allmand: Yes. As I understand it, you 
said that the National Harbours Board would 
have made the capital investment for the 
cranes if this was an option, but that Man
chester Liners preferred to make the invest
ment themselves. Do you make that same 
offer on other sites? For example, in Quebec 
City, where Canadian Pacific hopes to deve
lop a containerized port, will Canadian Pacific 
be obliged to make the capital investment for 
the cranes or will the National Harbours 
Board do that?
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Mr. Mann: The offer is open to anyone. We 
must operate our enterprise in a non-dis- 
criminatory fashion, and we cannot say to one 
person that we will do something for him that 
we are not prepared to do for another. This is 
subject to a policy adopted by the Board and 
which is very clear in that regard.

Mr. Allmand: There have been allegations 
made that Montreal is lagging behind the 
eastern American ports in containerization 
and that we stand to lose business to Boston, 
New York and to other ports if we do not 
containerize quickly enough. You say that 
there are other sites available in Montreal. I 
would like to know whether the National 
Harbours Board could develop these sites 
quickly if it was felt that we were really 
losing business to the American ports because 
of containerization.

Mr. Mann: We believe we can, sir. I think 
we should have a look at these allegations. As 
we so well know, an allegation is one thing, 
but proof is another. Allegations can be made 
much more easily than proof can be fur
nished, and the statistical proof of this so- 
called loss is not there at all. It is quite true

that some companies have chosen to route 
traffic to New York in containers. I think it 
would be proper to find out why this has 
been done. In some cases it has been done at 
the request of the buyers overseas. In some 
cases it has been done because New York, 
being what it is and being in a class by itself, 
is an immediate hinterland that has more 
people than all of Canada combined, it has a 
magnetism which is very difficult to resist, 
and therefore it can also command frequency 
of sailings that we in our Canadian context 
cannot match to quite the same extent. 
However, I would point out very quickly that 
for a country with our population and traffic 
generation we are doing exceedingly well in 
serving the world with steamship lines.

So, we are conscious of potential traffic 
losses to other ports and these traffic losses 
could be caused by a number of factors: the 
option of the buyer overseas, the frequency of 
sailings and the labour situation. We might 
have a strike and they might not. It might be 
the other way around.

Mr. Allmand: One hears there is a high 
rate of pilferage at Montreal, and in discus
sing the advantages of containerization you 
did not point out that one of the great advan
tages of containerization is that I understand 
you reduce pilferage to a great degree.

Mr. Mann: Mr. Chairman, if there are any 
questions on pilferage I would be delighted to 
deal with that subject on its own ...

Mr. Allmand: All right.

Mr. Mann: . .. because I think it probably 
merits some remarks, Mr. Allmand. You have 
been interested in this matter.

Mr. Allmand: We will leave it until later.

The Chairman: We can come back to this. 
Do you have a supplementary?

Mr. Allmand: I have many other questions 
but the other members do as well, so I will 
stop after two questions that can be answered 
very quickly, sir.

With respect to the Champlain and Jacques 
Cartier Bridge, are there plans to reduce or 
eliminate the tolls on those two bridges?

Mr. Mann: I believe the Jacques Cartier 
Bridge has been without tolls since 1962.

Mr. Allmand: Yes, I meant the Champlain.

Mr. Mann: The Champlain Bridge is under 
tolls. We are following government policy on
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this. I am afraid there is not very much I can 
about the matter until there is a change in 
policy approach. At this juncture and by 
using tokens it costs a commuter exactly eight 
cents to cross Champlain Bridge. If he 
chooses not to use tokens it costs him the 
magnificent sum of 25 cents, which is consid
erably less, by the way, than some American 
toll bridges.

Mr. Allmand: Where does the payment for 
the bridge stand? Are the tolls meant to keep 
the bridge up or is it to pay off the capital 
cost?

Mr. Mann: Both.

Mr. Allmand: I see. When will the capital
cost be paid?

Mr. Mann: Again, we could try and make a 
stab at getting this for the Committee, if we 
can take this as written notice. Could we do 
this?

The Chairman: Very well.

Mr. Allmand: That will be fine. I will come 
back later.

The Chairman: Mr. Corbin?

Mr. Corbin: Mr. Chairman, most of my 
questions were answered in the general state
ment which was made by Mr. Mann, but I 
have a few supplementaries to ask.

For example, you mentioned a site in New
foundland that could be developed but you 
did not give us the name of that site. Could we 
have it, please.

Mr. Mann: It is in St. John’s harbour. If you 
are familiar with St. John’s harbour you 
will realize there are only two possibilities: 
on the shore opposite the city and in the bend 
that carries on from the marginal wharf that 
we now operate.
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Mr. Corbin: Thank you, Mr. Chairman.
I would have preferred that we had opened 

this meeting by a very broad general state
ment about National Harbours Board policy, 
because there are a few members here—any
how, I will skip that request.

I would like to know if the National Harb
ours Board is in such a position that it can 
effectively recommend or promote the devel
opment of one site more than another in the 
matter of container facilities. What is your 
policy in this respect?

Mr. Mann: That is a very pertinent ques
tion, Mr. Chairman. We are, of course, in 
some difficulty about this. It is very easy for 
us to say that all our ports are good, but it is 
very difficult for us to say that one port is 
better than anotther. This is a restriction, of 
course, on us; it is not an unnatural restric
tion. Whether it inhibits the development of 
Canadian ports is an academic question.

As you know, there are a considerable 
number of private interests doing promotion, 
and among them are local groups in our ports 
with whom we operate, in many cases most 
harmoniously, and who show considerable 
enthusiasm, and who are supported by us. In 
addition, there are steamship lines who, of 
course, have an economic stake in promoting 
the use of a port they run to. There are 
organizations such as the railway companies 
who do a fair amount of promotion. So there 
are already in the field a number of promot
ing agencies, quite apart from the full 
resources of our Department of Trade and 
Commerce, which are at our disposal.

The question of the efficacy of promotion, 
which I take it is what you are coming to, is 
again one which can of course not be quan
titatively measured. The Port of New 
Orleans, for instance, if I may just give one 
example, has been very promotion-conscious, 
and yet finds that it is faced with a slippage 
of traffic and a very bad financial situation. 
Whether this is due to promotion, I must 
leave to somebody’s judgment. It is very diffi
cult to quantify these things.

Mr. Corbin: Perhaps I can get down to a 
specific case I have in mind, the case of Hali
fax and Saint John. You have the situation 
now in Saint John where there is a Canadian 
Pacific Railway terminal, and on the other 
hand Canadian Pacific is developing container 
facilities at the Port of Quebec. In Halifax 
you have the other side of the story, where 
you have CN facilities. What happens here? 
What can you do to—what is the limit of the 
direction you can give to either of these in
terests to develop one site rather than another 
one?

Mr. Mann: The limits of the port authority 
are very narrow. As I mentioned at the outset 
of our statement, we are dealing with a sys
tems approach, and the partners in the sys
tem are ocean steamship companies, inland 
transportation companies, and the port.

You mentioned the case of Canadian 
Pacific. It is a rather interesting case because
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it illustrates exactly what happens. Here is a 
company that has traditionally called Saint 
John, New Brunswick, its home port. It has 
phased out its passenger operations at Saint 
John. They looked very carefully—and we 
know they did, because they visited sites at 
Saint John; they visited sites at other ports— 
at the over-all economics of a container 
movement from Europe to Canada. They 
came to the conclusion that Quebec was the 
terminal they wanted to use. I am just trying 
to see whether I can find the phrase used in 
their announcement. If you will forgive me, 
Mr, Chairman.
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Mr. Corbin: You cannot in any case at any 
time tell Canadian Pacific Railways, for 
example, that they should, or that it would be 
preferable for them to develop a container 
site in Saint John, rather than in Quebec 
City. You cannot do this?

Mr. Mann: You cannot force. You are deal
ing with...

Mr. Corbin: But you can suggest, and hope 
for the best.

Mr. Mann: You can suggest that sites are 
available and you can suggest, with all due 
deference, until the cows come home, but if 
they lose a dollar the suggestion will be total
ly useless. You are dealing with free enter
prise—or private enterprise, I suppose would 
be a better way of putting it—components, 
namely shipping companies and inland trans
portation companies, and unless the govern
ment wishes to assume a role of dictating to 
the private sector the routing of its freight 
through gateways and inland channels—and 
we have chosen in the national transportation 
policy not to do that—there is a very little a 
harbour authority can do other than hold 
sites available, advise the users and potential 
users of these sites, and hope that some 
rational decision can be made.

Mr. Corbin: I understand very well. As a 
matter of fact you follow trend and demand.

Mr. Mann: We anticipate demand 
reasonably.

Mr. Corbin: You have a notion that there 
will be a demand for them in the future.

Mr. Mann: I think so, sir. We are no differ
ent from other port authorities. The Port of 
Hamburg is one of the leading world ports, 
and since we in this country always feel bet

ter when we can use somebody else as an 
example to look at, particularly a successful 
one, will you permit me to quote the policy of 
the Port of Hamburg. I make apologies; I 
have to translate this from German, and my 
English rendering of it may not be as good as 
it should otherwise be.

The Chairman: Well, it is very nice if you 
can translate it from German.

Mr. Mann: •‘The concept of the investment 
policy of the Senate"—this is the Senate of 
Hamburg—“is based on the principle of 
anticipated demand. That is, construction will 
be carried out at a rate demanded by the 
foreseeable, and with great probability 
expectable, traffic.”

This, really, is the policy that is being fol
lowed by us. So we are not at all unique. I 
wish we could lay claim to being more often 
unique.

Mr. Corbin: Thank you, Mr. Mann.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Thank you, Mr. Chairman. 
Mr. Mann, you referred to the fact that some 
of the development is being carried on jointly 
with your Harbours Board, the railways, and 
the steamships. How do you set rules and 
regulations governing the operation of these 
ports and harbours as it refers to containeri
zation, the transportation phase of it? It both
ers me that once again we may have a hodge
podge set-up of facilities with no rules and 
regulations which, in the end, will affect the 
economic structure of that community, which 
we have seen so much of in the past, and I 
am wondering what rules and regulations you 
do have set up at this time?
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Mr. Mann: We have a general policy, Mr. 
Chairman, for the development of container 
facilities. I think one should be careful not to 
make a general policy a straitjacket. Deliber
ately, the general policy has to be stated in 
general terms, and we would be very happy 
to file a copy of this general policy with the 
Committee. We try to avoid a hodgepodge, we 
try to achieve rationalization to the extent 
that it can be done, and we certainly attempt 
to avoid any kind of discrimination of 
treatment.

Mr. Skoberg: Further to this, Mr. Chairman 
and Mr. Mann, what direct consultations have 
you had with the railway companies that are 
involved in these particular ports, and is
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there a close working relationship at all times 
with the companies involved?

Mr. Mann: Indeed there are. We in this 
country are very fortunate that we only have 
to deal with two railway companies, so we 
are better off than some American ports, and 
I can assure the Committee that our working 
relationship with both Canadian National 
Railways and Canadian Pacific Railway is 
extremely close—it must be.

Mr. Skoberg: Another question, Mr. Chair
man. It was stated on November 6 that the 
National Harbours Board last month refused 
a Saint John, New Brunswick request for a 
container-handling crane. You referred to the 
fact that the Manchester Liners have installed 
their own crane at the port of Montreal. Do 
you not think it would be better if the 
National Harbours Board itself provided a 
standard facility at these particular ports?

Mr. Mann: Sir, while there is an over-all 
look to a container terminal, it is difficult to 
talk about exact standards. Let me give you 
an example. The Manchester Liners service, 
because it has restrictions in Manchester with 
the Manchester Ship Canal, is using vessels of 
a certain size and a certain beam. It is also 
using 20 foot containers. Therefore, it does 
not require a container crane at the port 
which has a capacity very much greater than 
is required to handle a 20 foot container. 
Another service may come with ships very 
much bigger than this and with a wider beam 
looking forward to using either 20 foot contai
ners or 40 foot containers and requiring a 
crane that has an outreach much larger than 
the one required for Manchester Liners. And 
that service might also require the handling 
of 40 foot containers which are heavier and 
therefore require a bigger crane or the mar
riage of two 20 foot containers in one lift. So 
that to talk about a standard, you can talk 
about it in terms of providing a wharf, a well 
lighted paved service area and inland connec
tions, but the exact mechanical components of 
that terminal have to vary from service to 
service. There is no standard formula on this.

Mr. Skoberg: You suggested that the Man
chester Liners have put the crane in but are 
leasing the facilities at Montreal.

Mr. Mann: That is correct.

Mr. Skoberg: What would the terms of that 
lease be and just what authority does that 
give the Manchester Liners in that particular 
port?

Mr. Mann: The authority is restricted by 
the terms of our arrangement with them. The 
terminal has to be available as well to other 
vessels that want to use it. This may not be 
necessary as you have a number of container 
terminals but for the first one a common user 
approach certainly is a required or desirable 
thing.

Mr. Skoberg: Thank you.

The Chairman: Mr. Schreyer.

Mr. Schreyer: Mr. Mann, is it correct to say 
that the policy of the National Harbours 
Board is now to encourage greater use of 
containerization in transportation?

Mr. Mann: The first paragraph of our poli
cy, Mr. Schreyer, reads as follows:

The Board encourages the movement of 
containers through its ports and is pre
pared to co-operate fully with all modes 
of transportation in the development and 
facilitation of such movements.

Mr. Schreyer: Thank you. Is it possible to 
say at what point in time the National Har
bours Board started this intensive drive, if I 
can put it that way, to make greater use of 
containerization?
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Mr. Mann: It is possible to say, sir, that we 

started this prior to June 15, 1967. In fact I 
should perhaps mention in passing, Mr. 
Chairman, that the first effort to arouse 
interest in Canada in container movements 
was one generated by the National Harbours 
Board away back in 1961 when we called 
Canada’s first container conference in Toron
to. We at that time felt that containers were 
certainly the coming thing and we got togeth
er a lot of people—a lot of interest at this 
conference. We then tried to have a continu
ing mechanism, which required a minor input 
of money by the interested parties, to keep 
the flame alive, to nourish it and to increase 
it, and we found to our dismay and discour
agement that no one was terribly interested. 
It was only when other people started in 
other ports that the Canadian public got a 
hold of this idea. I am really saying this so 
that we have something on the record that 
shows that we have not been asleep at the 
switch.

Mr. Schreyer: I was not suggesting that 
National Harbours Board was, but that leads 
me to another question. Who really is able to
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determine the pace or the rate of increase in 
the use of containerization ? I do not suppose 
it is the National Harbours Boards? Is it the 
shipping companies, the inland transportation 
companies, or is it a combination of two or 
three?

Mr. Mann: Basically, it is a very difficult 
question because it is a deceptive one and I 
do not want to give a facile answer.

Mr. Schreyer: I ask it, Mr. Mann, only 
because it is clear that National Harbours 
Board policy is to encourage greater use of 
this mode, but it does not really determine 
whether or not this in fact will be done.

Mr. Mann: I will make a stab at answering 
this. It is a difficult question and we are con
scious of the difficulty of it. I suppose one 
should really start out by saying that the 
shipper is the king in this whole thing—he 
pays the freight. The shippers’ demands 
of course are very important in this and he is 
becoming aware of the advantages of 
containerization.

I do not want to take the time of the Com
mittee to go into these advantages unless 
there are specific questions. If I may, I will 
leave it at that point.

The next thing of course has to do with the 
decision the steamship companies themselves 
make; they have to make the agonizing deci
sion, particularly when it has vessels that are 
not yet amortized and still have a lot of life 
in them, as to whether or nor to join this 
containerization game. It is an open question 
how many of these steamship companies are 
going to get their fingers burnt. It is interest
ing to note, because of the high capital 
investment and the high risk factor involved, 
the formation of consortia of steamship com
panies because the single company simply 
cannot undertake it.
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Then the other thing of course is support 
itself. It must be got ready, it must be availa
ble, it must help in being an efficient link. 
When we talk about the port now surely we 
have to have a subdivision. There is the 
physical facility and there is the attitude of 
labour to the matter, and the pace may be 
influenced in so far as support is concerned 
by both the physical development and the 
attitude of labour. Containerization is the 
most contentious issue in the current nego
tiations on the American east coast between 
the ILA and the shipping companies. It is

a real problem and a human problem 
because containerization is not labour-inten
sive and you have all the problems of auto
mation thrown at the labour force in a port. 
Then going beyond that—and this is why the 
answer is so different Mr. Schreyer—you have 
the inland carrier. If there is no equipment, 
available and even more so if the rate struc
ture is not favorable to container movement, 
you can do whatever you want, on the ship- 
side and the portside and you will not have a 
container movement. This is particularly 
important if we may point it out, in the con
text of the Atlantic ports and the context of 
Vancouver, where you have long distance to 
centres of industrial gravity and where the 
inland factor in the Canadian context prob
ably becomes the most single significant 
factor.

Mr. Schreyer: Mr. Chairman, I have four 
questions. I will try to get through them as 
quickly as I can. Mr. Mann, if you have not 
already done so, could you now indicate in a 
very approximate way—I realize you would 
not have the exact figures—what percentage 
of the total cargo tonnage that moves through 
your facilities now goes by way of 
containerization?

Mr. Mann: It is still a very minor part, sir. 
I do not think we have the exact statistics 
handy. We could make a stab at it, if that is 
all right. Can we take this as a question?

Mr. Schreyer: Yes. All I really expect is a 
rough approximation.

Mr. Mann: At this juncture we can say 
generally that it is minor as compared with 
the ordinary, conventional cargo.

Mr. Schreyer: Are you hopeful that it will 
increase dramatically?

Mr. Mann: It is not a matter of hoping, sir. 
It will increase.

Mr. Schreyer: Thank you.

Mr. Mann: There is no way out.

Mr. Schreyer: I noticed in a press release 
from the office of the Minister of Transport 
that a survey was made a couple of years ago 
of West Coast commodity movements through 
your facilities. I further understand that the 
total cargo tonnage moving through the Van
couver facilities is expected to double in 
about 12 years.

Mr. Mann: Yes.
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Mr. Schreyer: That being so, what program 
of capital construction do you have presently 
underway there?

Mr. Mann: The cargo survey was a survey 
of all commodities. Just so there will not be 
any confusion on the record, this was not 
only with regard to general cargo, and there
fore its significance in containerization, but it 
was with regard to general cargo in foreign 
trade, bulk cargo in foreign trade and all 
cargo in domestic trade. I just wanted to 
make it clear that we are in the same ball 
park on this.

The forecast showed that there was going 
to be a very rapid growth in bulk movements 
through the port complex of Vancouver. The 
outlook for grain particularly seemed good. 
The outlook for potash, although we seem to 
have run into a temporary down on that, was 
optimistic. Sulphur was one of the leading 
growth commodities and coal was mentioned 
prominently. It is interesting—if I may 
digress for one second—to see how one has to 
watch these economic forecasts. The forecast 
was that by 1975 we could expect the export 
of about 5 million tons of coal through the 
port of Vancouver. We think we will reach 
this figure by the end of 1970 and we have to 
adjust our upward targets quite considerably 
because of the bullishness of coal export 
situation in the Vancouver context.
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In response to that a number of develop
ments have taken place. We now have bulk 
capacity in Burrard Inlet which is highly 
modem and highly capable. We also have 
grain capacity which has recently been aug
mented—this year in fact—by the latest 
Canadian elevator built by Saspool on a site 
leased by the National Harbours Board. This 
is a very modem terminal and it is built 
along the same lines as our No. 4 terminal in 
Montreal. We also have commenced construc
tion of an outer port complex at Roberts 
Bank. This is well underway and I think it is 
rather interesting to recall that we let the 
contract in May, I believe. Is that correct, 
Mr. Stratton.

Mr. Stratton: Did you say “Roberts Bank"?

Mr. Mann: Yes, Roberts Bank. At the end 
of April we let the contract for the creation 
of 50 acres of land three miles out to sea and 
a connecting causeway to the uplands. The 
work has gone so well that by now the 50 
acres are complete and they are working on

the causeway. I think there is just a little bit 
more to do on the 50 acres. To show you how 
quickly this can be done, the first coal for 
export to Japan should move over that facili
ty from the Fernie-Michel area by December 
of 1969 or January of 1970 at the latest.

Mr. Schreyer: Thank you. If you are in fact 
proceeding with construction at Roberts 
Bank—if this is not too sensitive an area—has 
this problem with the government of British 
Columbia as to jurisdiction been resolved?

Mr. Mann: There are no arrows flying, sir, 
and no bombs planted, and we have had dis
cussions with the Province of British 
Columbia. In fact, we are now constructing a 
causeway over land to which the Province of 
British Columbia holds legal title, and we 
have an arrangement with the Province of 
British Columbia on this matter.

Mr. Schreyer: So as far as the National 
Harbours Board is concerned there is no 
problem of jurisdiction or otherwise at Rob
erts Bank.

Mr. Mann: There is a problem of the final 
resolution of the matter, which becomes a 
government policy matter. Meanwhile we, as 
the hired hands, are proceeding to provide 
the West Coast with an export harbour for 
Canadian coal, which is part of a contract 
requirement. We cannot wait.

Mr. Schreyer: If you are proceeding in this 
way, Mr. Mann, what is left to be resolved? 
You say that the final resolution must still be 
made.

Mr. Mann: As the Minister of transport has 
repeatedly mentioned in public, the question 
of administration of Canadian harbours is 
under intensive study and I should think that 
this particular Roberts Bank problem is a 
very good one to be resolved within that 
context.

Mr. Schreyer: Can you say in a general 
way whether the National Harbours Board is 
making as intensive an effort in the Vancou
ver harbour area to provide for containeriza
tion as it is in the East Coast ports?

Mr. Mann: I would think so, sir, bearing in 
mind the uncertain nature of the demand for 
a container movement between Japan and 
say we will have containers but it is not quite 
so easy to substantiate the statement quan
titatively. From what we know there will be 
a container movement between Japan and
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Vancouver starting in the near future. But 
this movement is not necessarily one in full 
cellular hold container ships but may very 
well turn out to be a movement which is a 
combination of containers and conventional 
break bulk services, and for that you re
quire a facility that is somewhat different 
from the full-scale container terminal. And 
this is what we are providing.
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Mr. Schreyer: Is it correct to say that your 
financial statement for each year’s operation 
alternates, with one year a slight operating 
loss and the following year a surplus balance?

Mr. Mann: We are very fortunate, Mr. 
Schreyer, to have as a member on our Board 
a chartered accountant, and I would dearly 
like to turf this question over to my good 
friend, Jack Lloyd.

Mr. J. E. Lloyd (Member of the Board, 
National Harbours Board): The changes, of 
course, reflect differences in revenues and 
expenditures, and the Harbours Board has 
addressed itself to the problem of how we can 
improve this information. To that end we 
hope to be able to provide more comprehen
sive financial statements in the future.

Today’s planning conditions, Mr. Schreyer, 
I think you will agree demand a different 
approach perhaps from that developed in the 
past. Almost two years now have been spent 
on that aspect of the management problems 
of an organization of this kind. This has to do 
with loaned boats, for example. It has been 
the practice to lend boats or moneys to harb
ours. Obviously if you lend boating moneys to 
harbours where there is not sufficient revenue 
to pay interest then up accumulates the 
interest and up goes the deficit figure. And to 
the layman looking at these figures there 
tends to be some confusion as to its 
significance.

The Auditor General has had comments on 
this subject in his annual reports and at the 
last meeting of the Public Accounts Commit
tee he undertook to find solutions to that 
problem. How should the capital be provided 
to the National Harbours Board? We are 
about ready now to carry on discussions with 
the Treasury Board officials to reach a con
clusion on that subject.

We should say, Mr. Chairman, that the 
Board did start out with every harbour it 
inherited with tremendous arrears of interest 
There were some partial write-offs and there

was a policy of trying to build up replace
ment funds at the same time. This became 
unrealistic as time went on, so that it is a 
little premature to analyze what has hap
pened except to say that there are changes to 
be made in the method of reporting.

If you want any specific explanation on any 
specific point I will be happy to deal with it 
now.

Mr. Schreyer: No. My question was 
prompted by the fact that in 1966, after 
allowing for depreciation and interest costs, 
your net operating position was $1.2 million 
deficit. I was wondering whether in this year 
it has changed substantially one way or the 
other. That is for the year in which the esti
mates are before us.

Mr. Lloyd: Dealing with 1967?

Mr. Schreyer: Yes.

Mr. Lloyd: If you take the over-all expen
ditures you find, for example, that Vancouver 
shows an almost break-even position—a little 
better perhaps for 1967. You find that Mont
real is about four years in arrears in interest 
which runs about $4 million a year and then 
you find that the remainder of the ports 
except Trois Rivières, Port Colborne and Port 
Prescott, which are grain elevator ports, 
except for those three, the rest of them are 
all in deficit positions. In fact, Halifax and St. 
Jean, Quebec, are not paying any interest 
whatsoever. But the interest is shown as an 
expense. Obviously if you have drawn your 
accounts to show huge capital loan liabilities 
and do not adjust them to reality, you keep 
on accumulating these interest charges, and 
the deficit just gets bigger and the interest 
arrears get bigger. What you have in a con
solidated statement is just precisely that: you 
have a net figure. You have to look at each 
port to understand the significance of the 
income earning capacity, if you like, or the 
deficit incurring situation at each unit.
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Mr. Schreyer: Mr. Chairman, if you will 
allow me one more question I will then pass.

The Chairman: Yes, go ahead.

Mr. Schreyer: Mr. Mann, can you explain 
the case of the port of Churchill. It had a 
good reputation over the years for having a 
very short period of turn-around time—short 
periods of delay. The shipowners were quite 
happy. But in the last two years or so this
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good reputation has slipped somewhat. There 
have been more lengthy delays, longer turn
around times. Can you say why this has 
happened?

Mr. Mann: I do not quite know whether 
that really is so, Mr. Schreyer, and I am not 
casting any aspersions on your statement...

Mr. Schreyer: Well, I am only going by 
reports.

Mr. Mann: Yes. I think one of the things 
that should be borne in mind is that the 
nature of vessels that present themselves— 
and this can be readily ascertained from the 
number of vessels we get—is changing. In
stead of getting the smaller vessels that used 
to carry the grain, we are now getting very 
much larger vessels and these, by the nature 
of things, take a bigger load and stay in port 
a little longer. Whether the statement was 
based on that or not I cannot tell you.

Mr. Schreyer: I take it from your answer 
that the problem, if it does exist, is not so 
severe that it has been brought to your 
attention.

Mr. Mann: We have been able, Mr. Schrey
er, to ship out of Churchill every bushel of 
grain that the Wheat Board has been able to 
sell, or offer for sale, through Churchill and 
for which sales were made. The port has not 
suffered because of anything inherent in it. 
We have fulfilled our requirements in so far 
as the Wheat Board is concerned.

Mr. Schreyer: Thank you.

The Chairman: Mr. Bell.

Mr. Bell: Mr. Chairman, I want to explore 
this business of the establishment of container 
facilities and its relationship to the National 
Harbours Board. Many of my questions have 
been asked, and asked quite well, by previous 
questioners.

First of all, I would like to say that I have 
always felt that the National Harbours 
Board—just so that I will not be misunder
stood—has always been quite fair in not pre
ferring one port over another, particularly 
where you have this unique competitive 
situation in eastern Canada. But I do want to 
satisfy myself that at least in these new mod
ern moves which may mean the life and 
death of the ports, the Harbours Board is 
being scrupulously fair in these arrangements 
that take place.
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First of all, Mr. Mann, in just going over 
what you have said, am I right in assuming 
that generally speaking a particular steam
ship line, probably the leader of a consorti
um—and you have mentioned CPS in the case 
of Quebec and the Manchester lines in Mont
real—will decide for various reasons that it 
likes a port for what it has in mind and it 
comes to the National Harbours Board and 
says: “What have you to offer? Let us sit 
down and talk business." I believe that that is 
substantially right; that there is generally no 
previous other contact.

Then what part of the matters that they are 
concerned in would you talk about? For 
example, how important is the availability of 
your services? How about wharfage rates? 
How about labour? Can you give us a little 
more detail there, please?

Mr. Mann: I can make a stab at it. Mon
sieur le président. Let us come to the concrete 
case that Mr. Bell referred to. Since there 
have been enough press statements about the 
matter we would have no hesitation in saying 
here that interest has been evinced by a con
tainer service by a consortium consisting of 
Clarke Traffic Services, a Canadian company; 
Bristol City Line, a British company; and 
Compagnie Maritime Beige, a Belgian compa
ny, in a container service using one of the 
two Atlantic ports under our jurisdiction as a 
stop-off point on the way to the United States.

The companies involved are conscious and 
aware, and have been made aware, of the 
existence of physical facilities for the han
dling of containers and we are currently dis
cussing with the steamship interests, with 
involvement of local groups in Halifax and 
Saint John, the very naughty question of how 
the rabbit should run.

Mr. Bell: There has not been any decision 
yet?

Mr. Mann: There has been no decision as of 
12.14 p.m. of this day.

Mr. Bell: Well, this leads me to repeat my 
question. After these initial examinations 
have been made by them, they come to you 
people and you talk to them. First of all, is 
there a final agreement signed? What kind of 
agreement do you sign for the use of the 
wharves? I do not exactly understand this 
agreement. Can you give me an idea of the 
agreement that you sign, in general terms, in 
Montreal and Quebec City? Let us get away 
from Halifax and Saint John because we are
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friendly rivals—at least the members of Par
liament are.
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Mr. Mann: I cannot tell you, Mr. Bell, what 
agreement we have signed in Quebec City 
because we have not started the final negotia
tions or even the initial negotiations with 
Canadian Pacific. We have had some prelimi
nary talks, but there have been no negotia
tions on any agreement.

In Montreal, as can be witnessed by the 
fact that the first containership has already 
been called, we have an agreement with Man
chester Liners, and this is for the lease of the 
facility and it is a long-term lease.

What needs to be done obviously in the case 
of one or the other of the two Atlantic ports 
under our jurisdiction, Halifax and Saint 
John, is to come to an agreement following a 
determination by the users of which port they 
want for the use of a container terminal. 
What we must do, and must be sure we do, 
and are in fact doing, is to be absolutely 
certain that any conditions we want them to 
meet are on all fours with regard to those 
ports, because this Board certainly will not— 
and I want to emphasize this very strongly— 
will not discriminate between either Halifax 
or Saint John. Our offer will be fair for both 
ports, and will be on all fours insofar as both 
ports are concerned.

Mr. Bell: Are you involved in any way in 
railway rates, rates of any kind other than 
the wharfage? I assume the wharfage is not a 
factor: they are set rates.

Mr. Mann: No. As a Board we are not and 
cannot be involved in the railway rates.

Mr. Bell: And can you tell me what you 
said about the cranes? Is your policy one of 
no cranes at the moment, or have you any 
information in that regard about the future?

Mr. Mann: I am sorry...

Mr. Bell: What did you say about che con
nection of National Harbours Board and 
cranes?

Mr. Mann: Cranes?

Mr. Bell: Yes, cranes.

Mr. Mann: I am sorry, you had me on 
trains there because of railway rates. The 
policy of the Board is that, unless the compa
ny chooses to finance it, which is the Euro
pean pattern, we will make available a crane

and lease it to the company operating the 
service, and hopefully get our money back 
over a reasonable period of time.

Mr. Skoberg: Who requested the crane at 
Saint John which was turned down by the 
National Harbours Board?

Mr. Mann: We had a meeting with a num
ber of local interests—it was a very construc
tive meeting—in Saint John some little while 
ago at which the province and the city were 
also represented, and which a request was 
made to us to build a container crane. At the 
end of the that discussion, there was quite 
general consensus that it was rather difficult 
to do this unless there was some reasonably 
anticipated demand for it. I read earlier the 
policy of the Port of Hamburg on this, and 
our policy is no different.

At the time the request was made to us 
there was not even a nibble of a service, and 
it was represented to us that if we put the 
crane up it would attract the traffic. This does 
not necessarily follow. Had we had the crane 
up in Saint John it would not necessarily 
have made any difference to Canadian Pacific 
in its choice of Quebec as the terminal for its 
service, which was arrivd at quite independ
ently of the existence of a crane, and was 
indeed decided before any crane existed in 
Quebec.
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So it was this—it was not the refusal to build 
a crane. It was an attempt by us to communi
cate to the people in Saint John that you just 
do not build these things in thin air. You 
must have some reasonable expectation of a 
demand for it. It does not mean you have got 
to have it signed with a double signature and 
an ironclad guarantee, but it does mean that 
you should have some hope that this monu
mental structure you build will be used, and 
at that time we did not have that hope.

Mr. Bell: In other words, a crane at the 
moment is not a factor, a major factor, in the 
negotiations. Would you agree with that Mr. 
Mann?

Mr. Mann: I beg your pardon.

Mr. Bell: The availability of a crane is not 
the major thing at the moment in these 
negotiations.

Mr. Mann: Not at all.

Mr. Bell: Well, I will try to sum up what I 
have been questioning Mr. Mann on. I have
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had absolutely no experience at all—very few 
have had—but I see three major factors when 
a consortium is faced with deciding on a port. 
There are the facilities, of which you are the 
major supplier; there is a labour factor; and 
there are the general transportation costs.

I do not know whether that is fair, but 
these are the three major things, and you 
have told us here today and past experience 
has certainly bom it out, that you cannot 
prefer one port over another, and you really 
are offering apart from some geography and 
this and that, almost the same facilities in 
each port. So if there is competition—and of 
course when the St. Lawrence comes into 
competition with Halifax and Saint John 
there are many other factors—but if there is 
competition between these ports, it is merely 
a case of a labour problem as much as any
thing, and the insurmountable transportation 
costs and rates. In other words,what you are 
trying to say is that you are out of the picture 
once you have set up your facilities and made 
the offer.

Mr. Mann: Yes. If we have facilities availa
ble which serve the trade that demands them, 
then really the trade must make up its mind 
on the combination of factors that you, Mr. 
Bell, have pointed out, namely the cost to the 
steamship company of reaching port A vis-à- 
vis port B, the labour situation at port A 
vis-à-vis the other, and the inland rate and 
service factor from one port vis-à-vis another.

Mr. Bell: Would you foresee the time when 
all your ports will have these container facili
ties about which we have been talking?

Mr. Mann: When all ports will...

Mr. Bell: When all your Eastern Canadian 
ports will have some of these containers?

Mr. Mann: I do not think that all ports will 
have container facilities. This, I think, is why 
the interest is so very great, and legitimately 
so very great, because we are in a new ball 
game.

Now, again, there are different schools of 
thought. There is the loads centre school of 
thought which says that only a couple of 
ports on the North American continent will 
attract everything. Proof? None.

There is the other theory that points out 
that in the European context most major 
ports have attracted at least one major con
tainer service. That is an empirical proof. 
Now, how that is going to look in 1985 I do 
not think any one of us can say, but we do
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know this—and we, on the Board, are very 
conscious of it—that we must go on with our 
efforts to provide container facilities that can 
be offered to steamship companies and that 
we must do so in co-operation with the 
steamship companies and the inland carriers. 
Because, as we mentioned earlier, this is a 
systems approach we are now talking about. 
The unilateral decision of a port authority is 
completely insignificant.

Mr. Bell: Then it is a fact. The one that 
gets the initial early start in these container 
facilities will be in a position to get into the 
large land—bridge concept of bulk containeri
zation? Or do you think that that is some
thing different?
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Mr. Mann: You have just used a new con
cept, Mr. Bell, that of the land—brige. With 
your permission, sir, I will come back to that 
in one second.

The Chairman: Go ahead.

Mr. Mann: It is not necessarily so, that a 
port that gets a container service in 1969 or 
1970 is going to be the only port that is going 
to have that. If that were so, Canadian 
Pacific, knowing full well what Manchester 
Liners plans were for Montreal, would have 
gone to Montreal. The proof of the pudding is 
right there. They have chosen not to go to 
Montreal. They have chosen to go to Quebec.

It therefore follows that if you have a... I 
should not be so didactic. It could be the 
case, Mr. Bell, that if one Atlantic port gets a 
container service in 1969 or 1970, the other 
one might very well get one in 1971. Because 
it may be to the advantage of another consor
tium of steamship companies, running cellu
lar-hold ships in a full container service, to 
prefer the other one.

Mr. Bell: We are talking about the future, 
but I think it is important, Mr. Chairman. I 
find myself confused.

You are going to have three containerized 
ports in Eastern Canada, one in Montreal, one 
in Quebec City and one in Halifax or Saint 
John. At least you are going to have these, 
and I think it is reasonable to assume there 
will be more.

Mr. Mann: We are going to have three con
tainer facilities. That is not to say that we 
have three containerized ports. Because, co
existing with container movements, will be
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conventional break bulk movements and also 
side port movements. You have this 
co-existence.

Mr. Bell: At most, then, if there are only 
three of these types of facility ports, all you 
have done is that you have knocked out one. 
There has been no decision on whether it is 
going to be Montreal, Quebec or one of the 
other two. It is just the case that one, Halifax 
or Saint John, will have been knocked out of 
the race, and it will still go on for the big 
future business.

Mr. Mann: Yes; and I do not know that you 
can say that it has been knocked out. For the 
purposes of the concrete traffic that we can 
now see—and we are talking about the con
sortium traffic that I mentioned earlier—there 
is a race on now between Halifax and Saint 
John. I do not think we can unilaterally say 
go here or go there.

Mr. Bell: No; and I do not want to start 
that. All through the years we have always 
competed in various ways; and there are dif
ferences in types of cargo, and so on.

However, I will leave the questioning, and 
I wish to thank Mr. Mann for this answers.

I do suggest that, as it is shaping up now, 
indirectly, perhaps the National Harbours 
Board cannot do anything about it; but by not 
doing anything it may be that one national 
port for which you have responsibility may 
be left out of this business.

I do not know where that leaves your final 
responsibility and authority, but probably 
this matter of ports is all under review 
anyway.

Mr. Mann: It is difficult to see what one can 
do. Does one bring into being two fully con
tainerized facilities at Halifax and Saint John 
and then hope that, expost facto, a company 
will use them; and, meanwhile, if it does not 
work out that way, one of these facilities 
would be used—and, moreover, has been, in 
a sense, tailored to the demands of a particu
lar service and may not be responsive to the 
demands of another one? Is that the course of 
action we should follow?

Mr. Bell: I do not know. I do not criticize 
the National Harbours Board as much as oth
ers who have said that you have not done 
enough in the promotional field; but by not 
doing anything you have caused provincial 
governments and cities and everybody else— 
the lines themselves—to be involved in facili
ties, and this may turn out to the detriment

of ports that were supposed to be getting 
equal treatment under this...
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Mr. Mann: I have a little problem, Mr. 
Chairman, with the phrase “by not doing 
anything”. I do not quite know...

Mr. Bell: By not building up facilities in 
one port more than the other, if you like. 
Undoubtedly, we have lost some international 
business to the United States because we 
have not preferred one port over the other.

Mr. Mann: Mr. Bell, we have had avail
able in Saint John for, I believe, five years, 
Long Wharf, and when we built the shed on 
it we built a 50 foot apron, against the opin
ions of some of the local people. We did that 
because we thought that when container move
ments came about we would have enough 
room to put a container crane in front of that 
and use the wharf and the shed as a break 
bulk shed. We looked forward that far.

That has been in existence for how long 
five or six years?

Mr. L. R. Stratton (Chief Engineer, National 
Harbours Board): Roughly five years.

Mr. Mann: This has been known, and yet 
no container service has offered.

In addition to Long Wharf, which I think 
has roughly 11 acres, we now have available 
the Pier 1 Navy Island site with a total of 17 
acres, which is more than ample for any 
container facility; and this is known.

We found, when dealing with the container 
facility for Manchester Liners in Montreal 
that our engineers had to work very closely 
with their engineers and operational people in 
order to provide a facility the traffic flow of 
which was geared to optimize that operation.

You cannot just build these on a mass pro
duction basis, because the service require
ments are different. The Manchester Liners 
ships will have a capacity of 500 containers; 
the ones the consortium talks about are very 
much larger than that; so obviously the 
design requirements are different.

What we have done, and done repeatedly 
and frequently and intensively has been to 
point out to steamship companies the availa
bility of these sites.

Mr. Bell: That is fine, Mr. Chairman. In 
many years, I am glad the National Harbours 
Board has not decided on one big eastern
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Canadian port, but I am simply saying we 
may have to pay a price internationally by 
having at least three now still in this com
petitive field.

Mr. Mann: I do not think we will, quite 
frankly. The United States has gone the same 
way, and so have the Europeans. You could 
theoretically make a case for the European 
Common Market to concentrate on one port, 
be it Rotterdam, Antwerp, Amsterdam or 
Hamburg. They have chosen not to do that. 
As a consequence, there are container facili
ties built at each one of them, and at Rotter
dam and Antwerp all that the port authority 
does is to provide a wharf and an area and 
say to private enterprise, “Be our guests. We 
will lease it to you. You pay for the cranes, 
the sheds, the van carriers, and so on”. They 
have no involvements in this at all. That is it. 
And it is private enterprise that does these 
things.

Mr. Bell: Thank you, Mr. Chairman.

The Chairman: Mr. Hogarth?

Mr. Hogarth: What is the present projected 
size of the part of Roberts port now being 
constructed?

Mr. Mann: The first phase has a site of 
approximately 50 acres, with a causeway con
necting it to the uplands.

Mr. Hogarth: What is the projected cost?

Mr. Mann: The contract for phase one was 
three million, eight hundred and forty-two 
thousand and some odd dollars.

Mr. Hogarth: Where did that money come 
from?

Mr. Mann: The money was furnished by 
the National Harbours Board.

Mr. Hogarth: Was any other port budget 
depreciated because of that cost? Was it taken 
from the port of Vancouver’s budget?

Mr. Mann: I might say, Mr. Hogarth, that 
the Port of Roberts Bank is part of the Port 
of Vancouver, so it was . . .
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Mr. Hogarth: Was it taken from that part 
of the port of Vancouver that is in the city of 
Vancouver?

Mr. Mann: Yes, it was taken out of our 
consolidated funds for port of Vancouver.

Mr. Hogarth: What is the projected depth
of Roberts port?

Mr. Mann: Sixty-five feet below low water.

Mr. Hogarth: How many harbours in Japan 
have a depth of 65 feet?

Mr. Mann: Very few at the moment.

Mr. Hogarth: Are there any?

Mr. Mann: We have not got the up to date 
list, sir, but we do know that the companies 
receiving the coal that is under contract from 
the Femie-Nichel area, people like Yawato 
Steel, and so on, will have available . . .

Mr. Hogarth: Will it have a depth of 65 
feet?

Mr. Mann: It will have a depth of approxi
mately that.

Mr. Hogarth: How many ports on the East 
Coast of Canada are projected to have a 
depth of 65 feet?

Mr. Mann: Halifax now has a depth of over 
70 feet. I think that is about the major port, 
and we have sites available at other locations 
that have that depth.

Mr. Hogarth: Are you planning building at 
those sites?

Mr. Mann: If there is any reasonable 
demand for it, sir, we will.

Mr. Hogarth: I see. Are there any plans 
now to do it?

Mr. Mann: Not at the moment. There is no 
problem at Halifax because it is already in 
existence.

Mr. Hogarth: Has an agreement been 
entered into by the National Harbours Board 
with the Kaiser Steel Corporation for the 
operation of Roberts Bank?

Mr. Mann: There have been discussions 
about such an agreement; the agreement has 
not yet received the approval of the Govern
ment of Canada.

Mr. Hogarth: Have proposals been made by 
the Kaiser Steel Corporation concerning the 
operation agreement with respect to Roberts 
Bank?

Mr Mann: Yes.

Mr. Hogarth: What is the proposed term?
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Mr. Mann: Mr. Chairman, I am in your 
hands. Certainly it is not the wish of the 
Board to hold anything back, but the docu
mentation concerning the discussions between 
the Board and Kaiser Coal Canada Limited is 
before the Governor in Council now. Whether 
we are permitted under these circumstances 
to talk about it, I am not sure.

Mr. Hogarth: The House made an Order 
three weeks ago that allowed for the tabling 
of these documents and I submit there is no 
privilege with regard to them.

Mr. Mann: Mr. Chairman, perhaps this is a 
matter that should be directed to the 
Minister.

Mr. Hogarth: It is an Order in the House 
to table these.

The Chairman: Yes.

Mr. Hogarth: Therefore, I think I can 
inquire from this witness what those docu
ments might contain, if they ever get filed. 
What is the proposed term in those agree
ments?

Mr. Mann: Mr. Chairman, I am sorry, I 
am in your hands. The propsed term ...

Mr. Hogarth: I want to know, what is the 
proposed term of the occupation of Roberts 
Bank port by the Kaiser Steel Corporation in 
the proposal that is at present before the 
government.

Mr. Mann: Let me assure you first of all 
that we are not trying to evade anything 
because I do not think we have anything to 
evade.

Mr. Hogarth: Of course not, so that is the 
proposed term?

Mr. Mann: Now, second—may I?

Mr. Hogarth: Yes, by all means.

Mr. Mann: Second, we have not at this 
point got the approval of the Government of 
Canada for the discussion that we have had 
with Kaiser Coal, so even if one said that the 
proposed term was X years and the Govern
ment of Canada does not sanction this sort of 
thing, we really are dealing with...

Mr. Hogarth: I want to know what the 
proposed term is that they might or might not 
sanction.

Mr. Mann: Mr. Chairman, if I am directed 
by the Committee to give this information I

will, of course, be in the hands of the 
Committee.

Mr. Hogarth: I ask, Mr. Chairman, whether 
the Committee is entitled to have this 
information? I suggest it should be.

The Chairman: If there is an Order in the 
House I do not think Mr. Mann is obligated to 
answer this question.

Mr. Hogarth: With respect, Mr. Chairman, 
the documents have not yet been filed despite 
the fact that the Order was made some weeks 
ago, and it is my submission that if they are 
not going to file the documents in due course 
I can at least ask this witness what he knows 
about it. There is no privilege that I can 
think of, none whatsoever, and Parliament is 
entitled to know these things.

The Chairman: Yes, I know. Is it the opin
ion of the Committee that Mr. Mann should 
answer this question?

Mr. Hogarth: There is only one Order 
under dispute and that is the confidential 
memorandum between the government 
employees and the Minister, but the orders 
were made on the motion of Mrs. Maclnnis 
and on the motion of Mr. Rose and all doc
uments were to be tabled, with the exception 
of the confidential ones. I am not asking 
about any confidential documents. I want to 
know what Kaiser has proposed.
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Mr. Mann: We are dealing at this juncture 
with a document that is before Council. Now, 
whether or not that is a confidential docu
ment perhaps is a matter for determination 
by the law officers of the Crown.

The Chairman: So far as I know there are 
no confidential documents involved in this.

Mr. Hogarth: No proposal by the Kaiser 
Steel Corporation to the Government of Cana
da could possibly be confidential. I am not 
saying that anybody is to reveal what advice 
has been given.

The Chairman: Mr. Allmand?

Mr. Allmand: Will this Committee recon
vene on Harbours Board matters after lunch 
or later or do you intend to finish everything 
by noon?

The Chairman: We would like to finish this 
by 1 o’clock, if it is possible.
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Mr. Allmand: I see; I was going to say that 
il we were not going to finish perhaps you as 
Chairman could take this request under 
advisement, but if you are going to finish by 
noon you had better make a decision right 
away.

The Chairman: If the Committee agrees, I 
think you could answer, Mr. Mann, to the 
best of your ability as you have done so far.

Mr. Mann: Is that a direction of the Com
mittee, sir?

The Chairman: Do you all agree?

Mr. Allmand: Mr. Chairman, I for one 
would abstain because I am not familiar with 
the document in question, and if there is 
some dispute I do not consider myself compe
tent to vote on that particular question.

The Chairman: To tell you the truth, I am 
not very familiar myself. I am putting this to 
the Committee, and if all the Committee are 
in favour I would let Mr. Mann continue and 
give his answer.

Mr. Lessard (LaSalle): Mr. Chairman, I do 
not think we could force anyone. I think we 
should follow the idea of Mr. Allmand to 
leave it up to you to inquire at noon whether 
you could allow Mr. Mann to give this 
information.

The Chairman: Mr. Skoberg?

Mr. Skoberg: Mr. Chairman, Mr. Mann said 
this is confidential information and naturally 
he will not give it. If it is not confidential 
then we are entitled to an answer here and 
now. There is only one way of looking at it, 
either it is or it is not. Now, if has been 
tabled as such and the question, in my opin
ion, should be answered right here, but I 
believe it is up to Mr. Mann to say whether 
this is confidential or not.

Mr. Allmand: Mr. Chairman, there is also 
the point that Mr. Hogarth brings up that 
there has been an Order for return. I am not 
familiar enough with the Order for return to 
know whether it refers explicitly to these 
particular documents.

Mr. Hogarth: It refers to documents in 
general.

Mr. Mann: Perhaps I will describe the 
situation as it exists and then the Committee 
can determine the confidentiality or otherwise 
of it. The situation as it exists now is that

officers of the National Harbours Board have 
had discussions with officers of Kaiser Coal 
Canada Limited concerning a lease of proper
ty on Roberts Bank in Vancouver. These dis
cussions have led to some conclusions by the 
two parties that have been embodied in a 
document now before the Governor in 
Council.

Documents before the Governor in Council 
are clearly labelled “Confidential”, and 
“Property of the Government of Canada”. The 
fact of the matter is that as of now the Gov
ernor in Council has not issued an Order in 
Council, so one could make the deduction that 
until such time as an Order in Council exists 
there is no agreement between Kaiser Coal 
Canada Limited and National Harbours Board 
because we have no capacity to make such an 
agreement. It could therefore be well the case 
that if the Governor in Council so directs we 
must re-open negotiations with Kaiser Coal or 
forget the whole thing.

At the moment the only document we have 
is one clearly labelled “Property of the Gov
ernment of Canada; Confidential to the Gov
ernor in Council”. This is the factual situa
tion. We have no wish to hold anything back, 
but I wonder whether this is not a matter 
which should be put either to the law officers 
of the Crown or to our Minister for determi
nation. I feel that our capacity to act on Mr. 
Hogarth's request is somewhat restricted, 
with all due respect, Mr. Hogarth.
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The Chairman: Does this give you the 
explanation?

Mr. Hogarth: No, sir. I cannot see any 
privilege connected with these proposals at 
all. I think we are entitled to have the infor
mation pertaining to the negotiations, what 
the proposed term is, what the proposed rent 
is, what restrictions are on the use of this 
port, what options to renew might be in this 
lease and what options they have on other 
lands other than the acreage that Mr. Mann 
has described. I think that Parliament is enti
tled to know these things, and I can see no 
privilege connected with it at all.

Mr. Mann: May I make a suggestion, Mr. 
Chairman, that might be helpful. If it is 
acceptable, the problem could be put to the 
Minister of Transport and if we are author
ized so to do we will be more than happy to 
supply the answer in writing and to subject 
ourselves to any additional questioning by the 
Committee. We would be delighted to do that.
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This might provide a solution to the problem 
that we are facing now.

Mr. Hogarth: Mr. Chairman, I take the 
position that the disclosure of these documents 
should not be left to the discretion of the 
Minister of Transport. This is a Committee of 
Parliament, we are inquiring into the opera
tions of the National Harbours Board, and I 
think we are entitled to know all aspects of 
its operations, including the nature of these 
negotiations and what draft agreement has 
been put forward.

The Chairman: Would you permit your 
Chairman ample time to get advice on this.

Mr. Hogarth: Of course.

Mr. Allmand: So that we will not waste 
time, could I suggest that we reconvene at 
two o’clock, a half hour before Parliament 
sits to dispose of this one point. This will give 
the Chairman time over the lunch period to 
take this point under advisement. But let us 
finish up the rest of it now.

The Chairman: Is that all right?

Mr. Hogarth: I am quite agreeable to the 
witness getting advice but I will never be 
agreeable to his withholding the documents.

In any event, Mr. Mann, you were quoted 
in the Vancouver Sun Province on either 
April 8 or April 9 of this year to the effect 
that there would be one communication chan
nel between the mainland proper and Roberts 
Port. Was that a correct quote?

Mr. Mann: This was our hope and policy— 
to the extent of course that we cannot influ
ence that; it is beyond us. We felt, and we 
made it quite clear at the time, that we want
ed to avoid a multiplicity of communication 
channels to the port.

Mr. Hogarth: Yes, I appreciate that. I am 
merely asking if you were correctly quoted 
along that line.

Mr. Mann: I have not the quote in front of 
me sir, as I—

Mr. Hogarth: I say that you were quoted to 
the effect that there would be one communi
cation channel between the mainland proper 
and the port. Is that a correct quotation?

Mr. Mann: Yes, inasmuch as this pertains 
to the land under our jurisdiction, which is 
the causeway, there will be one communica
tion channel to the port.

Mr. Hogarth: You were further quoted in 
the same article as saying that there would be 
consultations with the lower mainland 
Regional Planning Board before that channel 
was determined. Was that a correct quote?

Mr. Mann: I do not know.

Mr. Hogarth: Does it appear inconsistent 
with what you said at the time?

Mr. Mann: I do not think so, because...

Mr. Hogarth: I am sorry, witness. Why 
would the lower mainland Regional Planning 
board be particularly interested in the loca
tion of the causeway which is only a few 
hundred yards long?

Mr. Mann: They are not.

Mr. Hogarth: No, so your reference was, 
was it not, to the whole communication chan
nel to the port through the lower mainland?

Mr. Mann: That was the hope that we 
expressed at the time.

Mr. Hogarth: What communications or con
sultations did the National Harbours Board 
have with respect to the location of that 
channel?

Mr. Mann: We had no direct consultations 
with the lower mainland Regional Planning 
Board on the channel itself for the very sim
ple fact ..

Mr. Hogarth: All right, I just want yes or 
no answers so we can get through this quick
ly. Do you have any communications with 
them at all?

Mr. Mann: With all due respect, if I may, I 
realize that yes and no answers are easy but 
they are also perhaps somewhat misleading.

Mr. Hogarth: All right, if you wish to 
qualify, go ahead.

Mr. Mann: I am not qualifying, I would 
like to explain if I may. The location of the 
railway line—and this is what we are talking 
about. ..

Mr. Hogarth: Yes.

Mr. Mann: ... is not one within the 
determination of the Nationa Harbours Board. 
We can only go as far as the port facility. We 
can go one step further, and we have gone 
one step further, by expressing a hope that 
there would be an efficient communication 
channel—preferably one—to that port.
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Mr. Hogarth: If it was not something over 
which the National Harbours Board had any 
authority, why did you suggest in April that 
the lower mainland Regional Planning Board 
would be consulted?

Mr. Mann: As I said, I would have to see 
the thing in its context.

Mr. Hogarth: Perhaps we can get that at 
two o’clock too.

Mr. Mann: Yes, perhaps we can.

Mr. Hogarth: Tell me why it is that the 
jurisdictional question as between the prov
ince and the federal government was not set
tled before Roberts Bank Port was built?

Mr. Mann: I cannot tell you that because 
presumably conversations have been taking 
place between the province and the federal 
government on this matter and no conclusion 
was reached.

Mr. Hogarth: But why was it not settled 
before the port was constructed?

Mr. Mann: I suppose one or the other, or 
both parties were not able to come to a settle
ment I think that is the factual explanation 
of the thing.

Mr. Hogarth: Is it not so that the federal 
government has moved into the expenditure 
of these millions of dollars in a questionable 
area of jurisdiction?

Mr. Mann: In the opinion of the law officers 
of the Crown the jurisdiction was not ques
tionable, Mr. Hogarth.

Mr. Hogarth: I see. Then there is no prob
lem between the federal government and the 
provincial government in the federal govern
ment’s eyes with respect to who owns or who 
is going to operate this port.

Mr. Mann: There is no problem in the opin
ion of the law officers of the Crown in the 
proprietary rights of the Government of 
Canada for the area in which the port facili
ties—that is, the 50 acres—are located. I am 
sorry, let me correct myself: There is no 
problem equally with regard to the property 
rights over part of the causeway, namely that 
part that lies between low water and high 
water. That is clearly within provincial pro
prietary rights other than any existence of 
private rights that may be there.

Mr. Hogarth: Where does the problem 
arise?

Mr. Mann: The problem arises in coming to 
a final agreement on the area between low 
water and high water. That is the chief prob
lem in so far as we are concerned.

Mr. Hogarth: And why was that not re
solved before the port was built?

Mr. Mann: I cannot answer that. It was just 
not resolved. Discussions were not fruitful.

Mr. Hogarth: Suppose they end up adverse 
to the federal government’s position, what 
effect will that have on the port?

Mr. Mann: I am sorry, sir, but that is a 
hypothetical question and I cannot answer it.

Mr. Hogarth: Well that is a simple ques
tion, Mr. Mann.

Mr. Mann: I cannot answer it.
Mr. Hogarth: If they are determined to be 

entirely within the provincial jurisdiction 
what effect will that have on the operation of 
this port?

Mr. Mann: It will have the effect which 
will result from the determination of a policy 
by the Government of Canada which I am not 
familiar with and none of our Board is famil
iar with at this point because it has not been 
made.

Mr. Hogarth: What is the maximum coal 
capacity for shipment from the Vancouver 
city harbour?

Mr. Mann: For coal?
Mr. Hogarth: Yes.
Mr. Mann: We would have to get the infor

mation, Mr. Hogarth.

Mr. Hogarth: Could you do that for me?

Mr. Mann: Could we have your question 
rephrased, Mr. Hogarth?

Mr. Hogarth: I want to know what amount 
of bulk coal could be shipped from Vancou
ver city harbour.

Mr. Mann: Yes.

Mr. Hogarth: I mean what its capacity is for 
the shipment of bulk coal?

Mr. Mann: I can tell you now it is a little 
difficult to answer because you are putting it
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on bulk coal rather than bulk cargo. We have 
bulk cargo figures but I do not think, sir, that 
we have the bulk coal figures.

Mr. Hogarth: They could be obtained, could 
they?

Mr. Mann: The bulk cargo is I think what 
you are probably interested in.

Mr. Hogarth: I am interested in coal.

Mr. Mann: Yes.

Mr. Hogarth: Bulk coal shipments from the 
Vancouver city harbour.

Mr. Mann: I do not think we have the coal 
breakout.

Mr. Hogarth: Are you telling us that Rob
erts port was built without knowing how 
much capacity the Vancouver city harbour 
could handle?

Mr. Mann: Not at all, sir. What I am saying 
or perhaps should have said a few minutes 
earlier, and I am sorry I am a little late in 
this, is that it was part of the contract 
between the Japanese coal buyers and the 
providers of the coal, namely Kaiser Coal 
Canada Limited, that a port at Roberts Bank 
be available for the shipments. It was in res
ponse to that ...
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Mr. Hogarth: The result of that is that the 
Japanese dictated the construction of Roberts 
Bank port.

Mr. Mann: That is an inference which you 
are drawing, sir.

Mr. Hogarth: That is a fair inference, is it 
not?

Mr. Mann: I do not know whether it is fair 
or not. It is a fact that the port is being built 
in fulfillment of a contract.

Mr. Hogarth: Why could they not ship out 
of Vancouver harbour? What reason did the 
Japanese give?

Mr. Mann: The reason that they gave was 
that they would have ships which would 
draw in excess of the currently available 
draft at first narrows. Also, they actually did 
not want to go beyond the second narrows 
and since the shipment originated on the 
Canadian Pacific Railway there may have 
been a connection between the fact that the 
north shore of Vancouver is served by

Canadian National Railways and Port Moody 
is served by Canadian Pacific Railway.

I was not privy to the conversations and 
the negotiations so it is very difficult for us to 
say what the exact reasons were.

Mr. Hogarth: Mr. Chairman, I will return 
at 2 o’clock with regard to the questions per
taining to the Kaiser Agreement.

Are you privy, sir, to the agreement 
between the railway companies with respect 
to the operation of this port?

Mr. Mann: No.

Mr. Hogarth: Have you any knowledge of 
it at all?

Mr. Mann: I have heard about it

Mr. Hogarth: Do you know what it 
contains?

Mr. Mann: I have a rough idea, sir.

Mr. Hogarth: Do you take the same position 
on that agreement as you have with respect 
to the Kaiser Agreement?

Mr. Mann: It is even worse, because it is 
not even an agreement to which we are a 
party.

Mr. Hogarth: I appreciate that, but I am 
asking about things of which you have knowl
edge. Is your position with respect to that 
agreement the same as the position you have 
taken with respect to the Kaiser Agreement?

Mr. Mann: I would think that it would 
have to be, sir. Apart from that I would be 
talking from an incomplete knowledge, and it 
might be more useful to the Committee to 
have as witnesses officers of the railway com
panies concerned who can give more 
authoritative information.

Mr. Hogarth: I think we would determine 
from the little that we can learn of it from 
you as to whether we should pursue the 
matter further. Would you seek advice on 
that, too, during the noon hour recess?

Mr. Lessard (LaSalle): Most of my ques
tions were asked by Mr. Bell, but I would 
still like to ask one question of Mr. Mann 
regarding the National Harbours Board. Do 
you have any plans to increase the winter 
traffic at the Harbours Board in Montreal?

Mr. Mann: Mr. Lessard, the plans are not 
ones that we can make. We have the facilities 
available; they can be used by commerce. The
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extent to which they are used is dictated by a 
number of factors: the availability of high- 
strengthened ships, particularly to Class 1 
Lloyd specifications; the level of the insur
ance premiums; and the state of the river in 
the winter, whether it is open or not. Howev
er, like a 24-hour pharmacy, we are open 
year-round, and any ship that presents itself 
will and can be handled.

Mr. Lessard (LaSalle): Are you expecting 
an increase for 1969-70?

Mr. Mann: I do not have the latest figures. 
We do know that Louritzen Lines have pulled 
out, but that the Russians are coming in. I am 
just advised that it will be about the same.

Mr. Lessard (LaSalle): Are you providing 
any facilities for the traffic for the winter at 
the moment?

Mr. Mann: I am sorry, I do not quite know 
what you have in mind, Mr. Lessard, as far 
as facilities are concerned. We have the facili
ties there in so far as we control them, name
ly the berths, the sheds and the wharfs, the 
railway and the road system, and the labour 
force. Is there anything else you had in mind, 
sir?

Mr. Allmand: I just read an article in the 
newspaper the other day that some new line 
intended to compete by putting in a new set 
of icebreaking ships or ships that could 
withstand. ..

Mr. Mann: Mr. Allmand, this may be a 
reference to the container service by Man
chester Liners.

Mr. Allmand: That is right; it is.

Mr. Mann: Manchester Liners are using this 
route the year round, and their ships are 
strengthened to Class 1 Lloyd specifications.

Mr. Allmand: That would mean there 
would be an increase in winter traffic in that 
area anyway.
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Mr. Mann: There will certainly be a new 
ball game because you have a container ser
vice year-round to Montreal.

Mr. Allmand: But as far as the Harbours 
Board itself is concerned, if there is an 
increase in winter traffic, the Harbours Board 
is prepared to handle it?

Mr. Mann: We always have been, and we 
can.

Mr. Lessard: Mr. Chairman, are we coming 
back at 2 o’clock, or only after the Orders of
the Day?

The Chairman: I do not think that we will 
have very much time between 2 o’clock and 
2.30. We cannot sit while the House is sitting. 
We have no authority to sit while the House 
is sitting. Could we have another session with 
the Harbours Board at another date? Are you 
available?

Mr. Mann: We would be more than delight
ed, sir; we are available to the Committee at 
any time.

The Chairman: I think we should have 
another session—I am in the hands of the 
Committee—because I cannot see that we will 
have very much time between 2 o’clock and 
2.30.

Mr. Skoberg: Mr. Chairman, in addition to 
that, I wonder whether or not the steering 
committee would take into consideration, in 
co-operation with the Harbours Board, 
arranging a tour of some of the facilities of 
these containers some time in the future. 
Could this be arranged if it was convenient? I 
am sure it would be interesting.

The Chairman: It is an excellent sugges
tion. As a matter of fact we have to ask for 
an order of the House to hear the brief pre
sented from the Maritimes, and maybe at the 
same time we could take the opportunity of 
visiting the ports or construction that has 
already begun and where there are containers 
already handled.

Mr. Skoberg: I would not want to compli
cate that with the Atlantic hearings.

The Chairman: No, but perhaps at the same 
time it could be arranged that we visit the 
container facility ports.

Mr. Mann: Mr. Chairman, if it should be 
the wish of the Committee to see the contain
er operation that now exists in Montreal, if 
you could give us a convenient date which we 
can co-ordinate with the presence of a vessel 
there, which I think would make it more 
interesting, I am sure we could make arrange
ments to have the Committee tour the facili
ty and get proper explanations as to how it 
works—whenever you notify us.

Mr. Lessard (LaSalle): We should leave it 
to the steering committee to decide with the 
Harbours Board.

The Chairman: Would that be all right?
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As I explained earlier we will not have 
very much time to discuss these things this 
afternoon.

Mr. Allmand: The only reason that I sug
gested 2 o’clock was that I thought that 
was the only thing, but since there are many 
things and many other people, perhaps we 
should come back at a time to be decided 
upon between your steering committee and 
the witnesses.

The Chairman: I think next Tuesday is a 
day that is pretty well filled up, but anyway 
we can discuss that at the steering committee.

An hon. Member: What about tomorrow 
morning at 9.30?

The Chairman: That is something that I 
cannot answer. Tomorrow there are other 
committees; quite a few committees are sit
ting tomorrow morning. We will discuss this 
with the steering committee and will advise 
you.

Mr. Thomas (Moncton): Mr. Chairman, just 
before we break up, what is the prospect of 
getting reports of these proceedings a little 
more quickly than we are now? We have had 
three meetings.

The Chairman: We run into some problems. 
As you know we cannot get these reports 
back until they are fully translated.

Mr. Thomas (Moncton): Could the English 
reports not be distributed first?

The Chairman: It was agreed upon earlier 
that we would wait until the translation was 
made and present both.

Mr. Thomas (Moncton): It is very difficult, 
for example when we have the same witness 
back on a second day. It would be nice to 
have a report of the proceedings of what 
went on the first time.

Mr. Allmand: We sought the authority of 
the House last Friday to set up the translating 
of these proceedings by using tapes. That 
would be much quicker. It was accepted as an 
order of the House on Friday.

The Chairman: As soon as we can get the 
reports you will have them. I think the report 
of the first sitting will be out today or tomor

row. As you know some other committees 
have priority for translation. The translators 
are pretty busy translating two committees 
that I know of that have priority.

Mr. Allmand: Mr. Chairman, maybe our 
report could get precedence over that other 
place.

Mr. McCleave: I hope the Committee will 
give me the courtesy as a non-member of the 
Committee of asking a question. If, not, I do 
not know whether I could come back another 
day; I am too busy with committees for that, 
but I did put my name in.
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The Chairman: I did not have your name, 
Mr. McCleave, but as a non-member of the 
Committee you have questions to ask?

Mr. McCleave: I have one. Everything else 
has been answered—asked, really.

The Chairman: It depends on Mr. Mann. 
Are you prepared to answer?

Mr. McCleave: I would like to ask Mr. 
Mann whether, having seen the tenders for 
the Phase II development of Pier “C" in Hali
fax, he is satisfied that this can be kept on 
schedule—no flies in the ointment.

Mr. Mann: Perhaps I might ask our Chief 
Engineer to answer that, Mr. McCleave.

Mr. Stratton: The low tenderer has 
informed me that he expects to beat the com
pletion date on that contract. He expects 
actually to finish that contract by the end of 
next year rather than in April of the follow
ing year.

Mr. McCleave: This is on the development 
for which tenders have just closed?

Mr. Stratton: That is right, sir. That is the 
whole wharf plus all the fill. It will not speed 
the job up too much because there we have to 
put in our water lines and pave, and we 
cannot pave in winter. There will be some 
pick-up, but not too much.

Mr. McCleave: Thank you.

The Chairman: The meeting is adjourned to 
the call of the Chair. Thank you, very much.
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The Chairman: We do not have the quorum 
we need, but I think we can start. I under
stand there are some members still to arrive, 
and when they do we will have the necessary 
quorum and then we can regularize the meet
ing. Is that agreeable to the Committee?

Mr. Howe: Mr. Chairman, there are some 
members here who are not on the Committee.

The Chairman: Some of them are not on 
the regular members’ list, but because of the 
fact that we have to return to the House at 11 
o’clock, I think...

Mr. Allmand: I think we could hear the 
evidence, Mr. Chairman. If we have no reso
lutions to pass, I think we can hear evidence 
or ask questions.

The Chairman: As far as I know we have 
no resolutions. Is it agreeable to the Commit
tee that we start?

Gentlemen, when we rose yesterday Mr. 
Hogarth had asked for information concern
ing contracts on the Roberts Bank Port con
struction job, and I replied that I would seek 
the information he wanted. The advice we 
have received is that these documents are of 
a confidential nature and therefore the infor
mation cannot be divulged.

Mr. Hogarth: First of all, Mr. Chairman, I 
would like to correct a remark I made yester
day. I spoke of two motions for return that 
were made in the House on October 31. One 
was on the motion of Mr. Rose, the member 
for Fraser Valley West, and the other on the 
motion of Mrs. Maclnnis, the member for 
Vancouver-Kingsway. I led you to believe 
that this Kaiser contract which I am interest
ed in was encompassed in those motions. I 
checked those motions last night and they 
only pertain to the railway agreements, that 
is to say, the railway communications and 
they would not apply to the Kaiser agree
ment. I wish to have my remarks in that 
connection corrected to that effect.

The Chairman: Do they pertain to the 
railway?

Mr. Hogarth: Yes, they only pertain to the 
railway...

The Chairman: Rather than the construc
tion?

Mr. Hogarth: Yes. This agreement we are 
concerned with has nothing to do with the 
construction of the port. This is the operation 
of the port. The construction of the port is 
being carried out by the National Harbours 
Board but, as presently contemplated, the 
operation of the port will be done by the 
Kaiser Coal Corporation.
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Yesterday, I led you to believe that the 
order for return that had been agreed to in 
the House encompassed this Kaiser agree
ment. However, the order was not broad 
enough; it only encompassed the railway 
agreement.

I just wanted my remarks corrected to that 
effect. I take it from what you have told us 
this morning that I am precluded from asking 
any questions of this witness pertaining to the 
proposed Kaiser Corporation contract with 
the National Harbours Board for the opera
tion of that port. Is that correct?

The Chairman: That is correct.

Mr. Hogarth: On what basis, sir, are the 
documents confidential?

The Chairman: First of all, these documents 
are between the National Harbours Board 
and Kaiser, and some of them are confiden
tial. I believe there is the request in the 
House for these documents.

Mr. Hogarth: I do not think so, sir. There 
may be. A debate in the House is now pend
ing on communications ; whether or not com
munications between members of the public 
service pertaining to Roberts Bank Port are 
to be disclosed. However, I would respectful
ly suggest that that has nothing to do with 
the proposals that have been entered into,
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either finally or in draft form, between the 
Kaiser Corporation and the National Har
bours Board. I am not asking for any confiden
tial information exchange between members 
of the public service, I do not think that can 
be disclosed, but certainly any proposals 
between Kaiser Corporation and the National 
Harbours Board surely can be enquired into. 
I cannot see how they could possibly be 
privileged.

The Chairman: My ruling is that this infor- 
nation cannot be given at this time.

Mr. Hogarth: Perhaps I could return when 
you have a full quorum and possibly ask the 
Committee to deal with that ruling. With the 
greatest respect, I think that ruling is 
incorrect.

The Chairman: If you do not mind, we will 
pass to some other items. Mr. Skoberg.

Mr. Skoberg: Further to what has been 
said, I think one of the questions that was 
asked by the member was what the guaran
teed annual coal shipment was from Roberts 
Bank. I do not think this would be confiden
tial. There must be some figures to show what 
the guaranteed minimum shipment would be 
from that port.

Mr. Hogarth: No, I did not ask that ques
tion. I asked what the capacity of Vancouver 
City harbour was for the exportation of coal.

Mr. Skoberg: That was at Vancouver 
harbour?

Mr. Hogarth: Vancouver City harbour.

Mr. Skoberg: Yes. Then I will ask this 
question as a supplementary to what we have 
been discussing, Mr. Chairman. When will the 
port at Roberts Bank be open and what is the 
guaranteed annual minimum coal shipment 
from Vancouver City harbour?

The Chairman: Perhaps Mr. Mann could 
anser that question.

Mr. H. A. Mann: Chairman, National Har
bours Board): The target date for shipments 
from Roberts Bank is either December 1969 
or January 1970. The contract that was 
entered into between Kaiser Coal Corporation 
and a consortium of Japanese steel companies 
was for 45 million long tons over 15 years, 
therefore the minimum shipment will be 
three million tons per year.

Mr. Skoberg: I realize the answer was 
given yesterday so far as the harbour of Van

couver is concerned, but could this amount of 
coal be handled at the other port quite easily?

Mr. Mann: Could the volume of three mil
lion tons have been handled in Burrard inlet? 
The answer is yes, if the Japanese had 
allowed it to be handled that way. The con
tract which was entered into after long 
negotiation between the mining company and 
the Japanese purchasers required that ship
ment be over facilities other than those in 
Burrard Inlet. The answer has to be qualified 
to that extent.

Mr. Skobert: Why would that be?

Mr. Mann: The Japanese looked at the 
situation in Vancouver harbour and after 
looking at their own transport economics they 
came to the conclusion that shipment through 
a facility at Roberts Bank—or not within 
Burrard Inlet—would form an integral part 
of the contract which they were willing to 
sign.
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Mr. Skoberg: Mr. Mann, there is definitely 
an agreement between the National Harbours 
Board and the Japanese coal firms?

Mr. Mann: There is no agreement between 
the National Harbours Board and the Japa
nese coal firms.

Mr. Skoberg: This agreement would be 
with whom, then?

Mr. Mann: This agreement, which does not 
become an agreement until it is approved by 
the Governor in Council, is between the 
National Harbours Board and Kaiser Coal 
Limited.

Mr. Skoberg: And this has not been
approved as yet?

Mr. Mann: Not at this point.

Mr. Skoberg: In other words, the National 
Harbours Board went ahead with the port at 
Roberts Bank without any agreement with 
Kaiser Coal Limited or the Japanese?

Mr. Mann: The National Harbours Boar 
went ahead with the construction at Roberts 
Bank on the reasonable expectation that the 
traffic would materialize. Otherwise we would 
not have built.

Mr. Skoberg: Based on these two sources?
Mr. Mann: That is correct.
The Chairman: Mr. McCleave.
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Mr. McCleave: Mr. Chairman, as a follow
up to a question I asked yesterday, I wonder 
if Mr. Maim could indicate whether a request 
has been made for a waterfront crane for the 
properties of the National Harbours Board at 
Halifax, and what if anything is being done 
about such a suggestion?

Mr. Mann: We have had requests for the 
installation of a bridge-type gantry crane for 
the handling of containers at both Halifax 
and Saint John. We are currently negotiating 
with the shipping interests that would be 
expected to use either one of these ports, and 
of course the crane is part of these 
negotiations.

The Chairman: Mr. Howe.

Mr. Howe: Mr. Chairman, I have a few 
questions on containerization in connection 
with carrying freight. Do you feel that the 
containerizing that is going on, the projects 
that are going forward, will reduce freight 
costs?

Mr. Mann: They should, I think, in the long 
run. Please do not let me use the term “long 
run". I think Keynes once said that in the 
long run we are all dead. They should, in the 
foreseeable future, reduce freight costs. There 
are a number of reasons for this. For 
instance, the shipper overseas who uses a 
container instead of the conventional break- 
bulk method finds that he can pack his com
modities in the kind of package that he uses 
in domestic freight rather than in overseas 
freight. He does not have to pay a lot of 
money, for instance, for heavy crating. The 
damage and loss in containers should be 
reduced when compared to conventional 
break-bulk movements. This is particularly so 
in the case of damage because you have less 
handling if you put a number of commodities 
into closed, sealed box. For instance, we 
think that eventually insurance rates, even if 
they do not go down at least they will not 
keep rising to the extent that they have been 
rising. These are some of the factors. Also, 
competition between container consortia by 
the early 1970’s will probably have a down
ward effect on freight rates because of heavy 
competition, and the traditional rating 
indulged in by steamship conferences will 
have to come under rather close scrutiny 
because it is not a very useful rating system 
in a container era. I think on the whole, Mr. 
Howe, the answer to your question is that we 
think, there will be a downward trend or at 
least an arrest of the upward trend of costs.

Mr. Howe: That is good, because the 
freight rates have really been going up since 
the transport bill of last year, when they 
were phasing out the $18 million a year on 
freight rates. This has really had an upward 
effect on freight rates.

I have another question with regard to con
tainerizing. At the present time the cost ele
ment is not a big factor. Is it the faster move
ment of goods from one part of the country to 
the other that is going to be facilitated by 
containerizing?
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Mr. Mann: I am sorry, I do not quite 
understand the full import of your question.

Mr. Howe: The point I am making is that 
this is an innovation. We are not sure wheth
er it is going to reduce the freight rates. Is it 
going to increase the service or make it 
speedier or faster?

Mr. Mann: Yes, it probably will. One may 
not put in minor qualifications, but if you 
have a direct movement from a shipper over
seas to a receiver in Canada, and that direct 
movement can be effected in a container, then 
of course there is no question that the move
ment will be much, much faster because you 
eliminate a lot of intermediate steps. Where 
you get a multitude of commodities in a con
tainer, and you have to go through an 
unstuffing or unpacking operation and a 
resorting operation, the time saving will not 
be great.

Mr. Howe: In connection with this whole 
program, would it not be necessary to have 
some agreement or understanding with the 
railroads that they would provide the possible 
handling facilities for these products from the 
Maritime points right across to the Pacific 
coast, for instance? Are the railways entering 
into any agreements to give faster freight 
train service across Canada?

Mr. Mann: The railways along with every
body else have entered into this new ball 
game and they are making available at inland 
terminals, such as the Concord terminal I in 
Toronto, container-handling facilities. They 
are also providing specialized cars for the 
carriage of containers. At the moment these 
are chiefly modified existing cars, but new 
cars are being looked at. So, the railway is 
very heavily involved in, (a), the provision of 
rolling stock; (b), the provision of handling 
equipment at inland and possibly at some 
port terminals; (c), the provision of faster
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service for this type of traffic and (d) of 
course, the all-important provision of suitable 
incentive rates for the carriage of containers. 
I think that is pretty well the extent of the 
railway involvement.

Mr. Howe: Are there special types of con
tainers to handle certain specialized mer
chandise? Suppose frozen foods are container
ized, does the container itself contain a unit 
to maintain the temperature?

Mr. Mann: Yes. There are specialized con
tainers which have refrigeration or heating 
facilities much along the lines of the thermal- 
king units on highway trucks, for instance. If 
these containers have to be marshalled for 
any length of time at the port electrical out
lets have to be provided so that protection can 
be continued while the container is in port.

Mr. Howe: This brings up the question of 
returnable containers. They would not be dis
posed of at one end or the other, when 
unloaded. Are they quite expensive?

Mr. Mann: I cannot give you the price off 
hand but they are very expensive—certainly 
more expensive than if you were handling 
pellets. The question of the provision of con
tainers, their routing, their control and their 
disposition is one that plagues steamship com
panies and inland carriers quite a lot. I think 
this is a worldwide problem. It is quite possi
ble that what will emerge in the long run will 
be either a continental or an intercontinental 
container pool much along the lines of what is 
presently being done on the North American 
continent with regard to railway cars where 
you have agreements between the American 
Association of Railways and the Canadian 
railways for per diem charges and routing 
and return of cars. We can see this coming 
eventually in the field of containers.

Mr. Howe: This is going to increase the cost 
of your containerizing program though be
cause you are going to have to build stor
age areas where you are going to set up these 
pools.
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Mr. Mann: Well when I mentioned “pool" I 
was not thinking of it so much in terms of a 
physical location as a method of interchange. 
There is nothing to be gained by storing these 
units for any length of time. You can only 
make money with them if they keep moving, 
much as our freight cars do now. There will 
undoubtedly be a requirement for the mar
shalling or storage of containers, but that

would merely be another way of storing 
freight instead of building warehouses at 
inland locations—and it probably would be a 
cheaper way of doing it.

Mr. Howe: I have a question on vote 75. 
Are we still on vote 70?

The Chairman: We are still on the first 
vote, yes, vote 70

Mr. Howe: Then those are all the questions 
I have on vote 70, Mr. Chairman.

The Chairman: Mr. Allmand, I think when 
we rose yesterday you were talking about...

Mr. Allmand: I have new questions now.

The Chairman: ...pilferage at the Port of 
Montreal.

Mr. Allmand: I want to ask Mr. Mann 
about passenger service. Two years ago we 
opened up two new passenger terminals at 
the Port of Montreal—very good passenger 
terminals, but since that time we have lost 
the Carmania and the Carinthia I think and 
now I understand that we have lost the Bato- 
ry—it has made its last trip to Montreal. Is it 
correct that all we have left are the two 
Canadian Pacific ships and the Alexander 
Pushkin.

Mr. Mann: I think that is essentially cor
rect. The Batory was lost merely because she 
faltered with old age. There may be a possi
bility that the Poles will replace her with a 
new passenger vessel which might or might 
not trade into Montreal. Passenger trade has 
been going down quite significantly. The 
ships you mentioned, the ones that end in 
“ia" of course are all the Cunard ships and 
Cunard, as we know, has made its decision to 
get out of the business other than perhaps for 
the new Queen Elizabeth II. Now what the 
future will bring is not at all certain at this 
juncture. It may well be that some cruise 
possibilities will open up which might use 
Montreal Harbour.

Mr. Allmand: I was going to ask Mr. Mann 
if the National Harbours Board has any pro
gram to promote passenger trade to Montreal. 
I was also going to ask how much we spent 
on those two passenger terminals which 
were opened in 1967 and which seemed to 
have been built at the end of the passenger 
years. One wonders whether that money was 
properly spent.

Mr. Mann: I think it becomes very much a 
matter of guessing. We did not—and we think
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properly—give in to the urgings of some who 
felt that we should build a completely new 
magnificent passenger terminal in Montreal 
Harbour, because we were afraid of the 
future. It was for that reason that we used 
the upper storeys of two existing sheds which 
had been in existence for quite some time. 
The use of these sheds cut down the invest
ment in passenger facilities and yet provided 
standards of passenger handling to which the 
public had become accustomed.
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Now I cannot offhand give you the figure, 
because I have not got it here, that we spent 
on the two passenger terminals, but if the 
Committee would like to have that figure we 
would be very happy to break it out. I do not 
think we have it with us now.

Mr. Allmand: You do not have it with you?

Mr. Mann: No, unfortunately not.

Mr. Allmand: I would like to have that 
figure. With all due respect, sir, we asked 
several questions yesterday and the figures 
were not available. I am just wondering if 
next year, when you come to the Committee, 
you could try to arrange to have more figures 
available so that we could proceed more 
quickly. Yesterday I asked for two figures 
and you promised to give them to us, which 
is quite all right, but it would be better I 
think if you could try and have them here 
we ask the questions.

Mr. Mann: It is a point well taken, Mr. 
Chairman. We came here of course prepared 
to discuss the 1968-69 estimates. What Mr. 
Allmand is asking now refers to a matter 
several years back and it is a little difficult to 
have all the material with you all the time.

Mr. Allmand: That is right, but I think it is 
relevant. Is anything being done to promote 
the use of these passenger facilities by the 
National Harbours Board?

Mr. Mann: Not by us directly other than 
our literature containing references to them. I 
suppose we would have to enter into advertis
ing campaigns in competition with steamship 
companies. Is that what you have in mind?

Mr. Allmand: Yes. I was wondering if you 
did really try to bring shipping companies to 
Montreal by promoting your harbour.

Mr. Mann: Oh, our people are talking to 
shipping companies all the time, if that is 
what you mean.

Mr. Allmand: You do not solicit 
whatsoever.

Mr. Mann: Oh yes. Admittedly, we have 
not gone out and placed full page ads in 
European magazines promoting the charms of 
travel by sea up the St. Lawrence Seaway. 
We have not done that, but we talk to ship
ping companies all the time.

Mr. Allmand: My other question is on pil
ferage. Is it correct that the Smith Commis
sion is still operating?

Mr. Mann: That is correct.

Mr. Allmand: Since the Smith Commission 
started to operate have any measures been 
taken to curtail pilferage, and has the rate of 
pilferage gone up or down in that period?

Mr. Mann: In answer to part one of the 
question, the measures that we have been 
taking are quite independent of the Smith 
Commission—and I will be quite happy to 
enlarge on that. The rate of pilferage was 
never quantifiable. You could not put a figure 
on pilferage, much as there have been figures 
bandied around.

We asked DBS to put a team into Montreal 
harbour to help us assess the rate of pilfer
age. The team reported back and said that on 
the documentation available from the ship
ping companies it was impossible to get exact 
figures, or statistically valid figures, on 
pilferage.

Mr. Allmand: Did not the insurance compa
nies have claims?

Mr. Mann: The insurance companies made 
statements which, however, did not differen
tiate well enough between pilferage and dam
age, and also were not at all conclusive on 
the location of the pilferage. It could very 
well be that an alleged pilferage loss reported 
in Montreal actually took place overseas. 
These, of course, were not figures with which 
DBS could work along the standards that 
they are used to in this country.

Mr. Allmand: Can you say whether the 
amount of pilferage has decreased or 
increased?

Mr. Mann: Yes, I think one can, by using 
the same technique as that used by those who 
said it was high, which is impression and 
experience. I can give you some references, if 
I may, Mr. Chairman?

The Chairman: Yes, go ahead, Mr. Mann.
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Mr. Mann: For example, the Gazette, on 
page 4 of its issue of Friday, November 22, 
has an item in the column by Fitz, which 
reads as follows:

The shrinkage of looting from Montreal 
Harbor has caused one down-at-the-heels 
establishment selling everything from 
tools to toys to almost go “legit". It has 
been forced to switch its buying into 
regular channels instead of acting as a 
fence for stolen goods.

Mr. Allmand: Perhaps we should call Fitz 
as a witness.
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Mr. Mann: That is your privilege, sir. I can 
also read to you from a speech made on Octo
ber 9, 1968, to the Chambre de commerce 
belge-luxembourgeoise by Mr. William Baatz 
who was Chairman of the Montreal Port 
Council and who had, on previous occasions, 
been rather critical of pilferage in Montreal 
harbour. This is what Mr. Baatz had to say:

[Interpretation]
“There were serious problems of secu

rity: thorough investigations have been 
followed up since last April, by measures 
taken at the level of the National Har
bours Board, to restore the normal condi
tions of protection for private property, 
especially for goods in transit in the har
bour. Since then, we have stopped hear
ing about spectacular thefts such as were 
all too often reported by the newspapers 
last winter."

[English]
This, I think, is not a bad testimonial from 

a man who had pronounced himself rather 
critically on pilferage at the Port of Montreal.

The Financial Post of November 2, 1968, 
quotes Captain N. E. Rees-Potter, Terminal 
Manager for Canadian Overseas Shipping 
Limited, Montreal, as follows:

‘We’d like to take some of the credit our
selves, but we know the harbor police 
deserve the most.’

Another cargo superintendent spoke of 
a ‘100 per cent improved situation’ all 
over the waterfront.

We also have reason to believe that the 
re-organization of our police force, which has 
put it on a professional basis and, in Mont
real, under the direction of police Director

Hobbs, who has a distinguished record with 
the Montreal City Police, is beginning to pay 
off very handsomely. The complaints to us 
about pilferage at Montreal are practically 
nil. I checked as late as this morning with the 
Director of our Security Police and he told 
me that Director Hobbs of our Montreal con- 
t ngent had not received one complaint of pil
ferage from a shipper this year.

Let me quickly say that this does not mean 
that there is no pilferage. I think that would 
be unreasonable.

Mr. Allmand: What about the article that 
appeared in the Montreal Star in Bruce Tay
lor’s column about a month ago and about 
which I asked a question in the House? Mr. 
Taylor said he entered the Port at night with 
another person, that nobody stopped him, and 
that he found a constable, or a protective 
officer, asleep in the back of a car somewhere 
near a shed. I am trying to recall the article 
from memory...

Mr. Mann: You are pretty well right on.

Mr. Allmand: I asked the Minister in the 
House about that, but I did not get a full 
reply. I understood there was going to be an 
investigation, or something of that sort.

Mr. Mann: Mr. Chairman, I thought a full 
reply had been given. If my memory does not 
trick me, it was as follows—and we have a 
very interesting police report on the matter— 
that Mr. Taylor indeed entered the Harbour— 
at least we think it was Mr. Taylor—in a car 
which our police officers knew belonged to 
the head of a private investigation and guard 
agency. For that reason, it is never checked, 
because we think that when the head of that 
agency enters the Harbour at any hour he 
does so on legitimate business. We believe 
Mr. Taylor was in that car. Hence, Mr. Taylor 
is quite right in saying that he was not 
checked when he went into the Harbour.

I leave you to draw the conclusion on 
whether Mr. Taylor’s statement was right on 
or half off.

Mr. Allmand: I recall now that this was 
part of the answer given in the House.

When do you expect the final Smith report?

Mr. Mann: I do not know. This is in the 
hands of Mr. Justice Smith. I cannot answer 
that.

Mr. Allmand: Does he make interim recom
mendations to you when he feels...
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Mr. Mann: Mr. Justice Smith was appointed 
not by the Minister of Transport but by the 
Minister of Labour under the Industrial Rela
tions and Disputes Investigation Act.
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Mr. Allmand: I knew that that was so, but 
I thought perhaps he might communicate 
recommendations from time to time if he felt 
there was...

Mr. Mann: No; I am not aware of any.

Mr. Allmand: Thank you very much.

The Chairman: Mr. Douglas?

Mr. Douglas: I wish to ask the witness a 
little bit more about Roberts Bank.

Are there any provision for, or any thought 
of providing, grain handling facilities at 
Roberts Bank?

Mr. Mann: Not at this moment; there is 
available an area that could be used for the 
handling of grain if the grain trade felt it 
desirable. If it were felt that the facilities at 
Burrard Inlet, with which you are undoubt
edly familiar, were not adequate then provi
sion could be made at Roberts Bank. The 
sites are available, or will be available.

Mr. Douglas: They would have to build ter
minal elevators there if they wanted to make 
use of Roberts Bank.

Mr. Mann: That would be correct, sir.

Mr. Douglas: I have another question on 
containerization. I do not know whether or 
not you are the proper person to ask, but 
would there be any advantage to the handling 
of grain by containerization?

Mr. Mann: I am not sure of that. However, 
Mr. J. A. McDonald, who is the Vice-Presi
dent of Canadian National Railways, made a 
speech in Winnipeg several months ago in 
which he dealt with the possibility of using 
containers in grain traffic.

If the Clerk of the Committee would also 
be good enough to remind us of this we will 
try to get a copy of that speech for you.

Mr. Douglas: Thank you. I expect that con
tainers would be advantageous in other 
agricultural products such as linseed oil, 
rape-seed oil and probably meat or dairy 
products?

Mr. Mann: I am not qualified to answer 
that, sir.

Mr. Douglas: Thank you very much.

The Chairman: Mrs. Maclnnis?

Mrs. Maclnnis (Vancouver-Kingsway): As
you know, Mr. Chairman, I am not a member 
of the Committee, but I am a West Coast 
member and I wish to ask a few questions 
about Roberts Bank.

The Chairman: You can still ask questions 
of Mr. Mann while he is here.

Mrs. Maclnnis (Vancouver-Kingsway): First 
of all, I wanted to clear up a little point in an 
earlier question.

Am I correct, Mr. Mann, that you said that 
the Japanese interests put in their contract, 
or insisted, that the shipping of coal should 
be made from Roberts Bank rather than from 
Vancouver harbour?

Mr. Mann: That is correct.

Mrs. Maclnnis (Vancouver-Kingsway): Well 
then, how do you reconcile that with what I 
think was your other statement that the 
National Harbours Board has no contract 
with Japanese interests?

Mr. Mann: I think it is very easily recon
ciled, Mrs. Maclnnis, with all due respect. 
The contract is between the mining company, 
in this case Kaiser Coal who bought the 
Crowsnest deposits and a consortium of Japa
nese steel companies. It is in that contract 
that the requirement to use Roberts Bank is 
found.

It was then obvious to us that there would 
be a volume of traffic that would be moving 
through Roberts Bank, and since the contract 
had been signed and the volume had to move 
by a certain time, it was only reasonable that 
facilities be provided to facilitate the export 
of this coal from the Fernie-Michel area.

Mrs. Maclnnis (Vancouver-Kingsway): Do
you mean, then, that it was in the contract 
between Kaiser Coal and the Japanese inter
ests that the coal had to be moved through 
the new port rather than Vancouver?

Mr. Mann: That is correct.

Mrs. Maclnnis (Vancouver-Kingsway):
Would the National Harbours Board not have 
any say, though, in that connection? Was the 
National Harbours Board consulted?

Mr. Mann: No. We were not part of the 
negotiations between the Kaiser people and 
the Japanese.
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Mrs. Maclnnis (Vancouver-Kingsway): In
other words, you just had to take what they 
said.

Mr. Mann: We had to make a decision as to 
whether we were willing to handle three mil
lion tons of coal per year over 15 years guar
anteed with a volume that might grow, or 
whether we should let that traffic go. It was 
also possible that had we not responded to 
what any port authority would think is a very 
good volume of traffic, the traffic might even 
have gone through a United States port and 
therefore been lost to Canada altogether.

Mrs. Maclnnis (Vancouver-Kingsway): Now
let me ask about the facilities at Roberts 
Bank port. Who is going to build the 
facilities?
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Mr. Mann: As I mentioned yesterday, Mrs. 
Maclnnis, when you were not here—and I 
think this is as far, Mr. Chairman, as I 
can go—we have let a contract for the crea
tion of a 50-acre site and a connecting cause
way to the uplands. The contract was let, I 
believe, at the end of April in the amount of 
$3,842,000. It will provide a 50-acre site pro
tected from the sea with a 65-foot depth and 
a causeway to connect it to the uplands. This 
is the extent at this juncture of National 
Harbours Board investment.

Mrs. Maclnnis (Vancouver-Kingsway):
Where does the provincial government come 
in on the building of facilities?

Mr. Mann: To my knowledge they do not 
come in at this juncture at all.

Mrs. Maclnnis (Vancouver-Kingsway): Is
this in spite of the fact that the former 
Minister of Public Works made the statement 
that water lots were under provincial juris
diction? Has that nothing to do with it?

Mr. Mann: I am not familiar with that 
statement.

Mrs. Maclnnis (Vancouver-Kingsway): I
believe that he made that statement. But that 
does not bring it in at all?

Mr. Mann: I do not think the water lots on 
which we are constructing, Mrs. Maclnnis, 
are under provincial jurisdiction.

Mrs. Maclnnis (Vancouver-Kingsway):
They are?

Mr. Mann: They are not.

Mrs. Maclnnis (Vancouver-Kingsway):
They are not. Well, we will have to find out 
what the Minister meant.

Mr. Mann: Oh, I am sorry, let me clarify 
this so that there will be absolutely no doubt 
about it. My colleagues and associates have 
just brought this to my attention. I mentioned 
yesterday in an answer to Mr. Hogarth, I 
believe, that the 50-acre site is on property 
which is that of the federal government, but 
part of the connecting causeway will traverse 
property which belongs to the Province of 
British Columbia. To that extent I must 
modify my answer.

Mrs. Maclnnis (Vancouver-Kingsway): Who
has jurisdiction over the causeway in that 
case?

Mr. Mann: At the moment we have an 
arrangement with British Columbia which 
allows the construction of the causeway to go 
on. The final arrangements as to property 
rights will be subject to further negotiations 
and talks.

Mrs. Maclnnis (Vancouver-Kingsway):
When I was on the Coast I heard gossip the 
way one hears gossip that some of these 
facilities were going to be leased, or were 
going to be built by foreign-owned compa
nies. Is that true?

Mr. Mann: There are lots of rumours, Mrs. 
Maclnnis. This gets us into the matter which 
I think is subject to the resolution, of the 
Committee and perhaps I would like to defer 
the answer to that until the Committee has 
decided. I think Mr. Hogarth wanted a 
resolution.

Mrs. Maclnnis (Vancouver-Kingsway): In
other words, this is under the privileged part 
at the moment. I suppose, Mr. Mann, that you 
would not be in a position to know anything 
about the definitive legal opinion that is sup
posed to be being sought on provincial juris
diction versus federal jurisdiction in the mat
ter of that rail link to—

Mr. Mann: No, I am sorry. This is a little 
outside my—I was going to say province—but 
outside our scope.

Mrs. Maclnnis (Vancouver-Kingsway): By
the way, has a final decision been made as to 
where that rail link is to go?

Mr. Mann: I read in the papers, Mrs. 
Maclnnis, that Mr. Bennett has made a final 
decision.
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Mrs. Maclnnis (Vancouver-Kingsway): Mr.
Bennett’s decisions are not always final. I was 
just wondering whether from your point of 
view a final decision has yet been made?

Mr. Mann: I am sorry, I can have no point 
of view of the matter. I can only say that our 
interests really are legitimate and legal 
involvement only begins at the point where 
the rails hit the end of that causeway. Beyond 
that is beyond the jurisdiction of the National 
Harbours Board, so it is a little difficult for 
me to enter into opinions on other 
jurisdictions.

Mrs. Maclnnis (Vancouver-Kingsway): As
far as the National Harbours Board is con
cerned, is everything cleared up? Do you feel 
that it is clear sailing on that 50-acre site?

Mr. Mann: We think that we can proceed in 
the full expectation that the port facility will 
be used by the end of December 1969 or the 
beginning of January 1970.
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Mrs. Maclnnis (Vancouver-Kingsway): And
is it clear federal operation of the port facili
ties, without any provincial participation?

Mr. Mann: At this juncture, where we sit 
today, we are building that facility. It is part 
of Vancouver Harbour, and unless govern
ment policy with regard to port administra
tion changes, we will administer the Roberts 
Bank facility much the same way as we 
administer our facilities in the port of Van
couver for our inlet division.

Mrs. Maclnnis (Vancouver-Kingsway):
Thank you very much, sir. There has been so 
much discussion that I wanted to get some of 
these things cleared from your point of view.

Mr. Hogarth: May I ask a supplementary 
question?

The Chairman: Yes, Mr. Hogarth.
Mr. Hogarth: Mr. Mann, you stated that 

unless the National Harbours Board moved in 
and built this port, you would be letting the 
traffic go; that is to say this one contract on 
the export of coal from Michel. But is it not 
so that if you had not done that, the provin
cial government was going to build the port?

Mr. Mann: I could not speculate on that. 
There had been statements made that the 
provincial government would build the port.

Mr. Hogarth: Yes, so that the alternative 
was that if the National Harbours Board did

not build the port, there was every probabili
ty that the provincial government would.

Mr. Mann: I do not know, Mr. Hogarth, 
whether that was a probability. The fact of 
the matter was that the only engineering that 
was done for this port was done by the 
National Harbours Board, or by the Govern
ment of Canada.

Mr. Hogarth: I appreciate that but the port 
was the conception of the provincial govern
ment in the first place, was it not?

Mr. Mann: I do not know whether the port 
was the conception of the provincial govern
ment. There were people who as far back as 
the early part of this century—

Mr. Hogarth: Oh, I appreciate that there 
has always been a port contemplated either 
on Roberts Bank or Sturgeon Bank, but in 
this particular instance when the coal export 
arrangement was made, was it not the posi
tion of the Government of the Province of 
British Columbia that they were going to 
build a port?

Mr. Mann: They made statements to the 
effect that they would build a port.

Mr. Hogarth: Yes, and is not the jurisdic
tion of the National Harbours Board under 
the British North America Act confined to 
shipping and navigation, with nothing what
soever being said about harbours? That is to 
say, the land side of harbours.

Mr. Mann: I am sorry. Would you mind 
asking this again?

Mr. Hogarth: I put it to you that under 
Section 91 of the British North America Act, 
the federal government jurisdiction pertain
ing to harbours is described in the phrase 
“Navigation and Shipping” but it says nothing 
about harbours per se, does it?

Mr. Mann: Are you familiar with Section 
108 of the British North America Act?

Mr. Hogarth: No. You could refresh my 
memory.

Mr. Mann: Section 108 deals with the juris
diction of the federal government over 
harbours.

Mr. Hogarth: I see. What does it specifically 
say about provincial government powers over 
harbours?

Mr. Mann: I am sorry, now I must plead 
that I am not a man of your cloth and I...
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Mr. Hogarth: You were about to refresh my 
memory.

An hon. Member: It is partly legal opinion.

Mr. Hogarth: I put it to you that there is 
still a real jurisdictional dispute whether or 
not the provincial government might partici
pate in the operation of this harbour. There is 
still some question of that, is there not?

Mr. Mann: The Minister of Transport has 
made repeated statements to the effect that 
the whole question of harbour administration 
is currently under review.

Mr. Hogarth: I appreciate that, but one of 
the possibilities in that review is participation 
by the provincial government in the operation 
of West Coast harbours.

Mr. Mann: Mr. Hogarth, with all respect 
you are putting that forward as a possibility.

Mr. Hogarth: I just ask you if you agree or 
not?

Mr. Mann: There are lots of possibilities.

Mr. Hogarth: Fine. May I just ask one more 
supplementary question?

The Chairman: A supplementary question?
Mr. Hogarth: Yes. How much of the 50 

acres you speak of will be required for the 
use of the Kaiser Corporation, do you know?

Mr. Mann: The 50 acres of terminal sites, 
Mr. Chairman, that are being built will be 
capable of handling more than three million 
tons a year for whoever might ship that 
traffic and whoever might operate that 
facility.

Mr. Hogarth: My question was relatively 
simple: How much of the 50 acres is contem
plated to be used by the Kaiser Corporation?

Mr. Mann: We are getting into the sub
stance of the matter that is still under review 
by the committee, and I do not think I should 
be asked to answer at this point.

Mr. Hogarth: Well, just from the point of 
view of logistics, without any reference to the 
contract or any confidential memorandum, 
considering the quantity of coal that it is 
anticipated will be exported, how much of 
the 50 acres will be necessary for the use of 
the Kaiser Corporation?

Mr. Mann: I cannot tell; you have coupled 
this with “for the use of the Kaiser Corpora
tion". The plans made by our Board for the

creation of that facility were made in view of 
a minimum anticipated through-put of three 
million tons of coal. Certainly, they were 
made with expansion in mind. How much you 
can put through, Mr. Hogarth, is not only a 
function of the size of the terminal, but also of 
the capacity of the equipment and the kind of 
the equipment so, therefore, it makes it a 
little difficult for me to answer that question.
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Mr. Hogarth: I see. Do you not know from 
the point of view of logistics just how much 
of that 50 acres is going to be used or is 
available for use by Kaiser Corporation?

Mr. Mann: I wish you would leave this 
out. I can tell you that three million tons 
initial through-put will be accommodated on 
the 50 acres.

Mr. Hogarth: Thank you. I have just one 
more question. Is it not so that the provincial 
government...

Mr. Mann: I have just been given some 
very important information that I should 
bring out. The 50 acres, quite apart from the 
number of tons that can be handled, was the 
minimum required for the laying out of a rail
way loop line to handle unit trains.

Mr. Hogarth: I appreciate that the railway 
has to be accommodated on the port site too, 
but I have just one more supplementary 
question. Has the provincial government not 
taken up 2,000 acres immediately inshore for 
its use?

Mr. Mann: The provincial government has 
expropriated 2,000 acres abutting the uplands 
all around the port side and going from 
Canoe Pass, skirting the Indian Reservation, 
right down to Tsawwassen Causeway.

Mr. Hogarth: Do you know to what use it 
anticipates putting those lands?

Mr. Mann: No, I do not, sir.
Mr. Hogarth: Have you any idea 

whatsoever?
Mr. Mann: I would not speculate.
The Chairman: Mr. Douglas?
Mr. Douglas: My question has to do with 

harbour facilities and was prompted by a 
question on the other side of the table. Is it 
possible for foreign corporations to build 
facilities in Canadian harbours and has it 
been done?



November 22, 1968 Transport and Communications 67

Mr. Mann: Oh, yes indeed. In the strait of 
Canso we have had what has hitherto been 
described as the Canadian member of the 
worldwide Gulf family, otherwise known as 
BA...

Mr. Douglas: It will soon be known as 
“Gulf’ again.

Mr. Mann: . . . build port facilities. This is 
nothing uncommon. We have American iron 
ore companies building port facilities in 
Canada.

Mr. Douglas: Thank you.

Mr. Skoberg: I have a supplementary to 
that. To get back to Roberts Bank and the 
questions that have been asked by Mr. Doug
las, do any of the companies that have built 
the port facilities have jurisdiction and the 
administration over that port?

Mr. Mann: Could you nail me down a little 
tighter?

Mr. Skoberg: You just suggested there have 
been companies that have built port facilities. 
Do they have complete jurisdiction and 
administration of the ports on which they 
have built facilities?

Mr. Mann: My problem, I think, arises out 
of whether we are talking about a port or a 
specific dock or area in a port.

Mr. Skoberg: All right, we will bring it 
right back to Roberts Bank.

Mr. Mann: Yes.

Mr. Skoberg: I concluded that you said 
there is now no agreement between the 
National Harbours Board and Kaiser Coal or 
any Japanese firm; there is no valid 
agreement.

Mr. Mann: That is correct.

Mr. Skoberg: You say that you cannot tell 
us whether or not Kaiser Coal or the Japa
nese firm will build the facilities because it is 
still under review and confidential. Correct? 
Could you tell us now, though, that the 
National Harbours Board will have complete 
jurisdiction and administration of that port? 
Would you stand for letting Kaiser Coal or 
anyone else have jurisdiction and administra
tion of the port at Roberts Bank?

Mr. Mann: I think the answer to that is 
very simple. As a port authority we behave 
like most other port authorities. We make

very certain that we have jurisdiction over 
the port that we administer.

The exact details of how this is done vary 
from place to place, because we are not a 
monolithic centralized organization, but cer
tainly there is the over-riding authority and 
jurisdiction of the port authority which 
remains in all of our harbours.

Mr. Skoberg: I just hope that you are pre
pared to stick by that and make sure that we 
do have jurisdiction if there is public money 
being expended.

Are there any other indications of other 
shippers at this port of Roberts Bank at this 
time?

Mr. Mann: There has been quite a vivid in
terest in additional areas at Roberts Bank.

Mr. Hogarth: What additional areas has 
there been interest expressed in?

Mr. Mann: Our first phase, as I mentioned, 
Mr. Chairman, consists of the creation of 50 
acres and a causeway to connect this.

The next phase will be the creation of 
another 232 acres abutting the 50 acres, and 
completing the eastern part of the spine of 
that causeway.

Mr. Hogarth: And your suggestion is that 
these other interests have shown interest in 
the additional area that will eventually be 
built.

Mr. Mann: That is correct, sir.
Mr. Hogarth: That leaves the original 50 

acres to Kaiser, does it?
Mr. Mann: Not necessarily.
Mr. Hogarth: Has anybody else shown 

interest at all in the 50 acres that they are 
presently constructing?

Mr. Mann: I am trying quite frankly, Mr. 
Chairman, to weigh how far we are getting 
into what I am not supposed to talk about 
without their ruling.

Mr. Hogarth: May I say, Mr. Mann, that I 
am inclined from what we know to date to 
call this Kaiser Port, not Roberts Port, and I 
just want to know if anybody else has shown 
an inclination to ...

Mr. Mann: Mr. Hogarth, with all due re
spect, we are inclined to call it the Port of 
Vancouver or Delta Port, or anything else 
that will enhance the prestige of the Port of 
Vancouver and the lower mainland.
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Mr. Hogarth: Well, if we could see the 
agreement, Mr. Mann, I think maybe my 
mind might be changed, but in the meantime 
I am just going in that direction.

Mr. Mann: I am in the hands of the Com
mittee, sir.

Mr. Douglas: I would like to enquire fur
ther into the building of facilities at harbours 
and ports. If someone, either foreign or 
domestic, wants to build a facility at a port, I 
suppose a long-term lease is drawn up to 
make certain that both parties are protected. 
Is this so? And if it is, what term of years is 
usually applied?

Mr. Mann: There is no standard answer to 
that because circumstances vary both as to 
the type of facility required and the port in 
question. I must say, again, that contrary to 
what has been said, we do not operate a 
monolithic centralized organization working 
from a hideaway in Ottawa. We are respon
sive to local variations, and you will And 
when you go through our operations that 
there are very significant local deviations. So 
that it is impossible to answer this question in 
just one way.
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Mr. Douglas: The Saskatchewan Wheat 
Pool built a terminal elevator at Vancouver 
recently. How long is their lease?

Mr. Mann: I believe, and I am working 
from memory, that their land lease—we did 
not build the facility—is for a term certain of 
30 years.

Mr. Douglas: Thank you.

Mr. Mann: This may be subject to correc
tion. I am working from memory.

Mr. Allmand: Earlier this year certain peo
ple in Montreal had alleged that traffic in 
Montreal would be greatly reduced owing to 
the labour troubles last year and still pend
ing, and because of the St. Lawrence Seaway 
strike. Have you any figures on the total 
traffic to date this year? Did the traffic go 
down in Montreal this year, or did it go up, 
or did it remain the same? I realize the sea
son is not closed yet, but just the figures up to 
date, and a prediction to the end of the sea
son, if you could.

Mr. Mann: For the period January 1, 1968, 
to the end of October, 1968, we are down 7 
per cent over the corresponding period in

1967. The main downward trend is in interior 
domestic traffic, which is down more than 
foreign traffic.

Mr. Allmand: Would that be due to the 
Seaway strike this summer?

Mr. Mann: I think that would have a very 
significant influence.

Mr. Allmand: What about foreign traffic or 
traffic down river towards the ocean?

Mr. Mann: Again using the same period 
January 1, 1968, to October, 1968, and com
paring 1967 and 1968, we are down 3 per cent 
on foreign traffic. Again, of course, the season 
is not over and the final tally has not been 
made.

Mr. Allmand: Are you concerned about 
this? Do you think this is due to the labour 
dispute, the St. Lawrence Seaway dispute, or 
other causes?

Mr. Mann: I do not know whether you can 
pin it entirely on the labour dispute. 
Undoubtedly it has had its effect. There might 
have been changes in trading patterns or 
commodity movements which would have had 
an influence. In 1967 I suppose the traffic 
would have been swelled slightly by Expo
generated traffic and, therefore, the compari
son must take that into account.

I think it would be more significant if at 
the end of the year we did what we normally 
do and struck the total figures, and also 
looked at variations in the commodities con
cerned because that will give us a better 
chance to get into the nub of the thing. But 
the figures are down slightly on foreign 
traffic, 3 per cent, and more significantly on 
internal domestic traffic.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Do you negotiate directly 
with your employees under the National 
Harbours Board?

Mr. Mann: With our own employees, yes.

Mr. Skoberg: Are you in agreement with 
the recommendations of the Freedman Com
mission that there should not be any unilater
al change in the contract conditions during 
the life of that contract?

Mr. Mann: I am not sufficiently familiar 
with the Freedman Commission Report. This 
was a report on run-throughs, I believe.

Mr. Skoberg: Or he laid down the basis...
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Mr. Mann: That was on railways. I am not 
familiar enough with it to comment intelli
gently for the purposes of this Committee.

Mr. Skoberg: I will put it this way. Does 
your Board at any time make material 
changes in the working conditions of your 
employees during the life of that contract?

Mr. Mann: We recently had this matter 
looked at by the Department of Manpower, 
and the CNTU, I believe, participated in the 
enquiry. This resulted in the so-called Cohen 
Report. That Report made recommendations 
which have been implemented by us for com
pensation to employees displaced owing to 
technological change. We would be very 
happy to furnish a copy of that.

Mr. Skoberg: This Report then said that 
there should be no material changes in the 
life of a contract.

Mr. Mann: I am not sure about that par
ticular point, sir.

Mr. Skoberg: I hope that you appreciate the 
fact that we have just discussed the Labour 
estimates. This is part of the problem of the 
whole labour unrest, that material changes 
are being made, and I would hope that your 
Board would look favourably at it.

Mr. Mann: I think perhaps I could help Mr. 
Skoberg more by making available a copy of 
the Cohen Report which would be of interest 
to him and which would deal with the matter.

Mr. Skoberg: I would appreciate having a 
copy, but the principle of the Report is most 
important.

Mr. Mann: We have accepted the principle 
of the Report and actually applied it. So, if 
the Report is of some use we would be 
delighted to furnish it.

Mr. Skoberg: Thank you.

The Chairman: Are there any more ques
tions? If there are no more questions, and 
owing to the fact that we still do not have a 
quorum, we will have to adjourn this 
meeting.
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Mr. Skoberg: Mr. Chairman, may I make a 
statement. With the greatest respect to your 
ruling, and I know that you made if after 
careful thought, I hope to motivate one of the 
members of the Committee to appeal that rul
ing as soon as the quorum is present, and I 
just wanted to make you aware of that. I 
would ask that the witness be available if the 
appeal is successful. I think the details of this 
agreement are most important to people on 
the West Coast.

The Chairman: Do you have any questions?
Mr. Lessard (LaSalle): That is something 

we should wait to discuss when we have a 
quorum.

The Chairman: Thank you. This is what I 
was going to suggest.

Mr. Hogarth: When you have a quorum this 
is what I hope to do. I do not know whether I 
will be successful.

The Chairman: That is quite all right.
The meeting is adjourned. Next Thursday 

we will revert to the Canadian Transport 
Commission.

Mr. Allmand: Do I understand that you 
stood the items on the National Harbours 
Board?

The Chairman: Yes.
Mr. Allmand: Of course we have no quo

rum, so we have to stand them.
Mr. Douglas: Who will the witness be at 

the next meeting?
The Chairman: Mr. Pickersgill.
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(Text)
MINUTES OF PROCEEDINGS

Thursday, November 28, 1968.
(6)

The Standing Committee on Transport and Communications met, this day, 
at 9.30 a.m. The Chairman, Mr. Blouin, presided.

Members present: Messrs. Allmand, Blouin, Corbin, Douglas, Godin, Les
sard (LaSalle), Mahoney, McGrath, Nesbitt, Noël, Nowlan, Pringle, Schreyer, 
Serré, Skoberg, Smith (St. Jean), Thomas (Moncton)—(17).

Also present: Messrs. Peddle and Benjamin, Members of Parliament.

In attendance: From the Canadian Transport Commission: The Honourable 
J. W. Pickersgill, President and Messrs. H. Arbique, Secretary; L. L. Marks, 
Financial Adviser.

The Chairman opened the meeting and asked for a motion to regularize 
the meeting held on Friday, November 22, 1968. On motion of Mr. Lessard, 
it was

Resolved,—That the Evidence adduced at the meeting held on Friday, 
November 22, 1968, be made part of the official records of the Committee.

Then the Chairman read the First Report of the Subcommittee on Agenda 
and Procedure for the meeting held on November 26, 1968.

First Report

The Subcommittee on Agenda and Procedure of the Standing Committee 
on Transport and Communications met at 11:00 o’clock this morning. The 
Chairman, Mr. Blouin, presided.

Members present: Messrs. Blouin, Mahoney, Schreyer, Serré, Thomas 
(Moncton) (5).

Your Committee agreed unanimously to the following decisions and recom
mendations.

1. That on Thursday, November 28 next, the Honourable J. A. Pickers
gill, Chairman of the Commission, be invited again with his officials, 
respecting the estimates of the Canadian Transport Commission.

2. That on Tuesday, December 3, Mr. H. A. Mann, Chairman of the 
National Harbours Board be recalled with his officials, provided con
sideration of the estimates of the Canadian Transport Commission 
has been completed.

3. That on Thursday, December 5, the Honourable E. W. Kierans be 
called with his officials, respecting the estimates of the Post Office, 
provided that consideration of the estimates of the National Harbours 
Board has been completed.
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4. That on Tuesday, December 10, the Honourable E. W. Kierans be 
recalled with his officials, respecting the estimates on Communica
tions, provided that consideration of the estimates of the Post Office 
has been completed.

5. That the Committee report to the House asking that the scope of 
the Order of Reference dated October 16, 1968, be enlarged authoriz
ing the Committee to study:
(a) Transportation problems of the Atlantic Provinces.
(b) Claims of the Great Slave Railway Company against the Cana

dian National Railway Company.

At 11:45 o’clock a.m., the Subcommittee adjourned.

Thereupon, on motion of Mr. Mahoney

Resolved,—That the First Report of the Subcommittee on Agenda and Pro
cedure be adopted with the following amendment:

That sub-paragraph “b” of paragraph 5 be deleted and that the fol
lowing be substituted therefor:
“Claims against the Canadian National Railway Company in respect to 
the Great Slave Railway Company.”
The Chairman then called item 50 of the Canadian 

Transport Commission ..................................................... $ 4,600,900.

After putting a question to the witness, Mr. McGrath moved, That the 
Chairman of the Railway Transport Committee and the Vice President of the 
Canadian Transport Commission be called before this Committee in regard to 
the Revised Main Estimates of the Canadian Transport Commission.

And debate arising thereon, Mr. Allmand moved as a dilatory superseding 
motion that the motion under consideration be referred to the Subcommittee on 
Agenda and Procedure for consideration and report.

After further debate, the question being put on the above motion, it was, by 
a show of hands, resolved in the affirmative: Yeas: 9, Nays: 6.

The Committee resumed questioning of the witnesses. The Committee 
recessed from 11:30 a.m. to 1.45 a.m.

Upon reconvening, it was moved by Mr. Mahoney and

Resolved,—That the names of Messrs. Allmand and Nesbitt be substituted 
for that of Messrs. Mahoney and Thomas (Moncton) on the Subcommittee on 
Agenda and Procedure for today’s meeting only.

The questioning of the witnesses then resumed and later, it was moved by 
Mr. Douglas

Resolved,—That the name of Mr. Skoberg be substituted for that of Mr. 
Schreyer on the Subcommittee on Agenda and Procedure for today’s meeting 
only.
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On a motion of Mr. Skoberg, it was
Resolved,—That an adequate representation of the Subcommittee on Agenda 

and Procedure attend the Transportation Conference to be held in Toronto from 
February 9 to February 12, 1968.

Then on a motion of Mr. McGrath
Resolved,—That the Canadian Transport Commission be requested to post

pone the implementation of its decision to abandon railway service in New
foundland until such a time as the Committee travel to Newfoundland to study 
the transportation problems of the Atlantic Provinces.

After debate, the question being put on the motion, it was by a show of 
hands, resolved in the affirmative: Yeas: 6, Nays: 5.

At 1.30 p.m. the Committee adjourned to the call of the Chair.

Robert Normand,
Clerk of the Committee.
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EVIDENCE

(Recorded by Electronic Apparatus)

Thursday, November 28, 1968
• 0940

The Chairman: Order, please. Good morn
ing, gentlemen.

First of all, may I have a motion to regula
rize the evidence heard at our meeting on 
Thursday, on November 22, at which we did 
not have a quorum?

Mr. Lessard (LaSalle): I so move.

Mr. Douglas: I will second the motion.

The Chairman: We have with us this morn
ing Mr. Pickersgill, who was with us previ
ously, and we are on Vote No. 50. If members 
have any questions...

Mr. McGrath: Mr. Chairman, I wish to ask 
one question on the line of questioning at our 
last meeting with Mr. Pickersgill on the Com
mission’s decision to abandon the rail pas
senger service in Newfoundland.

Since then the Public Utilities Commission 
of Newfoundland has ruled on the application 
of CN to operate provincial buses. You will 
recall, Mr. Chairman, that the subject of the 
jurisdiction of the...

The Chairman: Just a moment, please, Mr. 
McGrath. There is something wrong with the 
technical section of our service. They cannot 
hear you.

An hon. Member: Someone has gone for a 
technician.

Mr. Schreyer: While we are waiting for 
him, can you tell me, Mr. Chairman, if the 
report of the subcommittee on Agenda and 
Procedure has been dealt with?

The Chairman: Yes.
Mr. Schreyer: When was it dealt with?
The Chairman: We had the Subcommittee 

meeting last Tuesday.

• 0945
Mr. Schreyer: Mr. Chairman, was it not the 

intention of the Subcommittee last Tuesday 
that the first item of business today would be 
to present to the Standing Committee their

recommendations and that we would dispose 
of them and then go on to question Mr. 
Pickersgill?

The Chairman: I have the report of the 
Subcommittee. You are suggesting that it be 
adopted by the regular meeting? Is that 
correct?

Mr. Schreyer: Unless you have some reason 
for doing otherwise. That was my under
standing. That is why I am a little puzzled.

The Chairman: I bring to your attention 
the report of the Subcommittee arising out of 
its meeting. It reads: (See Minutes of 
Proceedings).

Mr. Mahoney: The last sentence is not quite 
accurate. It should be, “Claims against the 
Canadian National Railways in respect of the 
Great Slave Lake line.”

The Chairman: Would you repeat that, Mr.
Mahoney?

Mr. Mahoney: “Claims against the Canadi
an National Railways in respect of the Great 
Slave Lake line."

The Chairman: Will somebody move to 
change this last item?

Mr. Mahoney: I so move.

Mr. Schreyer: I will second that.

Mr. Skoberg: Mr. Chairman, relative to the 
motion that you now have to change that 
item, referring to claims against the CNR in 
respect to the Great Slave Lake line, are the 
operational requirements of the Great Slave 
Lake Railway included therein, or do 
these...

The Chairman: What we have is a brief. 
There is a whole file on the Great Slave Lake 
Railway claim. Is that what you are referring 
to?

e 0950
Mr. Skoberg: Yes. I presume the operation

al requirements of the Great Slave Lake Rail
way will be considered by this commission? Is 
that correct?

71
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The Chairman: By the Canadian Transport 
Commission? No. It is against Canadian 
National Railways.

Mr. Skoberg: But this Commission sets the 
regulations, not Canadian National Railways. 
Therefore, I presume that Mr. Pickersgill will 
handle the operational requirements. Is that 
not correct?

The Chairman: I do not think so; but I can 
ask Mr. Pickersgill. He is here.

Mr. Skoberg: I would hope that the CNR 
does not set the regulations.

The Honourable J. W. Pickersgill (Presi
dent, Canadian Transport Commission): I am
afraid I really do not quite understand the 
question.

Mr. Douglas: I think two different things 
are being talked about. The Chairman is still 
thinking about the claims and Mr. Skoberg is 
referring to the general operation of the 
Great Slave Lake Railway, and is asking 
when we will have an opportunity to discuss 
that. Is that not correct?

The Chairman: The general operations of 
the Great Slave Lake Railway?

Mr. Douglas: That has nothing to do with 
the claims we were talking about. It is a 
completely separate item.

The Chairman: I see. What we discussed in 
the Subcommittee was the claim only.

Mr. Skoberg: For clarification, Mr. Chair
man, would Mr. Pickersgill care to deal with 
the operational requirements of the Great 
Slave Lake Railway, in this Committee, or 
should we leave that for general discussion 
when the claims against the CNR are being 
discussed?

The Chairman: What was understood at the 
Subcommittee was that we would leave the 
discussion about the general conditions...

Mr. Thomas (Moncton): Mr. Chairman, it 
was to hear the claims from the various con
tractors, was it not?

The Chairman: Yes.

Mr. Thomas (Moncton): I do not know what 
department has responsibility for the opera
tions of the Great Slave Lake Railway but 
this had nothing to do with the operation of 
the railway. This is a special hearing on the 
claims of the various contractors.

The Chairman: Is the Committee in favour 
of this last change?

Some hon. Members: Agreed.

Mr. Schreyer: Mr. Chairman, did you 
assign a date for that last item?

The Chairman: Assign a date?

Mr. Schreyer: Did you assign a date? Have 
you fixed a date for these claims to be 
brought before the Committee?

The Chairman: No, we did not fix any date. 
Everything depends on whether we will be 
finished with the estimates on December 12. 
When we are through with the Estimates we 
will hear the Great Slave Lake Railway 
claim.

Mr. Schreyer: Thank you.

The Chairman: The Clerk points out that 
we also have to wait for the order of the 
House.

Mr. Douglas: That is what I was going to 
ask. I understood you were going to ask for 
an order of the House to permit us to deal 
with these claims.

The Chairman: Yes, we are. Next Tuesday 
a report will be presented to the House.

Mr. Nesbitt: I presume, then, that between 
now and Tuesday, Mr. Chairman; the first 
report of this Committee will be prepared for 
submission to the House and that it will con
tain a request to have a hearing on the claims 
against the CNR concerning the Great Slave 
Lake Railway and also a request that the 
Committee, at some date agreed by the 
House, visit the Atlantic Provinces?

The Chairman: That is correct. That report 
will be presented to the House on Tuesday.

Is that agreed?

Some hon. Members: Agreed.

The Chairman: Gentleman, we can now go 
back to where we started. The equipment is 
working and everything is all right.

Mr. McGrath, will you put your question?

Mr. McGrath: I wished to ask one or two 
questions along the line of those raised at the 
last meeting when Mr. Pickersgill was 
present.
• 0955

Since then the Public Utilities Commission 
of the Province of Newfoundland has made
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its decision on the application of the Canadi
an National Railways to operate a bus service 
within the Province of Newfoundland. You 
will recall, Mr. Chairman, that this matter 
was raised during the meeting of the Commit
tee on November 15, and there were a num
ber of questions about jurisdiction and the 
right of the Province of Newfoundland, or its 
agency, the Public Utilities Commission, to 
make a ruling on this.

I have not read the evidence, but as I 
recall it, Mr. Chairman, Mr. Pickersgill stated 
that the Newfoundland Public Utilities Com
mission would be acting in this particular 
matter as an agent of the government of 
Canada in that it would be making a decision 
under the Motor Vehicle Transport Act. Is 
that correct?

Mr. Pickersgill: That is my understanding,
yes.

Mr. McGrath: And that this, in effect, 
would be done because it would be an extra
provincial bus service operating out of—

Mr. Pickersgill: It is an extra-provincial 
undertaking. Canadian National Railways is 
an extra-provincial undertaking.

Mr. McGrath: Mr. Chairman, the Public 
Utilities Commission of the Province of New
foundland does not agree with Mr. Pickers
gill. I have here a newspaper clipping of 
December 2, and I will just read the pertinent 
section dealing with this particular matter:

The Railway had also sought to have a 
licence issued under the Motor Transport 
Act to operate the bus service, rather 
than a certificate under the Motor Carrier 
Act—

which I understand is a provincial statute.
The Railway had argued that “the pith 
and substance of the undertaking” is to 
provide a connecting service across New
foundland with the ferry service to and 
from the mainland of Canada and that 
the “local” or “intermediate” runs are 
subsidiary to the overall operation. This 
in effect would make it an extra-provin
cial operation as well as an intra-provin
cial one.

I continue with the quotation:
However, the Board rejected this argu
ment and said it finds the proposed CN 
bus operations, being wholly and solely 
within the provincial jurisdiction,

and I would also suggest they are saying 
within provincial jurisdiction, are subject 
only to the Motor Carrier Act. I would like to 
ask Mr. Pickersgill if he would care to com
ment on that?

Mr. Pickersgill: No, I do not think I would 
care to comment on that at all. That is a 
question of law, and the Public Utilities Com
mission is acting within its own ambit, and if 
they are wrong, of course somebody will—as 
would be the case if we were wrong, and 
somebody was interested, he would take it 
into the courts. Therefore it would be very 
improper for me to make any comment on 
that.

Mr. McGrath: How does this decision affect 
future decisions of the Board regarding the 
Motor Vehicle Transport Act, any other pro
vincial statute that may come into conflict 
with it, and the subsequent proclamation of 
Section 3 of the Transport Act?

Mr. Pickersgill: I am afraid, Mr. McGrath, 
I am not quite bright enough to understand 
that question.

Mr. McGrath: Mr. Chairman, perhaps I 
should rephrase the question. How does this 
decision affect any subsequent hearing of the 
Board, similar to the hearing of the CNR?

Mr. Pickersgill: By the Board, you mean...

Mr. McGrath: Not by the Board. I mean by 
the Commission. I beg your pardon.

Mr. Pickersgill: I do not think it would 
have any effect at all. Part Three has not yet 
been proclaimed by the government, and 
therefore there is no question whatever that 
until Part Three is proclaimed, the Public 
Utilities Commission has jurisdiction. Wheth
er it has jurisdiction under the provincial 
statute or under the federal statute is a ques
tion of law. But there is no question that at 
the present time it has the sole power to 
decide whether there should be a bus service 
or not.
• 1000

If Part Three is proclaimed, a new question 
might arise, but it has not been proclaimed 
yet.

Mr. McGrath: I realize this is a hypotheti
cal question and I do not really expect an 
answer, Mr. Chairman, but if the Public Utili
ties Commission of Newfoundland had ruled 
under the provincial statute against the 
application, it would be rather interesting to 
see what the position would be vis à vis the
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Canadian Transport Commission and its 
decision.

Mr. Pickersgill: All I can say is I am very 
glad that did not happen.

Mr. McGrath: I just have one other ques
tion, Mr. Chairman. Has the Commission 
received an application, or has it had discus
sions with the Canadian National Railways 
regarding the abandonment of rail passenger 
service in the province of Prince Edward 
Island?

Mr. Pickersgill: I do not think there is any 
application. I have the timetable here and I 
just guessed that possibly this question might 
arise. I looked at the timetable and I think I 
should not take up the time of the Committee 
by reading it, but it appears that the Canadi
an National Railways has a bus service 
which operates from Charlottetown to Am
herst, Nova Scotia. It has been operating for 
some time, and it is shown in the timetable. 
It seems to provide a quite ample service.

The timetable also shows a passenger train 
which, I was informed by the Chairman of the 
Railway Transport Committee, is composed 
mostly of freight cars, on which there is one, 
or possibly there may be two, passenger cars, 
and that that is the sole service that the 
Canadian National Railways provides on 
Edward Island or out of Prince Edward Is
land on rails.

Mr. McGrath: I come back to my question, 
then. I gather that there have been discus
sions with Canadian National Railways 
regarding proposed application to the Com
mission, or to the Railway Transport Commit
tee of the Commission, for abandonment of 
the service in P.E.I.

Mr. Pickersgill: I do not think there has.

Mr. McGrath: Why would you refer to the 
schedule? Why would this be...

Mr. Pickersgill: I am a member of the pub
lic, and I...

Mr. McGrath: Why do you as Chairman of 
the Commission concern yourself with the 
schedule of the Canadian National Railways 
service in P.E.I. if in fact you were not con
templating an application to have the service 
abandoned.

Mr. Pickersgill: You know, Mr. McGrath, 
even I read the newspapers.

Mr. McGrath: Yes, but you cannot divorce 
yourself from the role that you are now in as 
Chairman of the Commission. You know that 
there has been a question raised in the House 
on this matter and I am suggesting to you, 
Mr. Pickersgill, that obviously from your 
reply you are entertaining or considering an 
application, or a proposed application for 
abandonment in P.E.I., or else you would not 
be concerned with the bus service, and 
with...

Mr. Pickersgill: Would you like to know 
really why I asked the question?

Mr. McGrath: No, I do not think I would, 
Mr. Pickersgill.

Mr. Pickersgill: I did not think you would.

Mr. McGrath: I think the record will show 
who is right on this matter. I would just like 
to ask one other question, Mr. Chairman, and 
that is in view of the questions of this subject 
at the meeting on November 15. Am I right in 
assuming, sir, that you did not bring any 
more of your officials with you than we had 
at that time, and if this is so, would you mind 
telling the Committee why you did not bring 
your Vice-Chairman who is responsible for 
legal matters, or your legal adviser, why you 
did not bring the Chairman of the Railway 
Transport Committee of the Commission with 
you, because it seems to me that this is in 
contempt, if you like, because the Committee 
indicated that it would like to have these 
officials here. Certainly the suggestion was 
made that it is unusual for a Committee to be 
examining estimates without having all of the 
senior officials of the department concerned 
present.

Mr. Pickersgill: I examined very carefully 
the Proceedings as they were reported, and I 
think that any of the questions that were 
asked I informed myself about, and I am 
quite prepared if anyone wants to repeat any 
of those questions to give an answer to them 
this morning.

Mr. McGrath: In other words, we are not 
going to be given the opportunity to examine 
the Chairman of the Railway Transport Com
mittee of your Commission, or your legal 
adviser. Is that correct? Is that what you are 
saying?

• 1005
Mr. Pickersgill: I am not responsible for 

the proceedings of the Committee, sir. I was 
asked to come. I know one or two members
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of the Committee did make certain sugges
tions at the last meeting at which I was pres
ent, but I heard no motion, I received no 
instructions about the matter and I thought I 
ought to inform myself about the points that 
were raised so I would be able to deal with 
them. If any other points are raised with 
which I cannot deal, I will certainly do my 
very best to provide the information.

Mr. McGrath: I will make the motion, Mr. 
Chairman, that this Committee call the Chair
man of the Railway Transport Committee of 
the Canadian Transport Commission.

The Chairman: You are making a motion 
that the Chairman of the Railway Transport 
Committee be brought to the Committee? The 
motion is being put to the members.

Mr. Allmand: Before we begin with it I 
would like to ask questions on that motion.

The Chairman: Just a moment, please.

Mr. Lessard (LaSalle): Before the motion is 
put, we would like to know for what reason, 
for what purpose. Mr. Pickersgill is here to 
answer all the questions.

Mr. Peddle: Is there a seconder for the 
motion?

The Chairman: It does not need a seconder. 
Mr. Allmand.

Mr. Allmand: Mr. Chairman, it was my 
understanding that the President of the 
Canadian Transport Commission was the 
chief officer of that organization and was 
competent and responsible for the operations 
of that organization, and that the chairmen of 
the various committees are responsible to him 
and that he is the man who is supposed to 
answer the questions, not the Chairman of 
the Committee.

I am not an expert on the statute, although 
I was here when it was passed clause by 
clause, but Mr. Pickersgill, is it correct for 
me to state that you are the one who is re
sponsible for the operation of the Canadian 
Transport Commission and not the chairmen 
of the various committees? Is that your 
understanding of your role?

Mr. Pickersgill: I think that is not an incor
rect interpretation of the statute, with one 
exception, that if the Commission requires a 
legal opinion on which to base its proceedings 
as a Commission, I have not the right to give 
that. The person who has the right to give 
that is the Vice-President, but the Vice-Presi

dent is the legal adviser to the Commission. 
He is not the legal adviser to anybody else.

Mr. Allmand: Therefore, any policy matters 
come under your responsibility.

Mr. Pickersgill: Ultimately, yes. I have to 
take the responsibility finally. Yes, that is 
right.

The Chairman: Mr. Schreyer, you want to 
talk on the motion?

Mr. Schreyer: Yes, I would support the 
motion, although I am a little puzzled. I was 
of the impression that when the Chair was 
going to get in contact with Mr. Pickersgill, 
the Chair was going to ask that Mr. Pickers
gill bring some of his advisers with him. I 
want to ask Mr. Pickersgill if he did not 
receive a specific request that he bring certain 
officials with him.

Mr. Pickersgill: No, I did not receive any 
such request, and I did not understand that 
there was any decision. I mean, I was here. I 
did not understand that there was any deci
sion by the Committee in that respect, and I 
did not feel that apart from the one or two 
legal questions that were put to me at the last 
meeting, which I hesitated to answer without 
advice—I think it turns out that the answers 
that I would have given would not have been 
incorrect.

But apart from that, I did feel that any 
questions on matters of fact I would be just 
as competent to answer as any of the chair
men of the committees. I have with me the 
Secretary and the Financial Adviser, because 
I understood the Committee was considering 
the estimates and I would not pretend to 
carry all those figures in my head, and I felt 
I did need help right here in order to satisfy 
members of the Committee on those points.

• 1010
Mr. Schreyer: Mr. Chairman, I just want to 

speak briefly. Mr. Pickersgill’s answer reas
sures me that he certainly is not going coun
ter to a specific request that was made of him, 
and I think that is the important point.

Nevertheless, I support the motion for the 
reason that I suspect some members here 
would feel better if they did have a chance to 
question one or two officials of this Commis
sion other than Mr. Pickersgill. No one for a 
moment, sir, doubts your competence, but I 
suspect that 30 years of partisan effort leaves 
the impression in some minds that you cannot 
overnight divest yourself of that image, and
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some of us would rest easier if we could 
question other officials who work with you.

[Interpretation]
The Chairman: Mr. Noël.

Mr. Noël: Mr. Chairman, I am against this 
motion, because we want to put questions to 
Mr. Pickersgill. On November 15, we tried to 
put questions to him, but he was not in a 
position to answer the Committee with all the 
required assurance. Now he is ready to ans
wer those questions. I wonder why a motion 
is being put to bring here the person he has 
consulted, since Mr. Pickersgill himself is 
ready to answer. I think this would be child
ish! Therefore, I am against the motion be
cause all the questions can be answered by 
Mr. Pickersgill. And, if he cannot do so, he 
will consult his legal adviser.

[English]
The Chairman: Mr. Thomas, do you want 

to speak on the motion?

Mr. Thomas (Moncton): Mr. Chairman, 
while there may not have been any specific 
request for Mr. Pickersgill to bring other 
officials with him, my impression after the 
November 15 meeting certainly was that the 
next time Mr. Pickersgill appeared here he 
would have certain other officials wih him. 
The reason I say that is because I asked Mr. 
Pickersgill a question which I thought was 
very pertinent and very important. I asked 
him what procedure was necessary to make 
application to continue the freeze on freight 
rates. I thought it was by Order in Council. 
Mr. Pickersgill answered me, “I do not think 
it can be by Order in Council, but I am 
speaking from recollections.”

I understood him to say, in an aside at that 
time, that the next time he was here he 
would have his legal officer with him. He no 
doubt has the answer to this question today, 
but what if other questions of a similar 
nature come up today and Mr. Pickersgill says 
he cannot answer them? This is why I was 
under the impression that he would bring 
other people with him today.

The Chairman: Mr. Allmand.

Mr. Allmand: Mr. Thomas suggested that 
there may be questions that Mr. Pickersgill 
might not be able to answer today. Should we 
not wait and see if that is so. Let us put the 
questions to Mr. Pickersgill and if he is not 
able to answer them then I would think that 
perhaps we should call other officials if he

feels other officials are better placed to an
swer them.

This morning I reread the evidence of the 
last meeting and I cannot see any questions 
that Mr. Pickersgill should not be able to 
answer along this line. As a matter of fact the 
questions this morning seem to be pretty 
much a repetition of the questions at the last 
meeting.

Mr. McGrath: Just wait awhile, Mr. 
Allmand.

The Chairman: Mr. Douglas.

Mr. Douglas: Mr. Chairman, I was going to 
say almost the same thing. We are presuppos
ing already that the answers will not be forth
coming to questions that may be asked today. 
I would like to move that this motion be tabled 
until the end of our meeting to see whether 
or not we really require to take the time of 
these people and ourselves to call at some 
future date more officers of this Commission 
who may not be present today. I will make 
that motion that we defer consideration of the 
motion just put until the end of the meeting.

The Chairman: Have you finished?

Mr. Douglas: I move that it be tabled.

The Chairman: There is already a motion 
by Mr. McGrath to the effect that Mr. Pick
ersgill bring legal officers.

Mr. Pickersgill: I wonder, sir, would it be 
rude of me to ask what the motion really 
was, because that was not the way I under
stood it.

Mr. McGrath: You are quite correct. The 
motion was that the Chairman of the Railway 
Transport Committee of the Commission be 
called. If this motion succeeds, then I intend 
to move that the legal adviser, the Vice- 
Chairman, be called.

Mr. Pickersgill: The Vice-President, you 
mean.

Mr. McGrath: The Vice-President.

The Chairman: I am sorry, I was wrong, 
Mr. McGrath.

e 1015
Mr. McGrath: You were half right, Mr. 

Chairman.

Mr. Douglas: Mr. Chairman, I have no 
objection to these people being called if we 
find they are necessary but right now I have
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no way of knowing if they will be necessary 
and I will vote against the motion.

Mr. Nesbitt: Mr. Chairman, I was just 
going to say, we have been members of the 
Committee for some time. Some of the mem
bers, with great respect, are perhaps new at 
the job here. I feel that Mr. Pickersgill will 
probably agree that a great deal of time may 
well be saved at the hearings here, if the 
Vice-president of the Commission and the 
Chairman of the Railway Transport Commit
tee are permitted to come because otherwise 
a great deal of the Committee’s time will be 
spent wrangling about this and making 
motions and asking all sorts of questions, 
unless, of course, Mr. Pickersgill has some 
objection to either of these gentlemen appear
ing. A great deal of time would be saved if 
we agreed to call them later today.

Mr. Allmand: Mr. Chairman, the order in 
which the witnesses are usually called is gen
erally determined by the steering committee. 
Could we not refer this motion to the steering 
committee, because we have already passed a 
motion at the beginning of the meeting to call 
a list of witnesses, including the Postmaster 
General and others. Would it not be better 
for the steering committee to consider this 
motion at the earliest possible opportunity 
after this meeting so that you can determine, 
considering what took place at this meeting, 
if these particular witnesses are necessary? I 
move that this Mr. McGrath’s motion be 
referred to the steering committee for deci
sion and to report back to this Committee.

The Chairman: Well, we are facing three 
motions now.

Mr. Douglas: Mr. Chairman, you did not 
accept my motion because you already had a 
motion.

The Chairman: But there is one motion 
already, so we have to deal with that motion.

Mr. Allmand: No, I think it is a matter of 
procedure. I am making a motion to refer 
that motion, which takes precedence.

Mr. McGrath: Mr. Chairman, may I just 
make one observation? I find it difficult to 
understand why there is not general accept
ance of my motion because the reason would 
appear obvious. We have been examining Mr. 
Pickersgill on a matter concerning a decision 
of the Railway Transport Committee of his 
Commission concerning the rail service of an 
entire province. In addition to that this morn

ing we discussed the rumour or the proposed 
application, if you like, of the CN before the 
same Railway Transport Committee to aban
don the service in another province. Surely 
the reasons for bringing the Chairman of that 
Committee before this Committee should be 
obvious and I find it difficult to understand 
why it would not receive general agreement.

The Chairman: Mr. McGrath, we have to 
deal with your motion first. Are the members 
ready to vote on that motion?

Mr. Allmand: Mr. Chairman, if we deal 
with Mr. McGrath’s motion first, mine 
becomes meaningless. Mine is a procedural 
motion to refer the motion.

The Chairman: As far as procedure is con
cerned, yours is an amendment.

Mr. Allmand: How can we deal with Mr. 
McGrath’s motion first? If his motion is 
passed or defeated it makes mine meaning
less. I am moving to refer his motion to the 
steering committee for decision.

Mr. Schreyer: On a point of order

The Chairman: Mr. Schreyer.

Mr. Schreyer: Yes, Mr. Chairman, I suggest 
that a motion to table or refer is always in 
order and must be put to a vote first before 
you proceed with the main, substantive 
motion. Mr. Allmand’s motion should be taken 
up first.

• 1020
Mr. Corbin: Mr. Chairman, on a point of 

order, if I understand things correctly, the 
motion was made on the basis that a formal 
request or a motion had been adopted at our 
last sitting to have the Vice-President here. 
In the minutes of our meetings of November 
15, there was no such motion adopted. For 
that reason, that should be rejected.

Mr. McGrath: No, that suggestion was 
never made, that there was a motion adopted 
at out last meeting. What I did say was that 
there seemed to be the general impression at 
the last meeting from the comments of 
members of the Committee that the absence 
of these senior officials should be noted and 
that at the next meeting, when the Commis
sion was again called, these officials would be 
present.

Mr. Corbin: That was the feeling, but I 
thought you said—

Mr. McGrath: No, I did not, no.
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Mr. Corbin: That is the impression you left 
with me this morning.

Mr. McGrath: I am sorry.
The Chairman: Order.
Mr. Mahoney: I would respectfully suggest 

that if this carries on the way it is we may 
never find out whether or not it is necessary 
to have the Chairman of the Railway Trans
port Committee or the Vice-president of the 
Commission at all. In the interests of getting 
on with this, Mr. McGrath might think of 
withdrawing his motion at the present time, 
leaving it to a later stage of the proceedings 
this morning when it becomes apparent or 
not if such people will be called. Let us find 
out if the President of the Commission in fact 
can answer the questions put to them.

Mr. McGrath: I do not accept that Mr. 
Chairman, with great respect, because it is 
apparent to me from the questioning at the 
last meeting on November 15 and the ques
tioning this morning that we need the Chair
man of the Railway Transport Committee 
here.

Mr. Lessard (LaSalle): Mr. Chairman, I 
think you should put the question and be 
done with it.

The Chairman: I think you are right, Mr. 
Lessard. According to the rules, superseding 
motions, though independent in form are 
moved in the course of debate and questions 
which they seek to set aside. They are divid
ed into two classes, namely dilatory motions; 
the previous questions.

Mr. Allmand: I move that Mr. McGrath’s 
motion be referred to the steering committee, 
to be dealt with as soon as possible after this 
meeting and that a report be made to the 
Committee at its next meeting on this motion.

Mr. Nesbitt: For the clarification of Mr. 
Allmand’s motion, when he says, “as soon as 
possible after this meeting”, does he man 
after this meeting this morning? Perhaps he 
could make it a little more specific; for 
instance, at noon today or something of that 
nature.

Mr. Allmand: I would leave that up to the 
Chairman and the steering committee. I am 
not on the steering committee.

The Chairman: We are trying to sit here as 
long as possible; that is, until 1 o’clock.

Mr. Allmand: I will let you decide, sir.
The Chairman: Well, I think “after 1 

o’clock"?

Mr. Allmand: I leave that up to you to 
decide, Mr. Chairman.

The Chairman: I say after 1 o’clock. Is that 
agreeable? On the motion put by Mr. All
mand, is there any seconder?

Mr. Pringle: I second the motion.
Motion agreed to.
Mr. Nesbitt: On a point of order, Mr. 

Chairman, the members of the Committee are 
changing from time to time and I have the 
right to some assurance that all the people 
who voted on this motion are, in fact, mem
bers of this Committee at the present time. A 
great many people come in and I would like 
some assurance on that.

The Chairman: Yes, the people who have 
voted are all regular members of the Commit
tee. Do you want their names

Mr. Nesbitt: No. If I have your assurance, 
Mr. Chairman, that is quite adequate for me.

The Chairman: They are all regular mem
bers of the Committee. There are a few mem
bers at the present time who are not regular 
members but those who voted are regular 
members of the Committee.

Mr. Thomas (Moncton): Who here are not 
members of the Committee?

The Chairman: Are you asking who are not 
regular members of the Committee?

Mr. Thomas (Moncton): Yes.

• 1025
The Chairman: Mr. Benjamin, Mr. Peddle.
Mr. Thomas (Moncton): Mr. Chairman, as a 

member of the steering committee I would 
like to ask when the steering committee will 
meet to consider this. Time is important now.

The Chairman: At the last meeting of the 
steering committee we did not fix any date 
for the next one.

Mr. Thomas (Moncton): I am talking about 
this motion that you have just put.

The Chairman: Yes. We said after 1 o’clock 
this afternoon.

Mr. Thomas (Moncton): When do you think 
you will have a time? “After 1 o’clock is 
when very nebulous.

The Chairman: The House is not sitting 
today so we can meet at 3 o’clock. Is this 
agreeable?

Mr. Serré: Mr. Chairman, as we have other 
meetings this afternoon could we not meet
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right at 1 o’clock and discuss the time of our 
steering committee meeting?

The Chairman: Right after this meeting?
Mr. Serré: Yes.
The Chairman: Are there many members 

who belong to other committees? We can 
meet right after this meeting if you wish: 
would that be satisfactory?

Mr. Thomas (Moncton): No. The reason I 
asked, is that I will not be here this after
noon.

The Chairman: There is a suggestion that 
we adjourn for 15 minutes and meet right 
away with the steering committee, and then 
carry on with the business of the Committee.

Mr. Allmand: Right now?
The Chairman: Yes.

Mr. Allmand: Or right after the meeting?
The Chairman: Right after the meeting, at 

1 o’clock. Is that agreeable?
Mr. McGrath: I thought you were suggest

ing Mr. Chairman, that we adjourn now for 
15 minutes and I thought that was a very 
good suggestion.

The Chairman: No, no, not right now; at 1 
o’clock. Is that agreeable?

Mr. Nesbitt: Mr. Chairman, there are a 
great many questions members, would like to 
ask Mr. Pickersgill covering a rather broad 
field. For instance, there is rail and passenger 
service, and I would like to question Mr. 
Pickersgill on the subject of airlines. I was 
wondering if we could get some sort of modus 
operand! so that members asking questions 
would be able to carry through for perhaps a 
number of questions. For convenience sake if 
any member of any part of the Committee 
has a whole series of questions he would like 
to ask rather than to break up the line of 
questioning, we should arrive at some tenta
tive agreement to carry through in that way 
dealing with one subject at a time so it will 
be a little more orderly.

The Chairman: We are still on Item 50 and 
naturally I am receiving as many questions as 
possible.

Mr. Nesbitt: Yes, but the Canadian Trans
port Commission has control of many differ
ent subjects.

The Chairman: Are we all ready for ques
tions? The next member I have on the list is 
Mr. Nowlan.

29253—2

Mr. Nowlan: Mr. Chairman, if we are going 
to proceed with questioning I want to ask Mr. 
Pickersgill questions on two different phases 
of the Canadian Transport Commission. One 
is Part III of the Act. I can remember Mr. 
Pickersgill sitting in about the same physical 
position in a different capacity in this room a 
little over a year ago when the National 
Transportation Act was discussed, amended 
and defined, and one of the clarion calls for 
the Act was that different modes of transport 
were, in effect, to be put on a competitive 
basis, and pay as you go was sort of the 
philosophy.

I would like to ask Mr. Pickersgill a gener
al question. What negotiations or discussions, 
if any, have there been with the trucking 
industry about the implementation or procla
mation of Part III of the Act so that the 
trucking industry can inherit supposedly 
some of the benefit of this new competitive 
philosophy of transportation, which was the 
purpose of the Act.

Mr. Pickersgill: There have been a number 
of meetings between representatives of the 
Canadian trucking associations and the Chair
man and other members of the Motor Vehicle 
Transport Committee, and these gentlemen 
have met with me in informal discussions 
about some of the problems that would be 
involved in the implementation of Part III 
whenever the government saw fit to proclaim 
it. The Canadian trucking commissions have 
made public representations. As recently as 
the day before yesterday in Toronto Mr. Lewis 
the President of the Canadian Trucking 
Associations made a public speech in which he 
indicated the way in which the Trucking 
Associations felt it would be desirable to 
implement Part III, if the government decid
ed to bring it into operation.

Mr. Nowlan: I imagine Mr. Pickersgill is also 
quite aware of the countermove on the part of 
some provincial capitals to keep the trucking 
industry in the balkan condition that it is in, 
each province in effect setting its own regula
tions and exercising control of the industry, 
which I am advised carried over one-third of 
the value of goods in Canada. I think Mr. 
Robarts made a speech just the other day, in 
which he said that Queen’s Park should keep 
its interest in the trucking industry. I just 
wonder how far the Transport Commission 
has gone in deciding what it is going to do 
with Part III of the Act.

Mr. Pickersgill: Mr. Nowlan, you will 
appreciate that I am only a humble public 
servant.



80 Transport and Communications November 28, 1968

Mr. Nowlan: You do not fool me with that 
humility. If I were as humble as you I would 
not have to worry.

Mr. Pickersgill: I do not think that any 
member of the Committee would expect me 
to make any comments of any description on 
the speech by the Premier of Ontario.

Mr. Nowlan: No, I appreciate that.

An hon. Member: That is political sagacity.

Mr. Pickersgill: Perhaps it is bureaucratic 
prudence.

On the second point, I do hope that Mr. 
Hellyer will consult me before he decides to 
recommend to the government that Part III is 
to be proclaimed. But he has no obligation to 
consult me at all. He is perfectly free because 
he is the Minister of Transport; he would 
have to recommend that and the government 
would have to agree to it. You can see what 
limitations I operate under. I do not think 
that I should express a view. However, I 
would be very glad to give any member of 
the Committee a copy of the speech I made in 
Toronto on Tuesday, just after Mr. Lewis 
spoke, in which I tried to set out what the 
state of the law was and what some of the 
problems were. But I also tried to be very 
correct, and when I was asked what I thought 
about the implementation of Part III—I was 
speaking to the Ontario association—I had no 
choice but to say, and no desire but to say, 
that that is a matter for the Government of 
Canada to decide.

Mr. Nowlan: I appreciate that, Mr. Chair
man, and thank Mr. Pickersgill for that an
swer, as far as it goes. I would like to know if 
the Commission itself is taking any initiative 
in resolving the multitude of problems that 
Part III will undoubtedly create because Mr. 
Pickersgill, wearing another hat, deserved 
and received praise, as well as condemnation 
from different sources in stimulating the 
Transportation Act, which also involves a lot 
of problems. You showed initiative as a 
Minister bringing that Act to the fore and up 
to date, with all the perils therein. Is the 
Commission just sitting back listening to the 
trucking industry or is it taking the initiative 
to resolve some of the problems that Part III 
would create?

• 1035
Mr. Pickersgill: We are trying very hard to 

figure out several different ways in which 
there could be an administration so that if we 
are asked we will be able to advise the gov

ernment that it could be done this way or it 
could be done that way, or it could be done 
in another way.

I think, in the light of what Mr. McGrath 
said a little earlier, that there does appear to 
be some difference of view as to what the 
Privy Council meant by an undertaking, and 
if that became a dispute probably nobody but 
a court of law could settle that. But within 
those limits we had understood that an 
undertaking was a company or an individual 
engaged in the motor vehicle transport 
industry and that if any of his operations 
crossed the provincial boundary he was solely 
under the legislative jurisdiction of the Par
liament of Canada; if, on the other hand, all 
his operations were completely within a prov
ince he was solely under the legislative juris
diction of the legislature. That is the way I 
understand the Privy Council decision.

It has been suggested—and the Supreme 
Court made a very important decision, as you 
know, Mr. Nowlan, quite recently in the 
Coughlen case—by the Canadian Trucking 
Associations and by others that if Part III 
was implemented the direct administration by 
our Commission should be confined to that 
part of operations that crosses the boundary, 
and all those parts of the operation that are 
entirely within the province should be left 
under the Motor Vehicle Transport Act so 
that the provincial boards, acting as agents of 
the government of Canada, would administer 
that part of it. Now we are examining that 
and have been for some time, ever since the 
Coughlen decision came down, to see whether 
that would be legally, and what is just as 
important, practically possible. That is the 
system in the United States. I think you know 
that. The Interstate Commerce Commission 
only regulates the traffic that actually crosses 
the boundary. In other words, they have the 
concept of operation rather than the concept 
of undertaking.

Mr. Nowlan: I have one further question 
for Mr. Pickersgill, regarding this point, Mr. 
Chairman. He certainly was well known for 
giving opinions in the past and I just won
dered—it may not be fair—if he would care 
to give an opinion today, in his present 
capacity, on this: that for the trucking indus
try whose operations crosses provincial boun
daries it certainly is in the interest of future 
development of the trucking industry to have 
Part III proclaimed if the industry is to grow 
as Canada is growing and as the industry is 
growing within provincial boundaries now.
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Mr. Pickersgill: Mr. Nowlan, it is not my 
business to express an opinion on that point. 
My business is to do what Parliament and the 
Governor in Council, having been given cer
tain powers by Parliament, tell me to do.

Mr. Nowlan: The Minister should give that 
opinion.

Mr. Pickersgill: The Minister or the gov
ernment as a whole. I would give my opinion 
to the Minister but I do not think I should 
give it in public.

Mr. Nowlan: But you are in private, as a 
work of the Commission, discussing different 
ways to—

Mr. Pickersgill: I think that is our duty, 

e 1040
Mr. Nowlan: Mr. Chairman, I have one 

other area of questioning and I will not be 
too long. This is more parochial than Part III 
and it concerns something called the Digby- 
Saint John ferry. This, Mr. Chairman, as Mr. 
Pickersgill well knows, has some political 
overtones and political history—it certainly 
has a long history in Nova Scotia. I would 
like to know from Mr. Pickersgill, as the head 
of the Commission, just what the present 
status is of the negotiations between the gov
ernment and the CPR on the ferry and wharf 
facilities, and why this matter should not be 
made public so that people will know just 
who is dragging his feet.

Mr. Pickersgill: If I understand the facts 
correctly—and I think I do, I do not think 
anybody is dragging his feet. An agreement 
was made some time ago between the govern
ment—I think Mr. Hellyer mentioned this in 
the House—and the CPR that the CPR would 
go ahead and ask for tenders for a ship—I 
understand those tenders have been received 
and are being evaluated—and that the 
Department of Public Works would go ahead 
with the building of a wharf. The provincial 
governments of Nova Scotia and New Brun
swick had agreed to provide certain facilities 
and I understand that as between the Gov
ernment of Canada and the government of 
the provinces everything is practically settled. 
That is my understanding. That was the latest 
report I had on these negotiations. I believe 
there is some “dispute”—perhaps dispute is 
the wrong word.

Mr. Nowlan: ...difference of opinion.

Mr. Pickersgill: .. .or haggling or bargain
ing going on between the Canadian Pacific 

29253—21

and the government as to how much the 
Canadian Pacific will pay, but that is not 
holding up anything because the government 
gave an assurance.

Mr. Nowlan: Mr. Chairman, I am interested 
in Mr. Pickersgill’s answer because if he is 
correct this certainly is a fact that I am not 
aware of. It really is not what Mr. Hellyer 
said in the House. I asked him if there has 
been an agreement between the Canadian 
Pacific and the government—

Mr. Pickersgill: Well there has not.

Mr. Nowlan: There has not been an
agreement?

Mr. Pickersgill: No, there has not been an 
agreement. However, there was an under
standing that the work would not be held up 
pending an agreement, that they would go 
ahead to procure the ship and build the land
ings, and that if an agreement between 
the two could not be reached some other 
means would be found to operate the ship. 
As I understand it—and I think I am very 
well informed about this because I ask ques
tions on it about every three days—there is 
no time whatever being lost and these nego
tiations can go on while the work is being 
done.

Mr. Nowlan: At this stage is there anything 
prejudicial in having the light of publicity 
fall on the areas of haggling so that the thing 
can be tied down? As you appreciate, Mr. 
Chairman, as I think Mr. Pickersgill appreci
ates, this thing has ebbed and flowed in 
direct proportion to the tides in the Bay of 
Fundy. With a change in ministers and a 
change in government there was almost an 
agreement in 1963 before an unfortunate 
event occurred and that government went out 
of power and a new government and a new 
minister came in.

Mr. Pickersgill, how would the Minister or 
the Transport Commission prejudice the pres
ent position by making a direct statement to 
the people on the area of haggling and who 
the haggler is.

Mr. Pickersgill: I can answer that very sim
ply. The question is how much the CPR is 
going to pay for the use of the wharf. I 
understand that if there is not agreement 
about that, the ship will be operated anyway 
in some other way.

Mr. Nowlan: Mr. Chairman, can Mr. Pick
ersgill answer me this? Is there a timetable
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for completion of the ferry facilities at both 
the Digby and the Saint John end? If so, 
what is it?

Mr. Pickersgill: I do not believe that the 
tender has been let for the ship yet. The 
tenders were received only about two weeks 
ago, I believe, and I do not think this is an 
undue period for the examination of tenders 
for a ship that is going to last, we hope, for a 
long time.
• 1045

Mr. Nowlan: But my question, Mr. Chair
man, was not about the ship but whether 
there is a timetable in Public Works for com
pletion of the ferry facilities.

Mr. Pickersgill: Yes, the time table for the 
facilities is that they are to be ready by the 
time the ship is built.

Mr. Nowlan: But when is that?
Mr. Pickersgill: I did not submit any of the 

tenders. You know it takes a certain length of 
time to build this ship, and that might be one 
of the considerations that would govern 
which tender would be accepted. I under
stand there is more than one tender. While 
they are being evaluated I think you would 
agree that no businessman would start discus
sing that kind of question in public.

Mr. Nowlan: Then the present situation, 
Mr. Chairman, is that there is nothing in con
tract or agreement at the moment between 
the government and the Canadian Pacific 
Railway or a firm, and the Canadian Pacific 
Railway has not let the tender for the ferry. 
Is that correct?

Mr. Pickersgill: That is quite correct, 
unless it has happened in the last two days. 
But I think I am quite correct in saying, and 
I am going to hazard saying it anyway, that 
the government has said that a ship will be 
built and will be operated and if it cannot 
reach the terms of the Canadian Pacific it will 
be operated in some other way. I think that is 
just as far as I can go.

The Chairman: Mr. Skoberg.
Mr. Skoberg: Mr. Chairman, I would like to 

ask Mr. Pickersgill whether or not there has 
been any application before the Railway 
Transport Committee for crossing protection 
signals at the crossing where a serious acci
dent occurred in which two students were 
killed out of Peterborough. Have there been 
previous requests before the Committee for 
crossing protection signals?

Mr. Pickersgill: I wonder if I could ask one 
of the officials beside me. That is the kind of 
factual question I want to be absolutely sure 
of. We have a list available and I will have 
one of them telephone and I think I will have 
an answer in a very few minutes.

Mr. McGrath: Why, all of a sudden, must 
we refer to officials, Mr. Chairman? Mr. Pick
ersgill is well versed on all matters of the 
Commission, and all of a sudden we now 
have to refer to officials.

Mr. Pickersgill: I do not carry all the 
details in my mind. I said that, I think, sir.

Mr. Skoberg: In the operation of the Great 
Slave Lake Railway, has the Railway Trans
port Committee assumed responsibility for 
the operational requirements of the freight 
that is moving on that line?

Mr. Pickersgill: What is this about opera
tional requirements?

Mr. Skoberg: You have an operational 
order that should be issued by the Board.

Mr. Pickersgill: Do you mean, has its oper
ation yet come under the jurisdiction of the 
Railway Transport Committee?

Mr. Skoberg: That is correct. It has?
Mr. Pickersgill: I believe it has not yet.
Mr. Skoberg: After three years of revenue 

traffic being carried on this line, is there any 
good reason why the Committee has not 
assumed responsibility?

Mr. Pickersgill: I believe the usual thing is 
that at a certain point after a railway has 
been constructed, when all the contracts are 
settled and the cost of it is known, it is 
regarded as complete and then comes under 
the jurisdiction. Up until that time it is under 
construction, even though it may be carrying 
traffic.

Mr. Skoberg: You are not suggesting, Mr. 
Pickersgill, that you would have to wait for 
the Canadian National Railways to say that 
the construction has been completed before 
we intervene?

Mr. Pickersgill: No, no. We have inspectors 
who would determine that.

Mr. Skoberg: Would you not conclude, 
though, that with the carrying of revenue 
traffic on that line for three years there 
should have been an operational order issued 
by this time?

Mr. Pickersgill: Well, perhaps there should 
have been.
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Mr. Skoberg: Will you look into it?
Mr. Pickersgill: Yes, I will be very glad to.
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Mr. Skoberg: The other day I asked a ques

tion. I understand that there is some indica
tion that the Canadian Pacific Railway may 
have made approaches to downgrade their 
“Canadian” passenger train, and I am won
dering whether or not you are aware of any 
approaches to the Railway Transport Com
mittee in this regard.

Mr. Pickersgill: There has been no applica
tion to my knowledge and I am sure I would 
have heard about it. There has been no 
application whatever to discontinue the train.

Mr. Skoberg: I am not referring to discon
tinuing; I am referring to a downgrading. I 
will refer specifically to the place—from Win
nipeg to Calgary—where it has been suggest
ed that the CPR may put a day liner on.

Mr. Pickersgill: Well, that would be sub
stituting one train for another. To the best of 
my knowledge there has been no such 
application.

Mr. Skoberg: Even if they called it the 
“Canadian” it would still be a substitution 
and would have to come before the Board. Is 
that correct?

Mr. Pickersgill: I do not believe there has 
been any application of any kind with respect 
to the “Canadian”.

Mr. Skoberg: They would have to come 
before the Board, though, if they wanted to 
downgrade that train.

Mr. Pickersgill: I am not so sure about that.
Mr. Skoberg: I would like a definite an

swer, Mr. Pickersgill.

Mr. Pickersgill: I cannot give you a definite 
answer.

Mr. Skoberg: Could I expect one?
Mr. Pickersgill: Yes.

Mr. McGrath: Has the matter been dis
cussed with the CPR?

Mr. Pickersgill: No. Not to my knowledge.
Mr. McGrath: Has the Chairman of the 

Railway Transport Committee discussed the 
matter with the CPR?

Mr. Pickersgill: Not to my knowledge; and 
I think he would have told me.

Mr. Skoberg: I would like to have the 
assurance that you will have an answer as to 
whether or not they have to come before the 
Transport Commission.

Mr. Pickersgill: Oh, yes. I will get an an
swer to that.

Mr. Skoberg: It would appear that this is 
an indication of why we could have had other 
people from the Department with Mr. 
Pickersgill.

Mr. Chairman, in regard to the Roberts 
Bank question, which has been coming up 
quite frequently lately, could you tell me who 
has control of the rail link between the 
Crow’s Nest and Roberts Bank at this particu
lar time?

Mr. Pickersgill: There is no rail link 
between the Crow’s Nest and Roberts Bank at 
the present time.

Mr. Skoberg: Well, the contemplated rail 
line that will be there.

Mr. Pickersgill: I did read a copy of the 
British Columbia Gazette which was sent to 
me—I think it appeared on my desk yester
day—in which the Minister who has the re
sponsibility in British Columbia for the build
ing of railways that are wholly within the 
province had approved a certain route for a 
rail link between the existing railways and 
Roberts Bank.

Mr. Skoberg; Of course, Mr. Pickersgill, 
this line is there now and I am wondering 
who has jurisdiction over the line.

Mr. Pickersgill: I am assured—I have not 
gone there on the spot to look at it—but I am 
assured there is not a rail line.

Mr. Skoberg: I think possibly one of the 
members from B.C. could clarify that quite 
easily.

Mr. Pringle: Are you talking about the 
CPR?

Mr. Skoberg: Yes. The CPR is there now.
Mr. Pickersgill: At Roberts Bank?
Mr. Pringle: I think you are referring to 

Fernie, B.C. and Natal and the Crow’s Nest 
pass—the old Kettle Valley line and the CPR 
line that runs into the Fraser Valley. It ceases 
to be, as I understand it, a coal line for the 
CPR at Mission, when it crosses the bridge 
and joins the CNR track to Fort Langley, and 
from Fort Langley on it becomes the new 
route. Is that correct?

Mr. Pickersgill: My understanding is that 
the coal moves now and will continue to
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move up that railway that was the main line 
up through that valley. Is it the East 
Kootenay?

Mr. Pringle: Yes.
Mr. Pickersgill: It does not move over the 

Kettle Valley.
Mr. Pringle: No, that is right.
Mr. Pickersgill: Then it follows the main 

line and at the present time, of course, it is 
shipped at Port Moody. But my understand
ing is that the coal will be moved under the 
new scheme when Roberts Bank is completed. 
It will be moved over a part of the CNR 
line—I think it is from Mission City—and 
then a railway has to be built and there may 
be little bits and pieces. A little bit of the 
Great Northern will be used. There are little 
bits and pieces but mainly all it is is a route, 
and I think the route follows rather closely 
an old railway that used to be there a long 
time ago just north of the airport, the Bound
ary Bay airport. Unfortunately I have not had 
an opportunity to go to British Columbia and 
look over this place recently.

Mr. Pringle: I can verify, Mr. Chairman, 
that there is no railroad from Fort Langley to 
Roberts Bank at the present time.

Mr. Skoberg: That is what the whole fight 
is about now, as to the route of the proposed 
spur line.

Mr. Pickersgill: That is what I understood.
• 1055

Mr. Skoberg: Getting back to the question, 
regardless of the route and all of the implica
tions that are involved, the jurisdiction over 
rail lines will still come under this Canadian 
Transport Commission, will it not?

Mr. Pickersgill: Do you mean that once a 
railway is built the traffic would come under 
our jurisdiction?

Mr. Skoberg: You can word it any way 
you want.

Mr. Pickersgill: Well, the way you word it 
does rather make a difference, as people find 
when they go into the courts. If things are not 
worded properly you very often do not...

Mr. Skoberg: I did not know we were in a 
court. I am just wording it along the lines as 
I understand it.

Mr. Pickersgill: I am trying to give accu
rate answers.

Mr. Skoberg: It will come under our juris
diction. Is that correct?

Mr. Pickersgill: Do you mean the traffic?
Mr. Skoberg: All right, the traffic.
Mr. Pickersgill: The traffic would come 

under the jurisdiction of the Canadian Trans
port Commission. I presume if it is a whole 
movement over a system most of which is 
under the jurisdiction of Parliament, it would 
certainly, for many purposes at any rate, 
come under the jurisdiction of the Commis
sion. Once a railway is built, it carries the 
traffic.

Mr. Skoberg: What responsibility does the 
Canadian Transport Commission assume in so 
far as distribution of boxcars is concerned?

Mr. Pickersgill: I understand that if there 
are complaints that Canadian boxcars being 
hoarded by American railroads, or if there 
are arguments to the effect, as there some
times have been, that American cars are 
unduly delayed here in Canada, this is some
thing that the Railway Transport Committee 
certainly looks into. In fact, they are looking 
into this very question at the moment.

Mr. Skoberg: In view of the discussion that 
has been going on in the House, then, the 
Railway Transport Committee are looking 
into the number of boxcars across the line 
and also the equitable distribution of boxcars 
in Canada.

Mr. Pickersgill: The distribution within 
Canada.

Mr. Skoberg: What about the equitable dis
tribution? Are you concerned about that?

Mr. Pickersgill: Well, there are as many 
views of the equitable distribution of box
cars as there are rural members of Parlia
ment, if I may make an improper kind of 
answer to that question.

Mr. Skoberg: I think you realize the impor
tance of the distribution and I hope you will 
be looking into it.

Mr. Pickersgill: As a matter of fact, in so 
far as it concerns wheat I think that most of 
the dealings are direct between the Canadian 
Wheat Board and the railways.

Mr. Skoberg: Are we assuming responsibili
ty? Is your Department assuming responsibil
ity to look into this box car situation?

Mr. Pickersgill: It is a nice question wheth
er or not we could order the railways to put 
boxcars here, there and everywhere and 
whether 73 that would be a real interferrence 
with their management functions.
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Mr. Benjamin: You do have the authority 
to order this if you wanted to use it?

Mr. Pickersgill: Well, that is a nice question.

Mr. Skoberg: Well, I am just wondering 
where we are at here. We have the Canadian 
Transport Commission—

Mr. Pickersgill: Let me put it this way. 
When we get complaints about a lack of box 
cars, we draw them to the attention of the 
railways and if there is much substance in 
the complains we usually get results. Whether 
this is moral suasion, or whether behind it is 
a legal power to order them, is another ques
tion. But the inspectors of the Railway Com
mittee are constantly dealing with these 
problems.

Mr. Skoberg: Have you drawn this to the 
attention of the railroad up to date?

Mr. Pickersgill: Oh, a dozen times.

Mr. Skoberg: With what results, or what 
answer did you get?

Mr. Pickersgill: Well they vary. Sometimes 
the railways are able to show that the posi
tion they have taken is now wholly unreason
able. Quite often someone down the line has 
not been very careful and when it gets to 
higher management in the railways they cor
rect it pretty fast. They do not like to be criti
cized any more than anyone else does.

Mr. Skoberg: Well, I think we are not wor
ried about the criticism, we are worried 
about action, really.

Mr. Nesbitt: A supplementary question 
before Mr. Skobert goes on. I think the point 
that Mr. Skobert has raised is a very impor
tant matter of principle and what I would 
like to bring up or raise is this. When there is 
a conflict between the management policy of 
one or other of the major railways in Canada 
and the public interest, does the Canadian 
Transport Commission have the authority to 
make the decision or make an order, after 
having heard both sides of the matter?

Mr. Pickersgill: Mr. Nesbitt, you are a dis
tinguished member of the Bar and I am only 
a layman, but would you not, if you were 
putting that question in a court, make it rath
er more specific?

Mr. Nesbitt: Well, then, let me ask you a 
specific question, directed to you through the 
Chairman of this Committee. Does the 
Canadian Transport Commission have the

power or the authority to issue an order when 
the management policies of the railway con
flict with the public interest? If you would 
like a specific example, I would be very glad 
to provide that.

Mr. Pickersgill: I do not think that we 
could assume to define the public interest in 
any way in which it is not defined in the law.
I do not think that we can make an arbitrary 
decision that we know what the public 
interest is unless it is part of the law, and 
therefore, one would have to subject, I think, 
any individual circumstance to examination. 
It would depend upon whether there was any 
provision in the Railway Act or in the 
National Transportation Act by which Parlia
ment had vested in the Commission the au
thority to act, and if it did, of course, it could 
act.

Mr. Nesbitt: Mr. Chairman, I would like to 
pose an example to Mr. Pickersgill and per
haps then he could give us an answer.

I dislike using examples from my own 
area, but I happen to be familiar with this 
one and it could happen any place in Canada, 
so I will use it.

In this case, Canadian National Railways 
operates a dayliner service between the cities 
of Widsor, London and Brantford, Ontario, 
and southwestern Ontario to the City of 
Toronto. It is designed for business people 
who are going down and wish to avoid taking 
their cars into Toronto and all its transporta
tion problems. It returns late in the after
noon. It is a heavily patronized service.

There happen to be two large communities, 
my own, the City of Woodstock, which has 75 
major industries, some employing up to 1,000 
people, and a population within ten miles of 
the railway of some 40,000 to 50,000 people. 
The CNR has decided that it will not make a 
stop at Woodstock or at Chatham, but they do 
stop at Brantford.

The City of Woodstock feels, in this par
ticular case, that this is a form of discrimina
tion and that the industries there have parent 
or subsidiary industries in the City of Toron
to and there is a great deal of traffic back and 
forth. Some intermediate official of the CNR 
decides that the dayliner will not stop, which 
entails only a matter of four minutes at the 
most on the schedule. Is there any recourse 
that the municipalities in this case, would 
have via the Canadian Transport Commission 
against the decision of some junior official of 
Canadian National Railways?
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Mr. Pickersgill: I think, Mr. Nesbitt, an 
application would have to be made to the 
Commission with all the tacts. The railways 
would have to be given the opportunity.

Mr. Nesbitt: Oh, certainly. But there is an 
opportunity of appealing to the Commission.
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Mr. Pickersgill: It is not a question of 

appealing in the ordinary sense. It is a ques
tion of applying this. I am thinking of appeal 
in the legal sense. It is a question of making 
an application and if that application comes 
within the four corners of the law, then we 
have a duty. If it does not, of course, we 
would be usurping a function that Parliament 
did not give to us.

Mr. Nesbitt: Does the Commission have 
authority to hear applications of this nature?

Mr. Pickersgill: It has authority to hear 
certain kinds of applications with respect to 
passenger service as they are set out in the 
law.

Mr. Nesbitt: Would it have authority to 
hear an application of the example I just 
cited.

Mr. Pickersgill: I think it would be really 
prejudging a case for me, sitting here, to try 
to—because it really depends on the stated 
facts and details whether or not there is 
jurisdiction, does it not?

Mr. Nesbitt: Perhaps the Vice-President of 
the Commission might be able to assist you in 
answering questions of this nature?

Mr. Pickersgill: I think he would probably 
want a very detailed statement of the facts 
and perhaps he would hesitate. After all, he 
is not the legal adviser of anyone except the 
Commission, and as his advice might be rath
er relevant in the determination of the case, 
it is just conceivable that he might consider 
the giving of his advice in advance of the 
hearing or of an application to be prejudicial 
to applicants or to the railway.

After all, Mr. Nesbitt, in any of these cases, 
as you know well, the Railway Transport 
Committee or any other of the Committees 
before whom there are parties, is sitting as a 
court of record, and the only place where 
those cases can be tried surely is within the 
court with both parties present. To express 
opinions outside the court when the court is 
not sitting about what would or would not 
happen in a particular case would, I think, be 
something that no one who might have to sit

in judgment in the matter would want to do 
in advance.

Mr. Nesbitt: There is one thing . . .

The Chairman: You are still on the same 
supplementary?

Mr. Nesbitt: Yes, the same supplementary. 
Mr. Pickersgill has just told us that he does 
not want to give general replies to questions 
as to the jurisdiction of the Commission. Then 
I cited a specific example, and he still seems 
a little uncertain. Could Mr. Pickersgill out
line to us what authority the Commission 
does have to deal with such applications.

Mr. Pickersgill: It has precisely the author
ity given to it by Parliament.

Mr. Nesbitt: Well, what is that?

Mr. Pickersgill: If you ask Mr. Hellyer that 
question in the House, Mr. Nesbitt, the 
Speaker, I think, would not permit him to 
answer because what you would be asking 
him to do and what you are asking me to do 
is give a legal interpretation of a statute.

Mr. Nesbitt: I am not asking a legal inter
pretation, Mr. Pickersgill. I am asking, since 
there seems to be a great deal of uncertainty 
as to what applications the Commission can 
even hear, I would like to know from you, as 
head of the Commission, what authority the 
Commission has under the statute passed by 
Parliament, what kind of applications may be 
heard?

Mr. Pickersgill: I think I can only say that 
the statute speaks for itself, and if anyone 
feels that he has a case he is certainly free to 
make an application and to state his facts and 
then the Committee—it is just like asking 
leave to appeal to the Supreme Court—would 
decide whether it had jurisdiction. If he was 
not satisfied, there are other legal remedies.

Mr. Nowlan: A further supplementary. 
What applications have you heard to date? 
What type of application have you heard to 
date specifically?

Mr. Pickersgill: Well, specifically there 
have been very few because the Committee 
has been largely concerned with the costing 
order. It has heard a number of applications 
about agency consolidations and things of that 
sort, and rendered judgments in them. It has 
heard an application for a certain rather well- 
advertised passenger train and rendered a 
decision in respect of it. But as I say, since
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the Railway Committee of the Commission 
has been largely engaged in the very long 
proceedings over the costing order, it has not 
yet had an opportunity since the Canadian 
Transport Commission was established to 
hear any new cases.

I do not think the kinds of cases that it can 
hear were really radically altered by the 
National Transportation Act. I think they are 
the same kinds of cases that the Board of 
Transport Commissioners were able to hear 
under the Railway Act before. I do not 
recall—with respect to the particular kind of 
thing that Mr. Nesbitt has referred to— 
except, of course, in cases where a railway 
applies for an abandonment of a passenger 
service or an abandonment of a branch line, 
there is one new feature and that is if the 
Commission refuses to allow it to be aban
doned when there is a loss, then the govern
ment is expected to pay the loss, according to 
the Act, and not throw the burden on the 
railways, only 80 per cent in the case of a 
passenger service but probably the total loss 
in the case of a branch line.

e 1110
Mr. Nesbitt: One final question. Does the 

Commission have authority to order the sup
plying of passenger services in whole or in 
part to specific parts of the country, either 
municipalities or parts of provinces?

Mr. Pickersgill: Do you mean supplying 
new passenger services that do not now exist?

Mr. Nesbitt: Yes, or in varying degrees.

Mr. Pickersgill: A passenger service that is 
declared by the Commission to be a passenger 
service cannot be abandoned without the per
mission of the Commission, but I do not think 
that it would be within the powers of the 
Commission to order a new service to be 
established.

Mr. Nesbitt: Even if the Commission felt 
after hearing representations that it were in 
the public interest to do so?

Mr. Pickersgill: I do not see how you could 
do it. How could we tell the Canadian Pacific 
Railway that they had to start a service that 
does not now exist and in their business judg
ment they think should not exist, any more 
than we could tell an airline that it has to 
start a new service, or any more than we 
could tell a bus company or a trucking 
company.

Mr. Nesbitt: How about the Canadian 
National Railways?

Mr. Pickersgill: I do not think that we 
could do it. I think Parliament could do it. If 
Parliament wanted to tell the Canadian 
National Railways that they have to provide a 
service, then I think that could be done, but I 
do not think it would be within...

Mr. Nesbitt: It would not be within the 
ambit of the Commission.

Mr. Pickersgill: No, I do not think so, 
because we are supposed to treat the Canadi
an National Railways, as I understand it, in 
exactly the same way as we treat private 
railways. Certainly that was my understand
ing when I was Minister of Transport. It was 
what Mr. Meighen suggested when the ques
tion of the relationship between the Canadian 
National Railways and Parliament and the 
government came up years ago, and it has 
been followed, I think, invariably by govern
ments ever since, that the Canadian National 
Railways is supposed to run a businesslike 
operation and that its duties are to be imposed 
upon it, they should be imposed by statute. 
But if they try to relieve themselves of cer
tain functions they are now performing, 
whether they be a private company or a pub
lic company, then they do have to apply, and 
those things are set out in the law.

Mr. Nesbitt: Well this is very interesting. 
To discontinue an existing service or to vary 
it in some way that implies discontinuance—

Mr. Pickersgill: There is quite a large meas
ure of variation that does not come within 
the law. If it is considered a matter of man
agement it does not come within the law.

Mr. Nesbitt: Who makes that decision?

Mr. Pickersgill: Presumably the people who 
are running the undertaking.

Mr. Nesbitt: What the management of the 
CN or the CPR might think constitutes a 
management problem might not be thought to 
be such in somebody else’s view. Who 
decides?

Mr. Pickersgill: If anybody thinks that in 
any way a railway or any other carrier is not 
carrying out its obligation under the law that 
person can take whatever legal remedies 
there are to provide it—and there are a lot of 
them provided in the Railway Act.

The Chairman: Have you finished, Mr. 
Nesbitt?
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Mr. Nesbitt: I do not wish you to take 
offence to personal remarks, Mr. Pickersgill, 
but it is really like pinning jelly to the wall.

Mr. Pickersgill: Mr. Nesbitt, if you, as a 
member of the Bar, were to put a specific 
case before the Commission you would get an 
answer and you would get it quickly.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Chairman, listening to 
what Mr. Nesbitt has been saying, I would 
hope that the CTC does not become a rubber 
stamp in respect of these railroads’ 
applications.

Mr. Pickersgill: It certainly does not. 
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Mr. Skoberg: I have heard too many 

suggestions and I have seen too many things 
happen. Reports have been given out prior to 
the completion of certain hearings that some
thing is going to happen. And this is no myth; 
it has happened exactly along these lines.

At one time the Board of Transport Com
missioners issued an annual report, the for
mat of which we all recognized. Has any deci
sion been made to discontinue this type of 
publication?

Mr. Pickersgill: The Commission has made 
one report already. It is true that it was only 
for a short period. The Commission was estab
lished on September 19, 1967 and the report 
therefore did not cover a full year. Because 
the Commission is different from the Board of 
Transport Commission, the report is different 
in form, but there is an obligation under the 
law for the Commission to make an annual 
report.

Mr. Skoberg: Is it correct that we will con
tinue to have the annual report of the Board 
of Transport Commissioners in the format 
that it used to appear.

Mr. Pickersgill: No, I do not think so. I 
think there will be some changes.

Mr. Skoberg: Whose decision is that?
Mr. Pickersgill: This is a purely internal 

matter for us, and if Parliament does not like 
it they can censure us.

Mr. Skoberg: This then leads to my next 
question. Who is actually responsible for the 
policy of the CTC, is it the Minister of Trans
port or this Commission here?

Mr. Pickersgill: I do not quite know what 
you mean by “policy”.

Mr. Skoberg: You said that you expected 
some changes would be made in this particu
lar annual report and that if Parliament did 
not like it they could do something about it.

Mr. Pickersgill: We are not changing any
thing. There has only been one annual report.

Mr. Skoberg: I only want to know if we are 
going to continue with that type of report? It 
was an excellent report as such.

Mr. Pickersgill: Well, I am not sure. It was 
pretty experimental because it was the first 
time we had ever done it with a consolidated 
Commission. I am not sure that it was entire
ly satisfactory and that we will not try to 
make some improvements in the report next 
year. If there are any criticisms of it we 
would like to have them because we like to 
know what kind of information people want 
that is not now in the report.

Mr. Skoberg: Who is actually responsible 
for the policy of the Canadian Transport 
Commission?

Mr. Pickersgill: I am afraid I do not know 
what you mean precisely by “policy”.

Mr. Skoberg: Who is setting the policy for 
the Commission? Is it the Minister?

Mr. Pickersgill: What do you mean by
“policy"?

Mr. Skoberg: You have policy and you have 
regulations. The regulations put into effect 
the policy once it has been established. Is that 
right?

Mr. Pickersgill: As I understand it, the 
policy of the Canadian Transport Commission 
was established by Parliament in the National 
Transportation Act.

Mr. Skoberg: But there is no new policy 
being established by this particular Canadian 
Transport Commission?

Mr. Pickersgill: I do not see how there can 
be. Only Parliament could change our 
mandate.

Mr. Skoberg: Well, I hope that is right.
Mr. Pickersgill: If we do anything we are 

not empowered to do by Parliament, we can 
be taken into court.

Mr. Skoberg: Another question, Mr. Chair
man. Some time in September I asked a ques
tion in the House on jurisdiction respecting 
safety of railway workers. Now this was 
taken as notice by Mr. Hellyer and on Sep
tember 24 Mr. Richardson answered and said 
that a judgment would be made shortly. Has
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any decision been made in so far as the Rail
way Transport Committee is concerned on a 
general order setting out whether or not it 
has jurisdiction over safety as it relates to 
railway employees?

Mr. Pickersgill: My recollection is that that 
decision was rendered fairly recently and if 
you would like me to get the full details, I 
would be glad to.

• 1120
Mr. Skoberg: If it had been rendered I 

would expect that there should have been an 
acknowledgement made in the House.

Mr. Pickersgill: You know, the decisions of 
courts of law are not normally communicated 
to the House unless someone asked for them.

Mr. Skoberg: I do not think this was a 
court of law; this was a decision that was 
being asked of the Committee.

Mr. Pickersgill: The Committee is a court 
of law—Parliament said so, and every deci
sion it makes where parties are heard—and 
parties were heard in that case, the railways 
and the employees—is the decision of a court.

Mr. Skoberg: I beg to differ with you in 
this regard, Mr. Pickersgill. The jurisdiction 
of safety as it affects employees is a question 
that concerns this Committee here. This did 
not go to a court of law. This is a matter of 
interpretation. Surely we could be expected 
to be given an answer in this regard.

Mr. Pickersgill: I will be very glad to give
you...

Mr. Skoberg: Just one last question, Mr. 
Chairman. There has been a considerable 
amount of discussion regarding the rules for 
operation, maintenance and the testing of air
brakes and communication signals. This is a 
little booklet which we all should be familiar 
with. Does the Railway Transport Committee 
supervise the type of inspections going on 
now throughout the country on these run- 
through trains—passenger and freight and, if 
so, is this type of inspection continual?

Mr. Pickersgill: Again, I am a little uncer
tain of precisely what you mean.

Mr. Skoberg: Well if Steering Committee 
decides that you should bring along some 
other people with you, perhaps I could put 
my question to them.

Mr. Pickersgill: If I could understand the 
question I could answer it. Do you mean does

this Railway Transport Committee have in
spectors inspecting the operations of the rail
way to see that they are conforming with the 
law?

Mr. Skoberg: This is true.

Mr. Pickersgill: If that is what your ques
tion means, the answer is yes.

Mr. Skoberg: When disputes arise over the 
proper implementation of the rules contained 
in this book are the inspectors on the spot to 
supervise the complaints as they come in?

Mr. Pickersgill: Yes. Any complaint is 
investigated as fast as personnel can be got
ten to the spot.

Mr. Skoberg: We will follow that one up 
later.

The Chairman: Mr. Allmand.

Mr. Allmand: Mr. Pickersgill, does the CTC 
have any say in the landing rights of interna
tional airlines in Canada?

Mr. Pickersgill: Yes. They have to be li
censed by the Air Transport Committee or by 
the Canadian Transport Commission—it is the 
same thing, you know. But before they can be 
licensed the normal procedure is to have a 
bilateral agreement with the country con
cerned in which the airline resides. These 
bilateral agreements are not of course nego
tiated by the Commission as such; they are 
negotiated, like all our international arrange
ments are, by the Department of External 
Affairs in a formal sense. However, the Com
mission and Mr. Morisset, in particular, the 
Chairman of the new International Transport 
Policy Committee, is always represented in 
these negotiations. When a negotiation is 
made and when it is agreed that there will be 
a service between Canada and some other 
country and a service by some foreign carrier 
into Canada then, as a formality, the carrier, 
having been licensed by its own company, 
must also be licensed by the Air Transport 
Committee. But this is a pure formality 
because having made a treaty—the govern
ment having agreed, I think it would be real
ly rather contemptuous of us not to carry out 
the governments’ decision in this matter.

Mr. Allmand: But you could refuse.

Mr. Pickersgill: I suppose, technically, we 
could but I am sure we would hear about 
it—and quite properly too.
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Mr. Allmand: My point is this. Say, an 
international airline that is presently landing 
in Montreal would like to land at Toronto 
instead of Montreal because in the airline’s 
opinion it was felt that it would be more to 
their advantage, is that change negotiated by 
way of amendment to the treaty with the 
Canadian Government or do they go to the 
Canadian Transport Committee?

Mr. Pickersgill: Oh no. There has to be an 
agreement between the two governments. 
Then, in addition to that, in countries where 
there is more than one airline the airline has 
to be designated by the country that is con
cerned for this service. Then it is, as I say, 
practically automatic. If the government has 
agreed to this, and since the Commission 
takes part in these negotiations, there is no 
reason on earth that the Commission would 
not approve and would not give the formal 
document.

Mr. Allmand: Therefore it really is a gov
ernment decision.
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Mr. Pickersgill: Oh yes, these are decisions 

between governments. Sometimes these 
negotiations take a terribly long time, as I 
know, having been rather closely associated 
with the last bilateral negotiations with the 
United States which came to an almost total 
standstill for nearly a year.

Mr. Allmand: On another point...

Mr. Nesbitt: I have a supplementary ques
tion. Can Mr. Pickersgill tell us how negotia
tions are getting on now between the Nether
lands and Canada, because my understanding 
is that a few months ago the Netherlands 
government served notice it was terminating 
the air agreement between Canada and the 
Netherlands because of failure to acquire cer
tain landing rights for KLM. Could you bring 
the Committee up to date on that?

Mr. Pickersgill: My latest information is 
that notwithstanding the fact that they have 
formally notified us the bilateral will cease to 
exist on some date in January that I do not 
carry in my head, the Netherlands has 
notified Canadian Pacific Airlines that they 
are free to continue to fly as though the bilat
eral still existed until April 1. It is our 
intention—and this is something that was 
considered just the other day with the appro
priate authorities—to advise KLM that since 
their government has given this permission to

Canadian Pacific, we extend a similar cour
tesy to KLM.

Mr. Nesbitt: Is it likely that KLM will be 
able to land in Toronto rather than Montreal, 
or perhaps both?

Mr. Pickersgill: Well, I did not bring my 
crystal ball.

Mr. Nowlan: I have a supplementary con
cerning international air traffic, and perhaps 
there has been an announcement. Has Ali
talia received permission to come into Toron
to or is that still in the air?

Mr. Pickersgill: I imagine you are speaking 
figuratively?

Mr. Nowlan: Figuratively.

Mr. Pickersgill: I would say it was very 
much in the air.

Mr. Nowlan: As a matter of interest, and 
coming back to policy, does your CTC actual
ly decide that or is it going to be a ministerial 
decision?

Mr. Pickersgill: That would have to be 
negotiated between the two governments. 
Perhaps I am speaking a little beyond what I 
ought to as an official, but in these negotia
tions we try to calculate the losses and the 
gains to Canada—not to the airlines, but to 
Canada—in these matters. I think it is no 
secret that to allow any foreign air carrier to 
land in Toronto would increase the revenues 
of that carrier and correspondingly diminish 
the revenues of Canadian carriers and pre
sumably, therefore, have an adverse effect on 
our balance of payments.

One would assume, therefore, that we 
would try to make that up by getting corres
ponding rights in the other country so that 
the balance that now exists would, as far as 
possible, be retained. That is the general 
principle on which we try to do these things.

Mr. Nowlan: So you do the detailed work, 
but actually the government say that Alitalia 
will come into Toronto.

Mr. Pickersgill: I do not think the govern
ment considers these matters solely as 
between airlines. I would assume—I know it 
was the case when I was a member of the 
government and perhaps I should not be so 
coy—but I think these receipts and disburs
ements in respect of air service are part of 
the invisibles of our total trade. One would 
pay some attention, I think, in these matters
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not just to what the Canadian airline would 
lose and the foreign air carrier would gain 
and vice versa, but one would also pay some 
attention to the total balance between the two 
countries.
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Mr. Nowlan: But my question is, does the 

CTC do this balancing and not the Depart
ment of Transport?

Mr. Pickersgill: We try to provide statistics 
solely with respect to the air service, but I 
have no doubt that the Minister of Trade and 
Commerce and the Minister of Finance also 
would provide statistics about the general 
effect that this would have on the total bal
ance of trade which is also pretty important.

Mr. Nesbitt: Is public convenience in these 
matters taken into consideration?

Mr. Pickersgill: Yes. I would think so, and 
I think most Canadians would prefer to see 
people travel on the Canadian airlines.

Mr. Allmand: I have another question, Mr. 
Pickersgill. Some experts, including the 
Canadian Air Traffic Control Association, 
have alleged that there are not now enough 
air traffic controllers in the Toronto and 
Montreal areas and this constitutes a danger 
to air traffic. Are these complaints a concern 
of the CTC or is it purely a governmental 
decision whether we should have more air 
traffic control facilities in the Montreal and 
Toronto air traffic control areas?

Mr. Pickersgill: I think perhaps I ought to 
answer the question this way: Railway safety, 
traditionally and legislatively, was a function 
of the old Board of Transport Commissioners 
and is a function of the Canadian Transport 
Commission. Air safety is a function of the 
Department of Transport, and therefore it 
does not come within the ambit of the Com
mission at all, by law.

Mr. Nesbitt: I have a further supplemen
tary; that is a very good point, Mr. Allmand.

The Chairman: A supplementary, Mr. 
Nesbitt?

Mr. Nesbitt: Recently Mr. John David Lyon, 
President of Canadian Air Traffic Control 
Association, said during a press interview 
in Calgary, apparently, in early November 
that there had been 12 near misses of aircraft 
collisions in Canada in the last year. No spe
cific airline was mentioned. Would you care 
to comment on that statement by Mr. Lyon?

Mr. Pickersgill: I do not think it would be 
proper for me to comment on that. I think 
that question would be more appropriately 
introduced on the Department of Transport 
estimates because we have no responsibility. 
It is the Department of Transport that has the 
responsibility for the air traffic controllers and 
for air safety.

Mr. Nesbitt: That does not come under the 
Commission in any way?

Mr. Pickersgill: No; railway safety does, 
but not air safety.

Mr. Allmand: But does not the allocation of 
air corridors and air schedules come under 
the CTC? Does not the CTC decide, for exam
ple, whether regional air carriers should have 
lines from Montreal to Sudbury and North 
Bay.

Mr. Pickersgill: In that sense, yes, whether 
there should be services, but it has nothing to 
do with whether they apply at this altitude or 
that altitude, or on this air path or that air 
path; those are matters for the Department of 
Transport.

Mr. Allmand: But in allocating and decid
ing whether you will grant regional air ser
vices or other services to a certain city, you 
do consider the present traffic that must go 
into that airport.

Mr. Pickersgill: We always consult the 
Department of Transport to find out whether 
or not there are facilities so that they can 
operate, because it would be rather silly to 
give them a licence to operate when they 
could not physically do it.

Mr. Allmand: When the Canadian Trans
port Commission was set up the statute pro
vided that there would be certain research 
functions associated with it. I was wondering 
whether any research is being done at pres
ent, or whether any is contemplated with res
pect to the whole problem of getting passen
gers and their baggage out of an aircraft and 
into the middle of the city. In Montreal you 
can spend more time going from the Queen 
Elizabeth Hotel to the Dorval Airport than 
you do in going from Toronto to Montreal.

Mr. Pickersgill: Would you mind if I had a 
brief word with the Chairman? I am suggest
ing, since we are embarking on a new topic, 
Mr. Allmand, that perhaps I can have about 
two minutes to reflect on this, if the Commit-



92 Transport and Communications November 28, 1968

tee does not mind. It is rather a long time 
from 9.30 until 1.00.

The Chairman: I think the Committee 
agrees on that; as a matter of fact, I think we 
can all do it—your Chairman first.
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A short recess was taken
Upon resuming

The Chairman: Order, please. Gentlemen, 
before we proceed further may I say that we 
have one member of the Steering Committee 
that has to leave and I will entertain a motion 
for a substitute to replace him at the steering 
committee meeting this afternoon.

Mr. Mahoney: I move that Mr. Allmand 
substitute for Mr. Mahoney on the steering 
committee for the meeting this afternoon.

The Chairman: Are you requesting a 
replacement too?

Mr. Thomas (Moncton): I move that Mr. 
Nesbitt replace me.

The Chairman: Then there will be two 
replacements.

Mr. Skoberg: I would expect Mr. Schreyer 
will be back, Mr. Chairman. He had another 
commitment.

An hon. Member: Mr. Mahoney has to 
represent his constituents somewhere else.

Motions agreed to.

Mr. Pickersgill: Would you please repeat 
your question?

Mr. Allmand: When the Canadian Trans
port Commission was set up a research facili
ty was supposed to be established in connec
tion with it. Are these research facilities being 
used in any way to try to solve the problems 
of city to airport transport—not just from the 
airport. I understand that research is being 
done in the United States on ways of bringing 
passengers and baggage almost right from an 
aircraft right into the city in order to cut 
down on all this lost time between getting off 
an aircraft and getting into the city. Is your 
Commission or anybody else doing any of this 
research, or are there any new methods being 
proposed?

Mr. Pickersgill: Yes, there is research being 
done co-operatively by the Department of 
Transport and the research division of the 
Canadian Transport Commission on this prob

lem. A lot of different possibilities are being 
looked at. I think that it is going to be some 
little time before some of these rather far-out 
means of doing these things are going to be 
developed sufficiently so that one can deter
mine which is the best method. However, I 
have not any doubts in my mind that when 
you buy an airline ticket say, from Paris to 
Montreal, in the future, you will get on a 
vehicle somewhere in the middle of Paris— 
this will be included in your passage—which 
will take you right to the plane at the airport, 
and your luggage probably will be transport
ed in some kind of container. Then, at the 
other end, unless you want to stop at the 
airport, the container will be transported, and 
so will you, right to the centre of the city— 
and in some cases it may be to more than one 
place in the city. I do not see how the present 
system can subsist very much longer. I am 
sure that every person here experiences the 
same thing as I do—a terrible lot of exasper
ation at the end of a journey, in having to 
wait for your baggage—no matter how effi
cient the airline is and no matter what airline 
it is. My baggage always seems to be the last 
to come off and once in a while it does not.
• 1150

Mr. Allmand: Have any applications been 
made or have there been any definitive 
proposals made with respect to helicopter ser
vice from downtown Montreal to the airport, 
and the same thing in Toronto?

Mr. Pickersgill: My recollection is that 
there were several approaches made to the 
old air transport board—I do not think there 
has been one since the Commission was estab
lished—and not one of them ever looked as 
though it would come within miles of paying. 
You know, transport by helicopter is a very 
expensive mode of transport and most people 
just will not pay it for the relatively small 
saving of time that there is.

Mr. Allmand: It was done during Expo— 
they transported people from Montreal air
port right to the Expo island.

Mr. Pickersgill: Yes, I know.

Mr. Allmand: I do not know whether or not 
it paid.

Mr. Pickersgill: I do not know whether it 
paid or not. A lot of people who went to Expo 
were willing to pay a little extra, you know. 
If I may put it this way, it was the binge of a 
lifetime. But for regular transport I would 
not think the helicopter is very apt to be the
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answer. My own view is that the most likely 
answer is some form of uninterrupted surface 
transport with no crossings of any kind. 
There are a lot of these things being devel
oped. I have looked at some of these experi
mental things. They are frightfully interesting 
but there is always a dollar sign attached to 
them, and most of them do not have the bugs 
out of them yet.

Mr. Allmand: Is the decision to keep or not 
to keep open the St. Lawrence River up to 
Montreal throughout the year, including the 
winter, a purely political one or did your 
Committee have anything to do with that?

Mr. Pickersgill: Happily when I retired 
from politics I retired from that question. That 
is the burden that has to be borne by the 
Minister of Transport and the government.

Mr. Allmand: Thank you very much, sir.

The Chairman: Does that answer your 
question, Mr. Allmand? Mr. Peddle.

Mr. Peddle: Thank you, Mr. Chairman. I 
would like to ask Mr. Pickersgill a few ques
tions in his role as a lowly, modest layman, 
overworked and underpaid, rather than a 
prudent bureaucrat. First, I understand Mr. 
Pickersgill, the Canadian Transport Commis
sion which you head was formed in Septem
ber, 1967?

Mr. Pickersgill: Jhat is right.

Mr. Peddle: Very closely behind the forma
tion of your Commission came the application 
to abandon the passenger service in New
foundland. As a matter of fact, it was made 
the same month. The date of the application 
is September 29. Was that the first such 
application to come before your Commission?

Mr. Pickersgill: The first such application, 
yes.

Mr. Peddle: Were there others at the same 
time? When was the next application for an 
abandonment?

Mr. Pickersgill: I would not be able to be 
precise about that without looking at a 
chronology.

Mr. Peddle: I quote from the Toronto 
Globe and Mail of September 27 of this year: 

Hearings on the abandonment applica
tions. ..

These are other applications, abandonment of 
branch lines and passenger services.

... have been indefinitely postponed until 
criteria for determining railway operating 
costs can be established. These cost hear
ings are being conducted in Ottawa by 
the CTC's railway transport committee.

Why was permission given to abandon the 
passenger service in Newfoundland without 
the benefit of these new costing procedures. 
Why was the application considered on the 
basis of the old antiquated procedures?
• 1155

Mr. McGrath: Mr. Chairman, before the 
witness answers I would like to make a point 
of order?

The Chairman: On a point of order?
Mr. McGrath: It has to do with my motion 

that has been referred to the Steering Com
mittee. I would like to quote briefly from the 
evidence of our meeting on November 15, if I 
may. Page 13, bottom of the second column:

Mr. Lundrigan: Do we have some gua
rantee that the Chairman will come with 
people who can answer the questions 
next time, like his Vice-Chairman and 
other people he does not have with him 
today, because obviously we are not get
ting answers to our questions. It would 
be very much appreciated, and I am sure 
the Chairman of the Canadian Transport 
Commission would be in full agreement 
with me on that point, that we need defi
nite answers to our questions. If we can
not get them here, where can we get the 
answers? I think he would be in agree
ment that next time he should come well 
equipped with people who can answer 
the questions directly.

And an honourable member interjected:
Including one from the CNR, Mr. 
Chairman.

Then Mr. Pickersgill:
Mr. Pickersgill: Mr. Chairman, I am at 

the service of the Committee to the great
est possible extent. I recognize that all 
officials have a duty to satisfy the legiti
mate inquiries of Members of Parliament 
and I will do my very utmost to do that.

Now, I raise that point, Mr. Chairman, and I 
think the records should note and you should 
bear in mind when the Steering Committee 
meets that there was an undertaking implied 
in what Mr. Pickersgill said, to have his
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officials come before us at the next meeting, 
including, I submit, the Vice-Chairman who 
is his legal adviser and, of course, the Chair
man of the Railway Committee, because we 
are getting back into questions of a detailed 
nature which Mr. Pickersgill could not be 
expected to answer. I submit that the Steer
ing Committee should bear this in mind that 
there was an undertaking made, in my opin
ion, to have his officials here this morning.

The Chairman: If I can answer, I think 
your point of order is taken, and we will 
discuss that at the Steering Committee when 
we meet right after this meeting. We have 
already agreed to this, and I think we can 
discuss it at the Steering Committee. Is not 
that understood?

Mr. McGrath: Oh yes, Mr. Chairman. You 
are quite right. I raised a point of order so 
that the Steering Committee will take this into 
account. It is going to meet shortly, and if we 
are to continue with this investigation of 
these Estimates, this should be borne in mind 
when the Committee is considering my 
motion.

Mr. Pickersgill: I think Mr. McGrath has 
implied that I gave an undertaking to the 
Committee. I really do not think that my 
language bears the interpretation that he has 
put upon it, and I do not think I should enter 
into any dispute with him. But I would not 
like, by my silence, to appear to assent to the 
view that I had undertaken to do anything 
that I had not done. I said I would do my 
utmost to do that, that is, to satisfy the inqui
ries. Now the particular questions that were 
raised that I did not feel like answering at 
that time I indicated at the beginning of the 
meeting today I was ready to answer. They 
have not been put to me again, but I am 
ready to answer them at any time.

Mr. McGrath: You said you would do your 
utmost to satisfy Members of parliament, in 
other words to bring these officials here. 
Surely if you had suggested to your Vice- 
Chairman that he should be present this 
morning, he would be here.
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The Chairman: We will discuss that at the 

Steering Committee. I go back to Mr. Peddle.

Mr. Peddle: I do not think Mr. Pickersgill 
answered my question.

Mr. Pickersgill: No, I was not given an 
opportunity.

Mr. Peddle: Well, it is back to Mr. Pickers
gill then, rather than back to me.

Mr. Pickersgill: You asked a question as to 
why the Newfoundland application was heard 
before the costing inquiry was held. This was 
done because the Canadian National Railways 
had indicated that they attached some urgen
cy to this application because they wished to 
substitute for a system of transport which 
was losing, according to them, over a million 
dollars a year, though the Commission did 
not agree entirely with them and reduced the 
figures somewhat. They wished to substitute 
for it a service which, in their opinion, would 
be a better service and would pay. Having 
regard to the financial position of the country, 
it seemed not unreasonable to begin those 
hearings.

My own opinion is that if anyone had 
objected at those hearings, any competent 
person had objected that they should not be 
proceeded with because the costing inquiry 
had not yet been held, that this would proba
bly have had to be taken into account. But of 
all the eminent witnesses who appeared, to 
the best of my recollection and I read the 
whole record, no one questioned the figures at 
the hearings. What was argued by certain 
witnesses at the hearings was that notwith
standing the fact that there was a loss, the 
service should still continue.

Mr. Peddle: That strikes me as being a 
very flimsy basis for abandoning a passenger 
service in a whole province because the CNR 
regard it as urgent. I am suggesting, sir, that 
the urgency of the CNR resulted in this thing 
being—as a gentleman across here said—rub
ber stamped. I support that with a document 
that I am not even supposed to have, but I 
have it, an analysis of various expenses.

The Act under which your Commission 
works, the Act that governs your Commission, 
states that the CNR when they are making 
such an application will support it with 
figures for a number of years, a certain num
ber, any number that your Commission dic
tates. This application was supported with 
only the expense figures for one year, and I 
think it is very reasonable to assume that 
when the application was made to abandon a 
complete passenger service in a full province, 
your Commission would have insisted upon 
maximum support, rather than the very mini
mum. It is to my way of thinking a very 
unfair situation and one that I am firmly con
vinced was rubber stamped. Almost half of
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the alleged deficit of $918,000 is made up of a 
figure of $429,765 called inside expenses. 
Would you tell the Committee the inside 
what?

Mr. McGrath: Did the Commission under
stand the CNR’s cost accounting system?

Mr. Pickersgill: This case was heard by 
the Railway Transport Committee, acting as a 
court of law under the statute. The Commit
tee has made a decision. That decision is 
appealable and it would, I think, be the gros
sest impropriety for me or for anyone else in 
an official capacity to attempt to retry that 
case without the witnesses or anyone else 
being present. I think I would just have to 
plead, sir, that this is not a question, since 
this is a question about a decision that has 
already been rendered in a lawful manner. It 
is a decision that Mr. Peddle does not like, 
but the decision has been rendered. It is 
appealable and...

Mr. Peddle: I am questioning figures which 
your Commission dealt with and used as a 
basis for a decision which you rendered, and 
surely it is quite in order for me to ask just 
what this meant. You are the Chairman of 
the Commission.

Mr. Pickersgill: I do not question, Mr. Ped
dle, your competence to ask the question. All I 
am questioning is my competence to answer 
it, or the propriety of my answering it.

Mr. McGrath: But surely you are not sug
gesting that Parliament does not have a right 
to this information?

Mr. Pickersgill: I am not saying anything 
about that at all, Mr. McGrath. What I am 
saying is that the Canadian Transport Com
mission acted under the law as a court of 
law, and it rendered a verdict and Parliament 
said that people who were dissatisfied with 
that verdict had a right of appeal. They have 
a right of appeal and up to now no appeal has 
been made, and it would be a shocking 
impropriety, it seems to me, for me to try to 
substitute myself for the court of appeal set 
out by Parliament.
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Mr. Peddle: Then you are suggesting, sir, 

that every question that we ask on this sub
ject is out of order?

Mr. Pickersgill: No. I am not suggesting 
anything about the questions at all, Mr. 
Peddle.

Mr. Skoberg: Mr. Chairman, the member 
was just referring to the cost accounting. As 
he stated in his opening sentences, that with 
the establishment of the Canadian Transport 
Commission, that it inferred there would be 
no further abandonments until the cost 
accounting hearings were completed. Is this 
correct, Mr. Pickersgill?

Mr. Pickersgill: No.

Mr. Skoberg: Is this not what you said?

Mr. Peddle: No, I did not say that. I just 
asked why in this case the thing was rushed 
through without giving Newfoundland, the 
same as the other provinces, the benefits of 
these new streamlined costing procedures.

Mr. Pickersgill: I gave the answer to that 
question.

Mr. McGrath: I have a supplementary 
question, Mr. Chairman, because we have 
noted another reference to the fact that this 
decision is appealable. Mr. Pickersgill in his 
capacity as a witness said this, and the 
Minister said so in the House, but they have 
yet to say to whom the appeal is to be made.

Mr. Pickersgill: If you would look at the 
records you would see I said it quite clearly 
the other day, and I repeat, this can be 
appealed to the Privy Council. It could have 
been appealed any day, it can still be 
appealed.

Mr. McGrath: To the Governor in Council?

Mr. Pickersgill: To the Governor in 
Council.

Mr. McGrath: What is the procedure for 
such an appeal.

Mr. Pickersgill: The procedure is simply to 
address a communication to the Governor in 
Council stating that you do not agree with 
the decision and asking them to consider your 
appeal.

Mr. Nowlan: Can we get Mr. Jamieson to 
carry this communication to the Governor in 
Council?

Mr. Pickersgill: There were certain sugges
tions that I read in the newspapers that the 
railway unions were going to appeal, and I 
noticed an announcement just the other day 
that they had decided not to. They, apparent
ly, are quite conversant with the proper 
procedure.

29253—3
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Mr. Peddle: Mr. Pickersgill, did I under
stand—I am getting a little confused here. I 
asked a question on this item, “inside 
expenses”, which constituted just about half 
of the alleged deficit. Did I understand that 
you will not comment on that?

Mr. Pickersgill: I do not think it would be 
proper for me to comment on that.

Mr. Peddle: Is there anybody who would 
comment on it. This is a serious situation. The 
question is, did the commissioners just take 
this and look at it without knowing what it 
was or questioning it? I am asking about half 
the deficit which they were given permission 
to abandon on, on the basis of it—inside 
expenses, $429,765. Surely in this country of 
ours there must be somebody who can 
explain this, and if it is not the Chairman of 
the Canadian Transport Commission, who is 
it? Where do I go?

Mr. Pickersgill: Mr. Peddle, may I put the 
question to you this way. If a case had been 
heard and a decision rendered by one of the 
judges of the Supreme Court of Newfound
land, would you feel that a committee of the 
Legislature could summon him before them 
and ask him to explain how he had reached 
his decision when the law provides that if 
you do not like it, you can appeal to the other 
judges?

• 1210

The law here provides that an appeal can 
be made from this decision to the Governor 
in Council and the decision has been made. It 
has been made by the Canadian Transport 
Commission. It is true, I did not sit on the 
case myself, but I am one of the members of 
that Commission and I am not, I think, doing 
anything except what is appropriate and right 
in the circumstances in saying that it is not 
my function and it would not be proper for 
me to attempt to explain to anybody how the 
other commissioners arrived at the conclusion 
they did.

Mr. Peddle: I suggest, sir, that you do not 
know, and I would also suggest that if the 
other commissioners were here they would 
not know either.

Mr. Pickersgill: I would suggest, with great 
respect, that if they did know they should not 
explain it.

The Chairman: Mr. Pringle?

Mr. Pringle: I can understand the concern 
of the people of Newfoundland with regard to 
this problem. This is the second session that I 
have attended—I have been away—and we 
have spent almost 100 per cent of our time 
discussing this one problem which seems to 
me is turning our Transport Committee into 
an appeal board.

I understand there is such a thing as an 
appeal board in the Privy Council that can 
handle this work and is this not where this 
should be done? I appreciate and am sympa
thetic toward your problem, but this is the 
Transport Committee and I live in Western 
Canada and we would like to talk about a few 
things out in our country as well.

The Chairman: Order, please.

Mr. Pringle: Mr. Chairman, we have the 
Chairman of the Transport Commission here 
and I am just asking a few simple questions 
concerning the working of his Commission, 
and if it is out of order, well...

Mr. McGrath: I have listened to the point 
of order with great respect but this is not a 
problem peculiar to Newfoundland; this is a 
national problem because there is a great 
principle involved here and this is what we 
are getting at. The principle is that the rail
way should suddenly have to pay its own 
way. Surely that is not the basis on which 
public transportation in this country is 
founded.

The principle is that the railway now has to 
pay its own way and if we are to accept that 
principle then we must be prepared to accept 
abondonment of railways in other provinces. 
They have already talked about abandonment 
in the Province of Prince Edward Island; per
haps your province is next.

The Chairman: Mr. Allmand?

Mr. Pringle: They have not abandoned 
railroads.

Mr. McGrath: Have they abandoned the 
entire passenger service in your province?

The Chairman: Mr. Allmand?

Mr. Allmand: Mr. Chairman, Mr. Peddle 
has put forward the suggestion that perhaps 
the Transport Commission made its decision 
on this matter without considering proper 
evidence with respect to costing, and so forth, 
and that perhaps they should have waited 
until they had new methods and had heard 
all the facts with respect to costing. What he
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is really doing is questioning the soundness of 
the decision of the Transport Commission.

Since the Act that set up this Commission 
provides for an appeal, what you do in those 
cases is take an appeal. You do not—and Mr. 
Pickersgill mentioned this—call a judge into a 
committee of Parliament and ask him why he 
made a decision. When they made that deci
sion it was a written decision. It is available 
to everybody and they give their reasons. 
Perhaps their reasons are wrong but the 
proper recourse is to appeal that decision as 
the law sets out.

Now, if the Governor in Council supports 
the decision of the Transport Commission, 
they have to take the political heat. If they 
make a decision that the Transport Commis
sion was correct, that the allegations that are 
made in the appeal are not founded—in other 
words, let us say some of the allegations that 
Mr. Peddle made—then the Minister and the 
government, when they make that decision, 
have to take the political heat, but I do not 
think this Committee can review the judge’s 
reasons for making a decision. The proper 
way of doing it is to appeal it.

Mr. Nowlan: On a point of order, Mr. 
Chairman, with all due respect to Mr. Pick
ersgill, I think it was Pickersgillian logic to 
draw the analogy between a judge in a court 
of law and a decision of the Canadian Trans
port Commission on this application. Now, 
whether Mr. Peddle’s question as initially 
framed, and as answered by Mr. Pickersgill is 
correct and what Mr. Allmand said about 
questioning the actual reasons for judgment 
of the CTC, I think most likely is a valid 
point. I do not accept the proposition that Mr. 
Pickersgill is here as a judge of the Supreme 
Court or any other court. I think this is just a 
red herring. I think Mr. Allmand has a point 
about Mr. Peddle’s questioning the reasons 
for judgment, but I do not accept, and frank
ly I do not understand, why Mr. Pickersgill 
cannot answer.

We could have someone from the Railway 
Committee of the CTC or whatever it is 
called now to explain—I do not know wheth
er Mr. Pickersgill knows what it is—how that 
inside expense is broken down and how it is 
assessed under the old accounting procedures 
or the new accounting procedures; in other 
words, an explanation of the inside expenses, 
not an attack on the reasons.

Now, Mr. McGrath, we are all Canadians 
from Newfoundland all across the country. 
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From the explanation that I think we are 
entitled to ask the Chairman or someone in 
his Commission, from those explanations to 
this legislative committee—that is the com
mittee that has some power in the CTC—then 
Mr. Peddle can go and make his appeal to the 
Cabinet and sound off and make any other 
allegations he wants. But to have an explana
tion of the inside expense of half the—if he 
happens to have his explanation and perhaps 
should not have had it, but to me it is a 
legitimate question to ask for an explanation, 
not to attack the reasons for the CTC decision 
here.

I am at cross-purposes in part with Mr. 
Peddle. The other thing I cannot understand, 
Mr. Peddle, which we did ask you for, which 
again is an explanation from the Chairman of 
the Commission, if the Act says as he 
alleges—and I do remember there was some
thing in this Act because I was at Committee 
hearings—that you would take a period of 
years to make your assessment of variable 
expenses why in this case—and this is cer
tainly a question which is proper to the 
Chairman of the CTC who has to take respon
sibility for the CTC—do they just take one 
year?

Those are questions that I think are for 
information. Mr. Peddle and Mr. McGrath 
and everyone else can do with the informa
tion what they will in another forum, per
haps, but I think this is a legitimate point

Mr. Pickersgill: There is no question what
ever with Mr. Peddle’s question as to why 
this matter was dealt with before the costing 
order was made. I thought it a perfectly 
proper question and I gave the best answer I 
could, which happened to be the truth. He 
thinks that we made a mistake in doing that 
and he is perfectly entitled to think that, but 
his other question deal with the evidence that 
was before the Commission in reaching its 
decision and I think I have to agree with 
what Mr. Pringle said, that when he asks me 
to comment on that evidence he is asking me 
to retry the case without the witnesses who 
were there in the first place.

Mr. Nowlan: Mr. Chairman, if I may inter
cede, from what I understand Mr. Peddle is 
not asking the Chairman to comment on his 
comments about the decision, but is asking 
for an explanation of a figure that was 
advanced at the hearing.
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Mr. Pickersgill: Those figures were avail
able and no witness at the hearing, to the best 
of my knowledge, questioned them, and the 
decision was then reached. It seems to me 
that if Mr. Peddle wishes to argue that the 
decision was reached improperly, that the 
evidence was used improperly, this, is some
thing that should be done in appeal.

Mr. McGrath: But we cannot do that unless 
we first of all have a chance to examine the 
Chairman of the Committee who exercised 
his judgment on this evidence and we want to 
know how he arrived at this judgment.

Mr. Pickersgill: Well, exactly, and...

Mr. McGrath: And in order to do that we 
must know what the evidence was. We do not 
know...

Mr. Pickersgill: My point is very simple 
about that. There is a written decision and, as 
I understand it, when a court gives a written 
decision that constitutes the reasons for judg
ment.

Mr. McGrath: This is not a court; it is a 
tribunal. It is not a court of law.

Mr. Pickersgill: It is a court of record, the 
law says so. And the law provides...

Mr. McGrath: Are you Mr. Justice Pickers
gill? It is a poor analogy.

Mr. Pickersgill: It may be a poor analogy, 
but Section 53 of the Railway Act provides a 
procedure for an appeal from a court.

Mr. McGrath: How can we have a judicial 
tribunal with a layman as its head? I think 
this is a red herring, as somebody said, in 
order to prevent the Committee from proper
ly examining this whole business.

Mr. Nowlan: Mr. Chairman, we are exam
ining the CTC Chairman. This has been an 
activity, perhaps the first one of the CTC. I 
say and I repeat that I do not think anyone 
can question the reasons of the CTC, but I 
think as a member, that this is not completely 
a court of record because you, sir, with all 
respect for all your ability and knowledge of 
transportation, did not receive your appoint
ment as judges are appointed.

This is a quasi-court and it is administra
tive as someone has said, but you cannot use 
the analogy of a court and Mr. Peddle may 
decide, if he has an explanation of that sub
stantial figure, that there is not any reason to 
take it any further.

An hon. Member: Hear, hear.

Mr. McGrath: But he is here as a legislator, 
examining the activities of CTC—and this is 
one of the first acts of the CTC—and I 
believe very strongly, Mr. Chairman, that he 
can ask for information because...

Mr. Pickersgill: About the evidence?

Mr. McGrath: Yes, he can ask for informa
tion on that figure because it so happens that 
this is not a court. You have to come before 
the Committee and explain your activities for 
the year and this is one of the major ones so 
far as Newfoundland is concerned.
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The Chairman: Order, please. First of all, 
concerning the question of Mr. Peddle, I 
think this question was out of order according 
to the rules which say very clearly:

All references to judges and courts of 
justice and to personages of high official 
station, of the nature of personal attack 
and censure, have always been consid
ered unparliamentary,...

Mr. McGrath: What does that have to do 
with this, Mr. Chairman?

The Chairman: “All references to judges 
and courts of justice"...

Mr. Nesbitt: That is a bit much.

The Chairman: Yes, but this appeared 
before the Commission. The judgment was 
rendered before the Commission.

Mr. McGrath: Mr. Pickersgill is the one 
who made the analogy between his Commis
sion which is, as I say, an administrative 
tribunal and a court of law.

Mr. Pickersgill: May I read from the 
National Transportation Act, Section 6, sub
section (2). There is no analogy; it says:

The Commission is a court of record...

Mr. Pringle: ... possible for these gentle
men to take this problem to the Appeal 
court. We are into an appeal now. I under
stand they wish to reverse the decision. Is this 
not the only thing that really could be gained 
from it apart from this principle which is 
very doubtful because we have been aban
doning railroads in western Canada for years; 
as long as I can remember. And we have 
been abandoning the railroad stations and 
post offices and a few other things because it
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was felt that we should do so. It seems to me 
that to reverse a decision you must have an 
appeal and I think this should be the proper 
approach. Why can they not have an appeal 
to the proper court and let transportation get 
on with its business?

Mr. McGrath: Mr. Chairman, I repeat with 
great respect that we are not interested in 
this solely for the reason of trying to set aside 
this decision, desirable to some as that may 
be, but there is a precedent being set here, a 
very dangerous precedent. What is to stop the 
Commission from going all across the country 
and abandoning services in all of the prov
inces if they are not paying? This is the point 
that we are concerned with here. They have 
set a precedent and we want to examine it to 
see if it is a good precedent because we do 
not think it is.

Mr. Nowlan: Mr. Chairman, on this point, 
does Mr. Pickersgill’s suggestion go this far, 
that it could affect the Fraser Valley? I do not 
know where the CTC would come into this, 
but on this Roberts Bank thing on the routes, 
and if some matter comes before the CTC 
affecting Roberts Bank, next year you are not 
going to come before this Committee and if 
Mr. Pickersgill or some other representative 
of the CTC is here you are going to be fore
closed and prevented from asking questions. 
You may want to attack the decision, because 
it may cut through your farm, but at least 
you can ask as a legislator to a legislative 
tribunal. That is what this is; this is not a 
court of law. This is a legislative tribunal and 
you as a member from your area certainly 
would be entitled to ask and seek information 
to, I think, suggest to you whether you want 
to take it any further on the Roberts Bank.

Mr. Pringle: Mr. Chairman, I merely make 
my point simply because we have been at it 
now for two full sessions and I think as legis
lators—and I agree with Mr. Nesbitt that I 
am a bit new here—but I am also a business
man. The thing that we like to do in business 
is once in a while get something accom
plished. Is this not what we are supposed to 
do in Parliament, or in committee? We have 
heard repetitions and so on to the point 
where to me it seemed we were in a position, 
Mr. Chairman, where we were attempting to 
hold a hearing which I do not believe is our 
function. I agree that they should ask ques
tions, yes, but we have heard so many ques
tions and are we going to keep on that...
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Mr. Peddle: Mr. Chairman, I would have 

been finished half an hour ago if this question 
had not been raised.

The Chairman: Just a moment. Order, 
please. Mr. Benjamin.

Mr. Benjamin: Surely we are off the point 
of contention completely. I do not think the 
gentleman was asking Mr. Pickersgill to com
ment on the reasons for the decision. He was 
purely and simply only asking what that 
inside cost figure means. That is all he was 
asking. If Mr. Pickersgill does not have that 
information, then let us get a CNR vice-presi
dent here to find out. He was not asking Mr. 
Pickersgill to comment on the validity or 
non-validity of the decision that was made by 
the tribunal. He was only asking for a break
down of what those inside costs are and what 
they mean. That is all.

Mr. Pickersgill: The full point is that those 
figures were part of the application. They 
were part of the material that was considered 
in reaching the judgment. They are what I 
perhaps in my unlearned way call the evi
dence in the case. A decision has been made 
by my brother commissioners on that evi
dence and I do not think that I should try to 
explain why they reached the decision or why 
they accepted or rejected that decision.

Mr. Benjamin: He is not asking you to 
explain why they accepted or rejected that. 
He is asking you to explain what are the 
inside costs and how they break down. That 
is all. He is not asking you to justify or not.

Mr. Pickersgill: I think I would agree one 
thing you said—that it would be a much more 
appropriate question to ask the CNR when 
they are before you.

The Chairman: Mr. Peddle?

Mr. Peddle: Mr. Chairman, I just want to 
read a line from the official report of Messrs. 
Jones, Woodard and Irwin, who were the 
Commissioners. The top line:

The Committee had an opportunity to 
inspect a prototype bus at St. John’s in 
December and, unquestionably—

very emphatic, this is “unquestionably,”
—these vehicles will be clean, modern, 
comfortable and fast.

Can somebody tell me how you can go out 
and look at a bus and tell that it will be clean
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and it will be modem and it will be comfort
able and it will be fast. This is the kind of 
statements that go throughout this judgment. 
The whole thing is interspersed with this type 
of thing and to my mind it is just plain 
nonsense. There is no way in the world of 
making any sense out of it. Look at a bus and 
tell us that it is going to be clean, and fast, 
and comfortable.

The Chairman: Mr. Skoberg, have you a 
supplementary?

Mr. Skoberg: It was implied by Mr. Pick- 
ersgill that the Commission acts as a court of 
law as such and he referred to the second 
section for clarification purposes.

(2) The Commission is a court of record 
and shall have an official seal which shall 
be judicially noticed.

Were you referring that with the wording as 
such in this National Transportation Act, this 
makes the Commission a court of law or if 
their records will be judicially noticed. Is this 
correct?

Mr. Pickersgill: Yes.

Mr. Skoberg: It is not a court of law.

Mr. Pickersgill: It is a court of law for 
certain limited purposes and its decisions are 
appealable; and they are appealable both to 
the Governor in Council and, in certain cir
cumstances, to the Supreme Court of Canada. 
And that is all set out in the law. It seems to 
me that anyone who is aggrieved by the deci
sion or thinks it was improperly made has 
recourse to the provisions for appeal that 
Parliament made.

Mr. Skoberg: Even though these Commis
sioners on there are not judges in their own 
right at all.

Mr. Pickersgill: They are Commissioners.

The Chairman: Mr. Peddle, have you 
finished?

Mr. Peddle: No, I am not finished, but I 
cannot get anywhere, Mr. Chairman, so there 
is no point in pursuing this thing.

The Chairman: Mr. Carter?

Mr. Carter: Mr. Chairman, getting away 
from the abandonment just for a moment—I 
intend to come back to it. I think my friends 
across can tolerate another few minutes of it.
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There are 90 miles of water, sir, separating 
Newfoundland from the rest of Canada.

Mr. Pickersgill: You mean to the south.

Mr. Carter: Yes, to the south—the ferry 
from point to point.

Mr. Pickersgill: It is only nine miles at the 
north.

Mr. Carter: Nine miles from the upper sec
tion there. The point I am making, Mr. Chair
man, is that these are 90 expensive miles as 
far as Newfoundlanders are concerned. Can 
the Chairman tell me if the rate charged on 
the ferries for freight and passengers is com
puted on the same basis as regular road type 
rail passenger and freight traffic?

Mr. Pickersgill: The freight tariffs are 
exactly the same as though it were 90 miles 
of railway. There was a case taken I think to 
the Supreme Court shortly after Confedera
tion. There was some difference with the 
Canadian National, and I believe the Govern
ment of Newfoundland took the case and they 
won the case. It is interpreted as being that 
many miles of railway and the same rates 
that apply to the railways apply to freight 
passing over that 90 miles. If it is intra
region or is going west out of the region it is 
subject, of course, to 30 per cent under the 
Maritime Freight Rates Act.

Mr. Carter: Mr. Chairman, to move a car 
on that ferry, which is only 90 miles, is about 
$50, I believe. Is it not?

Mr. Pickersgill: I was only answering the 
question about the railway—the freight. 
Motor cars are carried on the ferry on an 
entirely different basis. The motor traffic on 
that ferry is not railway traffic at all.

Mr. Carter: Should they not be subjected to 
the same regulation as that prevailing on 
trains, or regular—

Mr. Pickersgill: I do not know what the 
rates are for carrying a motor car on a train, 
but they are not very small. The Maritime 
Freight Rates Act does not apply to the car
riage of a motor car that is driven on the 
roads and then taken on the ferry.

Mr. Carter: Does this same thing, Mr. 
Chairman, apply to trailers which bring 
things back and forth? Truck type trailers.
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Mr. Pickersgill: I understand that the 
Canadian National cannot carry its own trail
ers at any lower rate than it carries the trail
ers of competitors.

Mr. Carter: Mr. Chairman, I think the 
Committee members are wondering why we 
are making such a fuss about this CNR thing, 
but I hope they appreciate that to Newfound
landers, this is very, very important.

A statement was made by the Canadian 
National’s Operation Manager, which the peo
ple of St. John’s read on October 28 in reply 
to their question with regard to bus shelters 
in the event that they are unable to drop 
passengers off at certain points because of 
snow storms and so on. They asked what 
would happen if they had to take them to the 
next point, two or three or four or five or a 
hundred miles further on. And his answer 
was that these people would be charged for 
the additional run and they would have to 
pay to get back to their original destination. 
Does the Committee wonder why we are 
upset and why we are questioning certain 
statements made by the CTC? Are you aware 
of this statement, Mr. Pickersgill?

Mr. Pickersgill: No, I was not aware of that 
statement. I do not think I should comment 
on it because that is a statement by the 
Canadian National Railways and you will 
have the Canadian National before you in due 
course and you can ask them about their 
officers. I do not think it is appropriate for 
me to comment.

Mr. Carier: I am wondering, Mr. Chairman, 
if we can ask, because we are asking ques
tions concerning this abandonment which is 
very important and...

Mr. Pickersgill: I think perhaps I should 
draw your attention to another statement by 
the Canadian National Railways which was 
made, I believe, the day they were given the 
franchise to operate their bus. That was to 
the effect that they intended, notwithstanding 
the judgment of the Canadian Transport 
Commission, to continue to operate the train 
throughout the whole winter on the same 
schedule as they did a year ago. So no train 
has been abandoned at all.
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Unfortunately the day before yesterday, I 
am advised, the train was unable to go 
beyond Bishop’s Falls when it was on its way 
from St. John’s to Port aux Basques and the

passengers had to be taken in the bus the rest 
of the way. But that is just a little bit of 
history.

Mr. Nesbitt: Just a point of order, Mr. 
Chairman. The Chairman of the Commission 
has just told us that we will be able to ques
tion officials of the Canadian National Rail
ways when they appear before this Commit
tee. As I understand it, do we have any 
authority to have the officials of the CNR or 
Air Canada before this Committee at the 
present time?

Mr. Pickersgill: Not at this present time, 
but I cannot answer for them even if they are 
not coming. But they always do come every 
year.

Mr. Nesbitt: We are not having them this 
year, Mr. Chairman. It would be news to me 
if we are.

The Chairman: We will have them. I think 
I mentioned before that we will have them on 
the annual report. When that will be I do not 
know. I think they will be on the annual 
reports of the Canadian National Railways 
and Air Canada.

Mr. Nesbitt: If the government refers it to 
us. At the moment we have no authority.

The Chairman: No.

Mr. Carter: I wonder if you could explain, 
Mr. Chairman, the statement a moment ago 
about the train that could not get farther than 
Bishop’s Falls and had to ...

Mr. Pickersgill: I probably should not have 
said it because it was just a report—a news 
report like to a lot of others that have been 
referred to.

The Chairman: Are you finished, Mr. 
Carter?

Mr. Carter: No, I am not, Mr. Chairman. I 
too would like to know why the year 1966 
was singled out as having shown a deficit of 
$918,000, a part of which, of course, is now 
questionable—why that one year was singled 
out and not other years taken or an average 
broken down over so many years in the 
Canadian National's application to the CTC. 
Any explanation?

Mr. Pickersgill: This again would be simply 
going into the case that was before the Com
mittee and attempting to set my judgment 
against that of those who have the responsi-
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bility of doing it would not, I think, be very 
helpful to anyone.

Mr. Carter: Yes; but can the Chairman of 
the CTC tell us if their whole decision rela
tive to the $918,000 was based on the opera
tions of the CNR’s Newfoundland service in 
1966?

Mr. Pickersgill: The basis of their decision 
is set out in their judgment.

Mr. Carter: In other words, you do not care 
to answer my question?

Mr. Pickersgill: I do not care to give any 
judgment different from the one that has 
already been given by the Commission.

Mr. Carter: But you do not care to answer 
my question whether it was wholly based on 
the year 1966?

Mr. Pickersgill: I could not answer that 
question, Mr. Carter, because I did not make 
the decision and I did not participate in mak
ing it.

Mr. Nowlan: I have a supplementary, Mr, 
Chairman. Mr. Pickersgill really did not 
answer this, because Mr. McGrath came in on 
a point of order after Mr. Peddle posed the 
question. Is it correct—and I think this is 
within your ambit of competence although 
there may be disagreement about other 
areas—as Mr. Peddle read from the Globe 
and Mail, that since the CTC disposed of the 
Newfoundland train all other applications for 
abandonment have, in effect, been held up 
until these new concepts and procedures have 
been developed?

Mr. Pickersgill: No other application for 
abandonment, either of branch lines or of 
passenger trains, has been heard since, to the 
best of my knowledge.

Mr. Nowlan: In other words, until this 
Newfoundland train is disposed of every 
other application has been postponed, and the 
reason for the postponement is to consider 
these procedures and for a review to be made 
and completed; is that right?

Mr. Pickersgill: The reason is that they 
could not be done concurrently.

Mr. Nowlan: Just as an explanation to some 
of the members opposite, and related to the 
point of order that was raised when Mr. Ped
dle was upset about a member questioning 
the time taken, I was in the House—I do not

know whether the member opposite was— 
when Mr. Hellyer said: “Please let this matter 
proceed”—I think if was during the
Estimates...

Mr. Pickersgill: That is right.

Mr. Nowlan: ... “and you will have your 
opportunity to come before the Committee 
and question the CTC officials.” This may be 
one reason for an abnormal amount of time 
being taken on something very important.
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Mr. Pickersgill: That was the present 
Minister.

Mr. Nowlan: It was the Minister’s 
suggestion.

The Chairman: We will get back to Mr. 
Carter.

Mr. Carter: Mr. Chairman, there is not 
much point in asking further questions of the 
hon. gentleman, because we are not getting 
answers. Why waste time?

The Chairman: Mr. Nesbitt, do you have 
further questions?

Mr. Nesbitt: I have questions on another 
subject, but if anyone has further questions 
on this subject perhaps it would be best to 
dispose of them first.

Mr. Skoberg: Mr. Chairman, what ever 
happened to the crossing protection signals at 
Peterborough?

The Chairman: I beg your pardon?

Mr. Pickersgill: I have an answer here 
which I have not had time to read. I have so 
much confidence in the secretary that I will 
read it aloud:

A proposal from the County Engineer 
in 1947, to eliminate the crossing, finally 
in 1959, following correspondence and 
drafting of specific plans—resulted in a 
decision by the then BTC that the 
proposal (a costly one) represented a 
highway improvement and did not war
rant a contribution from the fund. 
However, at the same time the Board 
expressed willingness to contribute 80 per 
cent of the cost of automatic protection. 
City Engineer in reply said municipality 
did not feel it necessary to install auto
matic protection at that time (1959).

A subsequent request to improve the 
road approaches was held to be a high-
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way—and hence a provincial matter. 
There was one non-casualty accident on 
November 3, 1960, (of which we have no 
details). No official representation of any 
kind has since been made.

Mr. Skoberg: Mr. Pickersgill was official 
representation made in 1959 for crossing pro
tection? I missed the first part of that.

Mr. Pickersgill: No.

Mr. H. Arbique (Secretary. Canadian 
Transport Commission): It was proposed by 
the Board. The Board proposed that in view 
of what...

Mr. Pickersgill: The Board decided that it 
was a highway improvement and did not 
warrant a contribution from the fund for a 
grade separation. At the same time, in 1959, 
the Board expressed willingness to contribute 
80 per cent of the cost of automatic protec
tion. But the city apparently rejected that.

Mr. Skoberg: Who initiated the original 
request?

Mr. Pickersgill: The county engineer.

Mr. Skoberg: The county engineer?

Mr. Pickersgill: In 1947.

Mr. Skoberg: For a grade separation.

Mr. Pickersgill: That is the information 
that has been extracted from the files.

The Chairman: Have you finished, Mr. 
Skoberg?

Mr. Skoberg: Yes, thank you.

The Chairman: Mr. Nesbitt?

Mr. Nowlan: Just before Mr. Nesbitt starts, 
Mr. Chairman, may I ask that the Subcom
mittee on Agenda and Procedure consider at 
noon this question of information versus con
demnation of a judgment. It is rather impor
tant, not only in this case, but if committees, 
as is expected, are going to function more in 
the future, then I would like to know, for my 
own edification, just who is correct on this 
point of procedure. Perhaps the Subcommit
tee could consider this and also the avisability 
of calling the legislative counsel this after
noon to give us his interpretation of the pro
priety of asking information on something 
that is an activity of the CTC, separate and 
apart from attacking the CTC.

The Chairman: This will be discussed by 
the Subcommittee immediately after this 
meeting. That was understood and voted on. 
Mr. Nesbitt?

Mr. Nesbitt: On the matter of air carriers, 
it is my understanding that for practical pur
poses air carriers in Canada are divided into 
three groups, and in the parlance of the 
trade, so to speak, I understand they are 
referred to as main line carriers, which, of 
course, are Air Canada, Canadian Pacific Air
lines, as regional carriers; and, as the third 
group, third level carriers.
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In October 1966 a statement of principles 
governing regional air carriers was set out by 
the then minister of transport who is now the 
Chairman of the Commission.

It is my understanding that the Air Trans
port Association of Canada in their annual 
report, which was released about a month or 
so ago, is very concerned about the failure of 
the Canadian Transport Commission to put 
these principles into effect.

All of us must realize that the Commission 
is new and has just started, but I have a 
question or two of the witness.

I wish to quote a brief section of the 34th 
Annual Report of the Air Transport Associa
tion of Canada, which is for the year ending 
September 30, 1968, from the middle of page 
4. I think it is important that we have it on 
the record. It reads:

I would be remiss if I did not record 
the disappointment and frustration of this 
industry resulting from the confusion 
existing regarding government policy. 
Not only has there been no implementa
tion of previously enunciated policy gov
erning the mainline and regional carriers, 
but no extension of policy governing 
other segments of the industry has been 
developed. Virtually, all Canadian air 
carriers are suffering under a tremendous 
handicap in the development of plans, 
acquisition of new aircraft, and the con
tinued operation of their companies on a 
profitable basis as action is delayed in 
providing effective air policy.

I note this morning a quotation from 
Canadian Press that Georgian Bay Airways, 
which is a regional carrier—

Mr. Pickersgill: It is a third level carrier.

Mr. Nesbitt: A third level carrier?
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Mr. Pickersgill: Yes.

Mr. Nesbitt: But I see it is apparently 
becoming—

Mr. Pickersgill: Oh, no.

Mr. Nesbitt: The press reports that Geor
gian Bay Airways has been authorized to 
establish the first direct air service between 
Montreal and the Sudbury-North Bay area of 
Ontario the Canadian Transport Commission 
announced today. It then gives the details of 
the passenger service for five days a week.

I agree with the comments of the Chairman 
of the Commission that Georgian Bay Air
ways would normally come under the clas
sification of a third level carrier, but my first 
question to Mr. Pickersgill is: When do third 
level carriers become regional carriers?

Mr. Pickersgill: At the time the statement 
of policy was made there were five carriers in 
Canada that were considered regional carri
ers, Pacific Western Air Lines, Transair, Nor- 
dair, Quebecair and Eastern Provincial Air
ways; and there are still only five that are 
considered regional carriers.

Mr. Nesbitt: All the other small—

Mr. Pickersgill: All the others are third 
level carriers, or perhaps very local carriers.

Mr. Nesbitt: Although they may carry out 
some of the functions that might be ascribed 
to regional carriers?

Mr. Pickersgill: I think, perhaps, there is a 
sort of qualitative difference, really. A re
gional carrier is a carrier that uses relatively 
large aircraft—aircraft larger than DC-3’s— 
and third level carriers are all limited in the 
size of their aircraft.

Mr. Nesbitt: My main question to Mr. Pick
ersgill is this: Has an agreement been worked 
out in the offices of the Commission about the 
routes that are now, and in the foreseeable 
future, going to be used by Air Canada and 
Canadian Pacific Airlines? I refer specifically 
at this point to routes within Canada.

Mr. Pickersgill: Are you referring to main 
line routes?

Mr. Nesbitt: Yes, the main line routes of 
Air Canada.

Mr. Pickersgill: That was covered by 
another statement of policy, and—there is an 
application before the Commission at the 
present time from Canadian Pacific.

Under a policy that was enunciated relative 
to main line carriers it was said that by 1970 
Canadian Pacific could work up to 25 per cent 
of the estimated total traffic. They now have 
two flights a day across the country. They 
have made an application to come up to 
somewhere around 20 per cent. That is before 
the Commission now and Air Canada and 
some of the regional carriers, I believe, have 
been sent copies of it and they are making 
comments. A final decision has not yet been 
reached. I hope it will be quite soon because 
they all want to know.
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Mr. Nesbitt: The acquisition of aircraft—

Mr. Pickersgill: I do not think it is terribly 
important, perhaps, because Canadian Pacific 
has assumed that the policy meant what it 
said and it would get approximately half way 
between what it is now and what it could 
hope for in 1970 anyway. I think it has made 
provision for its aircraft.

Mr. Nesbitt: Was there general agreement 
when this policy was announced, a sort of de 
facto general agreement between the two 
major airlines ?Was it satisfactory or actually 
unsatisfactory?

Mr. Pickersgill: I am not absolutely sure 
that the President of Air Canada was 
altogether pleased that Canadian Pacific was 
allowed quite as much as 25 per cent but this 
was a decision made by the whole govern
ment and it does seem to have been pretty 
well received. Air Canada does not appear to 
me to have suffered unduly and it has given 
the public a little greater measure of choice 
than they had before.

Mr. Nesbitt: Have any steps been taken by 
the Commission to transfer to the regional 
carriers some of the more localized air routes 
that Canadian Pacific Air Lines and Air 
Canada have been carrying, particularly in 
Western Canada and in some parts of Ontario 
and Quebec?

Mr. Pickersgill: There have been no trans
fers of routes but a licence was authorized 
very recently to Pacific Western to fly from 
Vancouver, with a compulsory stop at Kam
loops, to Calgary which duplicates both Air 
Canada and CPA but because of the compul
sory stop it is a regional service. Between 
Vancouver and Calgary it does compete with 
Canadian Pacific.
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There are, of course, other applications by 
PWA for further routes out of British 
Columbia that are under very active consid
eration at the moment and, of course, during 
the summer there were very considerable 
extensions of all three regional carriers that 
go into the Arctic. They were given addition
al routes and additional service, as well as 
some of the third level carriers.

Mr. Nesbitt: Is it the intention of the Com
mission which oversees these things eventual
ly to phase out some of these localized opera
tions of the two main line carriers and turn 
them over to the...

Mr. Pickersgill: That was foreshadowed in 
the statement. I think you have it there. I 
should have brought it but I did not. I do not 
exactly know if off by heart but I think I 
know everything that is in it. It was said it 
would not be done on a wholesale scale, it 
would be done gradually; but it is envisaged. 
My guess would be that at the stage when 
new aircraft are needed for some of these 
routes, the main line carriers would not want 
to get new aircraft for them and at that time 
it would be sensible to switch them to the 
regional carriers. That is what I hope will 
happen.

Mr. Nesbitt: Can you give an estimate over 
what period of years this policy will be 
adopted?

Mr. Pickersgill: I would look for some of 
them to happen fairly soon.

Mr. Nesbitt: How soon would you think 
that the whole process might be completed?

Mr. Pickersgill: I do not know how long, 
really, because I suspect it will be reassessed 
every year or so, depending on the nature of 
the traffic, and so on. There may be a reluc
tance in some places to have a regional carri
er rather than Air Canada or CPA, and there 
may be a reluctance...

Mr. Nesbitt: A matter of prestige.

Mr. Pickersgill: Yes, quite, but I am hoping 
that this can be worked out in a reasonable 
fashion because it is very important in my 
view—and here perhaps I am speaking about 
something I had something to do with as a 
Minister—that we have strong regional carri
ers in this country to provide the kind of 
service that the main Une carriers cannot 
provide.

Mr. Nesbitt: WeU, that is the question per
haps I am leading up to. In view of the 
complaint by the Chairman of the Canadian 
Air Transport Association—a very recent 
one—that the delay in implementing these 
policies has caused serious problems for the 
regional carriers in planning the purchase 
and financing of equipment and making 
associated plans, can the Chairman of the 
Commission give us some assurance that 
there will be a determined effort by the air 
branch of his Commission to get these policies 
implemented as soon as possible, taking into 
consideration the needs of these regional 
carriers?
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Mr. Pickersgill: I am very sympathetic and 
I really did not take the sUghtest exception to 
Mr. McPherson, who is an old personal friend 
of mine, putting a Uttle heat on us.

Mr. Douglas: Mr. Chairman, are we going 
to adjourn at one o’clock?

The Chairman: Yes, we will have to 
adjourn just about one o’clock.

Mr. Douglas: And then you will be having 
a steering committee meeting?

The Chairman: Right after that, yes, be
cause we have to—

Mr. Douglas: There are some members of 
the steering committee that are not available 
and I would like to make a motion to replace 
one of them temporarily for this coming 
meeting if it is in order. I do not know 
whether Mr. Mahoney is going to be able to 
be there.

The Chairman: That has already been done.

Mr. Douglas: This has to do with Mr. 
Schreyer. He is not here and Mr. Skoberg 
will be available and I move that he be put 
on the steering committee in Mr. Schreyer’s 
place for this afternoon.

The Chairman: Is it agreed by the Commit
tee that Mr. Skoberg replace Mr. Schreyer?

Some hon. Members: Agreed.
Motion agreed to.

Mr. Nesbitt: I have one more brief question 
I wanted to ask Mr. Pickersgill and because it 
is pretty close to one o’clock perhaps we can 
adjourn after that unless there are other 
points.
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Mr. Pickersgill: It would be humane if you 
did!

M. Nesbitt: It is my understanding that 
there is often a delay of up to two years after 
licences have been applied for in receiving 
approval or disapproval. Could something be 
done to speed up this process?

Mr. Pickersgill: I am going to try.

The Chairman: Are you through, Mr. 
Nesbitt?

Mr. Nesbitt: Yes, thank you, Mr. Chairman.

Mr. Pringle: Mr. Chairman, will we be 
coming back to this subject at the next meet
ing? Will it be possible? When will the next 
meeting be held?

The Chairman: The next meeting will be 
next Tuesday when we will consider the esti
mates of the Post Office.

Mr. Pringle: I am very interested in Mr. 
Nesbitt’s line of questioning and I would like 
to continue with it if possible at the next 
meeting.

Mr. Pickersgill: I would be prepared to 
come back this afternoon if the Committee 
could meet.

An hon. Member: Mr. Chairman, may I...

Another hon. Member: It was the
purpose. ..

The Chairman: Order! One at a time. Just a 
moment.

Mr. Allmand: Mr. Chairman, on a point or 
order, is it not the purpose of this day, if Mr. 
Pickersgill physically can stand it—it has not 
been too hard today.

Mr. Pickersgill: I would be quite prepared 
to come back if we can have a recess once in 
a while.

The Chairman: Yes.

Mr. Pringle: I have Agriculture on this aft
ernoon, Mr. Chairman, and I am sure many 
of us have other committees, that is the only 
unfortunate thing...

Mr. Allmand: I think the House leaders set 
up a schedule for the entire day.

The Chairman: I have to tell members of 
the Committee that the schedule requires us 
to vacate this room in order to make room for 
some other committee. I am ready to call a

meeting for this afternoon, but to find a 
room, a place where we could meet...

Mr. Nesbitt: Perhaps we could make 
interim arrangements when the steering com
mittee meets.

Mr. Pickersgill: I wonder whether I could 
be permitted to put on the record the answer 
to Mr. Skoberg’s question about the Great 
Slave Railway? I am told the answer is yes 
and no, which will not be very satisfactory 
but I will try to elaborate.

Construction of the line is not yet complete 
and, therefore, authority to open the line can
not be given under subsection 1 of section 279 
of the Railway Act. However, under subsec
tion 7 of section 279 an operating order may 
be granted by the CTC, subject to CTC engi
neering inspections and reports, for limited 
use of the line during the period of construc
tion. This was granted in 1967.

Mr. Skoberg: I had some of these answers 
previously but it appears to me there is no 
good excuse for an operational order not to 
be granted immediately if these are the facts.

Mr. Pickersgill: There is an interim order.

Mr. Skoberg: Yes, but that does not take in 
the supervision of safety of the employees 
affected on that particular line.

I have one other point, Mr. Chairman, and 
I realize it is just about one o’clock, but I 
asked a question in the House of the Minister 
of Transport concerning the transportation 
conference that is to be held in Toronto. I 
failed to follow this up in his remarks, but he 
referred it to this Committee for a decision or 
recommendation and I would like to see this 
referred to the steering committee to have as 
large a representation as possible in Toronto 
at that conference that will be held, I think, 
in February. I move that this be referred to 
the steering committee, Mr. Chairman.
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The Vice-Chairman: Excuse me, your 
motion is—Mr. Chairman, you are excused. 
You must leave and we understand that.

Mr. Skoberg: I move that the steering com
mittee consider having as large a representa
tion as possible at the transportation confer
ence in Toronto on February 9 to 12.

The Vice-Chairman: You want to discuss 
this at the next meeting of the steering 
committee?
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Mr. Skoberg: I just referred it to the steer
ing committee; the motion referred it to them 
for report back to us.

The Vice-Chairman: I see. Is that agreed? 
Motion agreed to.

Mr. McGrath: Mr. Chairman, before we 
adjourn the matter has been raised about the 
Committee’s taking up its time with this deci
sion of the CTC affecting Newfoundland. I 
was wondering whether the Chair would 
entertain a motion at this point that the deci
sion of the CTC to allow CN to abandon rail 
service in Newfoundland not be implemented 
until the Committee has had a chance to go to 
Newfoundland?

The Vice-Chairman: You mean to say that 
this problem would be discussed on the 
Atlantic Provinces problems of the Transport 
Committee.

Mr. McGrath: My motion is that the deci
sion of the CTC allowing CN to abandon rail 
passenger service in Newfoundland not be 
implemented until this Committee has had a 
chance to go to the Province of 
Newfoundland.

Mr. Nesbitt: Mr. Pickersgill mentioned that 
they were not going to stop the trains anyway 
until the spring and it would not really cause 
any problem.

The Vice-Chairman: The Committee cannot
instruct...

Mr. McGrath: It is a request to the House 
to be made in your report. That is all.

The Vice-Chairman: Yes.

Mr. McGrath: The Committee requests the 
CTC through the government—through the 
House—to withhold implementing its decision 
allowing CN to abandon rail service in New
foundland until the Transport and Communi
cations Committee has had a chance to go to 
Newfoundland.

The Vice-Chairman: To hear win tes ses.

Mr. Nesbitt: I point out in that regard, Mr. 
Chairman, that Mr. Pickersgill said the CNR 
is not going to stop the trains anyway until 
after the winter is over, so it would not cause 
any practical problem for the CNR.

Mr. Allmand: There is just one difficulty, 
Mr. Chairman. Parliament passed a law less 
than two years ago setting up a Canadian 
Transport Commission to make decisions like

this. I think the decision to set up that board 
was put through not only by the government 
members but by many of the opposition 
members. Now, today, because we do not 
like...

Mr. McGrath: One Parliament cannot bind 
another. This Parliament is...

Mr. Allmand: That is right, but we would 
have to pass a law amending the Act.

Mr. McGrath: Well, this Committee is sit
ting here now and this Committee is going to 
recommend.

My motion is that the Committee recom
mend to the House that this particular deci
sion not be implemented until this Committee 
has had a chance to go to the Atlantic 
Provinces.

Mr. Allmand: I see a great danger in that. 
That means that every time members of Par
liament do not like decisions of a Board that 
we, as a Parliament, have set up we make a 
motion in the House to postpone ...

Mr. McGrath: That is precisely what Par
liament is for.

Mr. Allmand: The purpose of Parliament is 
to pass laws to cover general situations.

Mr. McGrath: Mr. Chairman, did you rule 
out my motion?

Mr. Nesbitt: Just a minute. I wish to speak 
on the point that Mr. Allmand has raised. 
There has been quite a bit of discussion and 
questioning on the kind of evidence on which 
the Transport Commission based its decision, 
and it has been suggested that an appeal may 
well be launched in the appropriate place— 
perhaps the Privy Council.
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Mr. Allmand: An appeal is a different 
thing.

Mr. Nesbitt: Just a minute, wait until I 
finish. Do not anticipate too much what I am 
going to say.

The only effect of a temporary delay—and, 
for practical purposes, no delay at all because 
it has been pointed out by Mr. Pickersgill 
that the CNR has no pert intention of imple
menting it until the spring in any event and 
we will be there in all likelihood before 
then—is that additional evidence may be 
given to this Committee which might be use
ful to those who might be interested in
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launching an appeal. It might be very helpful. 
That is the only effect there really would be. 
It is not a question at all of negating a deci
sion of the Commission; it is only asking for a 
temporary delay in the implementation of it 
so that if an appropriate person in Newfound
land wishes to launch an appeal to the Privy 
Council ...

Mr. Allmand: Or be heard by this 
Committee.

Mr. Nesbitt: ... he may have available to 
him certain additional evidence. That is all 
that it amounts to.

Mr. Allmand: I think a very serious ques
tion of principle is involved.

An hon. Member: Let us have the Chair
man’s ruling.

Mr. Allmand: I think you can make the 
motion, but I do not feel that I am prepared 
to vote on it right now.

Mr. McGrath: That is your privilege.

Mr. Allmand: Right. So even if he accepts 
your motion, I would like to have it tabled 
until the next meeting because I think it is a 
very serious principle for Parliament, after 
setting up a Committee, to have each 
individual decision reviewed and ...

Mr. McGrath: That is Parliament’s decision.

Mr. Allmand: Right. Then let us amend the 
Act. If you people feel that the Act should be 
amended maybe it should be.

The Chairman: It is a question of hearing 
witnesses in Newfoundland on that?

Mr. Nesbitt: Yes, who might provide addi
tional evidence as a basis upon which to per
haps launch an appeal to the Privy Council. 
That is all.

Mr. Lessard (LaSalle): Mr. Chairman, the 
motion might be in order and it might not be. 
This is the second time this has happened. 
They wait until one o’clock, until half our 
members are gone, to put a motion to a vote, 
and I think it is unfair to those members who 
have just left here.

The Chairman: Could your motion be post
poned until the next ...

Mr. Lessard (LaSalle): We were supposed 
to sit until one o’clock.

Mr. McGrath: The honourable gentleman is 
imputing motives. I have a right to make a 
motion before this Committee without 
motives being imputed. I made the motion as 
a member of this Committee, and I would 
suggest to you on a question of privilege that 
my motives have been impugned.

Mr. Lessard (LaSalle): You make a motion 
after one o’clock and we are supposed to sit 
until one o’clock.

Mr. McGrath: That does not make any dif
ference; the Committee is still in session.

The Chairman: I must remind members 
that we have not adjourned yet. The motion 
is being put, and...

Mr. McGrath: The question.

The Chairman: The question. Are you 
ready for the question?

Mr. Allmand: What is the question again, 
explicitly?

Mr. McGrath: I move:
That the Canadian Transport Commis

sion be requested to postpone the im
plementation of its decision to abandon 
railway service in Newfoundland until 
such a time as the Committee travel to 
Newfoundland to study the transportation 
problems of the Atlantic Provinces.

Mr. Allmand: May I make a further 
motion, Mr. Chairman?

Mr. McGrath: You cannot make a further 
motion. There is one motion before the Chair.

Mr. Allmand: I can make a motion for sev
eral things: I can make a motion to table your 
motion, I can make a motion to refer it to the 
Steering Committee, and I can make a motion 
to adjourn.

I think that we should move that we should 
adjourn at this time, Mr. Chairman—it is 
after one o’clock—and we will deal with this 
motion at the next meeting.

Mr. McGrath: The question on my motion, 
Mr. Chairman.

Mr. Allmand: I think a motion to adjourn 
takes precedence over all other motions.

Mr. McGrath: The Chairman has already 
put the question and the motion has merely 
been read. Now we must vote on it. The 
question has been put.
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The Chairman: A motion to adjourn is not 
debatable.

Mr. McGrath: Mr. Chairman, the question 
has been put. You put the question, I was 
merely reading the motion for you. Now I 
suggest to you that the record would show 
that the question has in fact been put.

The Chairman: All right, let us put the 
motion.

Mr. McGrath: The question.
The Chairman: The question. All those in 

favour?
An hon. Member: Of what? What...
An hon. Member: Wait a minute now.
The Chairman: We are voting on the 

motion of Mr. McGrath. Those against?
The motion is carried. Just a moment; it is 

five, five.

Some hon. Members: No, no, no.

Mr. McGrath: There is one, two, three, 
four, five, six.

An hon. Member: What is going on?

An hon. Member: Call the vote again.

Mr. McGrath: The six members who vot
ed, stand up. Now there is no doubt about 
that, Mr. Chairman; you can count.

The Chairman: Six. Against?

An hon. Member: What is going on here 
anyway? What kind of a kangaroo court is 
this?

The Chairman: Five.
Motion agreed to.

The Chairman: The meeting is adjourned.
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REPORT TO THE HOUSE
Tuesday, December 3, 1968.

The Standing Committee on Transport and Communications has the honour 
to present its

Second Report

Your Committee recommends that its Order of Reference be enlarged allow
ing it to consider the following:

1. The problems of transportation in the Atlantic Provinces.
2. The claims of the Great Slave Railway Company against the Cana

dian National Railway Company.

Respectfully submitted,

GUSTAVE BLOUIN, 
Chairman.
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(Text)
MINUTES OF PROCEEDINGS

Tuesday, December 3, 1968.
(7)

The Standing Committee on Transport and Communication, met this day, 
at 9:30 a.m. The Chairman, Mr. Blouin, presided.

Members present: Messrs. Allmand, Benjamin, Blouin, Carter, Corbin, 
Douglas, Givens, Howe, Lessard (LaSalle), McGrath, Nesbitt, Noël, Nowlan, 
Pringle, Serré, Skoberg, Thomas (Moncton), Smith (St. Jean)—(18).

Also present: Messrs. Jerome and Bell, M.P.’s.

In attendance: From the Canadian Transport Commission: The Honourable 
J. W. Pickersgill, President; Mr. Pierre Taschereau, Vice-President; Mr. H. 
Arbique, Secretary; Mr. L. L. Marks, Financial Adviser. From the Railway 
Transport Committee: Dr. David Jones, Chairman.

The Chairman read the Second Report of the Sub-committee on Agenda 
and Procedure for the meeting held on November 28, 1968.

SECOND REPORT

The Sub-committee on Agenda and Procedure of the Standing Committee 
on Transport and Communications met at 1:30 this afternoon. The Chairman, 
Mr. Blouin, presided.

Members present: Messrs. Allmand, Blouin, Nesbitt, Serré, Skoberg (5).

Your Committee met to study the content of a Motion presented by Mr. 
McGrath asking that the Chairman of the Railway Transport Committee and 
the Vice-President of the Canadian Transport Commission be called before 
this Committee in regard to the Estimates of the Canadian Transport Com
mission.

Your Committee then agreed unanimously to the following decision and 
recommendation :

That the Vice-President of the Canadian Transport Commission acting 
as Legal Adviser and the Chief Accountant of the Railway Transport 
Committee in charge of accounting procedure be called before this Com
mittee when the consideration of the Estimates of the Canadian Trans
port Commission is resumed.

At 2.00 o’clock p.m., the Sub-committee adjourned.
Thereupon on motion of Mr. Serré,

Resolved,—That the Second Report of the Sub-committee on Agenda and 
Procedure be adopted as read.

7—5



The Chairman then recognized Mr. Allmand who presented the following 
Notice of Motion:

December 3, 1968—Mr. Warren Allmand,—
That the resolution passed at the meeting of the Standing Committee 

on Transport and Communications held on Thursday, November 28, 1968 
be now rescinded.

The said resolution read as follows:
Resolved,—That the Canadian Transport Commission be requested 

to postpone the implementation of its decision to abandon railway service 
in Newfoundland until such a time as the Committee travel to Newfound
land to study the transportation problems of the Atlantic Provinces.

The Chairman introduced Mr. J. W. Pickersgill, President of the Canadian 
Transport Commission and the Committee resumed consideration of Item 50 
($4,600,900) of the Main Estimates 1968-69 of the Canadian Transport Com

mission.

It was then agreed that the document entitled “Press Release—New Ferry 
Service” be printed as an appendix to this day’s Minutes of Proceedings and 
Evidence. (See Appendix “B”).

Later on, it was agreed that members question the President of the Com
mission on any of the four items of the Revised Main Estimates of the Canadian 
Transport Commission presently before this Committee.

The questions being concluded, Items 50 ($4,600,900); 55 ($3,000,000); 60 
($10,000,000) and 65 ($11,033,300) were severally approved.

It was then moved by Mr. Benjamin,
Resolved,—That the name of Mr. Skoberg be substituted for that of Mr. 

Schreyer, on the Subcommittee on Agenda and Procedure.
At 12:45 p.m. the Committee adjourned until Friday, December 6, 1968 

at 9:30 a.m.

Robert Normand, 
Clerk of the Committee.
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The Chairman: Order please. I see we have 
a quorum.

The Subcommittee on Agenda and Proce
dure met last Thursday afternoon. I will read 
the report and then request that someone 
move that the report be adopted. (See 
Minutes of Proceedings)
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Is it agreed that we adopt these minutes?

Agreed.

Now, gentlemen, we have Mr. Pickersgill 
President of the Canadian Transport Commis
sion back with us. I am sorry, Mr. Allmand.

Mr. Allmand: Mr. Chairman, I want to 
raise a point of order at this time.

Near the end of our last meeting a resolu
tion was put to the meeting by Mr. McGrath, 
I believe, respecting passenger service in 
Newfoundland and although some of us 
objected that the motion was not in order it 
was nevertheless put to a vote and carried.

Since the meeting I have checked into the 
procedure relating to such motions and I have 
come to the conclusion—my own conclusion, 
after seeking advice, that the motion was ille
gal on the following grounds.

At the time when the motion was put for
ward we were discussing Item 50 of the esti
mates. Now whenever estimates are discussed 
in the House or in Committee and an item of 
estimates is before the House or the Commit
tee the only thing that can be voted upon, in 
one way or another is that item of estimates 
because that is the item that is before the 
meeting. In other words, at the last meeting, 
since we had Item 50 before us, the only vote 
that could have taken place would be a vote 
to accept Item 50, a vote to reject Item 50, or 
a vote to reduce Item 50. As a matter of fact, 
the rules are very clear. You cannot even 
make an amendment to increase an item in 
the estimates. The House of Commons sitting

as a Committee of the Whole or a Committee 
of this House cannot even move to increase. 
There are only three motions that are per
missible: the vote to accept, the vote to 
reject, or the vote to reduce. That was the 
item before the Committee, and we did not 
even make a motion to suspend the business 
that was before us before that resolution was 
introduced. Therefore, on those grounds—on 
the grounds that we did not vote on what was 
before us, or even set aside the business that 
was before us, the motion is ultra vires and 
illegal. That is one argument I advance 
toward the illegality of the vote.

The second argument is that our present 
committee system can only deal with whatev
er is referred to it by the House of Commons. 
We do not have a system such as in the 
United States where committees can initiate 
studies. The only thing that the House 
referred to us were estimates, including the 
estimates of the Canadian Transport Commis
sion. So even if we had disposed of Item 50 of 
the estimates and we had not taken up the 
second item of the estimates—let us say, we 
were between items—even then a resolution 
such as was put at the last meeting could not 
have been introduced because we were not 
seized with the question of railway transpor
tation service in Newfoundland; all we were 
seized with were the estimates of the Cana
dian Transport Commission. As I say, there 
are only three possibilities there; they could 
have reduced the estimates of $1.00 or to zero, 
they could have rejected the estimates alto
gether, or they could have passed them.

I just raise this point of order now, but so 
that we can get on with the business of the 
Committee I would like to refer my point of 
order to the steering committee so that when 
it is preparing its report on the estimates of 
the Canadian Transport Commission—the re
port that it will submit to the House of Com
mons, it can consider this point of order. And 
my submission would be that the resolution 
passed was ultra vires and illegal on the two 
grounds—first, that we were dealing with an 
item of estimates and, second, that you can
not deal with what has not been referred to a
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committee. There are other grounds too but I 
will not get into them, I will leave that to the 
steering committee to decide when preparing 
their report.
• 0950

If the report comes back to this Committee 
before going to the House, including that 
resolution, then we will have to deal with it 
further, but I think it would be premature 
for me to argue this at length now or to insist 
on a vote on anything like that. All I want to 
do is raise the point of order, refer it to the 
steering committee, so that you yourself, as 
Chairman, can maybe check and get advice on 
it, so that the opposition can get advice on it 
from their procedural expert, and in the 
steering committee you can decide what to do 
with the point of order with respect to the 
motion. I think that would be the best way 
for us to go about it because we would waste 
a lot of time this morning if we argued it.

The Chairman: All right, Mr. Allmand. Is it 
agreed that we refer the point of order raised 
by Mr. Allmand to the steering committee?

Mr. Nesbitt: No, Mr. Chairman. There are 
a few comments I would like to make on Mr. 
Allmand’s point of order.

I am rather puzzled by the point that he 
brought up, because we are not voting on 
anything in this Committee. As I recall it the 
motion was a request by the Committee—and 
the request came as we were discussing 
Item 50 of the estimates—for authority to 
request the House to do something. We of 
course cannot do certain things. We can only 
do, as Mr. Allmand very well pointed out, 
what we are empowered to do by the House. 
It was a request to the House—a double re
quest really—a request, I suppose, through 
the House to the government to suspend the 
order of the Canadian Transport Commission 
concerning the function of the Newfoundland 
railway or the removal of passenger service 
until this Committee had gone to Newfound
land, as per a previous request made by the 
Committee to the House to do this.

To suggest that requests cannot be made to 
the House for a further authority, as a result 
of discussions of items in the estimates, 
would to me simply make the function of this 
Committee absolutely useless. I have some 
difficulty in following Mr. Allmand’s reason
ing in that regard. I say, in addition, if Mr. 
Allmand should be correct then the request 
of this Committee to the House for authority 
to make a return visit to the Atlantic Prov
inces to look into certain transportation mat
ters would also be invalid. In fact, any

request that this Committee should ever make 
as a result of discussion of the estimates 
would be invalid, if Mr. Allmand is correct, 
and we would have no purpose at all really in 
meeting here except in the most limited way. 
I cannot follow that.

That is all I have to say at this time, Mr. 
Chairman.

Mr. Allmand: Mr. Chairman, as we have 
these other gentlemen here I do not want to 
reply to Mr. Nesbitt’s argument at this time. 
But as he has put forward one argument and 
I have put forward another perhaps we 
should refer it to the steering committee. The 
steering committee will report back to this 
Committee at a later date and perhaps at that 
time we can take the matter up further.

The Chairman: That is what I was going to 
say, Mr. Allmand. I think we should refer 
this to the steering committee.

Mr. Nowlan: On a further point of order 
here, Mr. Chairman. I do not want to take up 
the time of the officials who are here by dis
cussing this procedural point, but this illus
trates the very dilemma that this Committee 
finds itself in when, with officials waiting, 
and after having taken a vote and recom
mended something which now is a matter for 
the House to decide, it once again tries to 
become involved.

If, Mr. Allmand’s point is correct—just 
reviewing one argument of Mr. Nesbitt’s—it 
means the function of this Committee is 
redundant and useless. Mr. Allmand was here 
and voted. The time to raise the procedural 
point that he is raising now was then, before 
the vote was taken. You cannot have a 
retroactive reprieve on procedural points, 
whether you are in court or in Parliament, 
otherwise the whole system breaks down. It 
is the case that later on in a court—since Mr. 
Pickersgill used this analogy the other day, 
you sometimes raise, as a point of appeal, a 
procedural point or the inadmissibility of cer
tain evidence. But for this Committee to 
make a judgment or a decision and then three 
days later, two days later or even two hours 
later to entertain a procedural point that 
might have been raised and considered before 
the vote was taken is tantamount to a 
retroactive reprieve of a procedural point 
that should have been resolved before the 
motion was put.
• 0955

Mr. Chairman, there is something else that 
is fundamental if this Committee is going to
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work. We are governed by parliamentary 
procedure. In effect, if we accepted Mr. All- 
mand’s suggestion we would be reversing 
ourselves. We have made a decision, rightly 
or wrongly, and it is up to the House, when 
this Committee reports, to determine what 
they are going to do with our decision. But as 
I understand parliamentary procedure for 
committees, for us to reverse ourselves 
requires (1) a member who has changed his 
mind to raise it and (2) a two-thirds vote of 
this Committee. If that is correct then I sug
gest that Mr. Allmand’s perhaps superficial 
reasonable request to refer it to the steering 
committee is out of order ab initio. Unless 
there is some parliamentary procedure that 
we can use as a guide, and I submit there is, 
we are bound to get as a guide, and I submit 
there is, we are bound to get into these hag- 
glings and hassels that we have experienced 
this morning.

The Chairman: Would you permit me to 
read...

Mr. McGrath: Well before you do, Mr. 
Chairman...

The Chairman: Just a moment. I want to 
read this rule.

Rescission of resolutions of select com
mittees.—It is a rule of the House of 
Commons that “every question by voice 
in committee bindeth, and cannot be 
altered by themselves” (b). In practice, 
this rule is sometimes disregarded, and 
resolutions or other decisions of commit
tees are rescinded (c). Previous notice 
must, however, be given to all the mem
bers of any motion for rescinding a 
resolution.

Mr. Nowlan: I think somewhere else there 
is another provision. I think you have to give 
notice, I think it has to be raised by a mem
ber who wanted to change his mind for one 
reason or another, and I think it has to be a 
two-third majority vote of the Committee 
that made the decision.

In any event, Mr. Chairman, my argument 
goes further than Mr. Nesbitt’s. I say, firstly, 
that the procedural point that Mr. Allmand 
has raised today could have been raised then. 
He was here. He voted. But, more important, 
we have made a decision, and the Committee 
will bog down unless decisions that have been 
made, perhaps even incorrectly—although I 
am not saying this was an incorrect deci
sion—are adhered to. We must follow some 
parliamentary rules. It is up to the House to

decide what they are going to do with the 
eventual report of this Committee. That is 
where the matter has to be resolved. Mr. All
mand’s motion, in all fairness to him, is in 
effect changing the decision of this 
Committee.

That is all I have to say, Mr. Chairman.

The Chairman: Mr. Allmand did not make 
a motion. He raised a point of order.

Mr. Allmand: I do not want to argue it now. 
I think all these arguments can be made in 
the steering committee.

An hon. Member: We are not all on the 
steering committee.

Mr. Allmand: But nothing can be decided 
by the steering committee. It has to prepare a 
report which will be accepted by this meeting 
before it goes back to the House. Am I not 
correct in stating that?

The Chairman: The steering committee’s 
report has to be approved by the regular 
meeting.

Mr. Allmand: Not only that, but before this 
Committee reports the estimates to the House 
that report that would be sent to the House 
has to be approved by this Committee.

The Chairman: That is correct, the regular 
committee.

Mr. Allmand: The report you would send 
back to the House would either include the 
resolution that was passed at the last meeting 
or it would not, and all I am saying is that if 
that report comes back to this Committee, 
concluding that resolution, then I will argue 
it at length. I think now is really an improper 
time to do that. I just raised the point of 
order so that the steering committee, in pre
paring their report, can consider it.

Mr. Nowlan: Mr. Chairman, just one fur
ther comment. If Mr. Allmand’s point is val
id, then this is an effective way to short-cir
cuit any decision of a committee. I think in 
all parliamentary fairness, whether you agree 
with the decision of this Committee or not, 
you are going to get into the very situation 
we are in right now—of having officials come 
and do business on another day while we 
argue retroactively a procedural point that 
we should have debated, discussed and 
defined.

An hon. Member: We tried to.
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An hon. Member: Every time you lose a 
vote in Committee you want to refer it to the 
steering committee.

The Chairman: Order please. Mr. Skoberg.

Mr. Skoberg: I think your point is well 
made. The steering committee had better not 
change anything that this Committee as a 
whole has resolved. The steering committee 
has no authority to change any recommenda
tions back to the House. All they do is co
ordinate the material that we have passed 
here and, as such, there is no purpose at all 
in referring this back to the steering commit
tee for further consideration. The decision 
was made here in the presence of Mr. All- 
mand, he voted on it and, as such, it becomes 
part of the minutes of this particular Commit
tee. The steering committee has no authority 
to delete anything that has been decided by 
the over-all Committee.

Mr. Allmand: I never suggested that it did.

The Chairman: Mr. Skoberg, as you well 
know, anything that is passed by the steering 
committee, has to be approved by the regular 
committee.

Mr. Skoberg: Mr. Chairman, it has been 
suggested that the steering committee maybe 
delete this portion—the motion that was made 
here at the last meeting. The steering com
mittee has not the right to delete anything. 
This is the point that I wish to make.

Mr. Nowlan: Mr. Chairman, I think this 
whole discussion is out of order in view also 
of the rule that you read. There has been no 
notice given to all members to reverse a deci
sion of this Committee. This is the fundamen
tal point. How do you reverse it? Is the Steer
ing Committee going to amend it, or is it 
going to refer it back with modifications? No 
matter how you do it, it, in effect, disturbs a 
decision, for what it is worth, of this 
Committee.
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Any other discussion is, I think, out of 
order and futile, because we have not even 
followed the rule that you have read. I think 
it goes beyond that, as I mentioned earlier. 
There has to be a change of vote, and a two- 
thirds vote of the Committee, otherwise the 
whole Committee system breaks down.

Mr. Allmand: If I may introduce a motion 
now I will distribute it and leave it to be 
voted on at a future meeting.

Mr. Lessard (LaSalle): First of all, Mr. 
Chairman, I think we were out of order in 
the first place. You should not allow such 
questions to come to a vote. It was not in 
order. And I believe that we are still in the 
position today of not being in order. We have 
not got anything before us to discuss. I think 
we are out of order completely.

Mr. McGrath: The honourable gentleman 
who is now speaking was here last week and 
he did not raise that as a point of order, Mr. 
Chairman.

An hon. Member: Because the vote was 
called.

Mr. McGrath: You did not raise it. You did 
not suggest that the motion was out of order 
last week.

Mr. Lessard (LaSalle): We tried to put a 
motion to adjourn. You said you had a motion 
and a motion has to be voted on.

An hon. Member: Why do you not take the 
Chair?

The Chairman: Order, order.

An hon. Member: You seem to be doing a 
very good job on it.

The Chairman: Order, please.
Mr. Allmand?

Mr. Allmand: I moved this motion, Mr. 
Chairman, but it would waste a great deal of 
time to discuss it now, I do not propose that 
it be voted on now. I suggest that our side, 
the other side and you, as Chairman, deliber
ate upon it and seek some advice on the 
procedure and we can put it to a vote at the 
next meeting, at which we can argue these 
points, if necessary.

I will also seek further advice on it myself 
to see if I have a good case, although I have 
already checked.

I do not intend to move it this morning, 
and not much will be gained by raising points 
of order back and forth. I am giving notice. It 
is a notice of motion.

The Chairman: It is a notice of motion?

Mr. Allmand: Yes.

The Chairman: Is it agreed that we refer 
this notice of motion to the Steering 
Committee?
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Mr. Allmand: It is not even necessary to do 
that. I am just giving notice of the motion to 
the Committee.

The Chairman: The notice of motion will 
be referred to the Steering Committee for 
further discussion and advice.

Mr. Nowlan: Mr. Allmand, as I understand 
it has tabled notice of a motion that he may 
very well move at the next meeting.

An hon. Member: That is right.

Mr. Nowlan: As far as I am concerned, I 
think he has every...

The Chairman: Is that agreed?

Mr. Nowlan: I do not know if it is agreed, 
but I think he has every right...

An hon. Member: You do not have to agree.

Mr. Allmand: I am making a motion, but I 
am not asking you to vote...

The Chairman: It will be discussed at the 
next meeting.

Mr. Thomas?

Mr. Thomas (Moncton): Mr. Chairman, this 
is a point of order, too, but it has nothing 
directly to do with what has been raised. 
There has been talk of referring to a steering 
committee. I am beginning to wonder what is 
the point of having a steering committee.

On November 26, as you will recall, the 
Subcommittee on Agenda and Procedure met 
to work out a schedule of meetings for the 
balance of the year. At that time there was 
general agreement on this schedule and it was 
drawn up. These minutes were read at the 
last meeting and approved by the Committee. 
I, in good faith, therefore notified our Party 
Whip of the schedule of meetings and he 
made arrangements to have members with a 
particular interest in the subject, come today 
to hear the National Harbours Board.

I listened to the report of the minutes of 
the last Steering Committee and no mention 
was made of this change in procedure. The 
first notice we had was when the orders came 
out yesterday. They showed that today we 
would again be hearing the Canadian Trans
port Commission.

The Party Whip wanted to know why I had 
given wrong information, and we had to go to 
the House again last night to make a further 
change in the Committee members.

Although I am very happy to see these 
elusive senior officials finally with us—and do 
not want to drive them away after getting 
them here—I still protest strongly about 
changes being made in procedure that has 
been agreed upon by the Subcommittee on 
Agenda and Procedures. Why make decisions 
if we are not going to follow them?

The Chairman: Mr. Thomas, it was agreed 
that today we would take the Canadian 
Transport Commission...
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Mr. Thomas (Moncton): When was it 
agreed?

The Chairman: It was agreed by a resolu
tion of Mr. McGrath today at the Steering 
Committee.

Mr. McGrath: I am not even on the Steer
ing Committee.

The Chairman: No; but your resolution ..

Mr. Thomas (Moncton): I listened very 
closely to the minutes you have just read and 
it was not there.

The Chairman: I read it when we started.

Mr. Nowlan: Yes, but you did not say “to
day”. You said that the next time the Canadi
an Transport Commission was here we would 
have the senior officials. You did not say 
“today”.

Mr. McGrath: It referred to the next sche
duled appearance of the Commission, which 
was going to be later in December—next 
Thursday, to be more specific.

Mr. Serré: Relative to what Mr. Thomas 
has said, the Steering Committee met last 
Thursday, and it was then agreed that the 
proposed agenda for the coming Tuesday be 
deferred relative to the request made by a 
member of his Party, namely, Mr. McGrath, 
that the officials of the Canadian Transport 
Commission appear before us at our next 
meeting.

That is why it was decided on the Steering 
Committee—and Mr. Nesbitt was on the 
Steering Committee then, and he agreed, 
too—that Mr. Pickersgill and the Chairman of 
the Railway Transport Committee appear 
before us on the following Tuesday. That is 
why we changed the whole agenda.

Mr. Thomas (Moncton): Mr. Chairman, I 
thought possibly there had been a change.
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That is why I listened so carefully to the 
reading of those minutes; and it is not in 
those minutes.

The Chairman: It was agreed that the 
Chairman and the Vice-Chairman of the 
Canadian Transport Commission would come 
to the next meeting, and the next meeting is 
today.

Mr. Nesbitt: Mr. Chairman, I am afraid I 
must beg to differ. It may be due to a misun
derstanding, and I am not imputing motives 
to anyone. I certainly agreed on those who 
would represent the Canadian Transportation 
Commission when they did appear, but it was 
my understanding that it was indefinite 
whether Mr. Pickersgill and the other officials 
would be able to come, and, without that 
knowledge arrangement would be made at 
some future meeting to have them.

Otherwise, I understood that the agenda as 
arranged would proceed, with the National 
Harbours Board, then Mr. Kierans and then 
some time found when the officiais of the 
Canadian Transport Commission could be 
here.

Mr. Skoberg: Mr. Chairman, I filled in for 
Mr. Schreyer on the Steering Committee last 
Thursday. It certainly was not my thought 
that we were going to have this group here 
today.

We were given the agenda early on in the 
meeting, and the National Harbours Board 
was supposed to be before us today and Mr. 
Kierans was to be here on the 5th and the 
10th. These gentlemen were to be worked in 
at some convenient time, but I did not 
understand that they would be here today. 
Actually until we saw this on our desk this 
morning we did not know that these gentle
men would be here.

Mr. McGrath: May I just add, with great 
respect, that neither was it the understanding 
of our Party Whip, because we changed the 
complement of our Committee on Friday to 
coincide with the schedule that had been 
agreed to by the Steering Committee, namely, 
the hearing of the National Harbours Board 
and the Post Office. We had to change the 
complement again last night because of this 
fancy manoeuvre on the part of somebody.

The Chairman: I do not think there was 
any fancy manoeuvre. It was quite in order. 
The Steering Committee met immediately 
after the regular meeting last Thursday and it 
was decided that at the next meeting the

Chairman of the Canadian Transport Com
mission would be here with the Vice-Chair
man and his legal adviser, and it was 
approved this morning.

Mr. Thomas (Moncton): Mr. Chairman, 
would you read those minutes again? The 
minutes do not state that.

The Chairman: The minutes do not state 
that?

Mr. Thomas (Moncton): No; the last
paragraph.

The Chairman:
Your Committee then agreed unan

imously to the following decision 
and recommendation: That the Vice- 
Chairman of the Canadian Transport 
Commission acting as Legal Adviser and 
the Chief Accountant of the Railway 
Transport Committee in charge of 
accounting procedure be called before 
this Committee when the considera
tion of the Estimates of the Canadian 
Transportation Commission is resumed.

Mr. Thomas (Moncton): Yes; “when it is 
resumed...”

Mr. McGrath: Yes; when it is resumed. The 
schedule meant...

The Chairman: Well, it resumed today.

Mr. McGrath: It was not scheduled for 
today. That is the point.

The Chairman: I see little use of debating 
this any longer.

Mr. Nowlan: It should be referred to the 
Steering Committee for later discussion.

The Chairman: Yes; I quite agree with that.
Gentlemen, we have with us today the 

Chairman of the Canadian Transport Com
mission, with his officials.

I will ask Mr. Pickersgill to introduce those 
members of the Commission who have not 
been with us so far.

e 1010
Mr. J. W. Pickersgill (President, Canadian 

Transport Commission): Mr. Pierre Tas
chereau is the Vice-President of the Canadian 
Transport Commission. Because I am not a 
member of the Bar, Mr. Taschereau is, by 
statute, the legal adviser to the Commission.

When I received the message asking that 
someone described as the chief accountant
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come before you, I was unable to identify any 
such person. We do not have a separate 
accountant for each Committee of the 
Commission.

Mr. Marks, who has been here all along, is 
the financial officer for the whole Commission 
and has the over-all duty of working on the 
Estimates.

However, to make sure that someone would 
be here to speak in a formal way for the 
Railway Transport Committee I thought I 
should perhaps follow the motion made by 
Mr. McGrath and have the Chairman of the 
Railway Transport Committee present, and 
he is here in the person of Mr. David Jones.

The Chairman: Thank you, Mr. Pickersgill. 
Are there any questions?

Mr. McGrath: I am not going to pursue my 
line of questioning but I would just like to 
say why. It is because I think it is futile.

I moved the motion. I am not bringing it up 
again, but it is relevant to why I am not 
going to pursue my line of questioning with 
the official whom Mr. Pickersgill was kind 
enough to bring along this morning in compli
ance with the request of the Committee.

I moved a motion, in good faith, at the last 
meeting of our Committee. In it I suggested 
that we recommend to the House that the 
implementation of this particular decision, 
namely, the curtailment of rail passenger ser
vice in Newfoundland, be deferred until the 
Committee has had a chance to go to 
Newfoundland.

I felt then, as I do now, that the Committee 
would be in a position, if it went to New
foundland, to experience at first hand some of 
the things we have been talking about, such 
as the tremendous popular protest there is 
against this decision of the Canadian Trans
port Commission and the hazardous travelling 
conditions attendant upon bus highway travel 
in Newfoundland in the winter time.

Because Mr. Allmand and his Liberal col
leagues have introduced a notice of motion 
setting aside that particular motion, thereby 
making any future deliberations of this Com
mittee and any future examination of this 
particular Estimate, to my mind, meaningless, 
I see no point in pursuing the line of ques
tioning. Quite frankly, if this particular 
motion, when put, carries, it will make a 
complete mockery of the Committee system.

The Chairman: Mr. McGrath, if I may 
answer you...

Mr. McGrath: No answer is required, Mr. 
Chairman. I am merely making a point.

The Chairman: I beg your pardon?

Mr. McGrath: No answer is required. I am 
not asking a question. I am just making a 
point.

Mr. Allmand: Are we dealing with Item 
No. 50, Mr. Chairman?

The Chairman: Yes. Let us get into it. Shall 
Vote No. 50 carry?

Some hon. Members: Carried.

Mr. Nowlan: Just a minute; if Vote No. 50 
carries all these officials can be excused and 
they can go on their way. Is that not right?

The Chairman: No. There are three further 
votes. Vote No. 50 is the first vote of the 
Estimates.

Mr. Nowlan: On Vote No. 50 I would like to 
ask a few questions of either Mr. Pickersgill 
or his officials, one of whom, I gather, is a 
legal adviser. Can Mr. Taschereau answer 
questions, or is he the legal adviser to the 
CTC?

Mr. Pickersgill: He is the legal adviser to 
the CTC, but he is also, of course, on the 
regulatory side as the chief administrative or 
executive officer of the Commission. Mr. Tas
chereau has no direct relationship with the 
research side of the Commission, but on the 
administrative side he really is the principal 
officer of the Commission, and in that capaci
ty there is no reason that questions should 
not be directed to him as well as to me.
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Mr. Nowlan: I had two lines of questions, 
Mr. Chairman, one of which is very brief. I 
do not imagine Mr. Taschereau can give me 
an answer but I would like to know if he 
today could produce an agreement between 
the Canadian Pacific Railway and the CTC on 
this Digby-Saint-John Ferry.

Mr. Taschereau, I do not imagine you can 
produce a firm signed agreement between the 
CTC or the government of Canada and the 
CPR on this Digby-Saint-John Ferry. I asked 
Mr. Pickersgill in a general way about this 
the other day. As the legal adviser, would 
you be the one, if and when an agreement is 
signed, who would be responsible for crossing 
the t’s and dotting the i’s.
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Mr. Pierre Taschereau (Vice-President. 
Canadian Transport Commission): My role as 
legal adviser is not one of deciding questions 
of law every day; my role is determined in 
the Act as deciding questions of law at pro
ceedings of the Commission and not on an 
every day basis.

Mr. Nowlan: You might be a very good 
officer to have in this Committee from time to 
time to help us move from port to port. Your 
role is deciding questions of law at proceed
ings of the Commission rather than being 
involved in the deliberations of the Commis
sion and what might be done outside Com
mission hearings.

Mr. Taschereau: My function is rather to sit 
at proceedings of the Commission and decide 
questions of law that arise.

Mr. Nowlan: What relationship is there 
between the CTC and the National Harbours 
Board on this large problem of containeriza
tion?

Hon. J. W. Pickersgill (President, Canadian 
Transport Commission): If you would not 
mind, Mr. Nowlan, before I answer that ques
tion I would like to draw your attention to a 
point about the Digby-Saint-John ferry. I 
brought this morning—because the other day 
I answered off the top of my head—the 
announcement that was made on May 31, by 
Mr. Hellyer with respect to the decision. If 
you would like me to read it, I could read it 
very quickly; it is a very short one. I think it 
bears out exactly what I said the other day. 
Perhaps it could be incorporated in the pro
ceedings. What it does say is that they are 
going right ahead to build the terminal facili
ties, that the CPR is calling for tenders for a 
ship, that the negotiations will proceed and 
while they are proceeding the work will go 
ahead. I think that is substantially what I said 
the other day. I was also correct in saying that 
the CPR have received tenders but they have 
not yet evaluated them and let the contract. 
There is as yet no agreement, but I checked 
with Mr. Darling, the Chairman of the Water 
Transport Committee yesterday, and he told 
me that these negotiations, which he and his 
officials in the main are conducting with 
Canadian Pacific, are at what he believes 
almost a final stage. In any event, the main 
point I wanted to emphasize is that I was 
correct in my recollection the other day that 
there is no holding up of any procedure 
toward getting the ferry just because an 
agreement was not reached with the railway.

Mr. Nowlan; The only exception I took was 
to the preliminary part of your answer when 
you mentioned a firm agreement and then 
you qualified it by saying that there was an 
understanding that things would proceed not
withstanding a contractual agreement.

Mr. Pickersgill: Yes, that is right. There is 
an understanding; the understanding is that 
the service will be instituted whether or not 
there is an agreement between the govern
ment and the CPR. It seems I was not incor
rect. It does seem that I went perhaps a little 
beyond Mr. Hellyer’s statement, but not 
beyond the facts.

Mr. Nowlan: I appreciate that.
Mr. Chairman, could we have that 

announcement made part of the proceedings?

Mr. Pickersgill: I think it would be useful 
to have that announcement because it was 
made when there was no Parliament.

Mr. Nowlan: That is right.

The Chairman: Is it agreed to attach this to 
the proceedings.

Mr. Pickersgill: Perhaps it could just be 
incorporated into the record as though I had 
read it.
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The Chairman: Would the members prefer 
having a copy of it?

Some hon. Members: Agreed.

Mr. Pickersgill: May I now go on to the 
second question.

My understanding is that the National 
Harbours Board is at the present time discus
sing with a consortium of three shipping com
panies the possibility of establishing a facility 
in the harbours of Halifax and Saint John for 
unloading containers from this ship and load
ing them onto a railway train. I have taken a 
very active interest in this because it is an 
important new development that the research 
division of the Commission has been interest
ed in. This division has been asked by the 
government to take an active interest in this. 
I had several conversations with Mr. Mann, 
the Chairman of the Harbours Board, about 
this matter. However, the Commission has no 
part at all in the discussions with the con
sortium. This is entirely a matter for the 
Harbours Board. I understand they had a 
meeting last week at which the port managers 
of both Halifax and Saint John were present.



December 3. 1968 Transport and Communications 119

I am afraid I have not anything to report on 
that. It is a nice question whether I should 
report it if I did have, but I tried to get Mr. 
Mann and I found that he was out of town 
and would not be back until this afternoon. I 
think perhaps it would be better to pursue 
the details with him.

Mr. Nowlan: I appreciate that, Mr. Pickers- 
gill, and I only raised it today in view of a 
speech made by a Mr. Cope of the Canadian 
Transport Commission in Montreal on Octo
ber 31. He did say in that speech that the 
CTC, as I understand it, would be letting a 
contract to consultants to do a comprehensive 
study of the potential for container operations 
into and across Canada, and I was wondering, 
if this is so, whether there is any liaison with 
the National Harbours Board—or are they 
conducting a survey, separate and apart 
from any consortium of private interest, to 
explore the potential.

Mr. Pickersgill: There is the closest possi
ble consultation and collaboration. We have 
no intention of having this long-range study 
done with the thorough agreement and con
currence of the Harbours Board. But that 
does not mean that we are going to hold up a 
specific proposal for establishing a service 
while we are waiting for a long-term study. 
We think a long-term study is very desirable, 
but we also think that it is very important— 
we agree completely with the Harbours Board 
and I think with everyone else interested— 
that we should not miss any chance to get a 
promising service started just because a long
term study is being made. For example, I 
read in the press that Canadian Pacific is 
going to have a container facility in Quebec 
City and that a container service has already 
been started by Manchester Liners in Mont
real. These things have been done by private 
initiatives, they have been very much wel
comed, and this consortium of these three 
companies is also an initiative that we cer
tainly welcome.

Mr. Nowlan: But other than the contract 
with consultants to explore the potential, is 
this the only initiative being taken by the 
CTC in the containerization field. Perhaps 
that is a necessary one as a preliminary step 
—I do not know.

Mr. Pickersgill: One duty that is imposed 
upon us by the Act is to consider alternative 
modes of using public funds for the develop
ment of transportation. There is a nice ques
tion at the present time whether with con

tainer services and unit trains transport 
would not be as cheap—all things considered, 
the time factor and everything else—as cer
tain types of water transport. That is one of 
the big long-term questions, and an important 
one.
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Also, the research side and the Water 
Transport Committee side of our Commission 
try at all times to keep abreast of the actual 
day to day developments that are going on. 
But they do not have any executive function 
in that sphere; they simply have an advisory 
function.

Mr. Nowlan: Would it be possible then, Mr. 
Chairman, to ask Mr. Pickersgill if the CTC 
is keeping abreast and having a surwey made 
and, at the same time, this is also being done 
by a committee of the National Harbours 
Board—

Mr. Pickersgill: What the National Har
bours Board is doing is considering a concrete 
proposition for the use of their facilities and 
it appears that this consortium has gone to 
Saint John Harbour and the Halifax harbour 
and has asked for proposals in both places. 
This is really rather a negotiation; it perhaps 
illustrates pretty well the difference between 
the research side of the Commission and any 
executive agency, whether it is the Depart
ment of Transport or the Harbours Board or 
the St. Lawrence Seaway. It is not our busi
ness to interfere with their day to day opera
tions, but if they come to us for advice we 
give it. We try to keep in close touch and, 
happily, we all happen to be friends and we 
try to help one another out in every way we 
can.

Mr. Nowlan: So the research and explora
tion of potential is being done by the CTC.

Mr. Pickersgill: That is right—the long
term research and exploration.

Mr. Nowlan: Could you give us an idea of 
what the terms of reference are or the time 
limit is for this contractual study that Mr. 
Cope mentioned. Are they English consult
ants, American consultants, or Canadian 
consultants?

Mr. Pickersgill: I think I would have to get 
some details. I would be very glad to provide 
a memorandum setting out the details. I think 
it would be a very great mistake for me to 
try to speak from memory.
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Mr. Nowlan: A memorandum would be 
fine.

Mr. Pickersgill: I would be very happy to 
provide a memorandum either to the Com
mittee or to you personally. If the Committee 
would like it I would be very glad to provide 
the secretary with one and copies of it could 
be circulated to all members of the 
Committee.

Mr. Nowlan: That would satisfy me for the 
present time.

Mr. Skoberg: Is the CTC working closely 
with the National Harbours Board at all times 
in regard to the containerization traffic that 
we can expect.

Mr. Pickersgill: Yes.

Mr. Skoberg: When do you expect that Part 
III of the Act will be implemented?

Mr. Pickersgill: I suggest that the next time 
the Estimates are up in the House of Com
mons that perhaps that would not be an inap
propriate question to put to the Minister of 
Transport, since it is the Governor in Council 
who decides that question, not us.

Mr. Skoberg: Then is any representation 
that is being made before the Minister or 
before the CTC.

Mr. Pickersgill: If I was the Minister of 
Transport—and I used to be—and some 
official tried to give an answer for me, I 
would be annoyed. This is a function. Even 
the Minister of Transport cannot decide this, 
it can only be decided by the Governor in 
Council. But I am a retired Privy Councillor 
and I am not privy to these things.

Mr. Skoberg: What I am wondering Mr. 
Chairman, is that if the Trucking Associa
tions make representation to whom do they 
make it?

Mr. Pickersgill: The Canadian Trucking 
Associations have made a good many 
representations to the Canadian Transport 
Commission. They made some to me the other 
day on how they would like to see Part III 
administered if it were proclaimed. I think 
that is a very proper thing to do, but I sug
gested to them that if they sought to make 
representations about whether or not it 
should be proclaimed the appropriate persons 
to whom to moke them were Ministers, 
because the decision would be made by the 
Governor in Council and not by us.
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Mr. Skoberg: Their representation no doubt 

was made particularly along the Unes of their 
intra and provincial and countrywide 
transportation...

Mr. Pickersgill: Mr. Lewis, the President of 
the Canadian Trucking Associations Inc., 
made a speech in Toronto. I think I can prob
ably get some copies of it. It was a very 
excellent presentation of their position.

Mr. Skoberg: Would not the CTC make 
recommendations to the Minister on these 
representations?

Mr. Pickersgill: I am of the opinion that the 
CTC would be a little hesitant, of its own 
volition, to try to tell the government what it 
ought to do. But before any decision, one way 
or the other, was taken in this matter I would 
hope that we would be consulted by the 
Minister.

Mr. Skoberg: This is what makes it rather 
difficult to understand what are the functions 
of various departments of government. I real
ize that it will take me some time to try to 
sort them out, but there seems to be a great 
deal of duplication of efforts somewhere.

Mr. Pickersgill: I have been around Ottawa 
since 1937 and I am still sorting them out, 
Mr. Skoberg, so do not be discouraged.

Mr. Skoberg: Possibly with your experi
ence, Mr. Pickersgill, you could make 
recommendations.

Under the Railway Grade Crossing Fund 
what work is being done to improve the type 
of protection at grade crossings?

Mr. Pickersgill: There are two aspects to 
this question. Any new device or procedure 
that we hear about from any source, the engi
neering people in the Railway Transport 
Committee look at very carefully, to see 
whether it would improve the situation at 
some of these grade crossings.

There is also the fund for grade separa
tions. When I was Minister of Transport I 
undertook, while the bill which is now the 
National Transportation Act was before Par
liament, that we would have a careful study 
made of the whole problem of grade separa
tions. That study is in the course of being 
made at the present time. It is not completed, 
but I do not think anything very serious is 
being lost because of that, because all the 
funds that Parliament has so far been willing 
to grant are fully committed to actual 
projects.
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But some consideration is being given—I 
do not think this is any secret—to the ques
tion of whether the $500,000 limit of federal 
contribution to any one project is too low. 
That is a matter that the Canadian Transport 
Commission could not decide. Only the gov
ernment could decide that—no, even the gov
ernment could not decide it. Only Parliament 
could decide it, because the law made by 
Parliament says at present that it cannot be 
more than $500,000. The government, howev
er, would be the only body that could recom
mend to Parliament that that ceiling be 
raised. That is one thing.

There is also being considered the possibili
ty, if a railway relocation in, say, an urban 
community would eliminate a great many 
grade crossings of englobing the con
tributions, which otherwise would be made to 
each, and making that an aggregate contribu
tion to the relocation.

Parliament has never passed on that ques
tion, and with the amount of funds available 
at the present time I think, it would be very 
hard to get anyone to agree that one com
munity should be given a proportion of the 
total funds so large as to make that possible.

In some respects, it is rather appealing as a 
way of not only improving the situation rela
tive to traffic safety, but also perhaps of con
tributing something to urban renewal. 
However, as I say, this is in the idea stage, 
and it is being considered.

Mr. Skoberg: Mr. Chairman, is the RTC or 
the CTC using the facilities of the National 
Research Council to try to imporve the type 
of protection at these crossings? I am particu
larly concerned with the increase in the 
amount of the inflammable material being 
carried on highways. This creates danger not 
only to highway traffic but to the operation 
of...

• 1035

Mr. Pickersgill: I think I would prefer to 
let Mr. Jones, who is...

Mr. Corbin; On a point of order, Mr. Chair
man, have we now passed from Item 50 to 
Item 60?

The Chairman: No; we are still on Item 50.

Mr. Corbin; Because what we are discus
sing comes under Item 60. We are into a new 
line of discussion, Mr. Chairman, are we not?

The Chairman: We are still on Item 50. 
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Mr. Skoberg: We have had a general dis
cussion since we started.

Mr. Corbin: If it comes under Item 60 per
haps it could be discussed later?

Mr. Skoberg: If the question could be 
asked, Mr. Chairman, during a lapse in the 
questioning it might save time later on.

The Chairman: Mr. Jones?
Mr. David Jones (Chairman, Railway 

Transport Committee): Yes; I will be glad to 
answer that question, Mr. Chairman.

Your question, sir, was whether the 
Canadian Transport Commission is co-operat
ing with the National Research Council. The 
answer is yes, we do. As one example of 
many, there is a project going on at the 
moment—I am not sure whether Canadian 
Pacific is involved in it, but I know that 
Canadian National is—involving a type of 
warning light that is put on top of a locomo
tive. It is a revolving type of thing and is 
designed to give additional warning at night 
of the approach of a train toward a crossing. 
These are under test and members of the 
Committee may have seen them on locomo
tives. I have seen them myself in this area.

The type of lens and the intensity of the 
red light to be used in the crossing signal are 
matters which are under study at the 
moment, and the National Research Council is 
doing some work on that.

There are others, and will be others as we 
go along.

Mr. Skoberg: Are any funds set aside in the 
budgets of the CTC or the RTC for this type 
of research, or is it all done under the 
National Research?

Mr. Jones: Certainly not out of the Grade 
Crossing Fund. I do not think there are, 
specifically.

Mr. Skoberg: I have just one further ques
tion, Mr. Chairman.

Mr. Pickersgill, how many outside consul
tants are being used now by the CTC and 
how are these consultants employed? Are 
they put up for tender, or is preferential 
treatment given to—

Mr. Pickersgill: Perhaps I could provide 
the Committee with a memorandum on this 
subject. It would involve quite a long expla
nation. There was a meeting of some 80 pers
ons representing the majority of the consult
ing firms interested in the kind of work that 
the Canadian Transport Commission is 
doing...
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Mr. Skoberg: Do you have invitation ten
ders, then?

Mr. Pickersgill: No; this was to discuss the 
method and the problem of selection, and so 
on. I could provide the Committee with a 
memorandum outlining the results of that, 
and I would be very happy to do so. I think it 
is a very interesting and important subject.

Mr. Skoberg: Thank you, Mr. Chairman.

The Chairman: Mr. Benjamin?

Mr. Benjamin: In the Item under Vote 50, 
“Degaussing Canadian Government Ships and 
Canadian-owned merchant ships”, what does 
“degaussing" mean? Is it taking the barnacles 
off?

Mr. Pickersgill: Mr. Nesbitt probably 
knows more about that than I. He has proba
bly had some personal experience. It is a 
process that has some relation to mines.

Mr. Nesbitt: It removes the magnetic field 
for ships.

Mr. Benjamin: I can see that the CTC 
would pay for the cost of this for govern
ment-owned ships. When it is done for other 
Canadian-owned merchant ships are they 
charged for it or is the cost recovered from 
them, or what?

Mr. Pickersgill: Do you know the answer to 
that Mr. Marks?

Mr. L. L. Marks (Financial Adviser, 
Canadian Transport Commission): I do not
know the answer to that, Mr. Pickersgill. I do 
not believe they are charged. This is a gov
ernment program for government-owned 
ships.

Mr. Pickersgill: For government-owned 
ships.

Mr. Benjamin: But it says, “and Canadian- 
owned merchant ships” of 3,000 to 20,000 
gross tons.

Mr. Pickersgill: Perhaps we ought to get an 
answer on that. I will be very glad to.

The Chairman: Mr. Carter?
Mr. Carter: I have a couple of questions of 

Mr. Jones of the Railway Transport 
Committee.

First of all, the east coast ferry, Argentia- 
North Sydney, has been taken off. Is it going 
to be a seasonal operation? There are expen
sive facilities there, and an access road that

cost many millions of dollars, and the ferry is 
operating only on a summertime basis.

Is it going to be the policy just to operate it 
on a sort of tourist schedule, or all year 
round?

Mr. Jones: I do not know that I can answer 
that question, Mr. Chairman. I doubt that it is 
in our jurisdiction.

Mr. Pickersgill: I do not think you can. It is 
under the jurisdiction of the Water Transport 
Committee.

The ferry is operated, of course, for the 
government, as are all other ferries, by the 
Canadian National Railways, and the sched
ules and use of the ferries in the wintertime, 
as I think you know, Mr. Carter, depend a 
good deal on the amount of traffic offering 
and also on the necessity for the removal of 
the ships for refit, and that sort of thing.

I really do not know the details of it but I 
would be very glad to get them.

Mr. Carter: My second question, Mr. Chair
man, relates to railway crossings. There are 
several in my riding, St. John’s West, which 
are very hazardous. During the past few 
years there have been some serious accidents. 
Have representations been made by the St. 
John’s City Council or by the provincial gov
ernment about, or has any consideration been 
given to, improving these crossings? One in 
particular is the Waterford Road crossing.

The Chairman: Order, please.

Mr. Carter: Mr. Chairman, I have several 
other questions relating to the abandonment 
of the C.N.R. but I think we should wait until 
this motion of Mr. Allmand’s has been dis
posed of.

The Chairman: Yes, you are quite correct.

Mr. Carter: So, I will waive any further 
questions on that until this motion has been 
disposed of.

The Chairman: Mr. Jerome.

Mr. Jerome: Mr. Chairman, my questions 
also pertain to the abandonment of service in 
certain areas, and it might be more appropri
ate and expeditious if I left that questioning 
until after these estimates are completed.

The Chairman: It certainly would be. Mr. 
McGrath.

Mr. McGrath: Mr. Chairman, since there 
seems to be a tendency to deal with all of the
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items under the General item, I presume that 
is the way the Committee is proceeding.

I have one question so as not to hold up the 
Item when we get past the first item. It comes 
under Vote 65 and it is not really a question. 
It is merely in the form of a recommendation 
to the Commission. It concerns the subsidy to 
the Bell Island and Portugal Cove ferry 
service.

I have had discussions with the crew of the 
vessel that receives this subsidy, the John 
Guy and in my opinion these men are under
paid for the work they have to perform and I 
hope that the Commission will bear that in 
mind. But what I am mostly concerned about 
is the fact that they are paid monthly and 
that they do not get their cheques until any
where from a week to ten days after the 
month closes.
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The excuse that they have been given by 

the company is that the company is late in 
getting the subsidy. It seems to me that that 
is a very lame excuse because certainly any 
bank would carry them for a week or ten 
days. The suggestion that the crew have made 
is that they have the use of their money 
interest-free for two weeks. I hope that the 
Commission will bear this representation in 
mind and communicate to the company that 
perhaps it should even be made a condition of 
the subsidy that the men be paid on time.

Mr. Pickersgill: I have heard a lot about 
the Bell Island ferry but frankly, Mr. 
McGrath, this is the first time I have heard 
this particular complaint. But I can tell you 
that before the day is out I will get in touch 
with the Chairman of the Water Transport 
Committee and ask him to look into it at 
once. It does not seem to me at first glance— 
there may be something you and I do not 
know about—to be a very convincing argu
ment, especially in the case of pay.

Mr. McGrath: Thank you very much.

The Chairman: Shall Item 50 carry? We 
have been switching from Item 50 to . . .

Mr. McGrath: I did so on the understanding 
that we were going to deal with all the items 
under the General item.

Mr. Howe: I have a question on Item 50. I 
am not a member of the Committee but I 
understand we are allowed questions. I was 
interested in the questions that were being 
asked under Professional and Special Ser- 
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vices. I sometimes wonder whether we do not 
get carried away with this business in a lot of 
our committees, in a lot of our commissions. I 
think the Glassco Commission had something 
to say about that. Does the Canadian Trans
port Commission, when you need professional 
people, go to the air services, to the marine 
services and find out if there is anybody 
available there before going out and hiring 
people to do these special jobs that are neces
sary? I think it is mentioned in the Glassco 
Commission report that there should be more 
co-operation between departments of govern
ment instead of going out into the market
place and hiring extra people. Is this being 
done?

Mr. Pickersgill: This is certainly being 
done. As a matter of fact one of the reasons 
why it was felt desirable to have a research 
division in the Canadian Transport Commis
sion, as I am sure you will recall when we 
had the debates on the bill itself, is that when 
you get outside experts, no matter how good 
they are, they have to spend quite a lot of 
time learning about the job before they can 
do it; whereas if you employ people as much 
as you can who are dealing with these prob
lems from day to day, they do not have to get 
a certain amount of education at the expense 
of the taxpayers. Every effort is made in all 
our research projects and certainly every 
effort is made by the Railway Transport 
Committee, the Water Transport Committee 
and the Air Transport Committee to make 
use of every kind of facility that the govern
ment has including, as Mr. Jones pointed out 
a few moments ago, the National Research 
Council. We are restricted, I think rather for
tunately, in the amount of money we can 
spend and that is a further incentive to 
economy in this regard.

Mr. Howe: What do you mean by further 
economy? Professional and Special Services— 
Item 50—for the Canadian Transport Com
mission has gone up almost $400,000 from last 
year.

Mr. Pickersgill: Yes, but last year was not 
a very long year. Most fiscal years start on 
April 1 but last year for this Commission it 
started on September 19, as the Commission 
was only established then.

Mr. Howe: Yes, but there still would be 
some people available from the old Transport 
Commission and people from the old Board of 
Transport Commissioners.
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Mr. Pickersgill: Oh, yes. Would you be in
terested in having a kind of breakdown?

Mr. Howe: I understand you are going to 
give the Committee a memorandum on that to 
indicate who these people are and what cate
gory they are in.

Mr. Pickersgill: Yes, and what they are 
doing. That is right. We will be very happy to.

The Chairman: Mr. Howe, do you have fur
ther questions?

Mr. Howe: Are we allowed to question on 
Item 60, the Railway Grade Crossing Fund? 
You have been answering questions on that.
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Mr. Pickersgill: I wonder, Mr. Chairman, if 
it would be impudent on my part to make the 
suggestion that you follow the same rules as 
followed in the House of Commons and let 
anybody ask questions on the General vote, 
on all the votes. I think it would be more 
convenient.

The Chairman: Is that agreed?

Some hon. Members: Agreed.

Mr. Howe: Then, Mr. Chairman, it will be 
all right to ask a few more questions on the 
Railway Grade Crossing Fund. I am rather 
interested. Has that $10 million not been 
there for a long, long time?

Mr. Pickersgill: Oh, it is spent every year. 
But do you mean that the amount has not 
increased?

Mr. Howe: That is right. I cannot remem
ber its ever being changed.

Mr. Pickersgill: Mr. Howe, I suppose I 
should not dare to say this because the re
porters might hear me but if you would make 
some representations to Mr. Benson. ..

Mr. Howe: Mr. Chairman and Mr. Pickers
gill, in the way that the cost of living is going 
up, this government does not seem to be able 
to control it at all. The cost of these railway 
crossing divisions or signals and everything 
else certainly has gone up, so that there must 
be fewer being built these days than there 
were. Mr. Chairman, I feel that in view of the 
fact that the trains are going so much faster 
these days there should be an increase in this 
amount. With the necessity for more efficient 
and adequate signals at the crossings, especial
ly in view of the new turbo train between

Toronto to Montreal, I shudder to think what 
will happen at level crossings when that 
travels at 110 or 120 miles an hour. No whis
tle or no light—there has to be a signal at the 
crossing. It has to be very, very efficient and 
adequate or you are going to have a lot of 
accidents at these crossings. As I say, that $10 
million has been there for so long that there 
cannot be too much works being done these 
days in regard to railway crossings and 
separations.

Mr. Pickersgill: I certainly will agree with 
you, Mr. Howe, that there are more applica
tions every year than it is possible to satisfy.

Mr. Howe: As I say, the increased cost of 
all of these signals and separations must also 
cut down on the number that you can process. 
You only have $10 million and that must have 
been there for 15 years.

Mr. Pickersgill: I do not think it is quite 
that long but it has been there for quite a 
long time.

Mr. Howe: It has been there for a long 
time.

Under the same vote I notice “Statutory 
—Payments to railway and transportation 
companies of amounts determined pursuant to 
the provisions of the National Transportation 
Act—$96 million.” It was $110 million in 
1967-68. What is that for?

Mr. Pickersgill: That is a statutory item. 
You will recall, Mr. Howe, when we were 
putting the bill through that it was to be 
reduced by 12.5 per cent a year. This is the 
phasing out of all the various payments that 
were at that time being made to the railways. 
It is not what is called a controllable expendi
ture because unless you amend the National 
Transportation Act it just has to be paid.

Mr. Howe: In that phasing out, I understand 
it was supposed to be the freight rate subsidy 
that was being phased out at the rate of $18.5 
million per year. Was it not?

Mr. Pickersgill: There is no freight rate 
subsidy now.

Mr. Howe: No, but was there not something 
to be phased out at the rate of about $18 
million a year in that bill?

Mr. Jones: It is $14 million a year. For 1967 
it was $110 million. For 1968 it was $96 mil
lion and next year it will be $14 million less 
and so on up to and including—
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Mr. Howe: Oh, yes. I see it now.

Mr. Jones: It is right in the Railway Act, 
sir, in Section 469.

Mr. Howe: I sometimes wonder whether we 
do not need another freight rate subsidy act, 
Mr. Chairman, because of the fact that freight 
rates have gone up so tremendously in the 
last year. It has certainly been one thing that 
has kicked the cost of living way up above 
reach.

Mr. Pickersgill: I think that is something 
that would be beyond my capacity to com
ment on. That is a question of policy to be 
taken up in the House of Commons where the 
politicians are.
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Mr. Howe: Mr. Chairman, this brings up a 
point that I think is very important in all 
these committees, that the minister or his 
parliamentary secretary should be here to 
answer some of the questions in regard to 
government policy that arise in these commit
tees. I think this is another move on the part 
of this government to put those ministers 
away up on a pedestal where nobody can get 
at them.

With regard to this business of freight rate 
subsidies I think this should not have been 
phased out because we know what has hap
pened to the cost of freight rates in the last 
six months or a year. This certainly has put a 
tremendous pressure on the cost of living. Of 
course, I realize that this government does 
not seem to give any consideration to what 
things cost or the pressures they put on the 
cost of living, but I think this is an area 
where there should have been some care 
taken and probably some consideration given 
to bringing in another freight rate subsidy act 
to see that those freight rates are held level.

We know, Mr. Chairman, that there is 
going to be an increase in railway wages and 
who is going to absorb them—the man on the 
street in the cost of the things he buys. This 
is where everything goes and this is where 
the increase goes, and it is a trend that has to 
be stopped because there are not going to be 
any dollars left in the ordinary man’s pocket 
by the time he has paid all these increased 
freight rates and cost of living. And freight 
rates have a tremendous amount to do with 
the cost of living.

The Chairman: Have you any further ques
tions, Mr. Howe?

Mr. Howe: No. Thank you.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: Mr. Chairman, I have two or 
three disassociated questions that deal with 
different things. If anybody else has anything 
specific—

The Chairman: Have you a supplementary, 
Mr. Allmand, on the Railway Grade Crossing 
Fund?

Mr. Allmand: Did Mr. Pickersgill say that 
each year for the last few years we have had 
more applications for funds out of the Grade 
Crossing Fund than there were funds 
available?

Mr. Pickersgill: I think that is correct.

Mr. Jones: I will put it this way. Certainly 
the Fund is under pressure now at its present 
level. The Railway Transport Committee 
authorises protection or grade separation of 
one kind or another on an average rate of 
about 500 locations a year. This may involve 
a separation, it may involve a crossing 
equipped with warning lights or it may be a 
reconstruction of an old project that should 
be brought up to date. Those orders use up 
the Fund.

Mr. Allmand: Have you had to turn down 
an application that you would have accepted 
otherwise because there was not any money 
left in the Fund?

Mr. Jones: Not to my knowledge.

Mr. Allmand: So that some of these 
applications that were turned down might 
have been turned down on other grounds?

Mr. Jones: Yes. What happens, of course, 
when an application is made to protect a 
crossing is that a great deal of engineering 
work has to be done both by the city 
or town or highway department, whatever 
agency is making the application, and by the 
Railway Transport Committee to be sure that 
all of the technical aspects are in proper op
erating condition and that they provide the 
best protection for the particular location. 
This work goes on continually and we find 
that each vote is used up. However, at the 
same time we find that an application that 
might be decided this year or next year, if 
there is no money left in the Fund, will be 
put on the following year. I cannot say how 
many of those there would be, I would have 
to check and find out for you. However, I do
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not know of any applications that have been 
turned down by reason of lack of money in 
the Fund.

[Interpretation]
The Chairman: Mr. Serré, do you have a 

supplementary question?

[English]
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Mr. Serré: No, not regarding the railway.

Mr. Givens: Could we have the question on 
the vote first.

The Chairman: You can put your question 
now, Mr. Serré?

Mr. Serré: Thank you, Mr. Chairman. I 
have a question regarding Item No. 55, which 
is subsidies to regional air carriers for their 
operating costs. I wonder if Mr. Pickersgill 
could tell us if these subsidies are given to 
privately-owned air lines or to Air Canada?

Mr. Pickersgill: No. They are only given to 
regional carriers. At the present time there 
are five air lines in Canada that are defined 
as regional carriers. Moving from east to 
west, there is Eastern Provincial Airlines 
Limited, with its headquarters in Gander; 
there is Quebecair, Incorporated; there is 
Nordair Limited; there is TransAir Limited 
and there is Pacific Western Airlines Limited. 
Up to now two of those air lines have 
received subsidies, Eastern Provincial Air
lines Limited and Quebecair, Incorporated. I 
do not think any of the others have applied 
for a subsidy.

Mr. Serré: I wonder if you could elaborate 
as to their operating cost.

Mr. Pickersgill: The subsidies are not given 
in respect of their total operations but in re
spect of particular services where the service 
is not in itself sufficient but where, for one of 
several reasons that are set out in the state
ment of policy, it is considered desirable in 
the public interest to provide a service. I 
should have brought the statement with me, 
but I think I can summarize it by saying that 
if there is no other mode of transport except 
air service, and although there is a substantial 
population the air line cannot make a go of it, 
then it is eligible for consideration for sub
sidy. If there is an area where some develop
ment is going to take place that looks very 
promising, that looks as though in two or 
three years it will be self-sufficient and it is

cheaper to put in an air line than to build a 
road or a railway or provide some alternative 
service, this area is eligible for consideration. 
That is the kind of situation I mean. These 
subsidies are supposed to be on a “use it or 
lose it” basis. In other words, if the service 
is not used the subsidy will not be continued.

Mr. McGrath: If you will permit me, Mr. 
Chairman, I would like to raise a point of 
order. It is now 11 o’clock and other commit
tees are meeting at this hour. As I understand 
it, the practice has been that those commit
tees which meet at 9.30 adjourn at 11 o’clock. 
I just point that out for your consideration, 
Mr. Chairman, because, as I say, it is now 11 
o’clock and other committees are meeting. I 
also do not think it is fair to Mr. Pickersgill 
and the senior officials if we keep them here, 
as we did last Thursday, from 9.30 a.m. until 
1.10 p.m.

The Chairman: There was no set hour 
and...

Mr. Serré: I am really surprised that Mr. 
McGrath would raise this point of order 
today, Mr. Chairman. What happened last 
week was not my idea.

The Chairman: I think we shall carry on. 
Those members who were called for other 
committees, it is their duty to attend or not to 
attend, but we shall carry on until...

Mr. McGrath: Mr. Chairman, I am not 
going to allow you to treat my point of order 
in such a manner as that. I am now going to 
put this to you in the form of a direct ques
tion. Has there not been a decision by the 
Steering Committee of the House that com
mittees shall meet from 9.30 a.m. until 11.00 
a.m. and from 11.00 a.m. until 12.30 p.m.?

The Chairman: No. there were no set 
hours, no set time. You may carry on, Mr. 
Serré.

Mr. Serré: I have a further question. I 
wonder if Mr. Pickersgill and his Commission 
have considered the feasibility of allowing 
subsidies to air line carriers at points in 
northern Ontario where there is not sufficient 
railroad service and where we do not have 
proper air line facilities at the moment?
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Mr. Pickersgill: The policy under which the 
Canadian Transport Commission is now oper
ating is such that if any one of those five air 
lines which provide regional carrier service
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were to apply in that sort of a situation it 
would certainly be considered, but so far 
there have been no applications. I would not 
be very surprised if a situation of that sort 
did arise, but when that statement of regional 
policy was made—and I would like to send 
you a copy of it because I should have had it 
here—it also envisaged, of course, some 
transfers of routes at some time in the future 
from Air Canada or Canadian Pacific Air 
Lines Limited to some of these regional carri
ers. That, of course, might have some consid
erable bearing both on the situation in north
ern Ontario and in northwestern Quebec.

The Chairman: Mr. Corbin do you have a 
supplementary question?

Mr. Corbin: Yes, supplementary to this, Mr. 
Chairman. First of all, I think we should set 
the record straight. Mr. Pickersgill mentioned 
Eastern Provincial Airlines. Should it not be 
“Airways"?

Mr. Pickersgill: Probably.

Mr. Corbin: I think it is.

The Chairman: Eastern Provincial Airways 
Limited.

Mr. Pickersgill: I apologize.

Mr. Corbin: My question has to do with the 
license you granted to Eastern Provincial Air
ways Limited to operate an air service 
between, among other points, Charlottetown, 
Charlo and Quebec City, to give them an 
open door into central Canada. When you 
granted the license to Eastern Provincial Air
ways Limited you turned down the applica
tion by Quebecair, Incorporated.

Mr. Pickersgill: That is right.

Mr. Corbin: To come into the Maritime 
area of operations, so to speak. Does that 
decision mean that the door is now closed 
once and for all to Quebecair, Incorporated 
from operating in our general area?

Mr. Pickersgill: No, not at all. The Commit
tee was just dealing with a particular 
application.

Mr. Corbin: I see. I think that Quebecair, 
Incorporated was turned down on the basis 
that the facilities at Edmundston, for one, 
were not adequate, according to the Depart
ment of Transport specifications.

Mr. Pickersgill: I think I would have to 
take the same attitude, Mr. Corbin, about the

decision of the Air Transport Committee that 
I took about a decision of the Railway Trans
port Committee. I would be very glad to give 
you a copy of the decision, which speaks for 
itself.

Mr. Corbin: I have one, sir.

Mr. Pickersgill: I think it woud be very 
improper for me to comment on the decision.

Mr. Corbin: If the airport facilities at 
Edmundston were relocated or improved in 
any way to meet the Department of Transport 
specifications, and if Quebecair, Incorporated 
were to reapply for an operating license in 
that area—

Mr. Pickersgill: If they reapplied their 
application would certainly be considered. 
There is no question about that.

Mr. Corbin: What is the status of the 
license which you gave to Eastern Provincial 
Airways Limited in its Charlottetown-Bath- 
urst Quebec City service? It was mentioned in 
that decision that the service to northern New 
Brunswick was by way of Charlo/Bathurst.

Mr. Pickersgill: That is right.

Mr. Corbin: What exactly is involved here?

Mr. Pickersgill: I think this is so technical 
a point that I would not be infringing the 
proprieties if I said that it means that the 
service operated by Eastern Provincial Air
ways Limited between Charlottetown and 
Montreal can be either through Charlo or 
Bathurst.

Mr. Corbin: Or Bathurst.

Mr. Pickersgill: Yes.

Mr. Corbin: From both points?

Mr. Pickersgill: Yes, or both; either or 
both.

Mr. Corbin: As they so wish.

Mr. Pickersgill: Yes. However the airline 
decides what kind of schedules it is going to 
have.

Mr. Corbin: But they have the authority to 
give this or that service.

Mr. Pickersgill: That is what that oblique 
stroke means. I was also a little puzzled about 
it the first time I saw it.

The Chairman: Mr. Givens, did you have a 
supplementary on air?
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Mr. Givens: Not on air, Mr. Chairman, on 
the subject of the elimination of level 
crossings.

The Chairman: I think Mr. Jerome has a 
supplementary question on this subject. I will 
come back to you.

Mr. Jerome: This may be a question of a 
very general character, Mr. Chairman, but I 
think it is clearly supplementary to Mr. 
Serré’s question in respect to air services in 
northern Ontario. However, it ties in with 
rail service as well, and I think the two of 
them are linked together because the consid
eration of a subsidy of any sort for a regional 
carrier now operating in northern Ontario 
might be linked to the declining passenger 
rail service. I know very recently—and I am 
sure Mr. Pickersgill is aware of this—a 
licence was granted to a regional air carrier, 
Georgian Bay Airways Limited, to operate 
from Sudbury—

Mr. Pickersgill: We do not regard that as a 
regional carrier. That is what is called a third 
level carrier.

Mr. Jerome: I see.

Mr. Pickersgill: And they are restricted as 
to the size of aircraft they can use.

Mr. Jerome: They were recently licensed 
by the Air Transport Committee to operate 
directly between Sudbury and Ottawa. I 
think that decision was long overdue, and it 
highlights the declining passenger service that 
is taking place on the railroads. While air 
service is very convenient in that respect, as 
Mr. Pickersgill is probably very well aware 
the weather conditions in northern Ontario 
are such that it sometimes becomes an unreli
able service and during the winter months it 
stresses all the more the vital need and the 
often useful service that the railroads pro
vide. Notwithstanding that fact, at the present 
time it is impossible to get overnight accom
modation from Sudbury on either of the rail
roads to Toronto or Montreal. I know that 
that is attributed to the declining use by pas
sengers, but I wonder if we have not 
arrived—and I ask you to comment on this, 
sir, if you would—at the stage where your 
Commission should be considering as a mat
ter of policy that we simply can no longer 
afford this competition that exists for pas
senger service over similar rail lines, this 
competition for the declining passenger dollar 
by both railroads?

Mr. Pickersgill: This is, of course, one of 
the questions that would obviously have to be 
considered in relation to any application that 
either railway might make, as they are enti
tled to do under the law, for a subsidy. I am 
quite sure that if railway asked for a subsidy 
to maintain its passenger service, the Com
mission would feel obliged to look at all the 
alternative modes of transport before they 
decided that for some particular passenger 
service the taxpayers of Canada generally 
should pay a subsidy to a particular line. We 
would have to look—the law says that we 
must—at every other alternative way of giv
ing it from A to B, and that subsidy should 
only be paid if there is not adequate service 
in some other way. Among other things, we 
would certainly look at the question of 
whether or not, over substantially the same 
route, there should be two trains operated at 
the same time by two railways.

Mr. Jerome: May I go further and ask you, 
sir, whether you agree with me that the Com
mission should be encouraging rail lines not 
to compete with one another for the limited 
passenger volume?

Mr. Pickersgill: We do carry on a lot of 
discussions with them. A nice question of 
course is to what extent you ought to inter
fere with the management of businesses—you 
know, the great white father here in Ottawa 
telling people how to run their business. But 
the moment they come and ask for a subsidy 
then I think we are entitled to say, “Well 
before we put the taxpayers’ money into your 
operation, as you are asking us to do, we 
have to look very hard at whether this is a 
very high priority use of the taxpayers’ 
money”.

Mr. Jerome: You will appreciate, sir, the 
reason I am asking you for your feelings at 
this time is that I understand later in the 
session we will be talking to the people who 
are responsible for the management of the 
two companies, and I am sure when I ask 
them the questions they are going to say, as 
you have said, that perhaps it is the other 
man that you should be asking.

Mr. Pickersgill: My own feeling is that the 
moment there is any question raised by either 
railway about a subsidy for any passenger 
service, we have a duty. Maybe I have 
always been regarded as a penny pincher and 
interested in the taxpayer’s dollar, but I 
think it is our duty to see that we do not 
provide tax money for services that are not 
really necessary.
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The Chairman: Do you have further ques
tions, Mr. Jerome?

Mr. Jerome: I have no further questions. 
Thank you, Mr. Chairman.

The Chairman: Mr. Skoberg?

Mr. Skoberg: I wonder if Mr. Pickersgill is 
stating a policy of the Canadian Transport 
Commission at this particular time when he 
refers to the competition between railroads. I 
think the point was made the other day that 
too many of these decisions are already made 
before they get to a commission—that too 
many communities make representations 
before a commission when the decision is cut 
and dried. If the decision is going to be cut 
and dried at the high level there is no use 
putting communities and individuals to the 
expense of making representation before 
these boards and commissions. I would ask 
Mr. Pickersgill whether or not he considers 
that this time limit under the Act that we 
have here will have to be extended in so far 
as subsidies are concerned if we are going to 
retain a unified Canada in so far as transpor
tation is concerned.

Mr. Pickersgill: No, I do not think there is 
any relationship—I am speaking really rather 
more as a nominal author of the bill than as 
the President of the Transport Commission. 
The purpose of these transitional subsidies 
was to enable the railways to get enough 
experience, as the subsidies declined, to make 
applications for specific subsidies for any ser
vices that were imposed upon them as a pub
lic duty. Therefore, I think paying these glo
bal transitional subsidies and extending them 
any longer than is envisaged in here would be 
a retrograde step because you do not know 
what you are paying for.

I am sure Mr. Skoberg is aware that these 
subsidies are not very popular with compet
ing modes of transport, like the truckers. 
That is why the law also provides that if a 
passenger train is continued by order of the 
Canadian Transport Commission when it can 
be shown clearly to be losing money, that the 
railway is then entitled to apply for 80 per 
cent of the loss. That is why, if a branch line 
is required to be continued when the railway 
has shown conclusively that they are losing 
money on it, these losses become an obliga
tion of the Treasury. In other words, the 
whole object really of this transitional sub
sidy was to allow enough time for the rail

ways to segregate those losing operations 
from their other operations on which we 
expect them to earn a living and then look at 
each individual losing operation on its meri
ts—whether it was really needed in the com
munity, and if it was really needed in the 
community then the taxpayers and not the 
railway should have to pay for it, if it is a 
loss and one which cannot be avoided. If it is 
not really needed, it should be gotten rid of.

Mr. Skoberg: Mr. Chairman, the point I 
wish to make, and I hope Mr. Pickersgill will 
accept it, is that that philosophy is fine in a 
high density population area in the central 
part of Canada. But we have two other ends 
of this country, we have the West and we 
have the East, and the social consequences of 
abolishing and abandoning branch lines and 
passenger service of every description have to 
be taken into consideration.

Mr. Pickersgill: Well, that is what the law 
says—precisely.

Mr. Skoberg: I believe you made the point 
quite well a little while ago when you said 
that you were recognized as a penny-pinching 
individual. I would suggest that we have to 
look a little further at this penny-pinching 
and realize the consequences this will have on 
these communities. I would sincerely ask that 
there be no decision or policy stated by your
self or the Transport Commission to the effect 
that everything is being based on that dollar. 
It appears that too many communities are 
being affected now by exactly that 
philosophy.

Mr. Pickersgill: With one single exception 
since this law came into effect, there has not 
been an abandonment of one mile of railway 
line, and with one single exception there has 
not been a decision to abandon a single pas
senger train. The Commission might perhaps 
be faulted for taking as long as we have and 
having done none of the things that the law 
provided for. I do not think that it can be 
argued that we are rushing into this thing.
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Mr. Skoberg: Mr. Pickersgill is well aware, 
Mr. Chairman, that there are abandonments 
by the dozens just waiting for attention and 
the research going into the abandonments of 
branch lines, passenger lines and everything 
else is tremendous, which he also is well 
aware of. It will be coming in one lump. But 
I do not want to see a policy set down by 
yourself or by this Commission which deter-
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mines how these abandonments wlil take 
place.

Mr. Pickersgill: The policy was set by Par
liament with the National Transportation Act. 
I can assure you that the policy will be fol
lowed and that all the parties will be heard, 
and that if any of the parties are dissatisfied 
with the decisions either because they think 
they are illegal or because they think they are 
contrary to public policy, they have a right of 
appeal, as set out in the Act.

Mr. Skoberg: Little Joe Blow out in the 
country though is not quite familiar with the 
right of appeal and he is the guy that I am 
concerned about.

Mr. Pickersgill: Our experience is that 
there are provincial governments and other 
organizations that are very very familiar 
indeed with the law.

The Chairman: Mr. Givens?

Mr. Givens: There are two questions that I 
would like to ask. You may not have the 
answers to them right now, Mr. Pickersgill, 
but I was wondering whether you could get 
me the information. We were talking about 
the elimination of railway crossings. There is 
one railway crossing with about six or seven 
lines of track on Strachan Avenue in Toronto 
between King Street and Lake Shore Boule
vard. This crossing has been there for at least 
50 years. They have synchronized railway 
crossings there, but they always synchronize 
this crossing with the emission of large 
crowds from the Canadian National Exhibi
tion Grounds. As 30,000 cars were leaving the 
Grey Cup Game on Saturday they decided to 
shunt a train. Is there a proposed elimination 
or phasing out of that crossing—I am not 
trying to be sarcastic or facetious—this cen
tury? This crossing has been a matter of great 
and awesome consequences in Toronto, and it 
certainly has not added to the attractiveness 
of the CNE.

Also, we have had periodic scandalous out
breaks in Toronto over the past few years of 
children being entrapped on open railway 
lines, particularly at a bridge crossing near 
the area known as Rosedale in Toronto—and 
there have been fatalities there. Most of the 
time that I was mayor, prior thereto and 
since, letters have been sent to the Depart
ment here, to the CNR and the CPR pleading 
with them to do something to eliminate this 
kind of entrapment. There is something fas
cinating about rail lines that attract kids to

them and they get themselves into jackpots. I 
would like to know whether the railways or 
the Department have considered a program of 
either eliminating or fencing in these open 
railway lines in and around Toronto which 
have led to these fatalities. If you would be 
good enough, sir, to provide me with answers 
to these questions I would be very grateful.

Mr. Pickersgill: I would like to make a 
comment and then let Mr. Jones carry on.

I know that the applications for grade sepa
rations are usually made by municipalities or 
departments of highways. Under the law, 
which Parliament could change but has not, 
all the grade crossing fund can contribute is 
half a million dollars to each single project. 
Of course there would be no objection to the 
City of Toronto paying all the rest. If it has 
gone on for 50 years, the sole responsibility is 
certainly not Parliament’s. I am just being 
facetious, Mr. Givens, and I know you will 
not mind that. Seriously, it may well be that 
this is the kind of crossing that I was refer
ring to earlier when I said there was maybe 
quite an argument for raising the $500,000 
ceiling. Beyond that, Mr. Jones will deal with 
specific cases.

Mr. Givens: Five hundred thousand dollars 
would not pay for the raising of those tracks, 
and they certainly were not put there by the 
City of Toronto, sir. That is a major hazard. 
There are grade separations all the way down 
the line, but not there. Now may be it is part 
of the southerly extension of Highway 400—I 
do not know; I have been trying to find 
this out for years. This has been a matter of 
great annoyance to the people of the City of 
Toronto.

Mr. Jones: If you are agreeable, sir, I will 
get the details of that. I do not have them at 
hand at the moment. It was Strachan 
Avenue?

Mr. Givens: Strachan Avenue between 
King Street West and Lake Shore Boulevard.

Mr. Jones: All right.

Mr. Givens: There are two sets of tracks: 
one with a bridge overpass where the mili
tary cemetery is, and one on the level. I 
could never understand why there were two 
there, but there are and there have been for 
years.

Mr. Jones: I will find out what the situation 
is and provide the information.
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Now on the other question, relating to child
ren getting caught on railway bridges, this is 
an extremely difficult problem and it worries 
us a great deal. There was an accident some
time during the summer in Toronto. Of 
course there are accidents all over Canada and 
we wish we could prevent all of them. But, 
more specifically, dealing with Toronto, that 
particular bridge has been the subject of an 
investigation by the Railway Transport Com
mittee, an investigation by the coroner of 
Ontario, and there is now a committee under 
the auspices of Metropolitan Toronto working 
on the problem and representatives of the 
Railway Transport Committee have been 
attending those meetings. I hope they will 
come up with some specific solution to that 
particular problem.

High-speed railway lines in built-up areas 
is another of the questions that we are 
reviewing in the course of the study that Mr. 
Pickersgill referred to earlier this morning. 
Signals, fencing and other means of prevent
ing trespass—unfortunately that is what it 
usually amounts to—are occupying our atten
tion, and we hope to be able to arrive at some 
solutions.

I hope that answers your question.

Mr. Givens: It will answer it when you 
come up with the solution; because these 
fatalities now happen on a pretty regular 
basis. There is a terrible outcry every time a 
child is killed and unquestionably it is a 
justifiable outcry.

It seems to be a needless waste of life 
when, from an engineering standpoint—and I 
am not an engineer—there must be some way 
of putting up gates or fences. We have been 
seeking the answer to this for a long, long 
time, but apparently there have been no 
answers. The people are very concerned 
about this.

It does not add to the image either of the 
department or of the railways when they sim
ply appear to throw up their hands and say: 
“There is nothing we can do. We are still 
studying it.” This goes on ad infinitum.

Mr. Jones: I can only add, sir, that in the 
case of the bridge you speak of—if we are 
discussing the same one—on the Don River 
Valley, I assume that at municipal expense a 
footbridge was erected across the valley, not 
too far distant from that bridge, with this in 
view.

For some reason, children still seem to 
want to use the railway bridge; this notwith

standing the fact that the railways erected 
chain link fencing.

The information we have is that the chain 
link fencing is cut by people—whatever their 
reasons may be—who seem to want to contin
ue to use this route. This is one of the 
difficulties we face.

I will go back to what I said previously. 
We are doing our best to come up with a 
solution for this kind of problem, which is 
not, of course, confined to the City of Toron
to. We find this in other built-up areas as 
well.
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Mr. Pringle: Mr. Chairman, I wish to com
ment on the questions relating to general avia
tion. In so doing, I would like to say, having 
been involved in this matter for a good many 
years, that we have received a great deal of 
help from the Department of Transport. All 
in all, they have done an excellent job, 
through various regulations, in assisting pi
lots, flying clubs and charter operations to 
function.

But it seems to me, from discussing it with 
the various organizations, that perhaps the 
time has come when we should consider a 
review of the existing policies relating to the 
problems arising out of accelerated expansion 
of air transportation, and especially so at the 
air transport level.

Air lines have been expanding very rapidly 
as a result of public acceptance of this type of 
transportation, but we have only one air 
space. The air is there, and that is the air we 
have to use; and there is a lot of it.

We are talking about high-density zones 
around big cities, and are getting into the 
area of small planes confusing the approach 
patterns, as are the air transports. They are 
talking about near-misses, which, of course, 
is rather a broad subject.

Is any thought being given by your depart
ment to simplifying, or reforming, the proce
dures in applications for third level charters, 
for example, or is anything being done about 
getting the charter operators in the various 
areas together to discuss the problems relat
ing to their own operations?

It seems that when a third level or charter 
operator wishes to apply for a licence he is 
immediately confronted with a hearing and 
with objections from various other people in 
the area. Those who object say they do so 
because they feel that if they do not object it 
will jeopardize their future licences, and so 
on.
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In British Columbia, from where I come, 
we depend a great deal on aviation, and cer
tainly not on the large transports. We have 
remote areas which require small operators 
and there is a great deal of private flying; we 
have many flying farmers, and so on. Then 
we have reducing air navigational facilities, 
which I presume is not a correct question to 
put to this group at the present time...

Mr. Pickersgill: That is for the Department 
of Transport.

Mr. Pringle: But it is there, and it is some
thing we would have to consider.

In a general way, is your department giv
ing consideration to establishing a promotion
al department—if I may use the term loose
ly—to assist in the development of general 
aviation in view of the problems they are 
faced with at the present time?
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Mr. Pickersgill: If I could go back into 

history a little, and to the establishment of 
the Air Transport Board at the end of World 
War II, one of the functions of that Board— 
and, of course, we have inherited all of those 
functions—was the promotion of civil avia
tion. That has never been lost sight of.

At the same time, it involves people. After 
all, a licence is a licence to use a bit of the 
air, which is public property. If you give it to 
one person and then to another, neither may 
be able to make a living, whereas if you give 
it to one, he might.

This is a consideration, in the use of any 
form of quasi-monopoly, that a public body 
has to take account of. I am sure you under
stand that, Mr. Pringle, and probably a lot 
better than do I.

At the present time we are making a very 
thorough study of all the procedures relative 
to small carriers and charter operators to see 
if we cannot greatly simplify the procedures 
and avoid, as far as possible, expensive hear
ings; whether we can have conferences 
between the carriers where it is merely a 
matter of concern between one carrier and 
another; and, where all the community is 
interested, on having the service and not who 
gives it. Once the community is concerned 
about who gives the service I think you have 
to let them have a say.

When all is said and done our real job is to 
consider the public interest. The interest of 
the carrier is secondary to that. I am sure you 
will agree with that. But where it is just a 
choice of having three operators or two in an

area perhaps many of the problems could be 
ironed out by conferences, without these 
small operators having to hire lawyers and go 
to a great deal of expense. We are trying 
to work out some more simplified procedures 
in this field.

We also have to examine very closely how 
restrictive one ought to be about the entry. 
You may have been familiar with one or two 
decisions the Minister of Transport has 
recently made on appeal. In one he was asked 
to review a certain area and that review is 
now under way.

I am rather hopeful that we may be able to 
find some means—if I can say this without 
offence to any of the officials, or any of the 
hard-working and conscientious people—of 
perhaps cutting away a little of the red tape 
that grows up over the years. I think this has 
to be done by every agency every so often.

You get procedures, and once in a while 
you have to take a look at them to see if they 
are still fulfilling the function for which they 
were originally intended. We are trying to 
work in that direction, especially in relation 
to the small carriers.

Mr. Pringle: Mr. Pickersgill, your answer 
will be very, very encouraging to those in 
general aviation. I am sure they will welcome 
those words.

My comments are not based on criticism of 
what has happened in the past, but we would 
have to agree that inevitably regulations 
build up and other regulations build on them, 
and sometimes they reach a point where they 
are almost insurmountable.

I hope my next question is being asked of 
the proper people, but what approach is 
being made to high density zones, as related, 
say, to Montreal and Toronto?

Mr. Pickersgill: We are very concerned 
about that, but there is a fundamental differ
ence between the Canadian Transport Com
mission’s jurisdiction relative to rail safety 
and air safety. We are the body responsible 
for rail safety; Parliament decided that the 
Department of Transport would be the body 
responsible for air safety.

That is, therefore, not an area on which it 
would be proper for me to comment. It would 
have been, when I was Minister of Transport, 
but in my new role it would not be proper for 
me to express any view.

Mr. Pringle: Mr. Chairman, I would be 
wrong, then, to ask a question related to the 
development of smaller airports?
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Mr. Pickersgill: That, again, is a matter for 
the Minister of Transport, except that we are 
trying to examine this whole problem in our 
research division to see if we can come up 
with some bright new ideas. But the 
implementation of those ideas and the 
administration of them, would be entirely a 
matter for the Department of Transport.

Mr. Pringle: May I suggest, then, research 
being under your jurisdiction, that you might 
consider reviewing the existing regulations 
as they relate to small airports? Some of 
them, at this date and in view of the type of 
aircraft available today as compared to some 
years ago, may be rather stringent.

Mr. Pickersgill: You are thinking, perhaps, 
of certain two-engine aircraft that do not 
require strips quite as long as the regulations 
provide for?

Mr. Pringle: I am referring to night-light
ing and the requirements for beacons, and 
so on.
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Mr. Pickersgill: I will be glad to pass this 
suggestion on to the people in the Department 
of Transport.

Mr. Pringle: Thank you very much.

Mr. Nesbitt: I have quite a few questions 
arising out of those of Mr. Pringle. The first 
one is on the matter of air safety.

Although I gather that this is a matter 
strictly for the Department of Transport, I 
would take it from the Chairman of the Com
mission that there are dealings between it 
and the Commission.

Mr. Pickersgill: Oh, yes.

Mr. Nesbitt: And if any suggestions are 
presented, they might be relayed. One ques
tion I had in mind is the question of fuelling 
of aircraft with passengers on board. The 
Chairman probably is not in a position to 
comment on that, as to whether that is a safe
ty regulation or whether it is not, but it was a 
matter that was brought to my attention the 
other day where passengers were on a flight in 
Ottawa here, and after they got aboard it was 
found that apparently someone forgot to fuel 
the aircraft, and the fuel going around sound
ed like a Shelley Berman record, apparent
ly—I am sorry to put it that way.

However, Mr. Pickersgill did mention that 
there was certain research going on. Has any 
research been given in Canada—I know there

has been in the United States—to this ques
tion of passengers carrying explosives on 
board aircraft, either on their person or in 
baggage, and secondly, this new “in” thing as 
you might say now of hijacking aircraft and 
going to Cuba unexpectedly. There is a cer
tain amount of levity I know in these three 
things, and it is very amusing. There was 
certainly one attempt, in Canada, to take peo
ple to Cuba rather than where they were 
going.

Mr. Pickersgill: This was Moncton, was it 
not?

Mr. Nesbitt: I was wondering whether any 
research has been done on devices for detect
ing explosives, or firearms and the like?

Mr. Pickersgill: I believe that while this 
would primarily be work done by the Depart
ment of Transport, and probably they would 
avail themselves of the various scientific 
agencies as well, probably the Defence 
Research Board. I say probably, I do not 
know. Perhaps National Defence would be 
interested in this, and the National Research 
Council. I have no doubt whatever that there 
is a good deal of work going on.

This is hardly the kind of research that 
would normally come within the scope of our 
Commission. It is really much more a matter 
for the Department of Transport because it is 
not related to long-term policy and that sort 
of thing. The question of safety is an immedi
ate question, and a very important question 
too.

It does seem to me sometimes that just 
ordinary old-fashioned frisking might suffice.

• 1145

Mr. Nesbitt: On another subject, and it is a 
different matter altogether, but it has to do 
with air. In view of the fact that even the 
major air carriers are having some difficulty 
in financing the purchasing of these very 
expensive large aircraft, not to mention 
regional carriers and third level carriers, is 
consideration being given by the Transport 
Commission—in a matter of long-term policy 
research—to the question of the legality of 
the financing of these operations by banks, 
trust companies, and the like, of leasing 
equipment which is owned by the financial 
institutions to airlines, at either of the three 
levels?

Mr. Pickersgill: There has been a lot of 
consideration given to that, not merely by us,
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and not even primarily by us, but by the 
Department of Finance, by the Treasury 
Board, by the Department of Transport. And 
I also understand that the IDB has been 
somewhat actively engaged in financing some 
of these operations.

And we are very concerned about it, par
ticularly in relation to any of these regional 
carriers which might be applying for a sub
sidy, because we want to be sure, if they are 
likely to apply for a subsidy, that they get the 
capital as cheaply as possible, so that we are 
not paying a subsidy on an unnecessarily high 
rate of return to the person who sold the 
aircraft, or leased the aircraft. It is a very big 
problem.

Mr. Nesbitt: Do you know of any compa
ny—I do not want you to name the company 
or anything like that—but are there instances 
so far in this country where aircraft have 
been leased to any of the carriers, either from 
a bank or a trust company?

Mr. Pickersgill: I do not know offhand. The 
airlines in Canada have leased aircraft from 
outside the country. Canadian Pacific has, and 
I should think it is no secret. After they had 
that regrettable accident in Tokyo, they were 
really terribly short and they did lease an 
aircraft, a DC-8 I believe, for a while. I 
believe that Air Canada on one or two occa
sions has leased aircraft. I understand the 
regional carriers more than once have done 
this.

Mr. Nesbitt: Those are basically from other 
transportation companies?

Mr. Pickersgill: Yes, I think so. I am not 
aware that anyone has gone into the business 
of buying aircraft or acquiring aircraft for 
the purpose of leasing them to the airline. I 
am not sure some of the airlines would not be 
delighted, and are hoping someone would do 
it. But I suspect it would be just about as 
financially hazardous for a company doing 
that kind of thing, as it would be for the 
airlines themselves. Perhaps there will be 
some consideration given in the future to 
some co-operative arrangements in these 
fields between the airlines.

Mr. Nesbitt: But there is a lot of attention 
being paid to this.

Mr. Pickersgill: Oh, yes, I can assure you.
Mr. Nesbitt: By other branches of govern

ment.

Mr. Pringle: A supplementary, Mr. 
Chairman.

The Chairman: Mr. Pringle.

Mr. Pringle: There is some leasing going on 
as I know, but not necessarily at the trans
port level, or the air carrier level. Are 
licences or is permission required from your 
Commission in order for them to do this?

Mr. Pickersgill: I understand so, yes.

Mr. Nesbitt: Of course, it would depend on 
whether the Bank Act or something else 
permits financial institutions to acquire per
sonal property for leasing purposes.

Mr. Pickersgill: I am not an expert on the 
Bank Act, but I think you are, Mr. Nesbitt.

Mr. Nesbitt: No, no, that is not one of my 
fields. One other question, and I think this 
one perhaps would be more properly 
addressed to the gentleman who is acting as 
adviser on accounting procedures here. The 
matter has already been alluded to by a num
ber of the members of the Committee this 
morning. It is the question of the elimination 
of passenger service or other forms of rail 
service. I do not refer particularly to New
foundland in this case.
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On occasion I have attended one or two 
hearings before the old Board of Transport 
Commissioners when branch lines were being 
discontinued, and evidence was presented on 
those occasions as I recall to show on behalf 
of the railway concerned, that they were los
ing money. And some of the accounting meth
ods—I commented on this in the House on 
some occasions—were unusual to say the 
least. But I will leave that for the moment.

The question I specifically want to inquire 
about is this. Since the Transportation Com
mission, as Mr. Pickersgill has indicated, is 
looking into the background and research and 
long-term policies of these things, when an 
application is made by a railway to reduce or 
eliminate passenger service, is consideration 
given or is an investigation conducted to see 
if this passenger service has not been deliber
ately, or appeared to be deliberately, imped
ed by the railway itself.

I mean by that the railway wishing to 
eliminate or reduce passenger service, as the 
case may be, so that it can invest its money 
in more profitable operations. It may very 
well make the time of travel between points
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longer, reduce the opportunity of purchasing 
food on the train, introduce long stops and 
waits, and that kind of thing. This has been 
alluded to in the press on a number of occa
sions. Does the Transport Commission look 
into this to see if the railway has been delib
erately undermining its own service so it can 
get rid of it, and this sort of thing?

Mr. Pickersgill: Well, I think maybe the 
only two people who might express any opin
ion on that are Mr. Jones and myself. I know 
you will not take any offence, Mr. Nesbitt— 
you and I have had many exchanges before— 
if I say this is a rather loaded question. Per
haps I should answer it.

I think the first part of my answer would 
have to be that I cannot imagine any busi
nessman degrading and destroying a service 
on which he was making money.

Mr. Nesbitt: He might make money on the 
operation, but he might be able to make more 
money if the equipment was being used for 
other purposes.

Mr. Pickersgill: Well, I do not know that 
railway passenger equipment is very saleable 
anymore. Mostly they seem to want it for 
museums here and there, whenever some
thing goes out of operation.

Quite frankly, I have no detailed knowl
edge of whether or not a railway sets out 
deliberately to get a bad reputation in order 
to encourage people not to patronize it, in 
order to get rid of the service. But I suspect 
that the railway companies are not really any 
more insensitive, and probably are much 
more sensitive, to public opinion than most 
other businesses in this country, and that 
they do not really feel that it helps them very 
much to get a bad name. This would be my 
own feeling.

Mr. Nesbitt: Well, when there are only two 
you can travel on, it does not matter much, 
does it?

Mr. Pickersgill: No, but the plain fact is 
that between here and Montreal—I know, 
because a rather close relative of mine hap
pens to live in Montreal and wants to come 
home quite often for the weekend. She makes 
a most careful scrutiny not merely of the 
timetables, but of the relative costs, and all 
the other advantages of travelling by either 
railway or travelling by bus. It seems to me 
that there is a pretty considerable measure of 
choice in that particular area, and I would be

surprised if, in fact, the railways set out 
deliberately to do those things, but I do not 
know.

Mr. Nesbitt: Well, the reason I asked the 
question—there are several reasons. I have 
had it suggested to me on a number of occa
sions over the last couple of years, and by 
people who had some reason to have some 
knowledge of this, that this is the case.
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I do not always refer to newspaper col
umnists, Mr. Pickersgill, in this regard, but 
here is one from the Toronto Telegram, of 
Wednesday, November 27 last. Mr. Ron Hag- 
gart has a column entitled “Arranging rotten 
service". It refers to the Canadian Pacific 
Railway and it is a very interesting column. 
One cannot always disregard the fourth 
estate, because they do a lot of digging into 
these things too, and I perhaps might refer it 
to the Transport Commission for reference to 
have a look at this article.

I will not waste time by quoting it into the 
record at the present time, but it is certainly 
very interesting as to what was done by the 
Canadian Pacific Railway to the Toronto-New 
York passenger service. But in any event 
there is perhaps some suspicion in some cases 
that both of the major railways are anxious 
to get rid of passenger service in certain 
instances. When applications are made to the 
Commission—perhaps Mr. Jones would be 
better to answer this—would an eye be kept 
on this aspect of things in the future when 
the accounting procedures indicating that the 
railway is losing so much money are present
ed to the Commission?

Mr. Jones: Well, Mr. Nesbitt, the applica
tion of a railway company to discontinue a 
passenger train, as you know, eventually 
comes to a hearing, with all that that entails. 
The moment the Commission receives an 
application or even a notice of intention to 
make application one of the very first things 
that is done is an inspection. This inspection 
is carried out by the inspectors on the staff of 
the Commission. These inspectors ride the 
train in question, talk to the passengers, find 
out what they think, and this is all part of the 
material that we consider.
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Mr. Nesbitt: But this practice varies.

Mr. Jones: This is our invariable practice.
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Mr. Pickersgill: I can supplement what Mr. 
Jones said. I travelled on one of the trains. 
Perhaps I should not admit this but I did 
travel on the train between Toronto and 
Ottawa not very long ago, and it seemed to 
me there was some little question that possi
bly not enough attention was being paid to 
the comfort of the passengers and Mr. Jones 
arranged to have his inspectors travel on the 
train and look into it. I think this is done for 
every complaint you get, or even any obser
vation when it is not a complaint. Mine was 
not a complaint; I was just a little concerned 
about the appearance of one or two things.

The Chairman: Have you a supplementary, 
Mr. Serré?

Mr. Serré: Yes, Mr. Chairman. It is a sup
plementary related to Mr. Nesbitt’s line of 
questioning. I believe it might also be consid
ered a point of order.

At the beginning of our Committee meeting 
last Thursday members of the Opposition 
spent over an hour requesting the presence in 
Committee of the Vice-President of the 
Transport Commission and the Chairman of 
the Railway Transport Committee in order to 
answer questions regarding accounting proce
dures with relation to the $400,000 deficit 
—which was, I believe, one of the reasons that 
the railway line in Newfoundland was aban
doned. This point was by-passed by Mr. Nes
bitt in his question a while ago. The same 
members who were obstructing last Thursday 
are here this morning and they have not 
asked this question of the officials of the 
Transport Commission or the Railway Com
mission. The main reason for putting their 
motion last Thursday was that the officials 
were not here. I feel that if they were very 
concerned about the abandonment of this rail
way service they would have put this ques
tion this morning. They have not done so. My 
feeling is that they were not so concerned 
after all about this problem and I feel that 
the members should take this into account in 
assessing the validity of their motion.

An hon. Member: We could be here for the 
next three days.

Mr. Nesbitt: Mr. Chairman, since we are 
starting the acrimony all over again, I would 
say that there was some question of some 
members of the Committee being taken by 
surprise for one reason or another. I suggest 
that there was no motivation in this—it was a 
misunderstanding. This morning the officials 
are here. However, if one is going to ask

questions on details of accounting procedure 
it does take a little homework. I intended in 
my next question to ask some questions, not 
with respect to Newfoundland railways but 
with respect to some other types of account
ing procedures that I am interested in. You 
will recall that last Thursday, by arrange
ment, this Committee sat for four hours 
because we were trying to get some work 
done. I understand that in order to set proper 
attendance at committees the Co-ordinator of 
committees has arranged that Committees sit 
for a period of one and a half hours. Last 
Thursday was an exception. Several members 
of our group who are members of this Com
mittee had to be at certain other meetings 
after eleven o’clock. However, this is a matter 
for the Co-ordinator of Committees.

I think perhaps Mr. Serré’s observations 
are not entirely in order. The main reason is 
that we have been somewhat taken by sur
prise by having the officials here so promptly 
this morning—it was not expected.

Mr. Lessard (LaSalle): You must have 
known about it, Mr. Nesbitt.

Mr. Nesbitt: I knew about it this morning 
when I looked at the notice on my desk.
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Mr. Lessard (LaSalle): You were on the 
steering committee, were you not?

Mr. Nesbitt: Now, now, that time was to be 
arranged. We are not getting into that. It was 
a misunderstanding.

The Chairman: I think we have discussed 
this before. Mr. Skoberg, you have a supple
mentary question.

Mr. Skoberg: I am quite amazed that the 
member opposite would suggest that we were 
obstructing. I thought it constructive, not de
structive or obstructive.

The point I wish to make is supplementary 
to Mr. Nesbitt’s point. It is fine to have people 
riding these trains after the application for 
abandonment has been made, Mr. Pickersgill, 
but the downgrading has already been effec
tive—and quite effective. I think you are well 
aware that it is too late after the application 
has been made.

Mr. Pickersgill: The point I was trying to 
make was that it was not confined at all. Mr. 
Jones will correct me if I am wrong, but I am 
sure that if anybody makes any suggestion 
about any specific train, offers any kind of
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concrete evidence at all and writes a letter to 
Mr. Jones or to the Secretary of his Commit
tee, that that matter will be inspected now 
whether or not there is an application for 
abandonment. I would suggest that if there 
are any members of the Committee who feel 
that way with respect to any particular ser
vice that they make a specific complaint.

Mr. Skoberg: Mr. Chairman, may I ask a 
very pointed question? In the event that both 
railway companies downgrade their service to 
the extent that it is impossible to get accom
modation this then contributes to the over-all 
loss of that service; it gets down to the stage 
where the train is running half empty and 
you cannot get accommodation. This is fact, 
not fiction. I am sure many of the members of 
this Committee are well aware of this.

Mr. Pickersgill: I suggest that if that is a 
fact that it be brought to Mr. Jones’ attention. 
I can assure you he will lose no time investi
gating it.

Mr. Skoberg: Thank you, Mr. Chairman.

remember last week there were four or five 
flights cancelled out in Toronto because of 
weather conditions. If there were a reliable 
scheduled run which did not take forever and 
a day to get there, I think it would be a very 
popular run. It would be a money-maker. 
Probably with a little encouragement from 
you they might look into it. The population 
around the Toronto area is growing. Within a 
radius of 50 miles of Toronto they could draw 
on about 4 or 5 million people. I would say it 
could be as popular a run as the one to 
Montreal.

Mr. Jones: I can tell you that the present 
day passenger train service between Toronto 
and Ottawa runs at the same speed as the 
Rapido between Toronto and Brockville. Then 
it travels over track to Ottawa which is not 
as capable of such high speeds as the double 
track main line to Brockville. This has obvi
ously some effect on the speeds which the 
train can attain.

Mr. Givens: It has some effect on the 
system!

The Chairman: Is it a supplementary, Mr.
Givens?

Mr. Givens: Yes, Mr. Chairman.
Has any consideration been given to a 

Rapido-type train from Toronto to Ottawa so 
that the shorter distance can be covered in a 
shorter time than it is now, from 5 o’clock to 
10 o’clock? Since the Rapido is coming off and 
that new Turbo job is going on between 
Toronto and Montreal, could the roadbed and 
the facilities be adjusted to handle that kind 
of service between Ottawa and Toronto?

Mr. Jones: Well...

Mr. Givens: Your hesitation answers the 
question.

Mr. Jones: No, I am afraid it does not, Mr. 
Givens, for this reason. Mr. Pickersgill spoke 
a moment ago about some of the prerogatives 
of railway management, and the decision to 
implement a passenger service is theirs. What 
the Canadian National has in mind for the 
Ottawa-Toronto run I could not tell you, but 
I can find out for you.

Mr. Givens: I wish you would.
Mr. Jones: The point is that our jurisdic

tion does not extend to any kind of direction 
to them as to what trains they will run.

Mr. Givens: Perhaps with a little encour
agement from you they would do something. I 
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Mr. Jones: I think the schedule is five 
hours. I have made the trip myself many
times.

Mr. Givens: And you get pretty shook up 
on the trip too.

Mr. Jones: I have to agree with you—once 
you leave Brockville. I will be glad to make 
enquiries, Mr. Givens.
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Mr. Nesbitt: I have one or two questions I 
would like to put regarding accounting proce
dures which I am quite interested in. First of 
all, is a review or a revision being made of 
accounting procedures used by railways when 
presenting briefs to the Transport Commis
sion or making applications to abandon lines 
or abandon service of one variety or another? 
Railway accounting is generally recognized in 
accounting circles as being rather unique. For 
instance, normal depreciation methods are not 
used in write-offs of capital equipment. Also, 
items of costing are rather unique. I do not 
want to burden the Committee with a great 
many examples, but I will relate a couple.

I understand that inspectors are required to 
check the railway lines over which trains 
move. Let us say that an inspector has to 
check 10 miles of track, five of which are on 
a main line of a railway and five of which are 
on a branch line. His services charges are in
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direct proportion to the length of the line to 
be examined. However, in actual fact, whereas 
the main line may have 50 trains going over 
it in a day, the branch line may have only 
one train. To my mind, the costing method 
being used is not proper. There are a good 
many other examples I could give.

Are the costing and depreciation methods, 
and other accounting procedures presently 
used by railway companies, being looked into 
by the Commission with a view to suggesting 
changes?

Mr. Pickersgill: I think Mr. Jones is the 
right person to answer that question.

Mr. Jones: Mr. Nesbitt, in answer to your 
question, last February the Railway Trans
port Committee undertook an enquiry into 
the entire question of railway costs.

Mr. Nesbitt: Methods of costing.

Mr. Jones: That is correct. This inevitably 
involved all of the matters that you have 
mentioned in the course of your question. 
That enquiry, as you will appreciate, 
involved the participation of very highly 
trained professional people from the railways 
and other parties who were interested.

When we began in February it rapidly 
became apparent that this was a matter of 
widespread, although admittedly technical, 
interest. It became clear to us that not only 
the Canadian National and Canadian Pacific 
railways were going to be involved but also 
the governments of all of the 10 provinces as 
well as other organizations—such as the three 
prairie wheat pools, to name only one. There 
were others, and I make no invidious com
parisons here at all. I should add that from 
my own province of Manitoba the Branch 
Lines Retention Association was represented.

The work of the Committee in this area 
continued until September when we began 
hearings which continued throughout approx
imately seven weeks, ending about November 
15.

• 1215
We have concluded the public part of our 

inquiry and are now in the process of work
ing on the new cost regulations which, as you 
say, will deal with the methods to be applied 
in future cases of branch-line abandonment, 
passenger-train discontinuance and the other 
matters that the railway Act requires us to 
look at in terms of railway costs, such as 
whether a freight rate is a legal one, or meets 
its variable cost, and so on.

That is a rather lengthy answer to your 
question, for which I apologize. The short 
answer is that very definitely we have con
ducted a review; and I am glad to say that 
the end is now in sight. Just when our new 
regulation will come out I am afraid I cannot 
predict.

Mr. Nesbitt: What are the regulations about 
costing and depreciation methods? These are 
all varieties of costing, of course, but will 
they be made available generally?

Mr. Jones: Oh, yes; this will be a public 
document.

The Chairman: Mr. Benjamin?

Mr. Benjamin: I have just a couple of ques
tions on the Railway Grade Crossing Fund, 
Mr. Chairman.

I am sure there is a simple explanation for 
it, but I notice in Vote 60 that $10 million are 
to be credited to the Railway Grade Crossing 
Fund. Just prior to that there is a statutory 
provision of $5 million for the Railway Grade 
Crossing Fund. Does this mean that $15 mil
lion are available for it?

Mr. Pickersgill: That is easy to explain. 
The regular statute provided for $5 million 
many years ago. That was regarded as inade
quate and, instead of amending the statute, 
an annual vote was made in the Estimates. It 
is for exactly the same purpose.

I think when it was first started it was just 
to save parliamentary time and it was 
thought that perhaps in two or three years 
they would catch up and would not need it 
any longer.

Mr. Benjamin: So that the total amount 
available is $15 million?

Mr. Pickersgill: Yes; there are $15 million 
available; but you can be certain of only $5 
million until the Estimates come down each 
year.

Mr. Benjamin: Any other point relates to 
railway crossings and their protection, so that 
these problems are not perpetuated. In the 
case of new construction of rail lines, branch 
lines, long spur tracks to mine sites, and so 
forth, does the Railway Committee examine 
and approve construction plans in terms of 
grades and future location of crossings, even 
though none are needed at the moment?

Mr. Jones: Yes, we do.
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Mr. Benjamin: I was thinking, for instance, 
sir, of this new line that is being put in 
northwestern Alberta where very few people 
are living. Ten, 15 or 20 years from now 
there will be concentrations of population. Is 
that railway being constructed in such a man
ner that there will be no need for level cros
sings; that provision of under-passes, over
passes has been thought about and planned in 
advance?

Mr. Jones: Is that the Great Slave Lake 
Railway?

Mr. Benjamin: The Bill was passed in the 
House within the last few weeks. It comes 
out of northwest Edmonton, and is just now 
being developed. I am using it as an example. 
There are others, such as a 15-mile line to a 
potash mine. There is very little population 
there now, but in 15 years there will be a 
large population.

Mr. Jones: The Commission’s jurisdiction, 
of course, extends only to railways that are 
under the authority of Parliament. I do not 
know whether the one you are speaking of is 
a provincial or a federal railway.

Mr. Pickersgill: My recollection is that the 
Alberta Resources Railway is chartered by 
the legislature of Alberta.

Mr. Benjamin: You mean, then, that on 
grade crossings on that kind of railway you 
would have no authority and could make no 
provision?

Mr. Pickersgill: If it is a provincial 
matter...

Mr. Benjamin: If it is either of the major 
railways...

Mr. Jones: If it is either of the major rail
ways, with which we are concerned practical
ly all the time, and a new spur line, for 
example, is being constructed, the existing 
situation is very carefully reviewed when the 
plans for construction of the railway are 
under consideration, because we know that 
the location and the type of protection of any 
grade crossing, or grade separation, that may 
result are matters about which we are going 
to have to make a decision.

I do not think we can predict what will 
happen 10 or 15 years from now and actually 
require that a grade separation be built 
where there is no highway. That is what I 
understood your question to involve.

29491—31

Mr. Benjamin: Yes; that is true, to some 
extent; but I am really referring to long- 
range planning. Where there is new develop
ment, whether it be of mines, or railway 
lines, or of any kind of resource, or new 
construction, does not the Committee consult 
not only with the railways but with munici
palities and provincial governments and cor
porations?
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Mr. Jones: Absolutely.

Mr. Benjamin: A municipality may say that 
it intends to build a road in a certain location 
and is planning to do so in five years. Would 
you not say, “At that point you will have to 
make the grade 30 feet high so that there can 
be an underpass”?

Mr. Jones: I am sorry; I thought you were 
referring to roads that might just possibly be 
there some time in the future.

The road authority is very definitely a part 
of the approval of any system of grade cros
sings because it is they who are responsible 
under the law for the building o fthe roads.

Those in the Commission who have respon
sibility in this area almost invariably work 
with the provincial road authority, or the 
city, or town or municipal authority—whoev
er is responsible for the road—and try to look 
ahead as far as is reasonably possible to see 
what the needs are going to be.

By the same token, we have to be careful 
to ensure that the type of protection meets 
the requirements in the foreseeable future 
and that something too big or too expensive 
is not authorized.

I cannot think of a specific example, but 
certainly where a new spur line is being 
built, as I mentioned a moment ago, an effort 
is made to see whether proposed roads can be 
so integrated as to reduce the number of cros
sings. That is one area of concern.

Another would be, where a highway is 
planned, to ensure that the trackage is so 
constructed that should a grade separation be 
necessary at some time in the future provi
sion can be made for it.

Mr. Benjamin: In the case of new construc
tion, where a crossing is going to go in at the 
same time, cannot protection signals be 
installed as part of the cost of the contruction 
of that line, and be done with it, rather than 
have later requests for protection at that 
crossing, no matter how little it might be used 
at the time?
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Mr. Jones: Probably where new construc
tion is proceeding a proposed level crossing 
would have to be treated on the same basis as 
any other level crossing. It would be fine if 
we could protect them all, but the law being 
what it is—and I think it is a sensible one— 
we can only work towards this objective.

There are many, many hundreds of cros
sings where the traffic is so light that one 
could not justify the expenditure of public 
money to provide automatic protection. On 
new construction the proposed crossings are 
looked at on that basis, just as would be a 
crossing over an existing railway line.

I should, however, add that at least when 
new construction is proposed we have a 
chance to look into the future to a greater 
degree than we have when the line is already 
built. We certainly try to go that far.

Mr. Benjamin: In the case of construction 
through a heavy density of population, where 
there are going to be a number of crossings, 
because the railway came after the settlement 
do they qualify for aid from the Grade Cros
sing Fund?

Mr. Jones: Where the railway is building in 
a...?

Mr. Benjamin: Say a new piece of construc
tion involving crossings is going through a 
part of Ottawa. Would the railway not then 
be required, as a part of the cost of the 
construction, to install whatever protection 
was felt necessary, without recourse to the 
Grade Crossing Fund?

Mr. Jones: A case that might be used as an 
example—and I am sorry I do not have any 
details of it—is the relocation of the railway 
station in Ottawa.

Some new trackage was built, and on the 
basis of relocation of trackage, involving the 
elimination of crossings that were to some 
degree hazardous, contributions from the 
Railway Grade Crossing Fund were made to 
the railways to assist in some of this work. 
There may be other examples, too.

Mr. Benjamin: I was thinking of new con
struction, and of making sure that we do not 
perpetuate the problem whenever new rail 
lines are built.

Mr. Jones: This was new construction. It 
was in the time of the Board of Transport 
Commissioners. This construction was a good 
opportunity for the Board to carry out some 
elimination while the work was going on,

because it was new trackage, to all intents 
and purposes.

The Chairman: Mr. Nowlan?

Mr. Nowlan: I have just a brief comment 
and one question.

My comment relates to Mr. Serré’s point of 
order. To clarify any disappointment he may 
have about the sincerity of any members on 
this side, and to remove that doubt, I wish to 
ask—without name-calling or obstruction—if 
any official with Mr. Pickersgill today is pre
pared to go any further than was Mr. Pick
ersgill, and go behind the CTC judgment and 
give a detailed explanation of the half million 
dollars that was previously the subject of a 
good deal of discussion with the man who 
was properly charged with it, the Chairman— 
perhaps not his officials; notwithstanding, fur
ther, that a motion had been made that we 
thought had taken care of the problem; and 
notwithstanding Mr. McGrath’s statement that 
he was not going to question it further 
because he still thought the motion was valid. 
Let us just pretend that those two statements 
and events did not occur.

Is there any official—Mr. Jones, the 
accountant, or the vice-president—who is 
going to go behind the CTC judgment and 
give some detailed breakdown of the half 
million dollar “inside expenses’* that were 
the subject of some discussion here the other 
day? I do not imagine they will, but...

Mr. Pickersgill: I think that question could 
very well be addressed to Mr. Jones.

Mr. Nowlan: Or to Mr. Pickersgill.

Mr. Pickersgill: Oh, no; I answered the 
question the other day. Mr. Jones is here, and 
he is one of the authors of the decision.

Mr. Nowlan: Then perhaps I should direct 
my question to him.
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Mr. Jones, can you give us a breakdown of 

the half million dollars that were set out in 
the working papers as forming the basis of 
the CTC decision and that were called “inside 
expenses"?

Mr. Jones: I think, sir, I have to say that 
this is a decision of the Commission and that 
it was reached after a hearing by a body that 
carries out a judicial function. It is my 
understanding that the time-honoured princi
ple has always been that judicial decisions
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are open to appeal where appeals are provid
ed for.

I need not go into the different sections of 
the Act that give this right of appeal, except 
to say that they are there and that otherwise 
the Act goes on to say that the decision of the 
Commission on any question of this kind is 
final. I take it you have asked a question 
about the Newfoundland passenger train.

Mr. Nowlan: This happened to be the case.

Mr. Jones: That, in my opinion, would be 
one of the kinds of decision I am speaking 
about. It is a judicial decision, and I do not 
think it would be proper for me to go beyond 
what the judgment itself said.

Mr. Nowlan: I can appreciate that answer, 
although I may not agree with it because 
basically it was the same answer, almost com
pletely, as Mr. Pickersgill gave which is fine, 
but I will lead to the second question. This is 
only prompted by Mr. Serré’s comment that 
you would not see any distinction between a 
question from any member of this Committee 
seeking information on some of the evidence 
that was the basis of the decision, separate 
and apart from an attack on the decision 
itself.

Mr. Jones: I wonder if I might go back to a 
comment you made just before you put your 
second question. I understood you to say that 
what I had just said was the same as what 
Mr. Pickersgill said.

Mr. Nowlan: Basically.

Mr. Jones: I would like to add that I think 
if that is what he said, then our answers are 
in accordance with law. That is the position 
that I am taking. Now if I understand you 
correctly, Mr. Nowlan, what you would now 
like to know is whether I would have any 
objection to making available evidence?

Mr. Nowlan: No, no. Can you, from your 
position—and this fits in partly with your 
other answer, I suppose, but then you, from 
your previous answer, do not see any distinc
tion between a member of this Committee 
asking about information on evidence that 
was tendered before the hearing as distinct 
from an attack on the decision that came 
from the hearing.

Mr. Jones: I do not see that there is any 
difference in principle really because, as I 
said a moment ago, the decision is there for 
all to read. And that is the decision of the

Railway Transport Committee. Whether you 
attack the conclusion...

Mr. Nowlan: This is the point. I agree basi
cally with what you say about an attack by 
this group, this Committee or any member of 
the Committee on the decision itself, but I 
think there is a distinction between attacking 
the decision of the CTC and your appeal 
procedures from that, and asking information 
about evidence that might have come within 
our knowledge, rightly or wrongly, but ask
ing information on evidence.
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I do not want to press this thing now, but 
if it is only because the thing just came up as 
a point of order, and just to clarify the record 
so that there can be no confusion about why 
questions were not pursued along this line ad 
infinitum, ad nauseam, this is why I am ask
ing you the questions, that I am not attack
ing the decision of the CTC. I may not agree 
with it, there may be appeal procedures for 
it, anything Mr. Pickersgill undoubtedly says 
on that line is correct. Where I disagree with 
both Mr. Pickersgill and I think with yourself 
is that there is a distinction between attack
ing the decision of the CTC and asking infor
mation on a piece of evidence that was before 
the CTC not saying if they interpret it cor
rectly or incorrectly, but that there was a 
piece of evidence, and the piece of evidence 
was half a million dollars named as inside 
expenses, and the question that came up the 
other day and comes up now by me directly 
to you is, what is the breakdown of the half 
million dollars? How did the CNR calculate 
it? Because that type of information to me is 
going to be most relevant when these new 
accounting procedures come into effect that 
Mr. Nesbitt talked about to see if, under the 
new accounting procedures the Newfoundland 
train and that inside expenses would amount 
to a half million dollars. That is why to me it 
is most relevant.

Mr. Jones: Well, if I may make this com
ment, Mr. Nowlan, what you are saying has 
a very familiar ring to me because I had 
occasion to preside over the hearings in this 
cost inquiry, and one of the main issues 
before us that we now have before us for 
consideration and decision is the question of 
railway calculations of costs and how far 
these should be made available. Here again I 
think it would be improper for me, even if I 
felt I could, which I do not, but even if I felt 
I was in a position to get into this question, I
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.think it would be improper for me to deal 
with it now, when it is a matter which is 
under judicial consideration with a view to a 
judgment to be forthcoming.

Mr. Nowlan: My last question on this line, I 
think, is, then, Mr. Chairman to Mr. Jones, is 
it possible—and I guess everything is possi
ble—but is it not a conceivable situation that 
with the revised costing procedures the old 
costing procedures that developed the million 
dollar deficit, and particularly the half million 
dollar inside expense deficit, could be quite 
different?

Mr. Jones: I am afraid there too, sir, you 
are asking me almost to predict what our 
judgment might be and I respectfully must 
refrain.

Mr. Nowlan: This is why I say, Mr. Chair
man, there is a distinction between attacking 
the decision of the CTC and relevant ques
tions on information that may have been 
before the CTC because we are going to be 
faced with this, or could be faced with it when 
the new revised costing procedures come out, 
but I do not want to press it any further 
because I have one question to Mr. Pickers- 
gill, I believe, not on this.

The Chairman: Have you a supplementary, 
Mr. Benjamin?

Mr. Benjamin: Yes, I will try to be helpful 
to Mr. Pickersgill and to Mr. Nowlan. I agree 
fundamentally with what both you and Mr. 
Pickersgill have said and with what Mr. Now
lan has said, and I do not think either he or 
anyone else here is asking either of you or 
any other member of the Committee to 
express an opinion on the judgment and on 
the decision itself. This is not really the point. 
We are not asking you to do that. It would be 
improper for us to do so.

It seems to me that all he is asking for is 
some information about that figure of $400,000 
or $500,000 inside costs. May I put it to you 
this way? Did the Committee, in arriving at 
the decision, and again I am not questioning 
the decision one way or another, did the 
Committee investigate these figures of inside 
costs of $400,000 to $500,000, whatever it was, 
and did they question the railway? What was 
the railway’s answer as to an explanation of 
those figures?

Mr. Jones: Before any railway company can 
apply to discontinue a passenger train service 
it must demonstrate to the satisfaction of the 
Commission that there has been an actual

loss. “Actual loss” is a term that is defined in 
Section 42, 314A(a) of the National Transpor
tation Act. It can be read at leisure, but 
essentially what it means is the excess of the 
costs over the revenues related to the particu
lar train or branch line, whichever it might 
be. The railway company, upon filing an 
application, is required to file a statement of 
its costs and revenues. As a result of that in 
the Newfoundland passenger train case—and 
the Commission issued an order which con
tained this finding—we determined that there 
had been an actual loss for the year 1966 of 
$918,000 in the operation of that passenger 
train. Taken into account was the item you 
mentioned. I think I can fairly go that far.
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Mr. Nowlan: Could I ask a supplementary, 
then, which will bring this perhaps to the 
future. If I understand Mr. Pickersgill cor
rectly and yourself correctly today, and if you 
appear before this Committee next year after 
the new revised costing procedures are in 
operation—assume they are—and if we ask 
you a question relating the new costing proce
dures to that item, and asking you if it was a 
half a million dollars or more perhaps, or 
perhaps a lot less, you would say you could 
not answer it? And this is no attack or re
flection on the CTC’s decision made under the 
existing procedures at the time it was made, 
because this is what is going to come up, or 
could come up.

Mr. Jones: I think, Mr. Nowlan, that again 
I have to go back to this long proceeding that 
we have just finished...

Mr. Nowlan: Is this the Committee hearing 
or your CTC hearing? Today’s hearing or the 
CTC?

Mr. Jones: No, no, the CTC hearing. These 
sections that I have just been referring to and 
others which go to the very root of this ques
tion that you have put were dealt with. We 
have heard arguments that are very much 
like what I think you are putting forward. 
We have heard arguments that are the direct 
contrary. I do not propose to go into them 
now for obvious reasons. Again I must say 
that we have a judgment under consideration, 
and I do not think it proper for me to predict 
in advance what our position might be as a 
result of that.

Mr. Nowlan: Well, let us just assume your 
judgment is concluded. I do not know how 
that will be concluded, but surely as mem-
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bers of a committee that has as a subject for 
its consideration the National Transportation 
Act and costing procedures that Mr. Pickers- 
gill knows well from the hearings of this 
Committee that were under constant discus
sion and debate and some criticism at the 
time, we would be entitled to ask somebody 
in the CTC if, under the new costing proce
dures, that item of $500,000 would still be 
valid.

Mr. Jones: When I said, Mr. Nowlan, that 
the question you were raising was one that 
had been before us in this proceeding, I did 
not mean specifically the question of inside 
cost, which I think is what you refer to in the 
Newfoundland case. It was the whole realm 
of disclosure which the Railway Act and the 
National Transportation Act deals with and in 
respect of which we have a duty imposed on 
us. We have to do the best we can to deter
mine what that duty is. Until that question is 
answered I am afraid I cannot do any more 
than go back to what I have said before in 
answer to yours. I am trying to be as helpful 
to you as I can, but I am bound by the law 
and...

Mr. Nowlan: I can appreciate that.

Mr. Jones: .. .by principles, I think I can 
only repeat that it would be improper for me 
to attempt to get into this area with you. I am 
sorry.
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Mr. Nowlan: I can appreciate, Mr. Jones, 
your problem because Mr. Pickersgill knows 
well that the disclosure question came up in 
the committee hearings when we talked about 
how this costing formula was going to work 
in the future. But it just so happens that we 
do have an item that we know about. We may 
have come across it by subterfuge, or deceit, 
by chance, but we have it and it is a precise 
item that was considered by CTC, and this is 
where I think the problem arises; that we 
know the item—we should not have known it; 
perhaps the CNR had no duty to disclose 
it—but we know about the item. Surely under 
new costing procedures we are entitled to ask 
if that item would be valid, and this is where 
I think it takes it out of the realm of the 
generality of disclosure and the interest of the 
railways in not having too much disclosure 
for their competitive position and all the 
other reasons. Because there is an item that 
we know about, and I appreciate that you 
perhaps cannot go further than you have gone 
today, this question could very well come up

when these new costing procedures are finally 
developed.

Mr. Allmand: May I ask a supplementary?

The Chairman: A supplementary question 
by Mr. Allmand.

Mr. Allmand: Perhaps the legal officer will 
have to answer this question, but could the 
decision of the Canadian Transport Commis
sion with respect to Newfoundland not now 
be appealed to the proper body, which is the 
Governor in Council, on the grounds that the 
internal accounting procedures of the CNR 
were misleading and did not actually give a 
true picture of profit and loss, and that the 
Canadian Transport Commission was in error 
in using this type of procedure? Could that be 
the basis of an appeal to the Governor in 
Council? In other words, that the decision 
which the Canadian Transport Commission 
made with respect to Section 314 as to wheth
er there was a loss or not was incorrect in 
that they did not consider the proper account
ing procedures.

Mr. Taschereau: I take it, Mr. Allmand, 
you are asking this question of me. This 
involves Section 53 of the Railway Act, which 
reads:

The Governor in Council may at any 
time, in his discretion, either upon peti
tion of any party, person or company 
interested, or of his own motion, and 
without any petition or application, vary 
or rescind any order, decision, rule or 
regulation of the Commission...

Mr. Allmand: It is very broad.

Mr. Taschereau: Yes, it is very broad. It is 
not limited as to grounds or as to time.

Mr. Nowlan: I have a supplementary to 
Mr. Allmand’s question. Regardless of what is 
done now, would it not be a valid move when 
the new costing procedures are defined to 
apply to the Governor in Council on the basis 
that under the new costing procedures the $1 
million—and especially the inside expense 
item of about a half a million dollars—is no 
longer valid. That would certainly be legiti
mate grounds for appeal.

Mr. Taschereau: I am certainly not going to 
say, Mr. Nowlan, whether it would be legiti
mate or not. I said there is no limitation as to 
grounds.

Mr. Nowlan: I will not pursue this line 
because time is getting on. Research and poll-
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cy have been mentioned hand in hand here, 
and I have certainly learned more about the 
CTC since Mr. Pickersgill has attended these 
sittings than I previously appreciated.

My question is in two parts. In future 
would part of the CTC function in research 
and in helping to formulate policy be to avoid 
a problem such as the one that arose in the 
trucking industry when a 40-hour week was 
imposed unilaterally across the board and the 
trucking industry had to apply to get special 
exemption in the application of the 40-hour 
week? In other words, would the CTC, in 
giving advice to the Minister of Transport, 
say, “The trucking industry is not like a fac
tory, and if you impose a 40-hour week you 
are going to have a lot more problems than 
you are going to be able to solve." Would the 
CTC give advice rather than having the 
interested parties, such as the trucking 
associations, make their appeals to the 
Minister, the Deputy Minister, and so on. 
Along with that, has the CTC, as far as re
search is concerned, given any direction or 
made any recommendation to the Minister on 
this overhaul base in Winnipeg with respect 
to the merits as between Winnipeg and Mon
treal?
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Mr. Pickersgill: I will answer the second 
question first, and very quickly. The answer 
is none whatever. As to the first question, 
Parliament saw fit—and I was a member of 
Parliament perhaps before you were—to pass 
the Canada Labour (Standards) Code, which 
was introduced by the Minister of Labour and 
which is administered by the Department of 
Labour, and this Act applied to all those 
activities in which people were employed 
which come under the jurisdiction of Parlia
ment—which, as you know, is not the great 
bulk of employment in this country—and a 
large part of what you might call employment 
under federal jurisdiction is in the field of 
transport.

The extent to which the Canadian Trans
port Commission, the Department of Trans
port or the Minister of Transport would have 
any influence on that matter is precisely the 
extent to which they would be listened to, 
because the duty of enforcing that Act is 
imposed upon the Minister of Labour and it is

carried out by his officials. While we would 
be very glad to tender advice to them about 
how this should be done—and I would not 
like you to even question me very far about 
whether we have or not because this would 
be slightly embarrassing to me—the responsi
bility is clearly and exclusively the responsi
bility of the Department of Labour.

Mr. Nowlan: I appreciate that, Mr. Pickers
gill, and I think you have perhaps answered 
my second question by your interesting com
ment. As I understand it, then, unless 
requested by the responsible minister the 
CTC would not on its own initiative send a 
memorandum to the responsible minister say
ing. “This is a bill, and this bill affects feder
al employees, the trucking industry and 
extraprovincial. We have pointed out the 
positive effect and the adverse effect. You are 
the Minister, you make the decision." You 
would not do that on your own initiative?

Mr. Pickersgill: If I conveyed that impres
sion I conveyed a false impression. There is 
no reason that the Canadian Transport Com
mission or its officials or members should not 
tender advice to the Minister of Transport, 
and he could use his own judgment about 
talking to his colleagues. I think that would 
be the proper way to do it.

Mr. Nowlan: Is it fair to ask if this was 
done in this case? Was it solely the stimulus 
and the initiative of the trucking industry in 
appealing directly to the Minister of Trans
port that amended the...

Mr. Pickersgill: I think that is the kind of 
thing that ought to be asked of ministers.

The Chairman: If there are no further 
questions, gentlemen, shall Votes 50, 55, 60 
and 65 carry?

Votes 50, 55, 60 and 65 agreed to.

The Chairman: I think that is the end of 
the vote. Thank you very much.

Mr. Benjamin: Mr. Chairman, this is just a 
matter of the internal workings of the Com
mittee. May I ask that the name of Mr. Sko- 
berg be substituted for Mr. Schreyer on the 
steering committee of this Committee?
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The Chairman: On the steering committee?
Mr. Benjamin: Yes, on the steering 

committee.
The Chairman: Yes. I will ask the Clerk to 

take care of that.
Mr. Benjamin: Temporarily.

The Chairman: Yes, temporarily. Mr. Nor
mand will make a note of that. Some of the 
personnel on this Committee are not readily 
available on Thursday, so our next meeting 
will be on Friday, December 6, at 9.30 a.m., 
when the Chairman and officials of the 
National Harbours Board will be back.
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APPENDIX "B"

DEPARTMENT OF TRANSPORT 
GOVERNMENT OF CANADA 

PRESS RELEASE 
FOR IMMEDIATE RELEASE 

NEW FERRY SERVICE ANNOUNCED 
BY TRANSPORT MINISTER 

PAUL HELLYER FOR
DIGBY-SAINT

Hon. Paul T. Hellyer, Minister of Trans
port, announced today the decision to start 
upgrading ferry services between Digby, N.S. 
and Saint John, N.B.

The Government of Canada is proceeding 
without delay with the construction of new 
terminal facilities at both points, Mr. Hellyer 
said, while Canadian Pacific has agreed to a 
new modern ship suitable for this service as 
quickly as possible.

Arrangements have been made with the 
Governments of Nova Scotia and New Bruns
wick to provide access roads and parking 
facilities for the new and improved car and 
truck ferry service.

JOHN SERVICE

Mr. Hellyer added that agreement on the 
basis of operation of this service is still being 
negotiated but he stressed that under the 
terms of the agreement that has been made 
with Canadian Pacific these detailed negotia
tions will not delay action to get the service 
underway at the earliest date possible.

Designs for the terminal facilities have 
already been started and tenders will be 
called for construction within the next few 
months. Canadian Pacific has advised the 
Government that it has already commissioned 
naval architects to design the vessel and to 
award a contract for construction later this 
year.
Friday, May 31, 1968.
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MINUTES OF PROCEEDINGS
Friday, December 6, 1968.

(8)

Pursuant to Notice, the Standing Committee on Transport and Communica
tions met this day at 9.30 a.m.

Members present: Messrs. Allmand, Carter, Corbin, Godin, Goode, Lessard 
(LaSalle), Mahoney, McGrath, Nesbitt, Noël, Nowlan, Perrault, Pringle, Rose, 
Skoberg, Thomas (Moncton), Smith (Saint-Jean), Woolliams (18).

Also present: Mr. Tom Bell and The Hon. George Hees.

In attendance: From the National Harbours Board: Messrs. H. A. Mann, 
Chairman of the Board; L. R. Talbot, Vice-Chairman; L. R. Stratton, Chief En
gineer; J. S. Dron, Chief Treasury Officer; J. E. Lloyd, Member of the Board 
and E. J. Alton, Member of the Board.

The Chairman, Mr. Blouin, having been substituted on the Committee, Mr. 
Pat Mahoney, Vice-Chairman, was in the Chair. Objection being raised, and a 
debate arising, the election of an Acting Chairman was requested. The Clerk 
presided over the election and having called for nominations, it was moved by 
Mr. Perrault, seconded by Mr. Lessard (LaSalle), that Mr. Pat Mahoney be 
elected Chairman of this Committee.

On motion of Mr. Woolliams, seconded by Mr. McGrath, it was moved 
that Mr. Nesbitt be elected Chairman of this Committee.

On motion of Mr. Perrault, seconded by Mr. Lessard (LaSalle),
Resolved,—That nominations be closed.

On a show of hands, the vote resulted in a tie.

Then, after further debate and on request, Mr. Perrault’s motion was put 
to a recorded vote and the vote was as follows: Yeas: Messrs. Allmand, Corbin, 
Goode, Lessard (LaSalle), Mahoney, Noël, Perrault, Pringle, Smith (Saint- 
Jean)—(9); Nays: Messrs. Carter, Godin, McGrath, Nesbitt, Nowlan, Rose, 
Skoberg, Thomas (Moncton), Woolliams—(9).

After discussion, no decision having been reached on the main motion and 
nine members of the Committee having walked out, there being no quorum, 
the Members present dispersed at 10.15 a.m.

Robert Normand,
Clerk oj the Committee.





EVIDENCE

(Recorded by Electronic Apparatus)
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• 0938
The Vice-Chairman: I see a quorum. I 

think firstly I should say that your regular 
Chairman, Mr. Blouin, entered the hospital in 
Montreal today for an operation. I am sure 
you all share with me our hopes for an easy 
time and a quick and early recovery.

Mr. McGrath: Mr. Chairman, would you 
entertain a motion that the Committee extend 
some greetings on behalf of the Committee to 
our Chairman wishing him a speedy recovery?

The Vice-Chairman: I certainly will.

Mr. McGrath: I would move a motion in 
that regard.

Mr. Woolliams: Mr. Chairman, in view of 
that fact and perhaps should be in the
hospital. As I understand it on order
from the house he was removed from the 
Committee last evening and of course as a 
matter of ill health that puts it into a position 
there is not a Chairman of this Committee and 
therefore without a Chairman, if I might make 
the suggestion, the first thing would be to 
nominate according to the rules of the House 
and the Standing Committee a new Chairman. 
The fact now if he was still on the Committee 
and away ill, then you would have a Chair
man and you of course would be properly in 
the Chair and the jurisdiction of the Commit
tee would be properly formed. But in view of 
the fact he was removed by an order of the 
House, may I suggest then before we proceed 
to make this a proper Committee with a 
proper jurisdiction that we entertain a motion 
for a Chairman.

The Vice-Chairman: Fine.

An hon. Member: Mr. Chairman, I would 
be pleased to nominate...

An hon. Member: We have a Vice-Chair
man.

Mr. Woolliams: That does not matter, you 
have to have a Chairman in every Committee.

Mr. Allmand: Mr. Chairman is it not cor
rect that whenever the Chairman is absent, 
the Vice-Chairman takes his place?

• 0940
Mr. Woolliams: Yes, but Mr. Mahoney my 

good friend has missed the point. If he had 
not come off the Committee, he would still be 
Chairman. The fact he was taken off the 
Committee that ends his jurisdiction to act as 
a Chairman. He is no longer Chairman of this 
Committee.

Mr. Allmand: It is a Committee without a 
Chairman. But the Vice-Chairman is taking 
over as Chairman.

Mr. Woolliams: No.

Mr. McGrath: No, he can only take over in 
the Chairman’s absence. The Chairman has 
been removed and we have no Chairman.

An hon. Member: He was taken out by a 
motion of the House last night.

Mr. Woolliams: What your point is, Mr. 
Mahoney, my good friend’s point is that if the 
President of the United States dies, that the 
Vice-President could carry on without a new 
President. I am sure he does not entertain...

Mr. Perrault: I think we are wasting time 
on a technicality. I nominate Mr. Mahoney to 
be Chairman of this Committee.

Mr. Woolliams: I nominate Mr....

An hon. Member: I was going to nominate 
you if you had not been so fast.

Mr. Lessard (LaSalle): I second that.

An hon. Member: I nominate Wally Nesbitt.

The Vice-Chairman: It is moved by Mr. 
Perrault and seconded by Mr. Lessard (La 
Salle) that Mr. Mahoney be Chairman. Are 
there any other motions?

Mr. Woolliams: I would like to nominate 
Wally Nesbitt.

Mr. McGrath: I will second that motion.

147
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The Vice-Chairman: It is moved by Mr. 
Woolliams and seconded by Mr. McGrath that 
Mr. Nesbitt be Chairman. Are there any other 
nominations?

Mr. Allmand: Mr. Chairman, I still main
tain that it is not necessary for us to elect a 
new Chairman this morning. I am not as 
experienced as the hon. member here, but I 
have been at many meetings where the Chair
man has even been taken off the Committee 
periodically and the Vice-Chairman takes his 
place in the meanwhile and serves as Chair
man. I do not know what the purpose of this 
is.

The Vice-Chairman: I think we have a 
pretty heavy agenda today and rather than 
get into a procedural wrangle on this particu
lar point, we might as well do it. It can be 
reversed immediately Mr. Blouin is returned 
to the Committee by the House. I do not 
think we can do any harm by acting on this 
and perhaps it will save some time.

Mr. Perrault: Mr. Chairman, under normal 
circumstances I think in most Committees the 
Vice-Chairman automatically assumes the 
post of Chairman in an exigency of this kind. 
I cannot understand frankly why some of the 
members on this Committee would raise a 
technicality of this kind when the person sit
ting in the Chair is occupying it as Chairman. 
He is perfectly competent, has been a mem
ber of the Committee, was duly elected to the 
position at the outset.

Mr. Woolliams: Well Mr. Chairman I agree 
that the Vice-Chairman was duly elected, but 
the fact is that Mr. Blouin was removed from 
the Committee, therefore he is removed as 
the Chairman and this Committee is sitting 
without a Chairman. Committees to be prop
erly formed, according to the jurisdiction, 
must have a Chairman. It is a matter of form 
and I am surprised that you take this posi
tion. As the Vice-Chairman says rather than 
get into a big wrangle on some technicality 
let us get on with the business. There are two 
nominations and let us have a vote and get 
the Committee properly formed.

Mr. Allmand: I would suggest again that it 
is not necessary. We have a Chairman and 
that we go on with the Vice-Chairman and 
that when we get into the meeting if it 
becomes necessary then we will do it, but I 
do not think it is necessary.

The Vice-Chairman: Well I think rather 
than risk any chance that the proceedings of

the Committee today be invalidated or any
thing like that, I will accept Mr. Woolliams 
position on this and we will get on with the 
business.

Mr. Woolliams: Thank you very much.

Mr. Skoberg: Mr. Chairman, I would say 
that I am very surprised that you would take 
the Chairman off of this Committee just 
because he went to the hospital at this par
ticular time. It shows a lack of competence on 
the part of the government

Some hon. Members: Hear, hear.

Mr. Skoberg: I was very, very surprised 
that they took the Chairman off the 
Committee.

The Vice-Chairman: That is completely 
erroneous sir. You are entitled to read into it 
whatever you wish, but the fact is Mr. Blouin 
is ill and this is a very important Committee 
meeting today and the necessity of maintain
ing representation on it is obvious.

An hon. Member: What point of business 
are you proceeding to now?

The Vice-Chairman: We are going to pro
ceed with the election of a Chairman. I am 
going to leave the Chair and turn it over to 
the Clerk for the purpose of the election.

Mr. Lessard (LaSalle): We have a Vice- 
Chairman and I do not see the use of this.

Mr. Bell you were aware that last year we 
had a Committee and the Chairman was ab
sent many times—

An hon. Member: But the Chairman has 
been removed.

Mr. Lessard (LaSalle): Of course he was 
removed.

Mr. McGrath: How can you remove the 
Chairman? This is the point.
• 0945

An hon. Member: He was removed because 
he went to the hospital.

Mr. Bell: I am sorry I was late. Can I just 
add that has been removed to take
John to the hospital.

Mr. Lessard: He is replaced by someone 
else for the time he will be in the hospital.

Mr. Bell: Why do—I never heard of it. Just 
because the poor fellow happened to get sick, 
you come right in on him and remove him.
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Mr. Lessard: We did not ask to remove 
him. We did not ask—we said this morning, 
we have a Vice-Chairman, he could act as the 
Chairman for the time being.

Mr. Woolliams: Well, Mr. Chairman, on all 
the points that I made, and I repeat it again 
and I am glad to see the Chairman upheld my 
position, and I am sorry this man was fired 
from the Committee.

An hon. Member: He was not fired, he is 
still Chairman.

• 0946
An hon. Member: He may have requested a 

removal on his own.

An hon. Member: Be quiet for just a 
moment.

Mr. Woolliams: The point that I am making 
is that the Committee would not be properly 
constituted without a legal Chairman, and so 
we have asked that elections be called or 
nominations be called so that a new Chair
man be elected, because a man was removed 
from the Committee. And that is the first 
order of business and that is what we are 
proceeding with and the Chairman now has 
upheld that position. I do not know why there 
should be further argument on it.

Mr. Perrault: Mr. Chairman, that is merely 
political mischief to say the man was fired 
from the Committee. We do not even know 
the state of his health, he could be seriously 
ill and he could have requested removal. Now 
that is a dreadful ...

An hon. Member: He could have been tem
porarily removed ...

Mr. Woolliams: Mr. Chairman, if there is 
any policy which is coming from Mr. Per
rault. I was only pointing out that if he is—on 
a motion of Mr. Bell, PC, who is trying to 
run out now.

The Clerk: Gentlemen, please, we have a 
motion moved by Mr. Perrault, seconded by 
Mr. Lessard that Mr. Mahoney be elected as 
Chairman of this Committee. We have an 
amendment moved by Mr. Woolliams, second
ed by Mr. McGrath that Mr. Nesbitt do take 
the chair as Chairman of this Committee. We 
will now put the amendment ...

An hon. Member: It is not an amendment.
Mr. Allmand: I raise a point of order here. 

You move the first motion, it is not an 
amendment, then you move the second one.

The Clerk: We will now put the main 
motion to a vote. Moved by Mr. Perrault, 
seconded by Mr. Lessard, that Mr. Mahoney 
be elected Chairman of this Committee. All 
those in favour?

Please raise their right hand?

An hon. Member: You cannot go right now.

An hon. Member: There is one behind you 
there too.

An hon. Member: Somebody is behind you.

The Clerk: All those against?

Mr. McGrath: Mr. Chairman, I am going to 
ask that these proceedings be interrupted.

Mr. Lessard: Call for the vote. The vote is 
called.

Mr. McGrath: I am raising a point of order, 
Mr. Chairman.

An hon. Member: There is no point of 
order—the vote is called.

Mr. McGrath: I am raising a point of order, 
Mr. Chairman, and my point of order is that 
this vote be a roll call vote in order to ensure 
that all the members of the Committee vote.

An hon. Member: Very good. There are too 
many—

An hon. Member: Carry on.

The Clerk: Roll call please? Mr. Allmand.

Mr. Allmand: I vote for Mr. Mahoney.

The Clerk: Mr. Carter?

Mr. Carter: Against the motion.

The Clerk: Mr. Corbin?

Mr. Corbin: For the motion.

The Clerk: Mr. Givens?

An hon. Member: He is not here.

The Clerk: Mr. Godin? For or against the 
motion?

Pour ou contre la motion principale?

Mr. Godin: Contre.

The Clerk: Mr. Goode?

Mr. Goode: For the motion.

The Clerk: Mr. Lessard?

Mr. Lessard (La Salle): For the motion.
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The Clerk: Mr. Mahoney?

Mr. Mahoney: For.

The Clerk: Mr. McGrath?

Mr. McGrath: Nay.

The Clerk: Mr. Nesbitt?

Mr. Nesbitt: Nay.

The Clerk: Mr. Noël?

Mr. Noël: For.

• 0950

The Clerk: Mr. Nowlan?

Mr. Nowlan: Nay.

The Clerk: Mr. Perrault?

Mr. Perrault: For the motion, oui.

The Clerk: Mr. Pringle?

Mr. Pringle: For the motion.

The Clerk: Mr. Rose?

Mr. Rose: Nay.

The Cerk: Mr. Serré?

An hon. Member: He is not here.

The Clerk: Mr. Skoberg?

Mr. Skoberg: Nay.

The Clerk: Mr. Thomas (Moncton)?

Mr. Thomas (Moncton): I am against it.

The Clerk: Mr. Smith (St-Jean)?

Mr. Smith (St-Jean): I am for it.
The Clerk: Mr. Woolliams?
Mr. Woolliams: Against.
The Clerk: Eighteen members present, for 

the motion, nine against nine.
Mr. Noël: Mr. Chairman, on a point of 

order, if you count the members of the Com
mittee. We are supposed to be twenty, only 
eighteen are present.

The Clerk: Eighteen are present. Mr. Serré 
is not here along with Mr. Givens.

Mr. Noël: I would ask you to check the last 
list of the Committee members.

The Clerk: We have the last list.
Mr. Noël: You have the last list.

The Clerk: The latest change was Mr. Per
rault for Mr. Blouin. It is up to date.

An hon. Member: That was a phony one.
Mr. McGrath: Mr. Chairman, I move that 

the Committee adjourn since we are dead
locked on the election of a Chairman.

The Clerk: We have a motion by Mr. 
McGrath.

An hon. Member: You have requested that 
the Committee adjourn?

The Clerk: We have a motion by Mr. 
McGrath that the Committee adjourn, and 
since the vote...

Mr. Allmand: Wait a minute—who made a 
motion to adjourn?

The Clerk: Mr. McGrath?
Mr. McGrath: I made it.
Mr. Allmand: Okay, we will vote on that.

I think—we have officials here this morning, 
we have a Vice Chairman...

An hon. Member: Order.

Mr. Perrault: Mr. Chairman, it is plain to 
see the motives of some of the opposition 
members of this Committee. They are trying 
to pressure the activities of this Committee.

Mr. McGrath: You are the one that is trying 
to change things and prevent the public busi
ness to move ahead, and to rescind the reso
lution that was duly passed by this Commit
tee a week ago.

The Clerk: We have a motion by Mr. 
McGrath that this meeting adjourn since this 
election ended in a tie. We put the motion 
now, all those in favour please?

An hon. Member: To adjourn against the 
public interest.

The Clerk: Raise your hand please.

An hon. Member: For the motion to ad
journ.

The Clerk: Against?
Six yeas, and 12 nays.
Mr. Pringle: Mr. Chairman, in the interest 

of expediency I move that Mr. Mahoney be 
Acting Chairman in his position as Vice 
Chairman for the purpose of...

An hon. Member: You cannot have an Act
ing Chairman.
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Mr. Pringle: In the interest of expedien
cy... Mr. Chairman I move in the interest of 
expediency that Mr. Mahoney be declared the 
Chairman of this Committee.

The Vice-Chairman: Gentlemen, we will 
proceed with the meeting...

Mr. McGrath: No, no, the meeting was 
just deadlocked on the election of a Chair
man. You have no right to take the Chair.

Mr. Mahoney: As Vice Chairman I am tak
ing the chair.

An hon. Member: No, no, let us get out of 
here.

An hon. Member: No, do not go.

An hon. Member: It is a poor sign of 
business__

An hon. Member: You do not take the 
chair.

Mr. Woolliams: Mr. Chairman, I raise a 
point of privilege. I challenge your right to sit 
now and call this meeting to order. The 
Liberals have not enough members down 
here to carry a vote, we know exactly why 
this meeting was called. Now I am going to 
refer—and I am sorry about my voice this 
morning—to the May’s Parliamentary Prac
tice and it says this at page 643 that every 
Committee must have a Chairman. The 
Chairman of a Committee is appointed and 
elected by the Committee itself and that runs 
into the very root of the jurisdiction of this 
Committee. It is like sitting in a court without 
a judge.
• 0955

An hon. Member: Hear, hear.

Mr. Woolliams: You just have no jurisdic
tion to go ahead, Sir, with the greatest re
spect to you. And I refer again to page 644 of 
May’s, 17th edition, which says:

Unless the power of appointing its chair
man is withheld from a select committee, 
its first proceeding is to choose a 
chairman

to make it legal. Now how can we proceed 
when your government fired the Chairman by 
last night by removing him from the Commit
tee. Now if you had left him on the Commit
tee, the Vice Chairman would have the juris
diction to sit.

Mr. Lessard: On a point of order, the 
Chairman has not been fired.

Mr. Woolliams: He has no right to sit in the 
chair, the Clerk should rightfully be in the 
Chair.

Mr. Perrault: ... because of the tactics of 
the honourable member...

Mr. McGrath: Well, he knows that this 
Committee cannot permit the Vice Chairman 
to occupy the post until even another Com
mittee member comes into the room. You 
have an obligation to rule on this since there 
is no Chairman in the Chair. The meeting 
was deadlocked on the election of a Chairman 
and this man has no right to take the Chair.

Mr. Wooliams: If the Liberals cannot get 
their members out to form a quorum that is 
their problem.

Mr. Allmand: On a point of order. To keep 
it down to the gentleman opposite, I came to 
this meeting expecting me to put the motion 
which I tabled the last day, they are incor
rect. I am saving that motion until we consid
er the report of this Committee to go back to 
the House. We came to hear the members 
from the National Harbours Board.

An hon. Member: Hear, hear.

Mr. Allmand: I have no intention of putting 
my motion.

An hon. Member: It is illegal anyway.

Mr. Allmand: I have no intention of putting 
the motion, and I do not even intend to deal 
with it this morning.

An hon. Member: It is not qualified—that 
is not business.

Mr. Allmand: I have no intention to deal 
with.

Mr. Skoberg: Mr. Chairman, in regards to 
exactly what Mr. Allmand...

An hon. Member: Do not talk about hiring 
nobody, you were speaking out.

Mr. Skoberg: I have the floor. In regard to 
what Mr. Allmand has just said, I would like 
to pose one question. The other day we did 
have a motion that was suppose to go back 
into the House. Now that has been taken back 
into the House, but without the motion we 
have and did pass at this particular meeting. 
My question now is—is this Committee, is 
this government, going to move the report 
that this Committee did pass, including the 
motion that we had before us, and did pass it
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at that particular time. It is my opinion that 
if this was not taken back to the House, and 
not passed, there is no earthly use of Com
mittee meetings whatsoever. If this was duly 
passed, I this meeting.

The Vice Chairman: I have no information 
at the moment as to whether or not there was 
a direction from the Committee to report 
that? Is that correct—that we were to report 
that last motion? No, there was not.

Mr. Skoberg: Am I to understand then that 
what we do in this Committee meeting,— 
everything we pass here should be reported 
to the House by the Chairman. Is that not 
right?

The Vice Chairman: No, not automatically, 
Sir. For example, with the estimates you 
approve them and then when you get a cer
tain number, the Chairman is instructed to 
report them to the House.

Mr. Skoberg: Well, then may I ask in 
regard to the tour of the Atlantic Provinces, 
Mr. Chairman, that was recorded back to the 
House without approval and no motion to 
accept. Now the same thing should have 
applied to the motion here in so far as that 
Newfoundland bulletin is concerned.

Mr. McGrath: Which was directly 
related to the motion to go to the Atlantic 
provinces, which was reported. Now the 
Committee had no right in its report to delete 
that resolution, just as the Committee has no 
right this morning to nominate you, Sir, to 
take the Chair because the Committee is 
without a legal chairman. The Committee was 
deadlocked on the election of a new Chair
man, and in my opinion, the Committee has 
no alternative but to now retire and report to 
the House.

Mr. Woolliams: Mr. Chairman, I say the 
report of the Committee now be referred to 
an appeal of the Speaker to see if our position 
in reference to the jurisdiction of this Com
mittee is sound. I submit it is sound, I think 
the Speaker will uphold us. We have the right 
to make that kind of an appeal—there is a lot 
of precedent for it. And it is one where it 
would have the same rules as the Committee 
of the Whole of the House of Commons, 
where we appealed the Chairman’s ruling on 
the Crow’s Nest pass last year. And I ask how 
this Committee—I move that this Committee 
now adjourn and have an appeal to the 
Speaker, and And out where we stand as far 
as this matter is concerned.

The Vice Chairman: Would you cite your 
authority please for the...

Mr. Allmand: Mr. Chairman, on that point 
if you refer to rule 68-A where it says:

Chairman’s decisions.. .subject only to an 
appeal to the committee

It is at page 65 of the Provisional Reprint 
of Standing Orders. It says:

In any standing or special committee of 
the House questions of order shall be 
decided by the chairman, subject only to 
an appeal to the Committee

• 1000
Mr. McGrath: We have no Chairman. 

Notice was directed to the Clerk of the Com
mittee that the Committee now retire and the 
Clerk report to the House asking for a ruling.

Mr. Woolliams: I was asked by the Chair
man to state my authority, I want to quote 
from 237 of Beauchesne’s Parliamentary Rules 
and Forms, Fourth Edition, 1958. It says:

288. Committees are regarded as portions 
of the House and are governed for the 
most part in their proceedings by the 
same rules...

and as that rule applies to Committee as a 
Whole, the rule applies to this Standing Com
mittee. It goes on:

Every question is determined in a com
mittee in the same manner as in the 
House to which it belongs.

I say we have the authority, the authority is 
in Beauchesne’s. I say to you now put the 
motion and that we go now to the Speaker to 
determine the right and jurisdiction of sitting 
without a Chairman.

Some hon. Members: Hear, hear.

Mr. Woolliams: How can a Committee—my 
learned friend over there has admitted that 
the matter has to be put to a Chairman and 
he does not even have a Chairman.

Some hon. Members: Hear, hear.

The Vice-Chairman: I rule that the specific 
general provisions or analogies that 

may occur.
Mr. Perrault: Are you afraid of hearing the 

expert witnesses that we have here with us 
today?

Mr. Woolliams: We are not afraid, but we 
believe—
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An hon. Member: We had better get out of
here.

Mr. Perrault: You are bringing this up on a 
petty legalism and you know it.

Mr. Woolliams: I object to that. My case 
does not rest on a petty legalism.

Mr. Perrault: It is a pretty tenuous one too.

The Vice-Chairman: The Chair has already 
ruled on that particular item. Mr. Allmand?

An hon. Member: There is no Chairman 
and this Committee is not in session.

The Vice-Chairman: Order please.

Mr. Allmand: Yesterday we put on two 
members from British Columbia, Mr. Perrault 
and Mr. Goode, because we were going to 
discuss the this morning and we
have these two gentlemen here. We have the 
National Harbours Board people here and we 
would like to go on with the discussion, 
because several members from British 
Columbia would like to continue this 
discussion.

The Vice-Chairman: We will proceed.

Mr. McGrath: Mr. Chairman, let the record 
show that we are walking out, because this 
Committee is not properly in session.

Mr. Perrault: The television lights are not 
on so you had better say it again.

Mr. Woolliams: If you want to change a 
motion that was passed by this Committee 
that...

Some hon. Members: Oh come on.

Mr. Skoberg: Mr. Chairman—I will not call 
you Mr. Chairman in case of doubt or uncer
tainty, but could you get a ruling within 15 
minutes from the Speaker? We could adjourn 
for 15 minutes for that ruling. I would so 
move.

An hon. Member: I second the motion.

Mr. Allmand: Mr. Skoberg I did not hear 
your motion.

Mr. Skoberg: That we adjourn for 15 
minutes for a ruling from the Speaker on this 
point in question.

Mr. Allmand: Which point in question?

The Vice-Chairman: It is out of order as 
far as I am concerned. The Vice-Chairman is

the Chairman and since you did not choose to 
elect a Chairman, the Vice-Chairman is here.

An hon. Member: That is right, let us 
proceed.

Mr. Nowlan: There is no quorum here. I 
want the record to show that there is no 
quorum.

The Vice-Chairman: But there are 12
members in the room at the moment, Mr. 
Nowlan.

Mr. Nowlan: There are not 12 members of 
the Committee.

Mr. Perrault: No motion should be enter
tained in any case. You should sit and listen 
to these witnesses.

An hon. Member: You know very well it is 
a big joke, Mr. Nowlan. I know you better 
than that.

The Vice-Chairman: Would the Clerk 
please take a roll call of the Committee?

The Clerk of the Committee: Mr. Allmand?
Mr. Allmand: Present.
The Clerk: Mr. Carter?
Mr. Carter: (No answer)
The Clerk: Mr. Corbin?
Mr. Corbin: Present.
The Clerk: Mr. Givens?
Mr. Givens: (No answer)
The Clerk: Mr. Godin?
Mr. Godin: (No answer)
The Clerk: Mr. Goode?
Mr. Goode: Present.
The Clerk: Mr. Lessard (LaSalle)?
Mr. Lessard (LaSalle): Present.
The Clerk: Mr. Mahoney?
Mr. Mahoney: Present.
The Clerk: Mr. McGrath?
Mr. McGrath: (No answer)
The Clerk: Mr. Nesbitt?
Mr. Nesbitt: (No answer)
The Clerk: Mr. Noël?
Mr. Noël: Present.
The Clerk: Mr. Nowlan?
Mr. Nowlan: (No answer)
The Clerk: Mr. Perrault?
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Mr. Perrault: Present.

The Clerk: Mr. Pringle?

Mr. Pringle: Present.

The Clerk: Mr. Rose?

Mr. Rose: (No answer)

The Clerk: Mr. Serré?

Mr. Serré: (No answer)

The Clerk: Mr. Skoberg?

Mr. Skoberg: (No answer)

The Clerk: Mr. Thomas (Moncton)?

Mr. Thomas (Moncton): (No answer)

The Clerk: Mr. Smith (St-Jean)?

Mr. Smith (St-Jean): Present.

The Clerk: Mr. Woolliams?

Mr. Woolliams: (No answer)

The Clerk of the Committee: We have nine.

The Vice-Chairman: Gentlemen, I am 
afraid we do not have a quorum. We must 
apologize to Mr. Mann and his associates 
from the National Harbours Board for having 
you come today under these unfortunate 
circumstances.

Mr. Allmand: Mr. Chairman, before we 
leave I would like to say one thing.

Mr. Bell: If you say anything at all over the 
adjournment motion ...

Mr. Allmand: You are not a member of this 
Committee and I would like to say one thing. 
Number (1) There has been a tradition on 
these Committees of the House that all the 
Chairmen of all the Committees except Public 
Accounts would be from the Government side 
and Public Accounts would be from the 
Opposition side. This morning the Opposition 
tried to violate that understanding. Secondly 
our Whip and myself last night contacted 
everyone on our Committee to come and they 
were all going to be here, but there was a 
snow storm this morning and this move this 
morning by the Opposition I find—especially 
when these gentlemen were on their way 
here, at least we have word that they are on 
their way—it a deplorable move.

• 1005

Mr. Bell: Mr. Chairman—Mr. Acting Chair
man, I would like to ask: Do not snow storms 
apply to the Opposition too?

An hon. Member: You are not a member.

An hon. Member: That was a real snow job 
this morning too.

The Vice-Chairman: Gentlemen, the meet
ing is adjourned. For those who have 
remained the next meeting of this Committee 
is scheduled for Monday morning at 11 
o’clock.
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MINUTES OF PROCEEDINGS
Monday, December 9, 1968.

(9)

The Standing Committee on Transport and Communications met this day 
at 11:00 a.m.

Members present: Messrs. Allmand, Borrie, Breau, Carter, Durante, Foster, 
Goode, Lessard {LaSalle), Mahoney, McGrath, Nesbitt, Nowlan, Portelance, 
Pringle, Rose, Skoberg, Smith (Saint-Jean), Woolliams (18).

Also present: Messrs. Bell, Corbin, Douglas, Forrestall, Givens, Howe, Mac- 
quarrie, Ritchie, Whelan.

In attendance: The Honourable E. W. Kierans, Postmaster General; and 
from Communications: Mr. F. G. Nixon, Director, Government Telecommunica
tions Policy and Administration Bureau; Dr. John Chapman, Head of the Plan
ning Group of Communications.

The Clerk attending announced that the first item on the agenda was the 
election of a Chairman, and having called for nominations,

It was moved by Mr. Mahoney, seconded by Mr. Allmand,
That Mr. H.-Pit Lessard be elected Chairman of this Committee.
On motion of Mr. Nesbitt, seconded by Mr. Carter,

Resolved,—That nominations be closed.
There being no other motion and nominations being closed, the Clerk 

declared that Mr. H.-Pit Lessard elected Chairman of the Committee.
Mr. Lessard took the Chair, thanked the members for the honour and re

quested their co-operation during the deliberations of the Committee.
On motion of Mr. Mahoney, it was

Resolved,—That the name of Mr. Allmand be substituted for that of Mr. 
Serré on the Subcommittee on Agenda and Procedure.

The Chairman then introduced the Honourable E. W. Kierans, Postmaster 
General who in turn introduced Mr. F. G. Nixon and Dr. John Chapman both 
from Communications.

Mr. Kierans, speaking from a prepared text, dealt with certain administra
tive and financial aspects of the operation of Communications.

The Chairman then called item number 1 ($4,971,000) of the Revised Main 
Estimates 1968-69 of Communications. Mr. Kierans and his officials were ques
tioned.

The questioning being concluded items 1 ($4,971,000); 5 ($3,500,000); and 
10 ($509,000) were severally approved.

On motion of Mr. Nesbitt, it was
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Resolved,—That the Chairman be instructed to report to the House, the 
items of the Revised Main Estimates 1968-69 relating to the Department of 
Transport that have been approved by this Committee.

At 1:05 p.m. the Committee adjourned to the call of the Chair.

Robert Normand,
Clerk of the Committee.

I
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EVIDENCE

(Recorded by Electronic Apparatus)

Monday December 9, 1968

The Clerk: Order please, gentlemen. We 
have a quorum. As you know, the first item 
of business this morning is the election of a 
Chairman. I am now ready to entertain 
motions to that effect.

Mr. Mahoney: I move that Mr. Lessard be 
made Chairman of the Committee.

Mr. Allmand: I will second that.

The Clerk: Moved by Mr. Mahoney, 
seconded by Mr. Allmand.

Mr. Allmand: Is it necessary for us to indi
cate that he will be put on the Steering Com
mittee, or is that automatic?

The Clerk: No, that is automatically cov
ered. It sets out the Chairman, the Vice- 
Chairman and members thereof. Moved by 
Mr. Mahoney, seconded by Mr. Allmand, that 
Mr. Lessard be elected Chairman of this 
Committee. Do I hear any more motions, 
gentlemen?

May I have a motion to close the nomina
tions, please? Moved by Mr. Nesbitt, second
ed by Mr. Nowlan.

Is it the wish of the Committee, that the 
motion now be adopted?

Some hon. Members: Carried.

• 1105
The Chairman: I want to first thank the 

Committee members for this vote of confi
dence. That was a very easy election. I hope 
my future will be the same way!

Mr. Nesbitt: On a point of order, Mr. 
Chairman—and perhaps it is a point of privi
lege, or it might better be a combination of 
the two—so that we can get started on com
mittee work and continue for awhile, there 
are one or two points I would like to place 
before the Committee. I might also add that I 
think some of the difficulties this Committee 
may have had in the past have perhaps been 
due to some of the items I am now going to 
raise, and I will just leave it at that.

First of all, when meetings of the Steering 
Committee are held in the future I hope, Mr. 
Chairman, that the decisions reached by the 
Steering Committee with respect to what wit
nesses will be called and when they will be 
called will be carried out. Or, if this cannot 
be done, that adequate notice be given to 
members of the Committee, and particularly 
to those members of the Steering Committee 
who represent parties other than the govern
ment party in the House, because it often 
occurs that one party wishes to adjust the 
membership of the Committee when different 
subjects are being discussed by the Commit
tee, and there has been some difficulty in the 
past in this regard. It may have been due to 
misadventure, I am not imputing any 
motives, but it is a fact that it has occurred. I 
hope we can avoid future problems, and I 
think they can be avoided if the instructions 
of the Steering Committee are carried out as 
agreed, or in the event they cannot be carried 
out as agreed, that adequate notice be given 
other parties.

The second item I want to mention is that 
it has always been my understanding—and I 
have been on committees of this House for 15 
years—that normally when a committee 
submits a report it is drafted by the Steering 
Committee and approved or disproved, as the 
case may be, by the members of the Commit
tee and then forwarded to the House for final 
approval. To my knowledge that has not 
taken place on any occasion since we started, 
and I hope that does not continue. I think it 
would avoid a lot of trouble in the future if 
we followed the procedure I outlined.

The third point of order I intended to bring 
up this morning had to do with a point of 
order which was raised by Mr. Allmand. 
However, in view of the fact that the Post
master General is going to be before us this 
morning, I will hold my point of order in 
abeyance until such time as we are strictly on 
items of transport again. However, when I 
say this it is on the understanding that I will 
have the opportunity to raise it when we 
return to the transport items. That is all.

The Chairman: I agree with you, Mr. Nes
bitt, and I feel that if it is possible the Steer-
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ing Committee should meet today to put these 
things back where they belong. I am not on 
the Steering Committee and I like to be 
aware of what is going on, what meeting is 
coming up and what kind of work we have 
ahead of us, so if you agree I think it would 
be a good idea if a Steering Committee meet
ing was held possibly today or tomorrow to 
settle this thing once and for all.

Mr. Allmand: With respect to the Steering 
Committee, Mr. Chairman, last week Mr. 
Mahoney, the Vice-Chairman, was taken off it 
when he had to go away, so I would like to 
move that he put back on. Of course, if it 
is automatic it will not be necessary.

The Chairman: It was just a temporary 
motion that was made for the day, Mr. All
mand. I think Mr. Mahoney has come back on 
again automatically.

Mr. Mahoney: To solve this problem, Mr. 
Chairman, I move that Mr. Allmand be put 
on the Steering Committee in place of Mr. 
Serré, who is no longer a member of the 
Committee.

Motion agreed to.

Mr. Nowlan: Before we get started, there is 
a matter I would like to mention. I think 
perhaps this has been clarified by one of the 
members, but my point of order is that I did 
not know about this Committee meeting. I 
looked at the card I received today and it was 
put in my box at 5 o’clock on Friday after
noon. I think this is certainly the reason some 
members who would have liked to have been 
here are not here; they just did not receive 
notice. I understand that some time ago there 
was some discussion about having a meeting 
on Monday morning at 11 o’clock, and Mr. 
Nesbitt suggested this was supposed to be last 
Monday. However, regardless of when it was, 
it was obviously some time ago, and certainly 
if there are going to be meetings on Monday 
mornings I would hope there could be more 
direct notice given on Friday for that Monday 
morning meeting. I suggest it is not sufficient 
to merely drop it in the post office at 5 o’clock, 
because if the members were here Friday— 
and I was here—they just do not pick up 
their mail after 5 o’clock. Perhaps if they were 
delivered it would at least help to improve 
the situation.

• 1110
The Chairman: I do not disagree with you 

at all, Mr. Nowlan. I think this is very fair. I 
will see that you receive the notice a couple

of days before the week-end when we have to 
sit on Mondays.

Mr. Nowlan: That will be fine.

The Chairman: Gentlemen, on the agenda 
this morning we have the estimates of the 
Postmaster General. We have with us this 
morning the Minister, Mr. Kierans, and I will 
ask him to introduce his associates. I believe 
Mr. Nixon and Mr. Chapman are with him. 
Will you introduce these gentlemen to the 
Committee, Mr. Kierans?

Hon. E. W. Kierans (Postmaster General):
Mr. Chairman, members of the Committee, 
Dr. John Chapman is Head of the Planning 
Group of the Department of Communications, 
and Mr. Gordon Nixon is Director of the Gov
ernment Telecommunications Policy and 
Administration Bureau.

Mr. Nowlan: Excuse me, Mr. Chairman if I 
could interrupt the Minister on a point of 
order. I would like to resolve this so we will 
know what we are going to be doing today. I 
would like to know if we are going to be 
listening to Mr. Kierans and his officials or 
are we going to become involved in procedu
ral debates on previous motions late in the 
morning. If after Mr. Kierans or his officials 
give evidence we are going to have a 
procedural point raised that has been sort of 
tabled, then I think we should know that 
now, and we might have to resolve it now. I 
think the Committee starting out fresh on 
Monday morning should know whether it is 
going to raise this today or whether it is 
going to hear evidence today. I would like to 
hear Mr. Kierans speak, but would also like 
to know what business is going to be before 
the Committee this morning. If we are going 
to get on a procedural wrangle, let us get on 
it now and get Mr. Kierans and his officials 
out of here rather than bringing it up at 1 
o’clock.

The Chairman: If I could interrupt you, 
Mr. Nowlan, I think Mr. Macdonald made a 
declaration in the House on Friday that you 
will have a chance to discuss the motion of 
Mr. Allmand when we come to the estimates 
of the Department of Transport. Today we 
are discussing the estimates of the Postmaster 
General.

Mr. McGrath: Mr. Chairman, that is fine 
for Mr. Allmand’s motion but it does not take 
care of my resolution, which was adopted by 
this Committee. As I understand it, Mr. Mac-
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donald made no such reference. It is my reso
lution with which the Committee has to deal.

Mr. Woolliams: Mr. Chairman, I think it 
will clear the trouble away immediately if we 
can get an assurance from the Chair—I am 
well aware of the fact there has not been a 
meeting of the Steering Committee—that the 
motion that he has discussed will not be dis
cussed today.

The Chairman: We have to go through the
estimates.

Mr. Woolliams: Will you give us that 
assurance?

The Chairman: Yes.

Mr. Nowlan: It would take care of the 
problem if the Chair does not receive any 
motion until after the Steering Committee has 
met.

The Chairman: Does the Committee agree 
that I should ask Mr. Kierans to give us a 
short briefing on his estimates, and then to 
put...

e 1115
Mr. Allmand: I think we should try and be 

clear on what we are doing. First of all, Mr. 
Chairman, I would ask you to let us know 
what item of these Estimates we are discus
sing so that we know exactly what we are on, 
and there will be no confusion. It had been 
my intention once we had passed these Esti
mates, if we did pass them this morning, to 
bring up my motion. But if the other side feels 
that we should have Steering Committee first, 
I will agree to that and I will not put forward 
my motion this morning. We will deal only 
with these Estimates.

Mr. Woolliams: Dealing with the business of 
the country, if you co-operate a little there is 
no problem. But if you are going to try to 
pull tricks...

Mr. Allmand: No, no.

Mr. Woolliams: And play hanky-panky, then 
there are going to be problems.

An hon. Member: It is a trick that started 
all this.

The Chairman: We are getting off the sub
ject. We are here this morning to discuss the 
Estimates, and the first item is communica
tions under the authority of Mr. Kierans.

Mr. Allmand: What item, Mr. Chairman. I 
would like to know exactly what item we are 
on.

Mr. Kierans: It is my understanding that we 
are discussing the communications aspect of 
the Post Office only today, is that right? And 
tomorrow we are supposed to deal with the 
Post Office.

Mr. Allmand: So we are doing item 1 of 
Communications, General?

Mr. Kierans: On page 44.

Mr. Allmand: Very good.

The Chairman: Mr. Kierans.

Mr. Kierans: Can I clear up one point, Mr. 
Chairman. If the members feel that they are 
likely to go on to the Post Office too, I would 
have to alert the officers in the Post Office, 
because they are not here today. They were 
scheduled for tomorrow.

Mr. Skoberg: Mr. Chairman, I was of the 
understanding that possibly we could deal 
with both of them this morning. This was 
suggested.

The Chairman: No, I think we should stick 
to one item.

Mr. Skoberg: Our Vice-Chairman, I 
believe, suggested that we might handle both 
of them.

Mr. Kierans: Mr. Chairman, Members of 
the Committee, the Revised Estimates for the 
Department of Communications detail the ini
tial effects of the announcement by the Prime 
Minister of the government’s intention to cre
ate a new Department of Communications. 
The financial consequences are summarized 
on page 44 of the Blue Book, Part A to show 
the program added to the Department and 
Part B to show the total program for the Post 
Office. I will be discussing Part B tomorrow. 
This is what I was informed.

Part A is expanded on pages 45 to 47 of the 
Blue Book to reflect the details of the changes 
which were authorized by the Order in Coun
cil of July 12, 1968. Under this Order in 
Council, branches of two government depart- 
tments were designated to be transferred to 
the Department of Communications. These 
were elements of the Defence Research Tele
communications Establishment from the 
Research Board of the Department of Nation
al Defence, and the Government Telecom
munication Policy and Administration
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Bureau, and a portion of the Telecommunica
tions and Electronics Branch of the Depart
ment of Transport.

Part A indicates the financial structure 
consequent upon this initial phase of reorgan
ization. That is to say, 765 man-years and 
$4,971,100 in Vote 1 to cover Administration, 
Operation and Maintenance; $3.5 million in 
Vote 5 for the Research Satellite Program; 
and $509,000 in Vote 10. These are shown in 
detail on pages 45, 46 and 47 of the Blue 
Book. I intend to deal with these two sections 
in order.

First I will describe the transfer from the 
Defence Research Board. This consists of $1,- 
997,000 and 26 man-years. Also the whole of 
the $3.5 million item for the Research Satel
lite Program. That is what came from there.

I might say at this time that this initial 
transfer is to be followed shortly by a second 
transfer which will bring most of the staff 
and a large part of the research program of 
the DRTE into my Department. The $1,997,- 
000 is to provide for the salaries of the 26 
positions transferred and to cover a number 
of research projects at DRTE which are 
deemed to be primarily of civilian interest. 
The Research Satellite Program is included in 
its entirety.

You may be interested to know that the 
ISIS-A, which is the third Canadian-built 
satellite—the others being Alouette I and 
Alouette II—and which is the second in this 
ISIS program, is now undergoing final tests 
before being shipped to California for launch
ing about the end of January.

• 1120
I would also like to point out that the move 

of the DRTE establishment to the Department 
of Communications does not mean that the 
defence research in telecommunications will 
cease at the Defence Research Telecommuni
cations Establishment. Officers of my Depart
ment and the Department of National Defence 
are now working out details of an arrange
ment under which the laboratories will con
tinue to meet the needs of the Department of 
National Defence for telecommunications 
research. In the future work will be carried 
out on agreed military projects at DRTE and 
the costs will be recovered by my Depart
ment from the Department of National 
Defence.

That summarizes the items in these Esti
mates which cover the initial transfer from 
DRB.

The second element to be transferred comes 
from the Department of Transport. This is 
the Bureau concerned with the administration 
and management of telecommunications. The 
transfer of 760 man-years and $2,974,100—the 
netting figure—after allowing for estimated 
revenues of $3,923,000. The Department of 
Transport resources which have been includ
ed in Votes 1 and 10, form the major portion 
of Vote 1 and all of Vote 10. The increase in 
positions from 610 to 763 represents in part 
the growth of the Bureau since its formation 
in the Department of Transport, but it also 
represents the acquisition of positions from 
the Department of Transport and the Defence 
Research Board for Department of Communi
cations administrative purposes, the building 
of head office establishment, and to this 
extent is not really an increase in the over
all number of positions among the three 
Departments.

The Revenue from radio licence fees is 
shown as $3,923,000. We believe that this 
amount will be realized this year. That is on 
page 46. However, because these moneys are 
due on April 1, the actual amount credited to 
a particular year tends to depend on the 
promise of payment. The accounts are due in 
any event.

On page 46 of the Blue Book the amounts 
shown for construction and acquisition, apart 
from the Defence Research Board item, relate 
to the purchase of electronic measurement 
apparatus and vehicles in support of radio 
regulations, ionosphere measurements and 
monitoring activity. That is the item at the 
bottom, $512,000.

On page 47, Vote 10 includes payment to 
the Canadian National Railway Company in 
support of the extension of their public tele
communications system down the Mackenzie 
Valley and at Frobisher. The system in the 
Northwest Territories is earning more reve
nue than was expected and payments are 
diminishing, as you can see here. They have 
gone down considerably.

The Inter-American Radio Office, Havana, 
is provided for in the North American 
Regional Broadcasting Agreement, but appar
ently does not function owing to the present 
political difficulties. The item of $6,000 is 
retained for the purpose of meeting outstand
ing billings.

The Canadian Radio Technical Planning 
Board which receives a $10,000 annual grant, 
is a voluntary organization comprised 
primarily of national associations interested 
in either the production of radio equipment 
or the use of radio, for example the Electron-
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ic Industries Association, the Canadian Elec
trical Association, the Railway Association, 
and so on. There are some 25 or 30 of these 
associations in all. They perform a very effec
tive advisory role for the Department, devel
oping a wide variety of technical standards 
and planning for the use of radio. The grant 
helps to pay secretarial and administrative 
costs, with the member associations defraying 
the balance of the costs.

That is all I have to bring up that relates to 
this, to the communications. There is an addi
tional item that I could speak about that you 
see elsewhere that would not come up either 
under communications or under the Post 
Office. On page 576 there is a loan under 
Loans, Investments and Advances, and the 
Item LI authorizes the loan of $10,500,000 to 
the Canadian Overseas Telecommunication 
Corporation for this year. I imagine Mr. Now- 
lan knows more about this than most of us.
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This amount, of course, is required for 

capital investments by the Corporation for 
the provision of a second earth station at Mill 
Village in Nova Scotia, designed to meet 
operational requirements, and for installation 
of the Bermuda cable and of a cable stationed 
at Liverpool, Nova Scotia. I simply mentioned 
that because it seemed to me that it was 
likely to be a loose end here that we could 
cover neither under the Post Office nor under 
the Department of Communications. It is 
under Item C really.

The COTC as you know is a Crown corpo
ration, a very profitable one with a very high 
return on its investments. It is certainly an 
asset to the new Department and will be in 
all the work that we do, not only in its own 
technical work but also, because it is a share
holder in INTELSAT, as our means of taking 
part in international co-operation. That is all 
I wanted to say at this time.

The Chairman: Any questions?

Mr. Allmand: Mr. Minister, when do you 
expect the legislation setting up the Depart
ment to be presented.

Mr. Kierans: We would hope that it would 
be in January, and of course it will be a 
government reorganization bill that will affect 
other departments as well as our own. All the 
Ministers concerned—I think there are five— 
are quite anxious that this legislation be 
talked as quickly as possible. We would hope 
that it would be some time in January.

The Chairman: Mr. Borrie.

Mr. Borrie: Thank you, Mr. Chairman. Mr. 
Minister, at one time consideration was given 
to ham operators across the country for the 
eventuality of national emergency and that 
type of situation. There is nothing in the 
budget this year to take care of any subsidies 
or any grants to the ham operator 
associations.

Mr. Kierans: May I ask Mr. Gordon Nixon 
to answer this.

Mr. F. G. Nixon (Director, Government 
Telecommunications Policy and Administra
tion Bureau): No, sir, there is nothing in 
terms of assistance, and to the best of my 
recollection such assistance has not in the 
past been paid.

Mr. Borrie: No, I think it was a concession 
that was given to them by some means or 
other.

Mr. Nixon: I am not aware of anything that 
could be classed as a concession. They have 
always been in principle encouraged because 
they do represent a valuable resource, and 
the activity contributes in terms of self-train
ing to the technical resources of the country.

The Chairman: Does that answer your 
question?

Mr. Borrie: Yes, thank you.

The Chairman: Mr. Rose.

Mr. Rose: I want to ask the Minister a 
couple of questions. I would like to ask, since 
we are discussing communication satellites, if 
there is any relationship between the satellite 
which it is proposed will go up in January for 
various radio communications and telex, and 
the proposed educational TV satellite that has 
been mentioned, especially through the 
Broadcasting Committee and the Department 
of the Secretary of State?

Mr. Kierans: To answer your question 
quickly, there is really not much relationship 
between the two. One is an experimental 
satellite, this particular one for ionospheric 
studies and research, and the other would be 
an operational satellite. But I think that I will 
ask Dr. Chapman to describe in greater detail 
the relationship, the advance from one to the 
other.

Dr. John Chapman (Head of the Planning 
Group, Department of Communications): The
Research Satellite Program which is shown in
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Vote 5 is for the scientific satellite, carrying 
11 scientific experiments. It is part of the 
ISIS program, International Satellites for 
Ionospheric Studies, a joint program of the 
United States and Canada. It is related to a 
communications satellite program in the sense 
that the technology and principle are similar, 
but the ISIS satellite carries no communica
tions equipment in the sense that it is used in 
the White Paper. The communications satel
lite system described in the White Paper car
ries equipment which operates on a different 
frequency band and is completely different in 
design and application than the ISIS satellite. 
Also, the orbits are completely different.
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Mr. Rose: In that sense it is not necessarily 

appropriate to discuss this further here at this 
time.

Mr. Kierans: The ETV aspect? No, I do not 
think so.

Mr. Rose: I regret that I do not have the 
Post Office Department votes before me, but 
may I ask whether the decision to abandon 
the Queen Elizabeth II Telescope on Mount 
Kobaur B.C. has any relationship to this par
ticular Department?

Mr. Kierans: No, nothing at all.

Mr. Rose: That is all, thank you.

The Chairman: Mr. Foster?

Mr. Foster: Mr. Chairman, in your speech 
in Montreal you mentioned this new domestic 
telecommunications satellite. You mentioned 
that it would carry both English and French. 
Will this be broadcasting just the CBC, will it 
be carrying just one network’s programs 
or...

Mr. Kierans: You would be using the com
mon carriers, the CBC and others. They would 
be your customers. Beyond that you would 
look forward to all of the complications and 
implications of another satellite that would be 
able to bypass them and go directly into 
homes. That would be a second generation 
satellite, but the first one would be making 
use of the present common carrier system and 
the CBC. It would build earth stations of its 
own, too, to look after the North and places 
where our microwave system does not serve 
us at present.

Mr. Foster: It would not be broadcasting 
directly from the satellite to the individual 
TV set?

Mr. Kierans: No, no, it would not be doing 
that. It would be taking advantage of the 
present network.

Mr. Foster: I see.
Mr. Kierans: There would be a hop-skip 

there. You go from that directly, probably 
five years later, even to by passing those sys
tems, or you would be able to bypass them 
technically. Technically it is feasible now. It 
is all in the works. Conceptually it is 
feasible.

Mr. Foster: Conceptually?

Mr. Kierans: Conceptually it is feasible 
now, but the second step would be to bypass 
the TV stations and go directly into the 
homes.

Mr. Foster: Yes, this is what I understood 
from your speech that if we...

Mr. Kierans: But that would not be the first 
one.

Mr. Foster: It would not be the first one?

Mr. Kierans: No.

The Chairman: Does that answer your 
question, Mr. Foster?

Mr. Foster: Yes.

Mr. Goode: I have three questions on the 
research satellite program. Perhaps I could 
ask them one at a time. When this refers 
to a joint program, does that mean the 
United States is sharing at the same ratio 
as we are? Is it fifty-fifty?

Mr. Kierans: It is much more complicated 
than that.

Dr. Chapman: It is a joint program in the 
sense that the experiments are selected joint
ly. Canada builds a satellite and the United 
States launches it. Let me give you an exam
ple of how this is done. The United States 
puts out a call for experiments for this par
ticular satellite, ISIS A or ISIS B whichever 
one it is in the series, and the Canadian Gov
ernment puts out a call in Canada. These calls 
go throughout the world to all scientists who 
feel they have an experiment that might be 
incorporated in a satellite of this nature and 
for this purpose, studies of the ionosphere.

The responses are collected and shared 
between Canada and the United States and 
we agree at a joint meeting on which exper
iments are the most suitable and the best 
prepared with the scientists most able to
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carry out the particular experiments. We 
agree, therefore, on a joint program; that is, 
whatever eight or ten or twelve experiments 
will be carried in the satellite. It is then the 
responsibility of the sponsoring country—and 
it could be not only Canada and the United 
States, but Britain, or Germany or any other 
country—to provide to us their experimental 
piece of equipment which we then incorpo
rate in the satellite. With ISIS A, if memory 
serves me correctly, four experiments are 
being provided from the United States and 
seven from Canada.
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Mr. Kierans: There is another little point. 

For example, in the preparation of the next 
ISIS B if it went up, the actual experiments 
come, as Dr. Chapman has said, from scien
tists that are engaged, and presently the 
Canadian government would be considering 
proposals by the Department of Communica
tions; the University of Saskatchewan and the 
University of Calgary have scientists that 
are interested in particular experiments that 
are carried out. Whether these two projects 
will be accepted out of...

Dr. Chapman: They have been.

Dr. Kierans: Those two have been accepted 
for ISIS B? You see, this is how it comes.

Mr. Goode: So the United States really does 
not spend any allotted amount for the pro
gram; they spend it on the launching and 
supplying the rocket, I take it. Is this correct?

Dr. Chapman: They provide all the costs of 
launching and they provide all the costs of 
the experiments that are selected from 
American scientists.

Mr. Kierans: The University of Vermont, 
for example.

Mr. Goode: Do we plan more of these next 
year?

Dr. Chapman: ISIS A is ready for launch 
now. ISIS B is in the initial development 
stage.

Mr. Goode: So $3.5 million is spent in all 
countries.

Dr. Chapman: In Canada; all in Canada.

Mr. Goode: That is fine, thank you very 
much.

The Chairman: Mr. Skoberg?

Mr. Skoberg: Dr. Chapman and Mr. Kier
ans, further to that, what amount is really 
spent in the United States for research which 
is directly involved in the U.S. as compared 
to Canada, the amounts of our money that are 
used down there for research purposes?

Dr. Chapman: There is none of our money. 
None of this $3.5 million is spent in the United 
States, except for such things as travel of 
Canadian engineers to the United States. 
There is a principle in the joint programs 
that money does not cross the border. The 
Americans pay for their part of the program; 
we pay for our part of the program. There 
will be items of electronic components such 
as transistors and items of that nature which 
we have to procure from the United States 
because it is the cheapest source and there is 
no alternative source in Canada, but in prin
ciple this $3.5 million is entirely for our part 
of the program and expenses spent in Canada 
except for incidental items. I cannot give you 
an exact figure of how much that is, but it is 
the amount that is spent either for travel or 
for the purchase of components.

Mr. Skoberg: Concerning the launching you 
referred to earlier, Mr. Kierans, what sum 
would be involved as an over-all rough 
figure?

Dr. Chapman: The launch vehicle costs 
about $5 million—that is not a precise figure, 
but it is somewhere close to $5 million—and 
after the satellite is launched the United 
States pays for the operation of its share of 
the world-wide tracking and telemetry sta
tions which acquire the data and send them 
back to Canada. This $3.5 million includes the 
cost of operating the Canadian telemetry and 
control stations, one at Ottawa and one at 
Resolute Bay in the Northwest Territories.

Mr. Skoberg: I am just turning to the 
CN/CP Telecommunications. What control is 
there on the public purse in the joint private- 
public enterprise of the CN/CP Telecom
munications? Where are the regulations and 
the control set up; in what field?

Mr. Kierans: Mr. Nixon?

Mr. Nixon: The payment to the CN for the 
development and maintenance of the system 
down the Mackenzie Valley, for example, is 
covered in a contract between the Minister of 
Transport and the Canadian National 
Railways.

Mr. Skoberg: What I am trying to get at is 
what control will the public have on that
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communication, the telecommunication as 
such, once it is established in its entirety?

Mr. Nixon: The control on rates, for 
example?

Mr. Skoberg: The over-all policy of the 
communications system.
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Mr. Nixon: The contract provides for the 

scope and the nature of the development. The 
control on public telegraph rates, for exam
ple, of course is subject to the Canadian 
Transport Commission determination.

Mr. Skoberg: Mr. Chairman, I am probably 
not making myself clear. I am not really con
cerned, but I am wondering who will have 
the control? I am concerned that the public 
must be assured that...

Mr. Kierans: That is really in the Bureau 
itself. The Director, Mr. Nixon, is responsible 
to the Deputy Minister or to his Assistant 
Deputy Minister to develop all of the plans. I 
will read to you some of his activities and 
responsibilities:

... to develop and recommend telecom
munications plans and policies.

That is the function of the Bureau:
... both national and international which 
take cognisance of the public interest and 
promote the orderly development of com
munications in Canada.

That is the 700-odd positions that have come 
over to us from Transport, and that will be 
the function of the Department of Communi
cations as it was the function of the Depart
ment of Transport.

It will be their responsibility to conduct the 
necessary supporting economic, commercial 
and technical studies. The commercial ones 
would be all of the accounting to make sure 
that included in the rate making were not 
costs that should be attributed to the actual 
services.

All of these studies are associated with 
those responsibilities and his responsibility is 
also to administer and to manage telecom
munications legislation such as the Radio Act, 
which includes ensuring the efficient and 
effective use of the radio spectrum itself. 
Then there is planning and the program and 
determining the needs for the future for the 
co-ordinated use of telecommunications 
throughout the federal government itself and 
throughout the country as a whole. All of that 
will be lodged with and will be the responsi
bility of the Department of Communications.

Mr. Skoberg: Do you have the figure of 
how much the CPR has invested in this joint 
venture, the CN/CP Telecommunications?

Mr. Kierans: Would we have that?
Mr. Nixon: This would be, perhaps, the 

trans-continental microwave of the CN/CP 
Telecommunications. Taking into account all 
of the development from perhaps as long ago 
as 15 years and including the portion in New
foundland, I would say it would be approxi
mately $70 million. The majority of that 
would be CN; CP would be the lesser portion.

An hon. Member: Do you have the 
proportions?

Mr. Nixon: Perhaps two thirds CN and one 
third CP, but this is right off the top of my 
head.

Mr. Skoberg: Then, along the same line 
concerning the control of the policy setting 
and the regulations, is the proportion the 
same? Will the CN have the majority of peo
ple on the board that will be in charge of the 
regulations?

Mr. Nixon: The CN or CP as such do not 
have people on a board. The policy determi
nation vests in the Minister and in the 
Canadian Transport Commission to the extent 
that the latter is provided by law to deter
mine rates and other matters.

Mr. Skoberg: I would expect that the CPR 
would have representatives on some type of 
board to make sure that its interests are 
protected.

Mr. Kierans: Are you thinking in that par
ticular operation of the sharing of profits?

Mr. Skoberg: Well, the control and the 
operation of the over-all...

Mr. Kierans: They are so regulated anyway 
and the regulations come from the depart
ment, so that whether one had a majority or 
the other, I do not think that would matter 
much. We would regulate the system as a 
whole and it conforms to our requirements. 
Given the figures that Mr. Nixon has given to 
us, I imagine that the CPR are looking after 
their own interests in that they have put up 
two-thirds of the investment.

Mr. Skoberg: Well, as an example, Mr. 
Kierans, who controls and who makes the 
decisions as to closing down one location and 
establishing it at some other place or central
izing their control under the telecom
munications?
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Mr. Nixon: Well, sir, to take as an example 
the telegraph office.

Mr. Skoberg: Yes.

Mr. Nixon: Perhaps that would be some
thing you have in mind. As commercial oper
ating companies, they apply to the Canadian 
Transport Commission for permission to close 
out offices. This was done a couple of years 
ago, and they are now engaged in a program, 
approved by the Commission, for reduction 
and rationalization of the telegraph office 
structure in Canada.
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The Chairman: Mr. Nowlan?

Mr. Nowlan: Yes, Mr. Chairman, I have a 
couple of questions, one directed to Mr. Kier- 
ans initially. Since the Post Office debate, and 
as Postmaster General, he certainly has deve
loped a reputation as a balance-sheet banker 
in that the books must balance, a most in
teresting philosophy with which I am heart
ily in accord—my own books being an 
exception. On this whole satellite program— 
and I am not asking negatively but mainly 
for information—would it be correct to say 
that the satellite program, both in the deve
lopment stage employing Canadian research 
and Canadian scientists, and in the end prod
uct, the actual satellite, is in fact a venture 
in nationalism, in the sense that, to my limit
ed knowledge, a satellite could cover, with 
perhaps the exception of the north, almost 
the whole North American Continent?

In Europe, for instance, does France put up 
one, Luxembourg put up one, Holland put up 
one, or do the different countries agree and 
form a consortium to develop a satellite for 
Europe? Similarly I understand with the 
American program, and our very embryonic 
program, that a satellite could cover certainly 
the American and the Canadian side of North 
America. Is that correct?

Mr. Kierans: It is correct that an American 
satellite could easily cover Canada, if they 
wanted to build a powerful enough one.

Mr. Nowlan: But in the development of it 
we give expertise to our Canadian research 
scientists and the end product will be some
thing—not like the CBC—but for our national 
existence more than the functional end of the 
satellite, because as you remarked earlier, 
there could be a joint satellite between the 
Americans and the Canadians that would 
cover almost all North America.

Mr. Kierans: Our purpose in going into this 
satellite is social objectives; they may be 
political too, but let us say, social objectives 
as the way of unifying the country, that that 
one satellite as far as we are concerned just 
blankets the whole of Canada. It could blan
ket Alaska too and there may be some 
arrangements that would be worked out to 
look after the American needs in Alaska. 
That is a social objective leading to a greater 
unification of the country. That satellite 
would be devoted to Canadian aims and 
objectives and will be programmed, I would 
imagine, in a way that is acceptable by the 
Canadian people and their cultural require
ments or needs.

From then on, I suppose you could build a 
case that it would be better to rent the space 
on the American satellite on straight eco
nomic grounds. However, I do not think you 
could even build it on economic grounds, if 
you take a long-run approach to this rather 
than a short run. In a short run there will be 
investment costs, which may include some 
losses in the operations in the early years, as 
any corporation going into any kind of field 
expects that its development and marketing 
costs, in getting control of a market, will lead 
to losses. It then incorporates this in the 
amount of capital it has to set aside in order 
to make the thing viable.

As far as we are concerned, the economic 
gains in the long run will more than out
weigh the costs, because by our scientists 
developing programs here in Ottawa in co
operation with industry our manufacturers 
can easily develop markets with different 
aspects of the component parts or sub-sys
tems of such a satellite; in other words, their 
export potential.

Mr. Nowlan: Well, right at the moment...

Mr. Kierans: No, right at the moment, on a 
given item, it would be cheaper to buy it 
somewhere else—and on all given items.

Mr. Nowlan: No, no, at the given moment, 
as I understand it, we are producing some 
component parts in the American machinery 
system.
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Mr. Kierans: And we can only really con

tinue to do that and expand that if we go into 
the investment in satellites on our own 
account.
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Mr. Nowlan: Coming back not to the cost, 
but to the purpose, would it be fair to say 
that the satellite program really has more 
social justification rather than scientific jus
tification as far as Canada is concerned, social 
justification being this national purpose and 
cultural expression, and so on?

Mr. Kierans: Let us put it this way. Per
haps George Ball could build a case for us 
not going ahead with this, because he does 
not understand how Canada exists at all.

Mr. Nowlan: Who does?

Mr. Kierans: We do, and we are dedicated 
to this. Pursuing that, what we are primarily 
interested in is Canada as a growing, devel
oping nation. Now, when we speak of the 
development of the North, I think a prerequi
site of developing our own country is the fact 
that there should be communications. If you 
or I go up to Frobisher or to Haig, one of the 
things that will make it easier is instant tele
phone contact, television contact, with Mont
real, Toronto or Halifax. This builds if I may 
use that jingoistic word, the infrastructure of 
a Canadian nation.

Mr. Nowlan: I appreciate everything you 
say, Mr. Minister, but in effect this is going to 
be another cost to Canadian nationalism.

Mr. Kierans: Another overhead cost—like 
the railways.

Mr. Nowlan: Like the CPR was initially, or 
like the Post Office used to be.

Mr. Kierans: Or like the Maritime railways, 
you know, to build a defence.

Mr. Nowlan: Intercontinental.

Mr. Kierans: It was intercontinental to pro
vide for a better defence of Canada.

Mr. Nowlan: That is right. Coming down 
from the purpose to the project, and this may 
be too technical and I may not appreciate 
your opening remarks, and it may be, as Mr. 
Rose has said, that we have not come this far, 
but, and this has to do more with the cost, in 
this experimental satellite program that we 
are talking about on the estimates, have we 
decided what prototype of satellite we are 
going to follow. In other words, as I under
stand it, there are the stabilized fins, and 
there is a revolving superstructure up above. 
Is part of the research to find out which one 
we want?

Dr. Chapman: If I may clarify one point. 
The item in the estimates is for the research 
satellite, the scientific satellite, and it has 
nothing to do with communications.

Mr. Nowlan: Then, we come on to the com
munications which is the ultimate objective of 
this new department, I presume?

Dr. Chapman: The government policy was 
outlined in the White Paper and we are in the 
process of studying the needs of the users, the 
kinds of satellite which will meet those needs 
in order to define a system and define the 
satellite. Studies have been performed by 
industry in order to assist, and to provide 
information that we will need. There were 
two studies performed and both of them came 
forward with proposals which are the kind of 
satellite you are talking about in which the 
antennas are fixed—despun as it is called— 
where the body is rotating in a gyroscopic 
effect stabilizing the satellite in orbit. If you 
remember the centre page of the White Pa
per, it shows a beam on Canada, and that is a 
vital part of the whole system, an antenna 
beam shaped to cover Canada, approximately 
four degrees by eight degrees, and that must 
be focused on Canada, it being for both 
receiving from the ground and transmitting 
back to the ground.

Mr. Nowlan: If I understand your answer, 
we are still studying what type of satellite we 
eventually will choose. You nodded in the 
affirmative; is that correct?
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Dr. Chapman: That is right. The specifica

tions have not been settled. There are at least 
three different ways of arranging for beams 
pointing to the ground. You can have a spin
ning satellite with a despun antenna, where 
the antenna is fixed, with the rest of the body 
rotating. Secondly, you can have the whole 
thing rotating and what is called an electri
cally despun antenna which is switched and, 
as it goes around, the power goes on to the 
part which is pointing to the ground. There is 
a third way of doing it, where the satellite is 
actually fixed in space; the whole thing is 
fixed and you have either jets or reacting 
wheels to hold it that way, or possibly a 
gravity stabilization device. In other words, 
spinning or de-spinning.

Mr. Nowlan: Well, the two main companies 
that are developing this satellite program are 
Lockheed and Hughes, is that not correct? 
Are those the two companies we are looking 
after it basically?
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Dr. Chapman: The contacts were made 
with RCA Victor Company Limited in Mont
real and the Northern Electric Company.

Mr. Nowlan: Yes, but they have not devel
oped the satellite? Does the actual develop
ment stage of the satellite come from Lock
heed and/or Hughes Tools?

Dr. Chapman: The RCA Victor Company 
has an arrangement with TRW, Thompson, 
Ramo and Wooldridge Inc. in the United 
States, that built the INTELSAT III satellite, 
which is the spinning satellite. The Northern 
Electric Company has a similar arrangement 
with the Hughes Aircraft Company that built 
EARLY BIRD, INTELSAT I and INTELSAT 
II and has a contract for INTELSAT IV. 
These are all spinning satellites. So, those are 
the companies which are linked up with 
Canadian firms and provided an influx of 
these studies.

Mr. Nowlan: And Lockheed is the one that 
had the stabilized fins, is that not correct?

Dr. Chapman: Lockheed was not involved 
in the Canadian studies. Lockheed was 
involved in the study for INTELSAT on the 
INTELSAT IV satellite, which is a complete
ly different satellite, a different system. I am 
not sure whether they ended up coming for
ward with a proposal for a spinning satellite 
or not.

After consultation, I think you are right. 
Our recollection is that Lockheed did come up 
with the type in which the satellite is not 
moved, and is not spinning. The Europeans 
have done similar studies and have come for
ward with a proposal for a satellite that does 
not spin but which has torque wheels.

Mr. Nowlan: This is what I was more or 
less coming to. Is this international consorti
um—is it INTELTEL or INTELSAT?

Dr. Chapman: INTELSAT.

Mr. Nowlan: INTELSAT, and these are all 
the countries of the world that are interested 
in satellites and I appreciate the complicated 
formula of how you contribute, and the 
Americans are, I suppose one of the dominant 
partners or control 50 per cent. Has the Euro
pean exploration and/or development gone 
more for the satellite with less spinning parts 
than the Hughes Tool Company one which 
was favoured by some Americans which has 
the spinning parts and which is the one that 
perhaps we are going to be choosing, or have 
chosen?

Dr. Chapman: In principle, what you say is 
correct. The Europeans have tended to favour 
the type of design with rotating wheels for 
stabilization rather than spinning the major 
part of the satellite—but this is only a matter 
of a difference in degree.

Mr. Nowlan: This is getting too technical so 
this will be my last question on this. Was not 
the primary advantage of the fixed fin that 
you could add another section of fin ad 
infinitum to blanket the area whereas you are 
limited in development of the spinning type 
of stabilizer? Was not the number one advan
tage of the fixed fins that sit up there station
ary that you could just add a section and it 
would not upset the balance or the beam, 
whereas when you get more spinning parts— 
which do wear out, even in the vacuum of 
space—you also become limited in your 
expansion program?

• 1200
Dr. Chapman: Well you cannot expand a 

satellite once you build it. You design it for 
one particular purpose.

Mr. Nowlan: I appreciate that, but when 
you send the next one up, instead of changing 
the revolving wheels and/or the balancing 
mechanism, you could just add another panel 
to the wing.

Dr. Chapman: Well these designs which 
you are talking about are the trade-offs which 
are made in the engineering design—trying to 
find out what is the best way of getting what 
you want for the lowest cost and with the 
maximum reliability. Different firms or dif
ferent groups of engineers in different coun
tries will come up with somewhat different 
views on what is the best way of doing it. 
The present system, which is used by INTEL
SAT, is based primarily on the views of the 
Hughes Aircraft Co. which developed the 
spinning satellite, in which the whole satellite 
spun. These SYNCOM satellites were the first 
synchronous communications satellites, and 
they worked. Therefore that design seems to 
be favoured because there is experience and 
knowledge of how it works. The element that 
is involved in these spinnings largely comes 
from the American Orbiting Solar Observato
ry program in which the body of the satellite 
was spinning for stability purposes but the 
telescopes were stopped and pointed at the 
sun as it went around the earth. The bearings 
systems were developed and designed and 
tested in that program, and those are the
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bearings which in general are being used in 
the current designs for this kind of satellite 
with the de-spun antenna. It is a matter 
based on what you know, what you think will 
work and what is already developed.

Mr. Nowlan: Is it correct that we eventual
ly will be buying a basic satellite developed 
by one of these American companies but 
modified to our own purposes by our own 
research facilities?

Dr. Chapman: No, the design will be a 
Canadian design.

Mr. Nowlan: A separate satellite
altogether?

Dr. Chapman: A Canadian design, because 
no satellite has presently been developed 
which seems to meet our needs.

Mr. Nowlan: Mr. Minister, did you get a 
satisfactory answer to your preliminary dis
closure on the satellite programs from these 
two companies that you were asked a few 
questions about in the House the other day? 
You said you were going to bring these peo
ple to Ottawa and talk to them.

Mr. Kierans: Well I think they were under 
considerable pressure from their association, 
the Canadian Aeronautics and Space Institute. 
They were holding their annual convention 
and they thought it would be a very good 
idea if as part of the exhibits of their confer
ence they could show mockups of the two 
proposals by the company.

Mr. Nowlan: This was the reason?

Mr. Kierans: And I suppose one thought 
that the other might get ahead of them.

The Chairman: Are you through, Mr. 
Nowlan?

Mr. Nowlan: Yes, Mr. Chairman.

The Chairman: Mr. Howe?

Mr. Howe: Mr. Chairman, I am not a mem
ber of this Committee but I would like to ask 
a few questions.

One of my questions arises out of the an
swer Mr. Kierans gave to Mr. Nowlan in con
nection with the possibility that the United 
States could build a satellite big enough and 
powerful enough to cover all of Canada. I see 
we belong to the International Telecommuni
cations Union in Geneva, Switzerland. Does 
each country have any set area of control

over communications that come into their 
country? This is a very important field of 
communication and it could have a tremen
dous effect on our national feelings. Do we 
have any control over international bodies 
that might be trying to influence our thinking 
in one way or another in this country?

Mr. Kierans: I do not want to take up too 
much time, but perhaps I could answer this 
in this way. I am very proud of the senior 
officers of the new department designate. On 
the scientific side we have Dr. Chapman. As 
everyone knows his reputation, let us say that 
that aspect of the new department is looked 
after. On the administration, regulations and 
policy side we have Mr. Bergeron and Mr. 
Nixon.

• 1205
Precisly the problem that you raised would 

lead to a conclusion that also in the depart
ment there should be someone with an exper
tise in international negotiations and indeed 
in federal-provincial negotiations. The Prime 
Minister, two weeks ago, named as the 
Deputy Minister designate Mr. A. E. Gotleib 
from the Department of External Affairs. 
This was one of the considerations which led 
the Prime Minister to name him. All of these 
points that you have raised pose problems for 
all the international law experts and for the 
world as a whole. How do you define this? I 
suppose one of these satellites spinning across 
the world could cross the frontiers of a coun
try like Uganda in less than a second. What 
control has a nation like that, under the orbit 
of this satellite, over what passes from space 
to the confines of the nation. So all of this is 
still to be worked out. I think you can start 
from a predisposition that no matter how 
powerful some individual nations could be, 
all of the nations of the world will not allow 
their country to be tampered with, or to be in 
the control of, or under the sway of other 
nations. This has to be worked out on the 
basis of international negotiations, and the 
problem it poses is extremely real. It becomes 
very much more real when the next genera
tion of satellites go up—especially if it is 
possible at that time for satellites to penetrate 
into individual home and tell us why another 
nation has adopted such and such a policy, 
whether it be on monetary, foreign or mili
tary affairs. It poses some severe problems.

Mr. Howe: Generally, when you build 
something of this nature you would have to 
build something to counteract the influence of
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that. Is there any research being done in 
Canada or in the world to make it possible to 
black out the influence? We have heard 
instances in the last war how they were able 
to black out certain areas...

Mr. Kierans: Or jam radios.

Mr. Howe: ...or jam radios. Is research 
going on in this field to ensure that the air
waves of Canada or other nations of the 
world are not exploited by countries that are 
not friendly to them, so to speak?

Mr. Kierans: I will ask Dr. Chapman to 
reply directly to your question. I would think 
that the better way to do this would be to 
settle all of this beforehand by international 
negotiations. This is not going to be used for 
imperialistic or military purposes; its major 
impact will be commercial and cultural, and I 
would think it can be worked out in this way. 
As to whether you could jam them or not, I 
will ask Dr. Chapman because that part of it 
never occurred to me.

Dr. Chapman: Certainly these satellites that 
we are talking about can be jammed, and 
that is why it is necessary to have interna
tional agreement on their use.

Mr. Howe: They cannot be jammed?

Dr. Chapman: They can be jammed.
We do not, as a matter of principle, jam 

other people’s communications. The key point 
in all of this from the technical point of view 
is the radio frequencies which are used. 
There is a body, the International Telecom
munications Union, which is set up for the 
orderly management and use of the radio fre
quency spectrum—all parts of the spectrum. 
The position that we find ourselves in now is 
that satellites have come along so recently 
that international procedures have not yet 
been completely developed to handle all of 
these procedures. But in principle one would 
expect that we would go in the same way we 
have done in the past in the use of frequen
cies—that is, there would be international 
agreement on what frequency would be used 
and allocated for what purpose. Each country 
would then be obligated to inform the Inter
national Telecommunications Union, through 
the International Frequency Registration 
Board, the IFRB in Geneva, of the frequen
cies it intends to use for any purpose. All 
member countries of the ITU would have the 
opportunity of protesting if a frequency was 
to be used for a purpose which was believed 
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to be damaging to the interests of the country 
concerned. This is the procedure which works 
now so far as terrestrial use of radio is con
cerned and we would expect that these proce
dures would be developed in the same way 
for the use of radio frequencies in space for 
broadcasting and other purposes.

• 1210
Mr. Allmand: I have a supplementary ques

tion, if you do not mind.

Mr. Kierans, what is the present status of 
the proposed France-Quebec satellite that was 
put forward as a possibility last year? Do 
these two governments still intend to have 
such a satellite and if so, have they asked 
permission from the federal government to 
have this satellite? Also, do they need the 
permission of the federal government?

Mr. Kierans: There are a number of ways 
of answering that question. First, France has 
to get a satellite up there before there can be 
any question of an agreement. I read an arti
cle in La Presse where there was supposed to 
have been an agreement between Germany, 
France and Quebec to build earth stations 
here and to beam from a satellite the SYM
PHONIE, to Quebec. What is of major con
cern at the moment in the European space 
program is the development of their own 
launching capabilities and this is some several 
years and nearly $800 or $900 million away. 
So I think the building of any earth stations 
in Quebec today would be at least five or six 
years premature.

Another point that I would like to make 
clear here, from the point of view of other 
members of the European space program, is 
that they are not interested at all in trans
gressing any Canadian authority or lines of 
jurisdiction. Now France is interested in 
expanding its influence through its satellites 
across what it might call regional areas In
stead of solely its own country plus areas 
geographically contiguous. And Germany is 
interested—Germany plus a small area. 
France obviously is interested across the 
Mediterranean—in Algeria and other Franco
phone countries in Africa, and throughout the 
world. But all of this has to be worked out by 
themselves first, because if you permitted 
that latitude to France you would have to 
permit the same latitude to Great Britain, 
which would have the right to beam right 
across the world—and it would no longer be a 
regional satellite. Spain and Portugal could 
also claim various interests. So the thing is 
very much more complicated than appears at
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first sight—not just a direct link between 
France and Quebec. Before such a satellite, 
the SYMPHONIE, could beam into Quebec, I 
would say that they would have to reach 
some agreement with the Canadian govern
ment. Our major objective at the moment is 
to be up there first by a couple of years and 
then it would be to everyone’s advantage to 
deal with the Canadian satellite.

Mr. Howe: Mr. Chairman, in that same con
nection, I understand that recently there was 
a group of parliamentarians over in France 
and this is one of the things that they dis
cussed. Did that group go with government 
sponsorship?

Mr. Kierans: I do not know about 
parliamentarians.

Mr. Howe: They just came back; one of 
them is Mr. Laflamme. Mr. Laflamme was on 
the TV the other night and he said that this 
was one of the things that was discussed.

An hon. Member: That was the Parliamen
tary Association of France.

Mr. Howe: This was one of the things. I 
just wondered whether it was discussed.

Mr. Kierans: We have people attending. Dr. 
•Chapman and Pierre Juneau of CRTC attend
ed the last European Space Conference as 
observers on behalf of Canada, but these are 
the people that officially represent Canada, 
just as your Parliamentary Association in 
another area on another level represents 
Canada.

Mr. Howe: Have they discussed with you or 
your Department what they were going to 
discuss when they want to France, in connec
tion with the satellite program?

Mr. Kierans: I think that this may have 
been an informal discussion of what France’s 
plans, or Germany’s plans, or Belgium’s may 
have been. I do not know. Or just how they 
are getting along, on that level. But the 
official delegations are composed of represen
tatives of the Department of External Affairs, 
communications, and other areas. These are 
official delegations that go forward on behalf 
of Canada.

• 1215
Mr. Howe: One further question. We are 

still on Item 1, are we?

The Chairman: Yes.

Mr. Howe: I was noticing the $1,577,300, 
Administrative Services provided by the 
Defence Research Board. Is that a transfer?

Mr. Kierans: Yes.

Mr. Howe: It is on page 45.

Mr. Kierans: Yes. That is a transfer from 
the Defence Research Board to ourselves. 
There is no increase as far as the over-all 
government expenditure is concerned. It is a 
subtraction from one and an addition to 
another.

Mr. Howe: Was the item on Professional 
and Special Services discussed previously? 
There is quite an increase there, from $55,000 
to $361,600.

Mr. Kierans: Where is that?

Mr. Howe: Page 45, at the bottom of the 
page, Professional and Special Services.

Mr. Kierans: I will ask Mr. Nixon to deal 
with that. That is Item 4.

Mr. Nixon: This relates primarily to the 
establishment of the Telecommunications 
Policy Bureau within the Department of 
Transport, and the expanded activity in con
nection with policy development and studies 
that were placed upon that Bureau by the 
government. It is mainly concerned with the 
employment of consulting services for the 
purpose of assisting those studies.

Mr. Kierans: This expansion had already 
taken place within the Department of Trans
port before it came over to us, is that not 
right?

Mr. Nixon: That is right, sir.

Mr. Howe: This increase from $55,000 to 
$361,600, this is people who have been trans
ferred from the Department of Transport?

Mr. Kierans: Yes, that is right. Between 
1967-68 and 1968-69 the Department of Trans
port had already been expanding this area.

Mr. Howe: Well, why would not those peo
ple be shown in the administrative and tech
nical field in the Department, rather than just 
being transferred from one department to 
another?

Mr. Nixon: The increase, if we are still 
speaking of trie Professional and Special Ser
vices, relates to payments to consultants out
side the Department, and this relates again to 
the formation of the Bureau which really was
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pursuant to recommendations of the Royal 
Commission on Government Organization, the 
Glassco Commission, and again to certain 
recommendations that there should be more 
emphasis by the government on using outside 
consulting services. So it is coupled to those 
recommendations.

Mr. Howe: Are those firms or individuals?

Mr. Nixon: They are both firms and 
individuals.

Mr. Howe: Could we have a breakdown on 
that?

Mr. Nixon: I have not got a breakdown 
with me. It could be provided.

Mr. Howe: I would appreciate it. That 
brings up another question, Mr. Chairman. 
The other day when Mr. Pirckersgill, Chair
man of the Transport Commission, was here,
I asked him for a breakdown of the same 
type in his Estimates, and I have not received 
that yet.

The Chairman: I will take note of that, Mr. 
Howe, and I will see that you receive that.

Mr. Howe: Thank you very much.

The Chairman: Mr. Mahoney.

Mr. Mahoney: If we could retrieve the com
munication system from outer space and get 
it back to earth for a minute here, on page 49 
of the White Paper, of which I see Mr. Kier- 
ans has a copy, there is the dark grey area 
indicating the extent of the existing coverage 
in Canada. What percentage of the population 
of the country are presently accessible to this 
communication system?

Mr. Kierans: About 95 per cent are covered 
there.

e 1220
Mr. Mahoney: So the new system will sup

plement that to the extent of providing com
munication services for about five per cent of 
the population. Now, what is the cost going to 
be to the country to extend this service in 
this way? The White Paper, on page 44, says 
it is going to cost perhaps only $100,000 per 
receiving station in various locations to utilize 
this facility. What is it costing us? What is it 
going to cost us to extend this service to the 
other five per cent of the population?

Mr. Kierans: It is not only the cost. There 
will be better service...

Mr. Mahoney: I appreciate that.

Mr. Kierans: ... for the people who are at 
present covered. The cost has not really been 
determined yet. It depends on what kind of a 
satellite we put up there. It depends on the 
format of the corporation itself, whether it be 
a mixed corporation, and how much private 
enterprise puts into it.

I think I used the figure in answer to a 
question on the late show last week, that the 
cost of this satellite project, the satellite 
itself, can vary anywhere from $60 million to 
maybe $150 million or $160 million, but that 
will be charging for the services rendered, 
and it will prove, as I am convinced, to be a 
tremendous boon to the uniting and building 
together of the nation as a whole. Now, just 
how you evaluate this in terms of cost, I do 
not know.

We are going to recover a great measure of 
cost if the telecommunications industry or 
electronics industry grasp the nettle and the 
challenge that is here, and develop the way 
they can, the way the opportunities are there, 
their own industry and its export potential. 
So all of the side effects—this is an imagina
tive department—a departure for the Canadi
an people, and I think it is one that is going 
to prove to be economically justified in the 
long run.

Mr. Mahoney: The existing system, sir, is 
owned by the two companies that are largely 
engaged in communications here today. What 
incentive is there for them, for example, to 
utilize this new and imaginative system when 
they have got one of their own that is cover
ing 95 per cent of the market?

Mr. Kierans: There must be some tremen
dous commercial incentives because the vari
ous Bell groups, the Trans-Canada Telephone 
System which comprises all the companies, 
and also CP-CN, are quite willing to under
take this whole project. They want to under
take it themselves entirely, so they obviously 
see long-run commercial advantages. They 
would be a little worried if the government 
decided to develop it entirely by itself, or if 
the government’s concept of a corporation to 
develop satellite communications were such 
that they were left only a very small share of 
the capital invested in such a system. So I 
think you would have to ask them. Let us say 
that they probably have decided that finan
cially and economically this is not going to 
pay off in three to five years, that many of 
their own investments in the microwave sys
tems might be expected to pay off, but that it 
is obviously the wave of the future, and the 
way things are going to be done in the future.
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Mr. Mahoney: What will your criteria be, 
do you suppose, to determine whether or not 
a ground receiving station will be established 
in a given location? I was just looking again 
at this map. Places like Prince Rupert, 
McMurray, Churchill, and so on, would be 
obvious places for such a thing, but you have 
some much tinier locations in the North. Have 
you established criteria for that?

Mr. Kierans: I will ask Dr. Chapman to 
give us some of the criteria by which we are 
going to make such judgments.

Dr. Chapman: I think there is a simple 
criterion which you apply. It is what is the 
cheapest way of providing the service. If 
there is a cheaper way of doing it on the 
ground, then that is the way it should be 
provided. For many of the locations off this 
dark grey area, it will be cheaper to do it by 
satellite. The figure of $100,000 that you men
tioned is for a television-receive-only facility.

Mr. Mahoney: I see. Is it the object then to 
bring this service to 100 per cent of the 
Canadian population, regardless of how tiny a 
community may be? Hopefully you will be 
able to serve it?

• 1225
Mr. Kierans: That is right. You read almost 

every day in the newspapers today of break
throughs like the oil discoveries in Alaska, 
and the discovery of resources all through the 
Canadian North. This is obviously going to be 
a prerequisite for undertaking any serious 
development of Northern Canada.

Mr. Mahoney: I do not think I would argue 
with you, sir, that communications, move
ment of information, is at least as important 
as the movement of freight today, but we are 
just trying to get at the—it is a quite large 
undertaking, and at present I think, quite 
vague in ultimate cost.

Mr. Kierans: I would agree with you that 
there is a large area of vagueness between 
$60 million and $160 million, but we are 
going to have to make decisions. I think the 
opposition is going to ask, if we come up with 
$118 million, why we did not get closer to $60 
million. That is their right and their duty, but 
we will have to be able to justify it, that is 
all.

The Chairman: Are you through, Mr. 
Mahoney?

Mr. Mahoney: Thank you.

The Chairman: Mr. Macquarrie?

Mr. Macquarrie: Mr. Chairman, I had a 
brilliant series of questions all in beautiful 
sequence, but I have lost my place in the 
order, not being a member of the Committee, 
and I do regret that orders of business are 
referred to committee at such late notice. I 
understand that the Minister expects the bill 
to be ready in January, is that right?

Mr. Kierans: I would hope, Mr. Macquar
rie. It is not my bill; it is the Prime Minis
ter’s bill; and it has to deal not only with my 
department, but with several others also. It is 
my understanding that this is a general gov
ernment reorganization bill.

Mr. Macquarrie: So it is not too far in the 
future, and we will have a chance in commit
tee then?

Mr. Kierans: That is right.

Mr. Macquarrie: I will endeavour to see if I 
can get placed on the Committee. I also have 
the disadvantage of not having an earphone. I 
have missed many of the brilliant questions 
already asked, and I do not want to be repeti
tive. I wonder if the Minister might elaborate 
on the reply he gave to Mr. Nowlan about the 
commercial prospects for Canadian manufac
turers. I wonder what countries would realis
tically be potential future markets for these 
pieces of equipment made in Canada?

Mr. Kierans: If you think of countries that 
put up satellites alone, there are not that 
many. There may be India, there may be 
Australia, nations to whom we could sell a 
satellite, but that is not really a major sale. 
But when you think of the components of 
such a satellite, when you think of the sub
systems, and the tremendous other uses to 
which these component parts can be put, then 
you can consider that there will be a myriad 
number of items that can be sold not only for 
the purpose of incorporating them into satel
lites, but for many other uses.

I think it was you, Mr. Macquarrie, who 
asked me a question in the latter part of 
October which is going to be answered only 
today or within the next few days. You asked 
why we had such and such a mission over in 
Europe. I could have explained immediately 
why we had the mission over there. But one 
of your other questions was what was the 
total cost. In other words, what were the 
expenses of the members of this mission. As
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my people did not come back until the end of 
October—some of the others did not come 
back until on into November—we did not 
have the expenses until the end of November 
and we only received the figures last Friday.

In one sense you could say that the pur
poses of that particular mission was simply to 
explore the sources of supply for component 
parts of a Canadian satellite and compare 
them with alternative sources of supply in the 
United States. However, there was another 
purpose to that mission. It was to find out 
just what your competition was in the devel
opment of these myriad component parts. If 
tremendous expertise has been developed in 
Europe as well as in the United States on a 
certain item A, we might be better advised to 
start considering programs which will give a 
certain amount of expertise to our manufac
turers in item B, let us say.

We are very much aware of this and we 
believe that the developing and building of 
this satellite in Canada will not only keep 
the scientists here but it will also develop an 
expertise in Canada that will enable the cor
porations for which they work to go out and 
seek export markets.

Mr. Macquarrie: Are there any areas in 
the production orf component parts where the 
United States does not have or is likely to 
retain a comparative advantage?

• 1230
Mr. Kierans: I think we are one of the best 

countries for this right now. For example, we 
have this facility in Montreal for building 
earth stations. We do this quite well. This 
could develop into much greater export and, 
indeed, in much more construction and manu
facturing activity in Canada alone than prob
ably the actual building of the satellite itself.

Mr. Macquarrie: When you say that they 
have expertise, do they have expertise in 
everything?

Mr. Kierans: I do not know. I think that 
you are going to see a development very 
shortly here in Canada in which one of our 
companies, with government assistance, is 
going to start searching for a billion dollar 
market in certain micro-electronic items. 
They may have an expertise in this. The old 
law of somebody being able to do some 
things better than other people still prevails.

Mr. Macquarrie: I profoundly hope that 
you are right and I am certainly not going to 
prejudge, but there seem to me to be many

areas of equipment which are very, very cost
ly; in the military field we have tended to 
leave the development of these to the United 
States and I see a sort of countervailing atti
tude here. Could the Minister indicate how 
much has been the cost of the various task 
forces? What I am trying to get at is a gener
al financial picture of this very, very impor
tant and new field. How much has already 
been expended in studying this field?

Mr. Kierans: That is an item which does 
not appear here and which I did not mention, 
that is the cost of the project, the task force.
I did not mention that and it does not appear 
here because this was supported by the Privy 
Council. How much that particular task force 
has cost to date I do not know. That would 
come under the examination of the Privy 
Council, unless one of my colleagues can give 
me an idea.

Are you also asking how much we have 
spent on this so far, for example with the 
development of the Alouettes I and II and the 
ISIS A?

Mr. Macquarrie: What I am really interest
ed in—and perhaps I can hold this off until 
the bill comes through—is in knowing what 
financial outlay has already been made, sort 
of preliminary to the establishment of this 
department.

Mr. Kierans: I think, Mr. Macquarrie, that 
would be mainly the task force in the Privy 
Council office. They have done a lot of work. 
You might also want to include whatever stu
dies were behind the drafting of the White 
Paper. I used the broad expression task 
forces, I could have said task forces and 
studies, perhaps.

Mr. Macquarrie: Yes.

Mr. Kierans: You might want to table that 
as a question in the House and force us to dig 
it up, because if we try to answer one or two 
parts of it, there are some other things that 
we might leave out.

Mr. Macquarrie: We will do something like 
that, Mr. Minister. The figure of $100 million 
to $160 million—this you quote after the 
Macintosh Report.

Mr. Kierans: No, this is just in discussions 
with my colleagues. It depends on what you 
want your first satellite to do. It depends on 
whether you think your first satellite up there 
should provide all kinds of services, or per
haps just minimal services and hold most of
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your investment until a second generation 
satellite. That depends on how close you 
think a second generation satellite with satel
lite to home communication is. All of these 
are what that depends on. You could decide 
to go for perhaps putting up a satellite in 
space that might provide services for $60 mil
lion worth. That is $60 million worth of ser
vices. Dr. Chapman, do you want to expand 
on the range between $60 million and $160 
million?

Dr. Chapman: In the White Paper, on page 
42, it mentions the satellites, the capital cost 
of the space segment, between $40 million 
and $75 million. The difference depends on 
the number of television channels that you 
put in the satellite. Obviously the $40 million 
means a small number of channels, and the 
$75 million would be a larger number of 
channels. Besides the cost of the space seg
ment, you have the cost of the ground sta
tions. You obviously have to have a master 
control, a main control station, at least one of 
them, that sends the signals, the programs, 
up to the satellite, and then you have a 
choice. You can decide how many receiving 
stations you want and the number could be 
anything from 10 to 100, so that the range in 
cost depends upon your choices and the num
ber of television channels you put in the 
satellite and the number and kinds of ground 
stations you put on the ground. That is why 
you have a range of possible cost.

• 1235
Mr. Macquarrie: Have there been any reve

lations or indications, subsequent to the 
White Papers, which have caused you to 
speculate, shall we say, upon a figure sub
stantially higher?

Mr. Kierans: No, I do not think so. Another 
element in it would be, for example, how safe 
a system you want up there. You can get 
away with putting one satellite up there with 
no back-up, or you can get away with putting 
one satellite up there and having one back-up 
satellite, or even two; and I think one of the 
plans proposed to us had two back-up satel
lites. All of these are elements in it. I do not 
think there is anything directly that I have 
become aware of that would increase these 
costs dramatically. They are mainly choices 
that we have to make.

Mr. Macquarrie: Tell me, sir, can we 
expect that the legislation to establish the 
satellite corporation will be presented to the 
House in June?

Mr. Kierans: I would think not. Afterwards 
the Department of Communications itself 
would then present a bill incorporating a 
satellite corporation.

Mr. Macquarrie: So there has not been a 
delay?

Mr. Kierans: Pardon?

Mr. Macquarrie: There once was a forecast 
that it would likely be in June.

Mr. Kierans: Next year?

Mr. Macquarrie: June of 1969.

Mr. Kierans: That could still be if the bill 
comes down organizing the department first, 
but the satellite corporation bill would be a 
bill of the department. The first bill is a bill 
of the—

Mr. Macquarrie: So it might be in June 
yet?

Mr. Kierans: It could be.

Mr. Macquarrie: But you would not ask us 
to count on it.

Mr. Kierans: I would say that we have an 
awful lot of work to do.

Mr. Macquarrie: I see. I do not want to ask 
too many questions, if someone else wants 
to---

The Chairman: I have quite a few other 
members.

Mr. Macquarrie: I will close off with this 
and perhaps we can get at it again tomorrow, 
or something like that.

Has there been consultation with any of the 
provinces on this matter? I read about the 
programs out of the Province of Quebec. Have 
you or any of your people been in liaison 
with Quebec people?

Mr. Kierans: I have not been, but some 
members of my staff have been. This has not 
been formal, or as formal as one is entitled to 
think, and that has mainly been because we 
have been waiting for the actual make-up of 
the department itself—the appointment of a 
deputy minister designate and so on. But at a 
variety of levels there has been consultation 
and discussion.

Mr. Macquarrie: So your people are aware 
of their ambitions and plans and vice versa.

Mr. Kierans: Yes. There are very many 
indications that indeed, when somebody
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leaves CBC he goes to Radio Quebec or some
thing; we generally know that too and we 
know why.

Mr. Macquarrie: There has been the hor
rendous suggestion made in the media that 
there is some effort to short-circuit, by-pass 
or pre-empt the Province of Quebec in this 
field.

Mr. Kierans: Not at all.

Mr. Macquarrie: I will pass; thank you.

Mr. Rose: My question, Mr. Chairman, now 
comes back to the microwave question and I 
would like to ask either the Minister or Dr. 
Chapman what are the standards of frequen
cy or power emanating from those towers, 
particularly in regard to the safety of people 
and animals. Mr. Pringle might be interested 
in this because it was brought up by a col
league of mine some time ago.

Mr. Nixon: Mr. Rose, the power from a 
typical public telecommunications microwave 
transmitter is of the order of three to five 
watts. There have been suggestions made 
recently that certain livestock in the vicinity 
of microwave towers might be suffering some 
injurious effects. The Department of National 
Health and Welfare does at the present time 
have a study under way in this connection 
and we in the Department are assisting in the 
provision of laboratory facilities and 
equipment.

e 1240
Mr. Rose: I certainly hope that this whole 

question might be investigated with some tho
roughness because of the unknown effects of 
these transmissions, whether they are just a 
matter of power or happen to be some sort of 
radio frequency. I am not familiar with that 
part of it, but I understand that certain coun
tries operate these towers on approximately 
one tenth of the power that we do. They do 
this because of concern for the safety of 
livestock and humans.

Mr. Nixon: Sir, I have not heard of that 
opinion. The matter of whether it is operating 
at one watt or five watts seems to me to be 
relatively inconsequential in respect of the 
effect that you are referring to. However, we 
do not want to be at all uncertain about this 
and this is the purpose of the study. I might 
just further comment that the power of radar 
antennas and transmitters and stations does 
in fact exceed this by many, many times. I 
just say that for what it is worth.

Mr. Rose: I appreciate that you would not 
want to prejudge this matter while the study 
is being undergone, but I think that the point 
has been made by my colleague from Selkirk, 
to the great hilarity of the news media, of its 
possible effect on chickens. The point is, 
though, that we just do not know the possible 
effects of these radiations. Would you accept 
that?

Mr. Nixon: I think if there is a question at 
all in anybody’s mind, it certainly is some
thing that should be investigated. I will, 
however, say that it would be rather strange 
if there was a serious effect determined, 
given the widespread use of radio in its many 
forms in Canada and in many other countries 
today.

Mr. Rose: If you will allow me a moment, 
Mr. Chairman, I will try to be brief about the 
$3.5 million to be spent on this experimental 
satellite as our particular share. I understand 
from the testimony so far that certain firms 
in Montreal RCA Victor and Northern Elec
tric, as well as certain suppliers in Europe, 
are supplying some of the research and some 
of the component parts, and that this is 
where our money is being spent. Is that true?

Mr. Kierans: This $3.5 million is our 
research. This is in-house research. It is for 
programs in Canada.

Mr. Rose: But I believe the testimony 
indicated that it is placed with these firms 
and that they are responsible for the con
struction of certain portions of this satellite; 
but the satellite is built here by these firms. 
Is that so?

Mr. Kierans: Yes.

Mr. Rose: Is it true that both of these firms 
are American-owned and perhaps directed by 
American interests?

Mr. Kierans: RCA is American-owned, but 
Northern Electric is Canadian-owned.

Mr. Rose: Well, the reason I am asking that 
is because I think the implication was that a 
great deal of the Canadian public money that 
was being used for this project was being 
spent here, and I felt it was implied that it 
was really being spent for the development of 
Canadian companies so that they would be 
able to compete in this particular field. My 
point here is that they are not, at least RCA 
is not, and returning to Mr. Macquarrie’s 
question, and also to Mr. Nowlan’s, I think
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that we tend to be—I hope this is not too 
strong—misled as to actually where our 
investment is going.

Dr. Chapman: You are correct when you 
say that the RCA Victor Company is a wholly 
owned subsidiary of a United States Arm. The 
RCA Victor has the largest contract under 
this $3.5 million for the development of these 
scientific satellites, not communication satel
lites but scientific satellites. The major part, 
by far the largest part of this remains in 
Canada for services procured in Canada for 
the build-up of facilities and personnel in the 
Montreal plant.

• 1245
Presumably, a certain part of the profits 

which would be made on that contract is the 
only part which would go to the United 
States, and some part of those profits may be 
retained by the company. I have no informa
tion, myself, as to what the company does 
with its profits, how it divides it. But all the 
other items, except the profits, are spent in 
Canada for the Canadian staff, by the Canadi
an staff, to build up facilities in that 
company.

Mr. Rose: My interest in all this is the 
development—I am certain it is the Minister’s 
interest too—of the kind of technology that 
hopefully, because I suppose in a sense I am 
an economic nationalist, we can develop here 
to be independent, as far as possible, of 
foreign control in this and other matters. I 
just felt that this whole thing was being 
glossed over, somewhat in the way that our 
foreign aid program was. Much of the money 
that we had down and which was stated as 
foreign aid, was actually orders placed in 
Canada and then shipped abroad.

I personally might not have particular con
cern about this. I have no particular quarrel 
with it, but I think that it is fair to say that 
we, as Canadians with Canadian companies, 
have not developed the resources or the kind 
of technology—I am deliberately avoiding the 
word design because I think it was made 
quite clear that there was Canadian design 
here—we have not at the moment the 
resources to develop this kind of thing with
out this help.

Dr. Chapman: I do not know if I can really 
answer that question. As for foreign owner
ship of these firms, RCA Victor is an exam
ple. The parent company has decided that 
certain types of equipment would be

designed, research would be done, the design 
would be carried out, and the equipment 
would be manufactured in Canada and sold 
all over the world.

Now it just so happens that the RCA com
pany, the parent company, has given to the 
company in Montreal the responsibility for 
radio relay types of equipment. This means 
that the Montreal branch gets all the business 
which the parent company has in that line. 
This has meant that it has marketed equip
ment in the Far East and the Middle East 
which really comes through the parent com
pany. It resulted in RCA Victor being the 
subcontractor for the relay communication 
satellite which was an early experimental 
satellite of NASA, predating the EARLY 
BIRD.

Mr. Rose: Have we had any examples, sir, 
of any direct control where the export regula
tions of the RCA Victor in Canada might run 
contrary to the policy of the American 
Department of External Affairs regarding 
trading?

Dr. Chapman: I personally have no knowl
edge of any.

Mr. Rose: Has the Minister?

Mr. Kierans: No, I have no knowledge of 
that. One of their biggest exports is in the 
provision of earth stations, is it not? I know 
nothing of that.

Mr. Rose: I would like to leave that, and I 
have one question and that will be the end of 
it. Thank you for your assistance on these 
other matters. You mentioned an internation
al agreement regarding satellites and their 
frequencies. Because it will become an 
increasingly complex matter, do you foresee, 
Dr. Chapman, the time approaching when we 
will have to limit the number of satellites 
chasing one another around up in the clouds 
or beyond?

• 1250
Dr. Chapman: Sir, your question relates to 

use of radio frequencies, and the radio fre
quency spectrum is a natural resource which 
is limited. We can have only so many tran
smitters operating. Then they begin to inter
fere one way and another because radio 
waves travel according to the laws of physics. 
The consequence of this will, of course, be 
different in the use of the radio frequency in 
the satellite which may eliminate a very large 
part of the earth, compared to the use of the 
same frequencies on the ground where the
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curvature of the earth prevents the signals 
from being observed or received for more 
than a few tens or hundreds of miles. So the 
use of a radio frequency spectrum, its 
efficient and economic management, is an 
international problem, a very serious one, 
and a very real one, which is the main pur
pose of the International Telecommunications 
Union, to ensure that we have the best possi
ble use of these frequencies.

We cannot do it unilaterally, because radio 
does not stop at any border. Radio waves 
travel across the borders. It must be done 
internationally by international agreement, 
and we are working our way through a new 
set of conditions which are posed by space 
telecommunications superimposed on our 
previous experience of earth.

Mr. Rose: I was interested in your answer, 
sir, but it really was not quite my question. I 
realize that it is possible that the internation
al group may not have had to face it, or 
maybe the question is irrelevant, but I was 
concerned about the number of objects in 
space and undoubtedly other countries are 
going to be putting communication satellites 
up in the air. Has there been any discussion 
concerning regulations as to their presence, 
number, altitude, and that sort of thing?

Dr. Chapman: Well, yes. There is a prob
lem. There is a limited number of frequen
cies, and already there is interference.

Mr. Rose: Thank you.

The Chairman: Mr. Ritchie.

Mr. Ritchie: Is this problem of jamming a 
relatively simple one? Can a person with the 
knowledge of a ham radio operator jam a 
selected area or put a satellite out of 
commission?

Dr. Chapman: It is only a matter of money 
and engineering to build a jamming facility 
which will put as strong a signal in the satel
lite as the one which is wanted. The technical 
terms that are used are wanted and unwanted 
signals. If a country has a transmitter and a 
ground station, and an antenna which is put
ting a wanted signal in the satellite because it 
is carrying television programs, or telephone 
conversations, or whatever it may be, another 
country can build another facility of the same 
nature, working on the same frequency, 
which will go into the satellite at the same 
time and jam it. It can be carrying nonsense. 
So it is just simply a matter of knowledge, of 
money and engineering.

Mr. Ritchie: At a time of hostilities or 
something like that, these satellites could 
easily be put out of commission, is that right? 
They would become useless as a means of 
communication, under our present knowledge.

Dr. Chapman: It could be.

Mr. Ritchie: Either a group of people or a 
small country in the middle of Africa or Cen
tral Asia could interfere with the satellite in 
North America?

Dr. Chapman: There are two kinds of oper
ation, as far as satellites are concerned. There 
is a commercial, civil, peacetime operation in 
which economic considerations require that 
you reach international agreement as to what 
you do, how you operate your satellites, so 
that there is neither intentional nor uninten
tional jamming. The second situation is a 
wartime, military situation, in which you pre
sume that the enemy will attempt to jam, 
that they will attempt to prevent you from 
using the satellite.

• 1255
The design of the satellite and the design of 

the system is different in these two cases. The 
military system is, in economic terms, much 
less efficient than the civil system. But you 
can design a very large measure of jamming 
resistance into military systems, and we know 
how to do that here.

Mr. Ritchie: I think that was all I was 
interested in. Thank you.

The Chairman: Well, gentlemen, this is the 
end of the list that I had. Could we adopt 
Item 1?

Mr. Macquarrie: Could I ask a question . . .

The Chairman: Yes, Mr. Macquarrie.

Mr. Macquarrie: .. .since other people have 
finished? Could you indicate where and by 
whom our satellite will be launched?

Mr. Kierans: It depends on when. At the 
present time there are two launching 
capabilities, Russia and the United States. 
There could be a third one in 1972 or 1973, 
and that would be the ELDO program, the 
European Launcher Development Organiza
tion. Those would be the choices that we 
have, because I think the government and the 
Canadian people are not anxious to invest in 
what it would take to build a launching capa
bility here in Canada. So those would be our 
three choices.
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Mr. Macquarrie: I think you may have 
answered this before, and therefore it will 
not take you long to answer it again. What is 
the additional cost—I think you would have 
immediate recall of this—what is the differ
ence in cost from using, leasing, cribbing, or 
what have you, an American satellite and 
building our own, apart from the subsidiary 
advantages of markets, and so on? How much 
more will it cost the Canadian people to have 
their own made-in-Canada satellite?

Mr. Kierans: Rather than buy one off the 
shelf?

Mr. Macquarrie: Right.

Dr. Chapman: We do not have an exact 
figure because there is not a satellite now 
completed which matches the Canadian 
requirement completely, and so the answer to 
that depends upon the ratio between the 
difference in development costs in the United 
States and in Canada. There is a difference 
because we do not have all the facilities here 
in Canada, the testing facilities for satellites, 
the thermo-vacuum chambers, the vibration 
facilities and so on. So that there will be a 
somewhat less efficient development program 
in the Canadian case because of the necessity 
for taking the satellite to a test facility some
where and then bringing it back again, and so 
on. We do not have an exact figure as to what 
the additional cost might be. But in principle 
it seems to me that the cost of engineering in 
Canada and the cost of engineering develop
ment in the United States is not very differ
ent, and we are advised by several of these 
companies that they can do it as cheaply in 
Canada as would be done in the United 
States. That is of course a matter of judg
ment, whether you accept their views or not.

Mr. Macquarrie: Can we get even a rough 
figure on this? This, I think, is a very impor
tant question. How much is our scientific 
nationalism going to cost us?

Mr. Kierans: That is a good question.

Dr. Chapman: We hope to have a figure on 
that, sir. We do not know now.

Mr. Kierans: You are certainly going to ask 
that question again. So the next time you ask, 
it you give me enough time, I will probably 
have the answer.

Mr. Macquarrie: You harken back to the 
railway, Mr. Minister, and I do think of two 
things in that connection, that there was a

phase when one of your predecessors perhaps 
built too many railroads. Had we waited until 
we manufactured the steel rails in Canada we 
might have been a long time getting them up, 
or getting them down, and it would have been 
very costly. But this is a figure that I think 
we must get, because it is a very important 
matter. I rejoice in your imaginative projec
tions of what it is going to do. I am all with 
you, but we do want to know the cost, too.

The Chairman: Do we agree to Item 1?

Mr. Skoberg: I have one short question for 
the Minister. Which major international coun
tries may not belong to the International 
Telecommunications Union, that you are 
referring to? Are there any countries that do 
not belong to it?

• 1300
Mr. Nixon: The International Telecom

munications Union comprises 126 countries in 
the world. That number exceeds the number 
in the United Nations. Countries that do not 
belong, for example, are China—that is, Com
munist China—East Germany, and you can 
probably think of a few others of that general 
nature.

Mr. Skoberg: The USSR belongs to it?

Mr. Nixon: The USSR belongs. All of the 
countries in the Communist bloc that Canada 
recognizes belong.

The Chairman: Shall Items 1, 5 and 10
carry?

Items 1, 5 and 10 agreed to.

The Chairman: This completes the Esti
mates of the Telecommunications. I want to 
thank the Committee. Could I get someone to 
move that we report the Estimates of Tele
communications in the House?

Mr. Allmand: Is this separate?

The Chairman: This is separate. Tomorrow 
morning we will be coming back with the 
Post Office.

Mr. Allmand: We can move that these esti
mates go back apart from the Post Office?

The Chairman: That is correct.

Mr. Nesbitt: I so move.
Motion agreed to.
The Chairman: Thank you. The committee 

will now adjourn to the call of the Chair.
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be empowered to adjourn from place to place within Canada and the Clerk 
and the necessary supporting staff be authorized to accompany the Committee.

Wednesday, January 22, 1969.

Ordered,—That the following Bills be referred to the Standing Com
mittee on Transport and Communications :

Bill S-14, An Act to amend the Aeronautics Act; and
Bill S-19, An Act to amend the Navigable Waters Protection Act.
ATTEST:

ALISTAIR FRASER,
The Clerk of the House of Commons.
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MINUTES OF PROCEEDINGS

(Text)
Thursday, January 23, 1969.

(10)

The Standing Committee on Transport and Communications met this day 
at 9.30 a.m. The Chairman, Mr. H.-Pit. Lessard, presided.

Members present: Messrs. Allmand, Mahoney, Nesbitt representing Mr. 
Grath, Nesbitt, Nowlan, Perrault, Portelance, Pringle, Serré, Skoberg, Thomas 
(Moncton), Trudel and Turner (London East)—(17).

In attendance: The Honourable James Richardson, Minister without Port
folio; and from the Department of Transport: Mr. Jacques Fortier, Legal 
Counsel; Mr. John Ballinger, Chief, Aid to Navigation, Marine Services; Mr. 
Nicholas Yost, Superintendent of Property Management.

The Clerk read the Third Report of the Sub-committee on Agenda and 
Procedure for the meeting held on January 21, 1969.

THIRD REPORT

The Sub-committee on Agenda and Procedure of the Standing Committee 
on Transport and Communications met at 3.30 this afternoon. The Chairman, 
Mr. H.-Pit Lessard, presided.

Members present: Messrs. Allmand, Mahoney, Nesbitt representing Mr. 
Thomas (Moncton) and Mr. Skoberg.

Your Committee met to study a tentative itinerary for its up-coming trip 
to the Atlantic Provinces. After discussion, it was agreed that the tentative 
itinerary prepared by the Chairman, be approved and recommended to the 
Committee for adoption.

However, your Committee recommends that special provisions be made 
for the Committee to ride on the “BULLET” in Newfoundland and that 
arrangements be made to that effect and included in the itinerary for Sunday 
February 23, 1969. Arrangements should also be made for the Committee to 
take a ride on the bus system which is scheduled to replace the “BULLET”.

Should this be impossible, due to the fact that the train is not in operation, 
on Sunday, it is recommended that a Sub-committee be formed and authorized 
to ride the “BULLET” and the bus system on Tuesday February 25, 1969.

At 4.45 p.m., the Sub-committee adjourned.
Respectfully submitted,
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Chairman.



Thereupon, on motion of Mr. Mahoney,
Resolved:—That the Third Report of the Sub-committee on Agenda and 

Procedure be adopted as read.

The members then read the tentative itinerary which was prepared by 
the Chairman.

After debate thereon, on motion of Mr. Mahoney, it was
Resolved:—That the itinerary prepared by the Chairman for the proposed 

trip to the Atlantic Provinces, be adopted. However, provisions will have to be 
made to include in the itinerary a ride on the train in Newfoundland and on 
the buses which are scheduled to replace train service in that Province. The 
Chairman is hereby authorized to communicate this itinerary to the Press.

Then Mr. Skoberg insisted that the Committee should hear evidence 
concerning the claims of the sub-contractors of the Great Slave Railway, filed 
against the Canadian National Railway.

It was brought to the attention of the Members of this Committee that a 
Report was tabled in the House seeking that its Order of Reference be enlarged 
so that it may consider these claims. (Second Report tabled in the House on 
December 3, 1968).

The Chairman then informed the Committee that he would look into the 
possibility of moving for concurrence in the Committee’s Second Report to 
the House.

In accordance with the provisions of the new Standing Orders 65(7), it 
was moved by Mr. Allmand, that the Chairman be authorized to hold meetings, 
to receive and authorize the printing of Evidence when a quorum is not present.

And debate arising thereon, Mr. McGrath moved in amendment thereto, that 
the Chairman be authorized to hold meetings, to receive and authorize the 
printing of Evidence when a quorum is not present, but provided that at least 
5 members, including the Chairman, be present.

After further debate, Mr. Skoberg moved as a dilatory superseding motion, 
that the motion under consideration be left in the hands of the Chairman who 
is hereby instructed to seek legal advice thereon.

Thereupon, the question being put on the said superseding dilatory motion, 
it was agreed to unanimously. The Chairman informed the Committee that 
Bill S-14, An Act to amend the Aeronautics Act, and Bill S-19, An Act to 
amend the Navigable Waters Protection Act, have been referred to this Com
mittee for consideration.

Mr. James Richardson, Minister without Portfolio, was then invited by the 
Chairman to make a statement on Bill S-19 and was questioned thereon assisted 
by some officials of the Department of Transport.

The examination of the witnesses being concluded, they remained in 
abeyance.

Pertaining to the proposed trip of the Committee to the Maritime Provinces, 
on motion of Mr. Allmand, it was

Resolved,—That the Committee Clerk be authorized to advertise in the 
leading newspapers of the Maritime Provinces, the public hearings to be held
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by the Standing Committee on Transport and Communications in Fredericton, 
New Brunswick; Halifax, Nova Scotia; St. John’s, Newfoundland and Charlotte
town, Prince Edward Island.

At 10:50 a.m., the Committee adjourned until 9:30 a.m. on Friday 
January 24, 1969.

Robert Normand,
Clerk of the Committee.
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EVIDENCE
(Recorded by electronic apparatus)

Thursday, January 23, 1969

• 0939

The Chairman: Good morning, gentlemen. 
We are here this morning to hear a résumé of 
the proceedings at the meeting of our steering 
committee last Tuesday, relative to our trip 
to the Maritimes.

I hope each member has a copy of the little 
itinerary that we have had prepared.

• 0940

The members present at that meeting were 
Messrs. Allmand, Lefebvre, Mahoney and 
Nesbitt. Mr. Thomas and Mr. Skoberg were 
absent.

Mr. Thomas (Moncton): Mr. Chairman, I 
am not actually on the committee.

The Chairman: No.

Mr. Thomas (Moncton): I was just acting as 
a replacement for one day.

The Chairman: It was agreed in principle 
that we try to shorten this trip. There are 
many reasons for that, with which I agree, 
and you will see in the agenda a résumé of 
why we should shorten it. The reasons are the 
weather and the length of time and the 
expense, and so on.

I will have the Clerk read the report, if 
that is agreed.

The Clerk: (See Minutes of Proceedings)

The Chairman: Are there any remarks? 
Mr. Nesbitt?

Mr. Nesbitt: I have a question. The meet
ings of the Committee are to be advertised in 
the appropriate newspapers. Does that mean 
that other groups in the Atlantic Provinces, 
which might wish to make representations 
before the Committee and have not already 
submitted briefs, will have the opportunity of 
doing so, or what notice will they have to 
give? What about oral briefs?

The Chairman: They will have until Janu
ary 26 to notify us that they wish to appear 
and present a brief in whatever capital we 
happen to be at that time.

Mr. Nesbitt: January 26?

The Chairman: Yes. We are planning to 
leave on February 16 and come back about 
February 25 or 26. Mr. McGrath?

Mr. McGrath: Will priority be given to the 
briefs already submitted, and will the supple
mentary briefs take second priority? Will that 
be the procedure?

The Chairman: Yes. Those who have 
already submitted briefs will be notified. If 
they wish to modify their brief by adding to 
it, or taking away from it, they will have the 
opportunity to do so.

Furthermore, as soon as we have the con
sent of this Committee, all the newspapers in 
each capital will be notified of when the 
Committee will appear in their capital.

Mr. Pringle: I am glad you mentioned that, 
Mr. Chairman. I have seen this done relative 
to a plenary session or a hearing. People take 
the attitude that they can come and start the 
brief session all over again, and the unlimited 
time given to them results in a very disap
pointing situation. For that reason I think we 
should make it clear that their time will be 
limited, and that they must give some advance 
notice. Otherwise, we could be involved in a 
very embarrassing situation.

The Chairman: Of course we will have to 
be so notified. This is mentioned in the 
résumé of our proceedings which was read 
this morning. So much time will be allotted 
for the presentation of each brief, and they 
will have plenty of time to make up their 
minds on whether they wish to appear.

Mr. McGrath?

Mr. McGrath: Mr. Chairman, I just have 
two comments to make. I am looking at this 
for the first time. I realize that the subcom
mittee has probably put a lot of thought into 
it, but my first comment concerns the itiner
ary itself.
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Mr. Chairman, it is a pretty tight schedule 
that has been set out for us. I am sorry that it 
is laid out in such a way, because I think that 
St. John’s, Newfoundland, should be visited 
last. I say that seriously, because it is some
times difficult to get into and out of St. John’s 
because of weather conditions.

Mr. Allmand: Charlottetown, too.

Mr. McGrath: Not so much Charlottetown.

Mr. Allmand: We were stuck there for six 
hours.

Mr. McGrath: Yes; but that was in a bus, 
not flying.

The Chairman: Mr. McGrath, for the 
benefit of the Committee we have set up a 
special schedule for St. John’s. I know many 
of us would like to use the “Bullet” train. We 
have a special note on that which I will ask 
the Clerk to read.

Mr. McGrath: You are a very wise Chair
man. You anticipated my second remark.

• 0945

The Chairman: We are planning to visit 
that train in Newfoundland. I know many of 
you would like to have this opportunity. Per
haps the hour will be late, but we do not 
want to come back and say: “We did not have 
the chance to go and see what this thing looks 
like.” We will inquire about it in St. John’s. 
We could board the “Newfie Bullet" in St. 
John’s at 11.30 at night and ride in it for 31 
miles.

Mr. Thomas (Moncton): On what day, 
though? Never mind the time—what day?

The Chairman: I beg your pardon?

Mr. Thomas (Moncton): I am not so worried 
about the time as the day.

The Chairman: That will be on Friday.

Mr. McGrath: Whose side are you on, 
anyway?

The Chairman: On Friday at 11.30 we could 
ride in that train for 31 miles.

Mr. McGrath: Mr. Chairman, would you 
give consideration to taking the train to 
Gander and boarding our plane there?

An hon. Member: How far is it?

Mr. McGrath: Gander is 200 miles.

The Chairman: That is about 10 hours’ 
travelling.

Mr. McGrath: We would get into Gander in 
the morning.

The Chairman: The only trouble is that the 
train does not operate every day; it runs 
about three times aweek.

Mr. McGrath: Would the train that we take 
at night be the regular train?

The Chairman: Yes.

Mr. McGrath: The same train that we 
would take for 30 miles we could take to 
Gander and join our aircraft.

An hon. Member: How far is it?

Mr. McGrath: Two hundred miles.

Mr. Allmand: Since we are going on a Fri
day and will be appearing in St. John’s on a 
Saturday we would have to come back to St. 
John’s.

Mr. McGrath: We have to sleep anyway.

Mr. Allmand: We would have to come back 
to St. John’s.

It does not leave the day we leave St. 
John’s—the train does not travel.

An hon. Member: It would be the best 
thicg that could happen if we are stranded 
there for four days in the fog.

Mr. Skoberg: Mr. Chairman, what arrival 
date do you have for there?

The Chairman: It will be Friday, the 21st.

Mr. Skoberg: At what time?

The Chairman: At 11:30 p.m.

• 0950
Mr. Skoberg: There was a suggestion in the 

Steering Committee that we use Sunday, 
February 23 to good advantage because there 
would be so much travelling time. Was that 
explored any further?

The Chairman: Yes, but on Sunday we can
not get a train.

Mr. Skoberg: There is nothing out of St. 
John's on Sunday?

The Chairman: No. We did worry about 
that yesterday. Perhaps some solution will be 
forthcoming without upsetting the whole 
schedule.



January 23, 1969 Transport and Communications 179

Mr. Skoberg: Where would you go on Fri
day, February 21?

The Chairman: Friday, February 21?

Mr. Skoberg: If you leave at 11:30 p.m.?

The Chairman: We will be in St. John’s on 
Friday, February 21 for the whole day. We 
could sit all day. The Minister intends to have 
a little party for the members on Saturday 
night.

Mr. Skoberg: Is it the intention then that 
we leave there about 11:30 p.m., go out about 
30 miles and return?

The Chairman: Yes. We will go about 31 
miles on the train. A bus will be waiting 
there. When we get off the train we will take 
the bus and come back.

Mr. Skoberg: Will that be one of the buses 
that is presently used in the transportation 
system?

The Chairman: Yes.

Mr. Skoberg: Oh, that is fine.

[Interpretation]
Mr. Corbin: Mr. Chairman, this is a very 

important question. We do have interpreters 
here this morning but we are unable to hear 
them because there is no audio equipment. 
Personally I can get by without it. Pardon 
me, it’s working now. Usually we have them 
on the table.

[English]
Mr. Mahoney: Mr. Chairman, may I move 

that the itinerary as recommended by the 
Steering Committee be adopted?

Mr. Nesbitt: Mr. Chairman, I am sorry but 
I have just one comment.

I quite agree with the itinerary; I think it 
is excellent. I was wondering if at the end of 
the trip on Tuesday February 25 at Char
lottetown, we could perhaps briefly visit 
Labrador City. Some members have 
expressed the wish to visit this new city, 
which I understand is quite large. The pur
pose of the visit would not be to hear briefs 
but to have a look at the layout of the place. 
Could consideration be given to this 
suggestion?

Mr. Chairman: Mr. Nesbitt, perhaps this 
matter could be left in the hands of the Steer
ing Committee. I have not had a chance to

talk to the Minister about it but I believe he 
would agree, if there was a possibility, of 
doing so.

Mr. McGrath: I would just like to add, Mr. 
Chairman, in support of what Mr. Nesbitt 
said, that it is inconveivable to me to consid
er a tour of the Atlantic Provinces without 
touching on Labrador in some way because 
this whole territory is so far off the beaten 
track that it is totally dependent upon trans
portation for its very existence, for every
thing that goes in and out of there. This is an 
area that is under development—quite an 
extraordinary exciting development and, as 
Mr. Nesbitt said, if the Committee could just 
touch in there to get the feel of the isolation 
of Labrador and the importance of transpor
tation policy generally to the territory, I am 
sure it would be time well spent.

e 0955

The Chairman: If you will leave it up to 
me I will talk to Mr. Hellyer about it. .Of 
course there is always the question of weath
er—we do not know what it will be like.

Mr. Allmand: With respect to some ques
tions that were brought up earlier relating to 
oral presentations and so forth I think the 
Steering Committee decided that we would 
ask those who have briefs prepared not to 
read them to the Committee because, other
wise, we would never get through our work. 
We would be expected to read them 
beforehand.

The Chairman: I think this is our intention.

Mr. Allmand: In other words, all we will 
do is ask them to give a brief introduction 
and then we will question them, having 
already read their briefs.

Mr. Nesbilt: I quite agree.

Mr. Allmand: I suppose if there was time 
at the end of the day or at the end of the 
sitting we could hear others but we would 
have to give priority to the people who have 
prepared briefs?

Mr. Skoberg: You mentioned the 26th. If 
these people who want to present briefs write 
in by the 14th or 15th would that not give 
them precedence over the ones already there?

The Chairman: Do you mean if they come 
in after we have gone or before we go?
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Mr. Skoberg: What happens if they notify 
the office here by the fourteenth that they 
wish to present a brief? Do you have a cut-off 
time at all?

The Chairman: We will have time.

Mr. Skoberg: Will that be the fourteenth? 
If not, what will the date be?

The Chairman: We should have a deadline 
of the fourteenth for receiving briefs so that 
we can have a chance to look at them.

Mr. Skoberg: And then if there was suffi
cient time even those who have not asked 
would be permitted time to present their 
briefs?

The Chairman: Do we need to have a 
motion to that effect?

Mr. Skoberg: As long as it is understood.

Mr. Nesbitt: Before the motion is put I 
have one other question for clarification.

We were discussing the advertisements that 
would be made in the newspapers. Could the 
Clerk give us a list of the papers? I under
stood that perhaps advertisements were to 
appear only in the newspapers of the capital 
cities of th provinces. However, there are in 
some provinces other large centres. For 
instance, there is Saint John, Moncton and 
Newcastle in New Brunswick.

Mr. Corbin: There are six dailies in New 
Brunswick.

Mr. Nesbiti: Yes.

Mr. Corbin: There is Fredericton, Saint 
John—Yes, I agree with you; this should be 
advertised throughout.

Mr. Nesbitt: People in Saint John and New
castle want to be made aware of the fact that 
the Committee will be there.

The Chairman: If you do not mind, we will 
give you a resumé of the newspapers.

The Clerk: New Brunswick: L’Évangéline; 
the Telegraph-Journal; Northern Light; 
Moncton Times-Transeript; Le Madawaska; 
the daily Gleaner and the Graphic. Newfound
land: The Western Star and the St. John’s 
daily News; Nova Scotia; Truro daily News, 
Post publishing Company.

An hon. Member: You did not mention 
Halifax. There is the Halifax Chronicle- 
Herald.

Mr. Nesbiti: I think perhaps there ought to 
be an advertisement in the Sydney and Yar
mouth papers.

The Chairman: Mention was made of the 
Halifax Chronicle-Herald? Are there any 
others?

An Hon. Member: There is the Sydney 
paper, the Cape Breton Post.

Mr. Nesbitt: I was thinking of Yarmouth 
too.

• 1000

Mr. Thomas (Moncton): Did you mention
New Glasgow? There is the New Glasgow 
daily News?

Mr. Nowlan: With respect you have an aw
ful lot of New Brunswick papers that are 
really quite superficial. You have several more 
dailies in Nova Scotia, but perhaps you could 
cover the Halifax Chronicle Herald and that 
shore one. There is the Yarmouth Herald.

The Chairman: He only has two in New 
Brunswick.

Mr. Nowlan: I thought he had the North 
Shore Leader we had the Evangeline. Le 
Madawaska and the Tribune.

Mr. Corbin: I think they want to cover all 
the regions in New Brunswick, because the 
dailies do not necessarily get everywhere. In 
my region Le Madawaska is the important 
thing.

The Chairman: Do you want to add 
Sydney as well?

Mr. Nowlan: No. I presume you have the 
Sydney Cape Breton. There are only two 
basic dailies, the Sydney Cope Breton Post 
and the Halifax Chronicle Herald. I think you 
show it as the Post Publishing Company. If 
that is the Sydney Cape Breton Post, that 
covers it, as well as the Halifax Chronicle 
Herald. Then there is the Truro News, or 
whatever it is called, if you want to send it 
there. If you are going to send it to the Truro 
News you should also send it to the Yarmouth 
Herald, which is at the other end of the prov
ince and it is a daily.

The Chairman: We will go over it again if 
you wish.

L’Evangeline. Agreed?

Some hon. Members: Agreed.
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The Chairman: The Telegraph-Journal, the 
Northern Light, the Moncton Times-Tran- 
script, Le Madawaska, Gleaner and the 
Graphic at Campbellton. Agreed?

Some hon. Members: Agreed.

The Chairman: In Newfoundland the
Western Star. Agreed?

Some hon. Members: Agreed.

The Chairman: The St. John’s News?

Mr. Skoberg: Mr. Chairman, the St. John’s 
News is more of a city paper. The Evening 
Telegram would get more circulation outside 
the city. If you cannot use the two St. John’s 
papers, obviously the preference would have 
to be for the one with the wider circulation, 
which would be the Evening Telegram.

An hon. Member: With one is Grit and 
which one is Tory!

The Chairman: We will use them both. It 
makes no difference whatsoever.

Mr. Perrault: Mr. Chairman, in a major 
population centre of that kind I think both 
publications should be used.

The Chairman: We will put them both
down.

An hon. Member: It is the same thing with 
Moncton and St. John’s.

The Chairman: What is the name of the 
paper again?

Mr. Thomas (Moncton): The Evening Tele
gram. It is one of the outstanding newspapers 
of Canada.

The Moncton Publishing Company pub
lishes the Times-Transcript and when you 
place the ad I suggest it be placed in both 
papers, because one is a provincial paper and 
one is a city paper.

Mr. Corbin: (inaudible)

Mr. Nowlan: The Moncton Times-Tran- 
script and the Telegraph-Journal have the 
widest circulation in the province.

Mr. Perrault: Is there any publication cov
ering Labrador? I suppose the population is 
so scattered that they do not have their own 
publication.

The Chairman: I think we should find out 
if we will go to Labrador or not before send
ing any...

An hon. Member: It is part of 
Newfoundland.

Mr. Perrault: There is no newspaper there.

Mr. Nesbitt: Suppose somebody should 
want to come to St. John’s to present a brief? 
However, I understand that the St. John’s 
paper is the only one.

The Chairman: So, we were up to the St. 
John’s News?
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Mr. Nowlan: If we are going to start distin
guishing between the capital papers and the 
provincial papers such as the St. John’s or the 
Moncton situation, which I really question, 
then you have the same situation in Halifax. 
You have the Halifax Mail Star, which is an 
evening city paper, and you have the Halifax 
Chronicle Herald, which is a daily provincial 
paper. However, if you put it in the provin
cial Chronicle Herald, it is also read in the 
city in the morning, and I do not really see 
the necessity of putting it in both the evening 
and the morning papers.

Mr. Corbin: It is the same in Toronto or 
Winnipeg or Vancouver. You would put a for
mal notice in all the newspapers.

Mr. McGrath: The Committee should not 
run the risk of showing a preference for one 
or the other.

Mr. Nowlan: That is right. Then you have 
to put it in the Dartmouth Free Press, which 
is a daily paper. It is the second largest paper 
in Nova Scotia.

Mr. Nesbitt: Mr. Chairman, this is just a 
suggestion but it might obviate a lot of addi
tional steps if after the Committee is closed, 
if the Committee would authorize it, members 
of the Committee check with the Clerk to 
make sure that the newspapers in the areas 
are covered. We want to be sure that they are 
all covered.

The Chairman: This way, you see, there 
will be a standard line of conduct.

There is another one, the Post Publishing 
Company at Sydney. Is that right?

Mr. Nowlan: That is the Sydney Cape Bre
ton Post, I presume.

The Chairman: Yes. There are 15 
newspapers.
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Mr. Thomas (Moncton): How many do you 
show for Prince Edward Island? The Guard
ian and the Summerside paper? What do you 
show for Prince Edward Island?

Mr. Nowlan: Mr. Chairman, in Charlotte
town it is the Guardian and it is the Summer- 
side Journal-Pioneer, in Summerside.

Mr. Thomas (Moncton): Do you show 
Prince Edward Island at all?

The Chairman: Yes, both papers.

Mr. Nesbitt: I have a suggestion. We should 
check the list afterwards and then authorize 
the Committee to put the ads in the appropri
ate papers. It is better to get them all in than 
miss some place.

Mr. Breau: Are we coming back on the 
Bullet? It is going to take four hours from 
Charlottetown to Ottawa. What type of a 
plane is this?

An hon. Member: What type of plane is it?

Mr. Breau: What type of plane?

An hon. Member: Vanguard.

The Chairman: We put down a certain time 
but this is not completed as yet. We were in 
touch with Air Canada and we will be in 
touch with them again to have an assurance 
of that. You will receive another agenda 
showing the proper dates and hours.

Mr. Mahoney: Would it now be in order to 
move that the minutes of the steering com
mittee be approved?

The Chairman: Mr. Mahoney, I will ask the 
Clerk to read the minutes of the steering 
committee and then you can put your motion.

Mr. Mahoney: Right.

The Clerk: (See Minutes of Proceedings)

Mr. Mahoney: I so move.

Mr. Nesbitt: I second the motion
Motion agreed to.
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The Chairman: It has been moved by Mr. 
Mahoney and seconded by Mr. Nesbitt that 
the minutes of the steering committee be 
approved.

Mr. AUmand: Did Mr. Mahoney move that 
the minutes be approved or that the itinerary 
be adopted?

Mr. Mahoney: I think the itinerary is 
included in the minutes.

Mr. Allmand: You are satisfied that that is 
clear now?

Mr. Turner (London-East): Mr. Chairman, 
will you give us that last date again? Did you 
say February 28?

The Chairman: February 26.

An hon. Member: If we could not do it 
while we are there we could ...

The Chairman: In the arrangements we are 
leaving an opening between the dates.

Does it meet with the approval of the Com
mittee that the itinerary be approved?

Some hon. Members: Agreed.

Mr. Skoberg: Mr. Chairman, further to 
that—and we discussed this in the subcom
mittee—I wish to present the following 
motion before we get into other business: 
That this Committee investigate the outstand
ing claims of certain contractors involved in 
the construction of the Great Slave Railroad; 
that representation be requested to be made 
before this Committee on February 13 and 14, 
1969; and that this motion be reported to the 
House.

The Chairman: Mr. Skoberg, I discussed 
that with the Minister last night and I 
understand that that would take an order 
from the House. We do not have the right to 
take this action; there has to be an order 
from the House to receive the representations 
from the contractors.

The contractors did not deal with the gov
ernment but with the CNR at the time and if 
they want a hearing they should ask to 
appear before the CNR. When we hear the 
CNR the occasion for the companies who want 
to be heard by the CNR might be to appear 
here. It would, however, take an order from 
the House to have this hearing before the 
Committee.

Mr. Skoberg: Mr. Chairman, I am suggest
ing that if this motion were put before this 
Committee it might initiate the hearings. If it 
were accepted in the House they could issue 
this order, as you suggest.

This matter has been dragged out too long. 
It was previously before this Committee. It 
was reported back to the House once before 
and no action was taken on it. We would be 
doing a good service to these people who 
have been patiently waiting to be heard.
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If we wait until the Canadian National esti
mates are before us to discuss this matter it 
will be utterly impossible for us to handle 
everything. We could devote two days to it 
now, and if the Minister were agreeable and 
it were reported to the House by yourself and 
accepted a motion could be made and the 
order...

The Chairman: But we have no right to 
take such a motion.

Mr. Skoberg: Surely this Committee can 
initiate action. Otherwise, what is the purpose 
of the Committee? I am referring to initia
tion. I agree that the final determination will 
have to be made by the Minister, but some
where along the line someone has to initiate 
this; and I presumed that this Committee had 
already done so when we reported it to the 
House some time ago.

The Chairman: Mr. Nesbitt?

Mr. Nesbitt: Mr. Chairman, I quite agree 
with Mr. Skoberg that the claims of the com
panies who have had an unfortunate experi
ence with this railway in the Northwest Ter
ritories should be heard; and I also think that 
they should be heard at our earliest conveni
ence; but it was my understanding, from 
informal conversations with the House Lead
er, that the vehicle for bringing this before 
the committee would be the reference to the 
Committee of the annual report of the 
Canadian National Railways, at which time 
the railway officials, and others, would be 
present. Perhaps you could make arrange
ments with the Minister to have that report 
at a very early date.
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The Chairman: Mr. Mahoney?

Mr. Mahoney: In addition to agreeing com
pletely with what Mr. Nesbitt has said may I 
point out that the urban transportation con
ference is to be held in Toronto from Febru
ary 9 to 12 inclusive, and some of us hope to 
attend it. It is certainly very important to me.

Were we to jam these claims into the very 
heavy schedule of the trip to the Atlantic 
Provinces I really feel that we could do less 
than justice to them.

Mr. Skoberg: Mr. Chairman, I would be 
quite agreeable to changing the dates, but the 
question before you, Mr. Chairman, is wheth
er or not we can initiate this action in the 
House by your reporting in. If this is not

possible, and if you rule me out of order on 
that particular point, I am quite satisfied, but 
it is my opinion that we can initiate action in 
the Committee, particularly under the new 
rules which give more authority to 
committees.

The Chairman: Mr. Allmand?

Mr. Allmand: Mr. Chairman, we have 
already requested the House to expand our 
terms of reference. With all due respect, we 
can pass the resolution requesting the House 
to give us certain terms of reference, and we 
have done that. Our subcommittee on agenda 
and procedure approved that we hear the 
Great Slave Railroad claim, and this Commit
tee approved that we send a report to the 
House requesting that that reference be given 
to us. That report is now tabled in the House.

Actually, your motion is not necessary, 
because on the table of the House of Com
mons is a report requesting that this Commit
tee be given that reference. All that has to be 
done is for the Chairman to move compliance 
with the report.

That report also approved our studying 
problems in the Atlantic area, but we have 
already accepted that part of the report and it 
has been referred to us. All we have to do is 
move the balance of this report and we have 
it.

Mr. McGrath: That is right.

Mr. Allmand: We have already asked for 
that reference, and the request has been 
tabled in the House.

Mr. Skoberg: Mr. Chairman, I move that 
the balance of the report be moved in the 
House.

Mr. Allmand: Actually the Chairman would 
have to move it.

The Chairman: We do not need a motion 
for that. I could refer it to the House.

Mr. Allmand: Mr. Skoberg, every day you 
will notice that the Speaker of the House says 
under motions: “Second report of the Trans
port Committee, Mr. Blouin”. Mr. Blouin has 
been absent ill, so it has not been moved. 
That is the report which asks that the refer
ence on the Great Slave Railroad be studied.

Mr. Skoberg: In other words, for clarifica
tion—and Mr. Chairman, I am sorry that I 
have taken up this time—what we do in this 
Committee means nothing until you move the
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report. I suggest that you have a responsibili
ty to move it so that the Committee’s part in 
it is concluded. If the report is not moved no 
action can be taken.

There would be absolutely nothing wrong 
in you moving the report, as Mr. Allmand has 
suggested, and I quite appreciate his 
comments.

The Chairman: If you will leave it with me 
I will see the House Leader today and see 
what I can do.

Mr. Nowlan: The only difficulty—if my 
memory serves me correctly—is that this 
report which has not been moved is potential
ly contentious. It is before the Committee on 
Privileges and Elections and it is obviously 
there because of a House order. I really ques
tion how—

Mr. McGrath: Yes; but one part of the 
report has already been—

Mr. Nesbitt: I suggest we leave it with the 
Chairman.

The Chairman: Yes, leave it with me.

Mr. Nowlan: A simple way to get around it 
would be to ask for a separate resolution 
restricted solely to the point Mr. Skoberg has 
raised.

The Chairman: Is it agreed, Mr. Skoberg, 
that it be left up to me and I will see what I 
can do?

Mr. Skoberg: As long as I can be assured 
that some action will be taken I am quite 
satisfied.

The Chairman: Yes.

Mr. Skoberg: But let us not leave it in 
abeyance for ever and ever.

The Chairman: Yes, Mr. Allmand?

Mr. Allmand: Mr. Chairman, we also have 
to deal with the two bills that were passed by 
the House of Commons last night, Bills Nos. 
S-14 and S-19. What plans do we have for 
dealing with these?

The Chairman: There were brought down 
this morning and I was asked by the Ministers 
if we could get started on them. I will ask for 
a motion.

Article 65, paragraph (7) states:
.. . the chairman to hold meetings to 
receive and authorize the printing of evi
dence when a quorum is not present.
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Mr. Allmand: This is under the new rules?

The Chairman: Yes.

Mr. Allmand: We are allowed to reduce our 
quorum merely to hear evidence.

I so move.

Mr. Nesbitt: I would like to have some 
clarification of this matter. I quite agree that 
it is sometimes unavoidable when our wit
nesses are from out of town, but could we not 
perhaps have some agreement about it? We 
do not want to have the situation where only 
the Chairman and one of the members could 
receive evidence. There would have to be a 
representative group present.

The Chairman: We could carry on our 
work but there would be no voting.

Mr. McGrath: What constitutes a full 
quorum?

The Chairman: It consists of 11 members.

Mr. McGrath: Could we not reduce our 
quorum to five for that purpose?

Mr. Allmand: Perhaps you will so move. I 
think that is fair.

Mr. Nesbitt: It should be a representative 
group. For the purpose of hearing evidence ...

The Chairman: I do not think there is any 
provission for us to reduce the quorum.

Mr. Allmand: Oh, yes, it says right in the 
rules. In the new rules it states that for the 
purpose of hearing witnesses, committees 
may reduce their quorums. I have been to 
two committees already since the new year 
started and both committees have done it.

Mr. McGrath: Reduced their quorums for 
this purpose?

Mr. Allmand: Yes.

Mr. McGrath: I think it is the only safe 
way to do it, because otherwise the Chairman 
could hear evidence himself.

Mr. Pringle: Mr. Chairman, do we have the 
wording of that Standing Order? It seems to 
me it was read differently in the Agriculture 
Committee. Just the wording.

The Cleric: Article 65, paragraph (7):
(7) The presence of a quorum shall be 
required whenever a vote, resolution or 
other decision is taken by a standing or a
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special committee, provided that any The Chairman: The minute that you men- 
such committee, by resolution thereof, tion “quorum”, a vote could be taken with 
may authorize the chairman to hold five members, 
meetings to receive and authorize the 
printing of evidence when a quorum is 
not present.

Mr. Pringle: I would suggest that does not 
say we can reduce our quorum. It says that 
we can operate with less than a quorum. I 
doubt if that gives us the authority to estab
lish another quorum.

Mr. McGrath: To operate with less than a 
quorum is the same as reducing a quorum.

Mr. Pringle: It is not unless you specify 
that there must be at least five. Then you are 
establishing a quorum which is not the estab
lished quorum.

Mr. McGrath: But surely all we are doing 
is taking precautions to ensure that we shall 
not hear evidence with just the Chairman in 
the Chair.

Mr. Pringle: No, no, but do you not think 
we should have confidence in our Chairman 
that this would not happen?

Mr. McGrath: Oh, we have all the confi
dence in the world in him.

Mr. Pringle: Because if we start playing 
around with five, or six, or four...

Mr. Allmand: Mr. Pringle, I would move 
that we have a quorum of five just to hear 
evidence, because I know there are prece
dents for this.

The Chairman: We cannot do that, Mr. 
Allmand.

Mr. Allmand: I am positive that we can do 
it, but you are the Chairman.

Mr. Pringle: Not according to the Standing 
Orders.

Mr. Allmand: Leave it in abeyance until 
the next day and check the procedure with 
Mr. Dubroy.

The Chairman: Mr. Allmand, the idea is 
that we could study all day long but we are 
not allowed to take any votes. No decisions 
can be taken. It is just a matter of carrying 
out...

Mr. McGrath: Mr. Chairman, perhaps the 
word “quorum" should not be used.
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Mr. McGrath: Perhaps we could get around 
it this way, Mr. Chairman. Perhaps we could 
say that evidence will only be taken when 
there are at least five members present. Of 
course I know you are not reducing the quo
rum. It is a legal technicality.

Mr. Nesbitt: The only reason I think might 
be that somebody from one of the depart
ments might want to ask questions on the 
evidence or something.

Mr. Pringle: It seems to me that if the 
Standing Order is well written and well tak
en, we should accept the resolution according 
to the Standing Order as established, and we 
should have confidence in the Chairman that 
he would not conduct a meeting if it was 
completely...

Mr. McGrath: He may not be Chairman. 
We have already had a couple of changes in 
the Chair.

The Chairman: Perhaps the Clerk could 
read Article 65, paragraph (7), of the Stand
ing Orders again.

The Clerk: It reads as follows:
(7) The presence of a quorum shall be 

required whenever a vote, resolution or 
other decision is taken by a standing or a 
special committee, provided that any 
such committee, by resolution thereof, 
may authorize the chairman to hold 
meetings to receive and authorize the 
printing of evidence when a quorum is 
not present.

Mr. Pringle: Mr. Chairman, if no one else 
is, I would be prepared to move that as a 
resolution for the adoption of the Transport 
and Communications Committee.
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Mr. Allmand: There is another good point 
that we overlooked, Mr. Chairman. No meet
ing should be called unless notices were dis
tributed to all members of the Committee in 
any case. So the Chairman could not sneak a 
meeting by us.

Mr. Nesbitt: No one suggested that the 
Chair could do that.

The Chairman: It is moved by Mr. Pringle 
and seconded by Mr. Trudel...
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An hon. member: What is the motion for?

The Chairman: Could we use the wording 
of the new rules?

Mr. Pringle: That is my motion.

Mr. McGrath: That is virtually right back 
to where we were. I would like to move an 
amendment to that, that we shall only take 
evidence when there are at least five mem
bers present, including the Chairman. Four 
plus the Chairman.

Mr. Skoberg: I move that this be tabled for 
further clarification, Mr. Chairman. Let us get 
on with our...

The Chairman: Just a minute. There are 
three motions.

Mr. McGrath: No, just one amendment. I 
move an amendment that at least four mem
bers plus the Chairman be present before evi
dence can be taken.

Mr. Nesbitt: Did you say plus or including 
the Chairman?

Mr. McGrath: Including the Chairman. No, 
I mean five members including the Chairman.

Mr. Skoberg: I move we table the motion 
for further clarification.

The Chairman: You do not agree with the 
motion of Mr. McGrath?

Mr. Allmand: Mr. Skoberg’s motion takes 
precedence, and I would support Mr. Skoberg 
so that you could clarify it, Mr. Chairman, 
with the legal officer of the House, Dr. Ollivi- 
er, or the Clerk of the House, Mr. Fraser, to 
see whether we can do this particular thing.

The Chairman: You are all in favour of the 
motion of Mr. Skoberg?

Some hon. members: Agreed.
Motion agreed to.

Mr. McGrath: Mr. Chairman, is it your 
intention to issue a press release today with 
respect to the itinerary of the Committee for 
the Atlantic Provinces trip?

The Chairman: It is up to the Committee to 
decide.

Mr. McGrath: The press are waiting for it. 
Word got out that there was an itinerary 
being prepared.

The Chairman: They all know we are all 
going, but. ..

Mr. McGrath: I would suggest that the 
Chairman meet with the press today and 
release the itinerary and answer any ques
tions they may have in relation to it.

The Chairman: Does the Committee agree?

Some hon. members: Agreed.

The Chairman: Is it agreed that I be 
authorized to give the newspapermen an 
agenda of our trip to the Maritimes?

Some hon. Members: Agreed.

Mr. Allmand: Mr. Chairman, just before 
you brought up the question of the quorum, I 
asked a question about what we intended to 
do with Bill S-19 and Bill S-14. Could we 
decide on that now? What are our plans with 
respect to these two bills?

The Chairman: There is a copy of these 
two bills available for each member. The 
Minister asked me if it would be possible for 
us to study those bills before the Committee 
went on their Atlantic Provinces trip. You 
know, the Committee has to make reports 
before the estimates come up, so I think it 
would be a great help if we could start with 
those two bills.

Mr. Nesbitt: I might say, sir, that I am 
quite agreeable to that. I would be agreeable 
to it at this meeting except for one thing. I 
tried to obtain copies of Hansard for the 
remarks that were made on Bill S-14, but 
because of the late sitting last night Hansard 
is not yet available. I think in all fairness 
members should have an opportunity of read
ing the remarks that were made in the House 
yesterday before we study the bill. I would 
be agreeable to meeting at the earliest oppor
tunity after we have had a chance to read the 
remarks.

Mr. Allmand: Could we leave that with the 
steering committee, Mr. Chairman, to plan 
sittings to deal with these bills as quickly as 
possible?

The Chairman: I think the Committee 
should look over the matter this morning. We 
have the Minister here with us this morning, 
and I think he would be happy to answer 
your questions.

Mr. Allmand: But, Mr. Chairman, I think 
Mr. Nesbitt has a point. First of all, we only 
have a half an hour left in this sitting. While 
I have read the background material on the
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bills and some others might have, I am won
dering if it would be in order for us to pro
ceed this morning? I do not know what the 
Minister thinks, because as the Opposition 
say, they have not had a chance yet to...

Hon. James Armstrong Richardson (Minis
ter without Portfolio): Mr. Chairman, I left 
the Cabinet meeting to come here, but I 
would be glad to go back to it if the Commit
tee would prefer to do this, as Mr. Nesbitt 
has suggested, at another early meeting. I do 
not particuly want to defer it.

The Chairman: While we still have half an 
hour, I wonder if the Committee would agree 
if the Minister would make a very short 
briefing of the bills. Then we could adjourn 
at 11 o’clock and come back this afternoon?

Mr. Richardson: You want to adjourn at 11 
o’clock?

The Chairman: Yes. Is it agreed?

Mr. Pringle: I am unable to come this af
ternoon, Mr. Chairman. I have a previous 
commitment.

The Chairman: How about tomorrow morn
ing? Tomorrow morning at 9.30?

An hon. Member: Fine.

Mr. Pringle: Is there not another?

The Chairman: No, no, there is nothing 
tomorrow.

Mr. Pringle: O.K. I am agreeable.

The Chairman: So I will ask the Minister, 
Mr. Richardson, to give us a brief résumé of 
Bill S-19.
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Mr. Nowlan: You said in the morning. Does 
not the House meet at 10 o’clock in the 
morning?

An hon. Member: Eleven o’clock.

The Chairman: Is it too much to get up 
early two mornings in a row?

Mr. Richardson: Mr. Chairman and gentle
men, the officials of the Department are pres
ent with me. I understand that at this meet
ing there may not be much opportunity for 
detailed questions, but I want you to know 
that with me are Mr. Fortier, the Legal Coun
sel of the Department; Mr. Ballinger, (Chief) 
Aid to Navigation Marine Services; Mr. Yost,

Superintendent of Property Management in 
the Department of Transport; Mr. J. T. Gray, 
Assistant Director of the Legal Branch of the 
Canadian Transport Commission; and my 
executive assistant, Mr. Tom D’Aquino, who 
has followed this legislation closely.

The Navigable Waters Protection Act is 
well-named and it is very clear what the pur
pose of it is. It is to protect navigable water.

I do not need to emphasize to this Commit
tee the importance to shipping of our naviga
ble waters. Shipping is a very important 
aspect of the whole field of transportation, 
and if our navigable waters are allowed to 
become obstructed, or dangerous, it has a 
damaging effect on our whole transportation 
system. That is the broad purpose of the bill.

One of the reasons for amending the Act at 
this time—because that is primarily what this 
bill is doing—is that in the first instance ships 
have become larger in recent years, and they 
draw more water. Therefore, an area that 
was at one time, safe for navigation is now no 
longer safe because of the deeper drafts of 
the bigger ships.

You will note, as we examine the bill, that 
there are changes which make it an offence to 
let anything sink into the water below 20 
fathoms. The limit is now 12 fathoms. That is 
a fundamental change in the bill. I will not 
try to go into the detail at the moment. I am 
simply pointing out that it relates to the size 
of ships and their speed. They require a 
wider channel to move in than they have up 
until now.

As I have mentioned in the House, by way 
of background, the kinds of matters which 
come under this bill are bridges, particularly 
new bridges, and repairs to old bridges; and 
pipelines of all kinds and transmission lines. 
These are not just lines that are under the 
water, although that is where most of them 
are, but lines that go across the top of the 
water. They also can be an obstruction to 
navigation, and therefore have to have 
approval. In fact, anything man-made that 
obstructs navigation will have to be approved 
under this amended Act.
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I am sure some of you are in a sense, 
perhaps more familiar with this Act than I 
am, but it is in three parts. To give the broad 
divisions, the first part of the Act deals with 
man-made obstructions which are created 
intentionally. Bridges are a good example, or 
cable lines.

Part II of the Act deals with obstructions 
which are not intended as obstructions but
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which nevertheless, are man-made. They can 
be solids that are discharged by commercial 
concerns and which sink to the bottom and 
form a mound, or an obstruction which was 
not intended. That, broadly, is the second 
part.

Part III deals with ferry cables and draw
bridges, or swing bridges.

Mr. McGrath: May I ask a question for 
clarification? You talk of “obstruction.” How 
broadly can that term be defined? For exam
ple, would it cover derelicts left on a public 
beach?

Mr. Richardson: Yes; this is one of the 
items now included in Part II. Ships that 
are...

Mr. McGrath: Abandoned?

Mr. Richardson: Abandoned; that is right.

Mr. McGrath: In harbours and on beaches?

Mr. Richardson: That is right. This is what 
I call the sort of inadvertent, or accidental, 
obstruction as distinct from the planned 
obstruction such as the bridge or the cable. It 
includes those.

In fact, that is a very important amend
ment to the Act. It provides for the removal 
of ships or barges that are floating and could 
become obstructions, for which there is no 
legislation at the present time.

This whole bill, as I said in introducing it, 
is designed to bring the Act up to date, to 
make it easier to administer and to make 
certain that navigable waters are safe for 
larger ships.

I do not propose to go into all the details of 
it without the aid of the officials, but there is 
a new definition of “a work”. That is the 
common term used throughout the bill to des
cribe what may be a bridge, or a cable, or 
whatever it may be. It is known as “a work”. 
The definition of a “a work” includes the 
dumping of fill and the excavation of material 
from the bed of navigable waters. In other 
words, we have widened the definition of 
what is “a work”. I understand that the offici
als will explain this to us in greater detail. 
There are in Canada today areas where there 
is dumping and there is nothing under the 
present Act to enable it to be stopped. This 
will be done under this amendment to the 
Act.

Another change that you will note relates 
to the $5,000 value of any work. The basic 
amendment there is that we are deleting the

$5,000 as one of the criteria that have to be 
examined. We are concerned only with 
whether or not something is an obstruction to 
navigation, not whether it is under or over 
$5,000 in value.

As I understand it, the present Act, really 
also covered anything of any value, but it 
contained a statement which made it appear 
that the Act would not apply if the work 
were under $5,000 in value. I understand 
from the officials that they spent a lot of time 
arguing with various concerns about whether 
or not a pier that they were erecting was, in 
fact, worth less than $5,000; because if it 
were, perhaps they would not have to ask for 
approval. We have simply deleted the $5,000, 
so that if something costs only $50 but may be 
an obstruction to navigation it has to be 
approved under the Act.

Another major change will be the right to 
alter a work, as distinct from having to 
remove it in total.
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We also have an item about fees for special 
trips. This relates to the situation in which 
someone wants to proceed very quickly with 
some construction and, in the normal course, 
the Department cannot get there to give 
approval in the time that the owner would 
like. There is provision to have special ins
pectors sent out and have this charged to the 
owner—in other words, if he wants a little 
faster action. I questioned this one a bit 
myself. I said: “How long does it take you to 
get there in the normal course?” I was 
assured that it was not too long, something in 
the order of six weeks in which they could 
get approval, but if they want faster approval 
there is provision to get it.

I have mentioned the no dumping in the 
water under 20 fathoms and that is the 
important change. If something is being 
dumped in the water it must be in water that 
is deeper than 20 fathoms. Prior to this it 
could be in water up to 12 fathoms. In other 
words, you could be dumping something that 
would be building up on the bottom and as 
long as it was below 12 fathoms, the way the 
Act reads at present, that was all right. Now 
it is illegal to dump that material unless it is 
below 20 fathoms.

Mr. Nesbitt: Is that, perhaps, to do with 
future control of pollution and that sort of 
thing?

Mr. Richardson: No, it is not really related 
to pollution. I should state there has been a
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lot of discussion about that. Pollution is an 
important problem but it is not dealt with in 
this Act

Mr. Nesbitt: Not as such, but I was won
dering if this might have been some of the 
thinking behind this change in the legislation.

Mr. Richardson: No; I believe the thinking 
is related entirely to depth, to navigation, and 
there will be other acts, of course, under 
which pollution is a factor. Pollution did not 
enter the thinking there, I do not believe, 
although you are quite right; it can probably 
have an indirect beneficial effect on the prob
lem of pollution but that is not the reason for 
it.

Mr. Nowlan: Was that not true in the 
Toronto situation and the dumping that has 
been discussed from time to time, perhaps in 
this Committee and the House, around the 
Toronto area and the encroachment on the 
bay or the sea which was up in the air? As I 
understand it it was questionable whether the 
government had authority—or if they had 
authority they were not perhaps executing 
it^-over some of the dump that in and around 
some of the Toronto area for apartment 
buildings.

Mr. Richardson: I understand that the Act 
now will cover those situations. We might 
cover that in more detail, but I understand 
that clearly is exactly what will be covered 
under these regulations.

Mr. Nesbitt: I have one other question, and 
this is always a subject of some argument and 
contention in the places I have been and I am 
sure it has with other members. I was won
dering if either you or perhaps one of your 
officials could give us an interpretation of the 
term “navigable waters” which includes court 
decisions, and the like, that have been made 
in that regard. It is rather a confusing term 
to many people.
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Mr. Richardson: I think under that one I 
should certainly bow to legal advice. Perhaps 
the officials could come forward, because I 
think they would be heard much better. Mr. 
Fortier and Mr. Ballinger, would you please 
come forward? Tom, do you want to come up 
here as well?

The Chairman: Would you please introduce 
the officials.

Mr. Richardson: Yes. Mr. Fortier is in the 
centre and as I have mentioned he is the legal 
counsel for the Department of Transport. On 
his right is Mr. Ballinger who is in the Aids 
to Navigation Division, Marine Services, 
Department of Transport; my executive assis
tant, Mr. Tom D’Aquino, is on his right and 
Mr. Nicholas Yost who is the superintendent 
of property management, Department of 
Transport, is on Mr. Fortier’s left. Where is 
Mr. Gray? He is here, but not coming up 
until the Aeronautics Bill.

Mr. Fortier, would you attempt an answer 
on the definition of “navigable waters?”

Mr. J. Fortier (Director, Legal Services 8c 
Counsel, Department of Transport): Mr.
Chairman and Mr. Minister, I do not believe 
there is any legal definition of “navigable 
waters”. It is more a question of fact that any 
particular body of water may be navigated 
either commercially or for the purpose of 
pleasure craft. We cannot find any legal 
definition any place.

Mr. Allmand: Does this include pleasure 
craft also, sir? In other words, a small lake 
might be included as navigable waters. Is that 
correct?

Mr. Fortier: Originally Part 1 of the Act 
which deals with approval required before a 
work may be constructed in navigable waters 
before it could be determined whether a work 
would obstruct navigation...

The Chairman: Order, please. Would you 
try to talk a little louder, Mr. Fortier?

Mr. Fortier: Originally, before approval 
could be given, the question to be determined 
was whether the work would obstruct naviga
tion and that was meant to cover commercial 
navigation. However, you will appreciate that 
in the last few years great interest has been 
shown in pleasure craft, to the extent that 
there are perhaps three-quarters of a million 
pleasure craft licensed in Canada under the 
Canada Shipping Act. This number increases 
perhaps at the rate of 50,000 a year so there 
is every reason and justification for applying 
Part I of the Act and, when an approval is 
required, to see whether the work would also 
be an obstruction to pleasure craft.

The Chairman: Mr. Corbin?

Mr. Corbin: Mr. Chairman, I wonder if Mr. 
Fortier could not define the term “navigable 
waters” in relation to the size of the craft
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being used, because I think we can go to 
extremes and any old plank raft, in that case, 
could be described as a craft on any body of 
water. Could it not be more easily circum
scribed if you set limits on the size of crafts 
for example pleasure or commercial?

Mr. J. N. Ballinger Chief, Aids to Naviga
tion Division, Marine Works Branch, Depart
ment of Transport): The question of the inter
pretation of “navigable waters" I think is one 
of fact. If a vessel can float on the water, can 
move from A to B on the water, then the 
water is navigable and it has no relationship 
at all with the size of the vessel. The mere 
fact that it can navigate from A to B 
indicates...

Mr. Corbin: What exactly do you under
stand by “navigate?” Is it controlled progress 
over a body of water, drifting or what?

Mr. Ballinger: No; If a person like you or 
me had a rowboat and we rowed from A to 
B, this would be navigating from A to B; 
whether we used a chart or not would not 
much matter.

Mr. Nesbiil: The reason I asked in the first 
place if the question of what the federal gov
ernment has jurisdiction over. Are you imply
ing then that the federal government has 
jurisdiction over all waters on which any
thing can be floated, no matter how small?
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Mr. Ballinger: This is correct, yes. I think 
the federal government has this as a result of 
the British North America Act where it has 
the authority for all matters relating to navi
gation on all bodies of water in Canada.

The Chairman: I think in all fairness we 
should give the Minister a chance to finish his 
briefing. Mr. Richardson?

Mr. Richardson: Thank you, Mr. Chairman.
I see members of the Committee are anxious 
to talk with the officials in detail, so I think I 
could simply sum up this Bill which I have 
highlighted by saying that it is mainly a Bill 
to tidy up this legislation. It is not a Bill that

really deals with any major matters of policy 
or principle. I do not want to suggest that it 
is unimportant, because I think it is a useful 
and progressive piece of legislation, but I 
would be leading you astray, I think, to sug
gest that there was anything extremely fun
damental in what we are talking about

In going through it myself I found that it is 
more a matter almost of housekeeping, tidy
ing up legislation that is not complete in some 
areas and, perhaps moving into some areas 
that may appear to have some importance, 
such as the one mentioned in Toronto. Gener
ally speaking, the amendments are not of a 
major nature, and I do not think that we are 
going to need much time in committee to 
answer all your questions. I will be in the 
Chairman’s hands as to whether you want me 
to introduce the aeronautics bill in the same 
way, or just continue in detail with the bill 
concerning navigable waters.

The Chairman: I think we should stick to 
one bill, Mr. Richardson.

Mr. Richardson: Then we should start back 
in detail with any point that anyone wishes, 
or start through clause by clause.

The Chairman: Before we start the clause- 
by-clause study, may I say that we had an 
understanding that we would adjourn at 11 
o’clock. Will you be free tomorrow morning, 
Mr. Richardson? Tomorrow morning at 9.30? 
Is the Committee agreed that we should meet 
at 9.30 tomorrow morning?

Some hon. Members: Agreed.

The Chairman: Before leaving, I would like 
to have a motion to authorize the Clerk of the 
Committee to contact the newspapers for the 
advertising of our trip.

Mr. Allmand: I move that the Clerk of the 
Committee contact the newspapers for the 
advertising of our trip.

Mr. McGrath: I second the motion.
Motion agreed to.

The Chairman: This Committee is adjourned 
until tomorrow morning at 9.30.
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The Standing Committee on Transport and Communications met this day 
at 9:30 a.m., the Chairman, Mr. H. Pit Lessard, presided.

Members present: Messrs. Allmand, Breau, Godin, Harding, McGrath, 
Mahoney, Marchand (Kamloops-Cariboo), Nesbitt, Nowlan, Perrault, Porte- 
lance, Pringle, Skoberg, Thomas (Moncton), Trudel, Turner (London East) 
(17).

Also present: Mr. Rose.

At the meeting held on January 23, 1969, the Honourable James Richard
son, Minister without Portfolio, explained Bill S-19.

There being no further questions asked by the Members at this meeting, 
the Committee proceeded to a clause by clause consideration of the said Bill 
S-19.

Clauses 1, 2, 3, 4, 5, 6, 7 and 8 were severally carried.

On Clause 9: Mr. Nesbitt was granted leave to read in the records the 
definition of the word “Vessel”, as it appears in the Act respecting the Protec
tion of Navigable Waters, article 12(c), which reads as follows:

12 (c) “Vessel” includes every description of ship, boat or craft of any 
kind, whether propelled by steam or otherwise, and whether used 
as a sea-going vessel or on inland waters only; including everything 
forming part of the machinery, tackle, equipment, cargo, stores or 
ballast of such vessel. (R.S., c. 140, s. 13; 1936, c. 34, s. 4)

And consideration of Bill S-19 continuing, Clause 9 was allowed to stand.
Then the Chairman reported to the Committee on the legal advice that, 

at the last meeting, he was instructed to seek, considering the interpretation 
of the new Standing Order 65 (7).

It was then moved by Mr. McGrath,
Resolved:—That the Chairman be authorized to hold meetings, to receive 

and authorize the printing of evidence when a quorum is not present, provided 
that at least 5 Members including the Chairman be present.

It was then moved by Mr. Nowlan,
Resolved:—That the name of Mr. Nesbitt be substituted for that of Mr. 

Thomas (Moncton), on the Sub-Committee on Agenda and Procedure.
At 11:00 a.m., the division bells ringing, calling the House to order, the 

Committee adjourned until 3:30 p.m., on Monday, January 27, 1969.

Robert Normand,
Clerk of the Committee.
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The Chairman: Gentlemen, I see a quorum.

Yesterday the Minister gave us a short 
briefing on this bill, and this morning we 
intend to carry on clause by clause, if that is 
possible. If you feel we should leave the first 
clause for a general debate, we could go on to 
Clause 2 of the bill. No member indicated to 
me yesterday that he wanted to speak, but I 
am now prepared to give the floor to anyone 
who wishes to speak.

This morning we have with us the same 
officials who were here yesterday. Mr. Rich
ardson, the Minister, who is responsible for 
the bill, is present. Also present is Mr. Fortier 
who is the legal counsel for the Department 
of Transport. We have Mr. Ballinger, who is 
the Chief, Aids to Navigation Division, 
Marine Works Branch, Department of Trans
port, Mr. N. Yost...

Hon. James Armstrong Richardson (Minis
ter without Portfolio): No, Mr. Manning is 
here this morning. He is the Director of 
Marine Works in the Department of Trans
port. He was not with us yesterday. You have 
now named all the officials.

The Chairman: Mr. Allmand.

Mr. Allmand: Are you starting with Clause
1?

Mr. Richardson: I think the Chairman 
wants to start at Clause 2.

The Chairman: We will leave Clause 1 for 
general debate.

Mr. Allmand: I approve of Clause 2. There 
is not very much there.

Clauses 2 and 3 agreed to.

Mr. McGrath: Mr. Chairman, before you 
put the clause, would you give us a chance to 
read it?

• 0940

The Chairman: Right. We are now on 
Clause 4. To make it easier for this young

lady on the console, yesterday she asked me 
if I could name every member, because this 
would be very helpful to her. So that there 
will not be any confusion, please address me 
and I will recognize you, and this will make 
it much easier for her identification.

On clause 4.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: Mr. Chairman, some of the 
evidence that was given by the Minister’s 
officials yesterday concerns me, and I have 
been attempting to obtain some information 
since then, but without too much time unfor
tunately. So I would like to ask a few ques
tions of the Minister which apply directly to 
Section 4, but I refer also to the interpreta
tion section. The interpretation section of the 
Act apparently is intended to expand the 
meaning of “navigable water” to include cer
tain other bodies of water. As I recall from 
questions I asked yesterday, the term “navi
gable water” seems to be somewhat 
uncertain.

I would like to ask either the Minister or 
his appropriate adviser if it is the purpose of 
section 4 of the Act to place under federal 
jurisdiction and the Minister’s jurisdiction, all 
waters in Canada which conceivably could 
include farm ponds and all these small lakes 
that have cottages on them?

The Chairman: Perhaps either Mr. Fortier 
or Mr. Manning could answer this for you.

Mr. Walter J. Manning (Director, Marine 
Works, Department of Transport): This Act is 
meant to protect navigation, you see; it would 
apply to any body of water in Canada. But of 
course it has nothing to do with ownership; it 
does not give ownership to the Federal gov
ernment of bodies of water which are the 
property of the provinces.

Mr. Nesbitt: If that is correct, am I then to 
understand, because of the additions to this 
Act which are before us at the moment, that 
a person who has a summer cottage on a lake 
would have to get permission from the
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Minister to build an addition to his dock or 
something of that nature?

Mr. J. Fortier (Legal CounseL Department 
of Transport): Yes, if it is an important dock, 
but I do not think it is intended to cover all 
the small docks made up of a couple of 
planks.

Mr. Nesbitt: But if a person had a 30 foot 
cruiser, and this is not uncommon nowadays 
in parts of Ontario and elsewhere, then that 
person would have to get permission to build 
a dock. For instance, this would apply to the 
Muskoka lakes?

Mr. Fortier: Yes, sir.

Mr. McGrath: And it could include a float
ing swimming platform as well?

Mr. Manning: Yes, sir.

Mr. Fortier: Under the Act, as it now ex
ists, there was an exemption for works of a 
value of less than $5,000. This has been 
removed and, instead of that, in this amend
ment we leave it up to the Minister to decide 
in any particular case whether the work 
would interfere with navigation.

Mr. Nesbitt: I understand that in many of 
the inland lakes of Ontario—I keep referring 
to Ontario because that is the area I am most 
familiar with—which are used for vacation 
purposes and the like, municipal or provincial 
administrations in the past have put up mark
ers or buoys to mark channels, rocks and so 
on. Am I correct that from now on they 
would have to have permission from the 
Department to put these markers or buoys on 
the lakes?

Mr. Manning: There are special regulations 
for private buoys under the Cahada Shipping 
Act which would allow yacht clubs and 
municipalities to put buoys up to indicate 
obstructions to navigation. That does not 
come under this Act.
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Mr. Nesbitt: But because of the way these 
amendments are worded would not permis
sion of the Minister have to be sought in 
order to put these on the lakes? There are all 
sorts of people on the smaller lakes and the 
larger ones too—like Timagami—who because 
of reefs and so on, put up their own buoys to 
warn others of these reefs and rocks. Is it

your interpretation that these people would 
not have to obtain permission to put up these 
markers?

Mr. Manning: No, I do not think so.

Mr. Fortier: Because there are regulations 
under the Canada Shipping Act which govern 
the installation and maintenance of navigation 
buoys and whether or not navigation should 
be carried on inside certain limits.

Mr. Nesbitt: Speaking from memory again, 
I believe it is normally the Federal authori
ties that prosecute infractions of the Canada 
Shipping Act. Are these sections to which you 
refer normally enforced very strongly?

Mr. Fortier: The enforcement of all our 
regulations under the Canada Shipping Act 
are the responsibility of the Royal Canadian 
Mounted Police.

Mr. Nesbitt: Most people are aware that all 
sorts of these well-meant local aids to naviga
tion are put up and no one seems to care 
whether or not they are properly marked or 
painted. On every lake there are different 
coloured marker buoys.

Mr. Fortier: The Mounted Police is charged 
with the enforcement not only of the regula
tions under the Canada Shipping Act but the 
regulations made under any other statute 
under the administration of the Department. 
It may be that they cannot be every place at 
the same time. They do the best they can to 
see that the regulations are enforced.

Mr. Nesbitt: I come now to a question that 
has a great deal of relevance and, indeed, 
importance to people right in my own part of 
the country, southwestern Ontario. There 
have been a number of conservation projects 
built in this area in recent years—on rivers 
and elsewhere, which were formerly naviga
ble in the lay sense of the term but have 
become less so. In my friend, Mr. Turner’s 
area in the city of London, Fanshawe Lake 
has been artificially created in the Thames 
River, and it is used for recreational pur
poses. There also has been created a lake in 
my city of Woodstock called the Pittock 
Lake—the Gprdon Pittock Lake. There has 
been some discussion in these and like areas 
as to the kind of watercraft that will be 
allowed to use these lakes—whether they be 
powered mechanically, by sail and so on. I
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would take it, from the Navigable Waters 
Protection Act, that the local authority would 
not really have the right to decide but, rath
er, permission must be sought from the Fed
eral authority. Is that correct?

Mr. Fortier: I do not think so.

Mr. Richardson: I do not think, Mr. Chair
man, that the kind of boat on the water 
would come under this Act.

Mr. Nesbitt: The Navigable Waters Protec
tion Act has no jurisdiction over the type of 
craft that might be used in navigable waters?

Mr. Richardson: That would definitely be 
my understanding, yes.

Mr. Nesbitt: You could use any kind of 
craft powered by anything?

Mr. Richardson: Right, as far as this Act is 
concerned.

Mr. Nesbitt: Does the Navigable Waters 
Protection Act not have some control or juris
diction over the speed of craft?

Mr. Fortier: No, sir. That would come 
under the provisions of the Canada Shipping 
Act in respect of navigation. The Governor in 
Council is given the power to make regula
tions in respect of navigation and in respect 
of the control and governing of any of the 
minor waters of Canada which would give 
him the power to regulate the speed of 
vessels in certain waters.

Mr. Nesbitt: That is navigable waters?
Mr. Fortier: Oh yes.

Mr. Nesbitt: And navigable waters in effect 
means almost any waters.

Mr. Fortier: Any waters on which naviga
tion may take place.

Mr. Nesbitt: I remember having a definition 
of that at our last meeting. Then on both 
bodies of water to which I refer, the speed 
and, possibly, the kind of ships that could be 
used on navigable waters would come under 
the regulations of the Canada Shipping Act, 
which of course comes under the Minister.

Mr. Richardson: Yes.

Mr. Chairman, could I answer a question 
Mr. Nesbitt raised—I think it is of importance 
to all of us and I have tried to understand it

in thinking about this Act—in respect of 
small docks built on lakes. I do not think that 
there is going to be an initiative required by 
the builder; I do not think he is going to have 
to seek application to build an ordinary little 
dock anymore than at present, but I would 
like confirmation of that to the Committee 
from the officials.

Mr. Nesbitt: This is a pretty disturbing 
thing, Mr. Richardson.

Mr. Richardson: It was to me and I wanted 
to make certain that that was not the case. I 
would like to have a comment on that.

Mr. Manning: If there were complaints 
from the neighbours that this wharf goes too 
far out in the lake and causes an obstruction 
to navigation then we could take action under 
this Act, but I do not think the Department 
would take the initiative.

Does that answer your question, Mr. 
Nesbitt?
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Mr. Pringle: Yes, Mr. Chairman. Since I 
asked to be put on the list several of my 
questions have been answered. However, I 
would like to state that it seems to me that at 
the present time we need some type of con
trol on the lakes all over Canada. Although it 
may be disturbing to some, the use of small 
boats of up to 40 and 50 feet are appearing in 
greater numbers on our navigable waters 
every year, and I think if you were to really 
delve into it you would find that a lot of local 
problems are arising with regard to the fact 
that obstructions are being placed on the 
shores and that docks which are unfit for use 
are being used, docks which are actually dan
gerous. People are trying to avoid the neces
sary responsibility that goes along with put
ting out a dock on a lake where in effect it 
can be used by the public. I would like to 
state that while it might be disturbing to 
some I think it is more disturbing the way it 
is.

Mr. Harding: Mr. Chairman, my question 
arises out of a matter which was raised in the 
House by the member for Peace River a cou
ple of days ago. He pointed out that under 
the Act when a dam was built on a river— 
and in this case he was referring to the gov
ernment of B.C.—that permission should 
have been obtained from the federal govern
ment to build this dam. I am talking about
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the Peace River dam. Why was federal con
sent not obtained? Is there any way under 
this Act that it is possible to insist that per
mission be obtained? It seems to me that 
something is missing somewhere in the Act if 
by itself a province can ignore the legislation 
which we have laid down and simply proceed 
and nothing is done. Something must be 
missing in the legislation somewhere, some 
method of enforcement which should be 
there and apparently is not.

Mr. Richardson: Mr. Chairman, I think the 
answer is that the Act does not apply to the 
Crown; that is, a province or an agency of 
the province. There is nothing in the Act that 
requires a province to make application 
under the Act.

Mr. Mahoney: Would your solicitor confirm 
that?

Mr. Richardson: I would hope so. I am sure 
he will.

Mr. Mahoney: Mr. Chairman, I think the 
member has raised a very good point. We 
both served in the British Columbia legisla
ture and questions were asked there about 
this matter.
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Mr. Richardson: I would like our legal 
counsel, Mr. Fortier, to speak to that, but 
certainly that is the position.

Mr. Fortier: That is right, Mr. Minister. 
The Navigable Waters Protection Act does 
not apply to the Crown federally or to the 
Crown provincially, so that if a province does 
certain work on navigable waters without 
seeking the prior approval of the Minister 
there is no provision in the Act by which we 
could compel the province either to remove 
the work, alter it or to meet the specifications 
imposed by the Department.

Mr. Harding: I have a further question, Mr. 
Chairman. I understand that B.C. Hydro, 
because it is a Crown corporation, is perfectly 
free to place any obstruction it wishes in any 
navigable stream in British Columbia without 
intereference from the federal authority. That 
is my understanding of your statement.

Mr. Fortier: The reason for this is probably 
that all properties of B.C. Hydro are nested in 
the Crown in the right of the province.

Mr. Harding: Is there any reason we should 
not have a tightening up of this legislation?

May I just expand on this. I feel that naviga
ble waters really are the concern of every
body in Canada. If it is an inter-provincial 
waterway such as the Peace River, or an 
international waterway such as the Columbia 
River, I think it is to the benefit of all 
Canadians that we have a set of regulations 
laid down and I think all the authorities 
should recognize this. Could we not tighten 
up this legislation, or is it advisable that we 
leave it the way it is?

Mr. Fortier: The fact the Act reads that the 
province is bound by the Act is not the legal 
reason. Legally it can be done but the deci
sion is not based on a legal point.

Mr. Harding: May I come back to another 
case in point. A number of years ago the 
provincial government of B.C. had trouble 
with Mr. Kaiser—I should not say had trou
ble with him, but there was talk of putting a 
dam where the High Arrow Dam is now 
located and a bill was passed by the federal 
government which in effect prevented the 
construction of this dam. It seems to me that 
federal action was taken in one instance but 
in the instance in connection with the Peace 
River nothing was done.

Mr. Richardson: This is quite right. Mr. 
Chairman, but this is an entirely new subject. 
The fact is that this is a constitutional prob
lem. It is one of the problems of governing 
Canada; the relationship between federal and 
provincial authority. There is nothing in the 
Act, in the amendments to it or in this bill 
that covers that problem. You are quite right, 
though, it is a real problem, but if we had 
put it in here we would have opened up a 
further area of constitutional debate. It proba
bly would have had to be a subject for dis
cussion at the Federal-Provincial Conference.

Mr. Harding: May I ask just one more 
question?

Mr. Richardson: In effect we are tidying up 
the Act in other ways but not doing that. It 
still is a failure in that sense.

Mr. Harding: There is nothing in this Act 
which will cover this problem. Does your 
Department intend to bring in legislation 
which will cover this point, in some other act, 
perhaps, or later on?

Mr. Richardson: Not that is currently under 
study.
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The Chairman: Mr. Nesbitt on a supple
mentary question.

Mr. Nesbitt: Yes, I have a supplementary 
question to the question that was just asked 
by the previous speaker.
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The Minister’s advisers have told us that 
the amendments to this Act before us do not 
apply to the Crown in the right of province. 
Do they apply to creations of the province 
such as municipalities, which are created, of 
course, by the province? I have specific refer
ence to a situation in the City of Toronto 
where there has been talk on different occa
sions of the city filling in certain areas of 
Toronto Harbour for the purpose of putting 
in office buildings or apartment buildings and 
the like. Would this Act apply to an enter
prise like that undertaken by the City of 
Toronto or the City of Kingston?

Mr. Fortier: Yes sir, it would. The 
municipalities are not exempted under the 
same heading that the Crown in right of a 
province is exempted, as the Act would not 
apply to the Crown but it applies to 
municipalities.

Mr. Nesbitt: This does apply, despite the 
fact they are a creation of the province.

The Chairman: Mr. Nowlan.

Mr. Nowlan: I had not signified my inten
tion, but I will ask a supplementary. Is it that 
the amendments in this Act will affect that 
Toronto situation, whereas there was some 
confusion before as to whether the federal 
government could enforce regulations?

Mr. Manning: The province will have to 
submit their projects to the federal govern
ment for approval under this Act. If it is not 
a major obstruction to navigation, it is proba
ble that the project would be approved.

Mr. Nowlan: This is a change from the 
former Act in that they did not have to sub
mit their project for approval. Is that correct?

Mr. Manning: If the province is doing the 
work, they would not have to submit their 
project under this Act for approval. But if 
the city is doing it, then they would. All the 
provinces have been applying. I think the 
Peace River dam is the first case we have 
where the province did not apply for approv
al under this Act.

Mr. Nowlan: Well, I am just trying to get 
the change, if there has been a change. Tak
ing Toronto as the example, do I understand 
that now Toronto would have to apply, 
whereas before they did not have to apply?

Mr. Manning: The works that were dis
cussed in the House in the last few years 
were not undertaken either by the province 
or by the municipality. They were undertaken 
by private interests...

Mr. Nowlan: That is correct.

Mr. Manning: . . . who did own the land 
under water which they were filling up. They 
had acquired this land from the province, the 
land under water, and they were filling up on 
their own property.

Under this Act there was no action that 
could be taken, and there was no change in 
this Act to prevent a private developer from 
reclaiming land on a water lot that he owns.

Mr. Richardson: Mr. Chairman, I can han
dle Mr. Nowlan’s question, I think. There is 
no change in that the city or a private builder 
is required to apply under the Act. That is 
exactly the same. What has changed in the 
area that you are speaking of, is that in the 
definition of a work under this Act, or in this 
amendment to the Act, a work is now some
thing where fill goes into the ground or goes 
into the lake to fill it up and to create a dock 
or a new bit of land, or anything. In other 
words, it has widened the definition of a 
work to include fill, and that is the thing that 
now applies to the Toronto waterfront that 
did not before.

Mr. Nowlan: Since the definition has been 
widened, I cannot quite understand then why 
the private developer or Toronto would not 
have to apply for approval to make the fill.

Mr. Richardson: Well, they would. They 
would have to apply.

Mr. Nowlan: Now they would have to 
apply.

Mr. Richardson: Now they would have to.

Mr. Nowlan: Whereas before they did not, 
so there has been a change.

Mr. Richardson: Right. But it is in the 
definition of a work that they always had to 
apply, if what they were doing came under
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the Act. For instance, if they were building a 
dock or putting in a pipeline or something, all 
the other things, they would have had to ap
ply before. But in filling up areas they did 
not have to apply, because it was not defined 
as a work.
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Mr. Nowlan: So actually, the amendments 
clarify that contentious issue in the last two 
or three years.

Mr. Richardson: That is right.

The Chairman: Mr. Mahoney.

Mr. Mahoney: I have a couple of questions 
that will be supplementary to the line of 
questioning opened by Mr. Harding. Then I 
have a fresh subject that I think appropriate
ly comes under this section. Is the Crown in 
the right of the province exempted because of 
a specific exemption in the Act, or by law in 
your opinion.

Mr. Fortier: No sir, the exemption is 
derived from the section in the Interpretation 
Act, which is a federal statute, which states 
that the Crown is not bound by any Act 
unless that Act specifies that the Crown shall 
be bound by it.

Mr. Mahoney: Does this exemption extend 
to Crown Corporations owned by the 
province?

Mr. Fortier: It would apply to works prop
erties of the Crown.

Mr. Mahoney: Something less than 20 years 
ago there was a case involving Central Mort
gage and Housing Corporation, where it was 
established that there was a real distinction 
in law between Crown corporations and the 
Crown. I think basically there is a tremen
dous hole in this Act if this is the case, and I 
appreciate perhaps it is not relevant to the 
amendments before us.

I am not familiar with the situation in the 
Maritimes, sir, but certainly from Quebec 
west, with the exception of the Province of 
Alberta, hydro electric works are now under 
Crown corporations of the various provinces. 
And probably on inland streams at least there 
is no more likely serious obstruction than a 
power dam in this part of the world. I should 
hope that the department would give serious 
consideration to the desirability of covering 
this, if it is not.

Opening the new subject which I think 
comes appropriately under subsection (c), 
where you establish terms and conditions for 
approval, say of a power dam, or any other 
kind of dam, do you make any provisions to 
require a certain flow? I will admit that I am 
probably more concerned about this from an 
easthetic and a conservation point of view 
than from a navigation point of view, but 
nevertheless navigation too is affected if the 
flow of water is not maintained. Do your 
regulations, in granting a permit for such a 
work, a dam, purport or attempt to control it 
to the extent that a reasonable flow of water 
is continued downstream?

Mr. Fortier: The approval given to the con
struction of any work may be given subject 
to conditions.

Mr. Mahoney: Right.

Mr. Fortier: Before the approval is given, 
the Department will consider what conditions 
should be imposed in the interest of 
navigation.

Mr. Mahoney: Would you stipulate condi
tions of this nature to be sure that navigation, 
if that is what we are talking about, can be 
maintained downstream?

Mr. Fortier: That is right. I know of 
approvals given to works which have been 
subject to lengthy conditions.

Mr. Mahoney: Including covering this 
aspect of navigation.

The Chairman: Mr. Perrault, have you a 
supplementary?
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Mr. Perrault: Mr. Chairman, I would like 
to ask a question with respect to definition of 
work and the circumstances following from 
that work, including any bridge, boom and 
dam.

The question was asked earlier about the 
Peace River dam. I recall when the Peace 
River dam was in its early stages of construc
tion, that there were protests from the Prov
ince of Alberta. They cited the Navigable 
Waters Protection Act as their justification to 
demand that negotiations be held by the 
Province of British Columbia, that there be 
controlled stream-flow and co-operation with 
the Province of Alberta, and the rest. Yet, we 
have heard today, at least the implication is,
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that there is nothing under the Navigable 
Waters Protection Act to protect a province 
like Alberta, or British Columbia conversely 
if the water runs the other way.

I would like to know from legal counsel 
here whether or not in fact the Navigable 
Waters Protection Act can be exercised in a 
matter of this kind, because when I contacted 
the federal government at the time they said 
that application should have been made by 
the Province of British Columbia under the 
terms of this Act before the dam was 
constructed.

I am rather mystified about the situation. I 
think the member who spoke earlier asked 
questions along the same line.

Mr. Fortier: I think the Minister might be 
able to answer that question, Mr. Perrault.

Mr. Richardson: Mr. Chairman, I think the 
question really has been answered. I do not 
think it is entirely satisfactory from the fed
eral point of view, but, as I said, it was 
considered whether or not we would get into 
the constitutional aspect in framing the 
amendments to the Act. It was decided not to 
do that at this itme. Therefore, in the Bill we 
are now considering there are no provisions 
to try to legislate for the provincial require
ment to apply under the Act.

Mr. Perrault: A dam constitutes just about 
the largest obstruction one can place on any
thing. It seems to me that it should apply to a 
case of this kind.

In the future, when water is going to be 
such an important resource and asset—it is 
going to have to be shared between and 
among provinces—surely this could be a 
most important aspect of any future develop
ment or extension of this Act. I think it is a 
very serious matter.

Mr. Richardson: Yes; what you are pointing 
out—with which I agree—is something that is 
not in the Bill.

Mr. Perrault: Yet it was cited when the 
Peace River Dam was being built. People in 
Alberta, and many alleged constitutional 
experts were saying: “Oh, no; there is a clear 
case that under this Act permission should 
have been sought". But I do not think anyone 
ever tested whether or not, in fact, this was 
the case. Has this ever been tested in the 
courts? Mr. Fortier?

Mr. Fortier: I do not know.

Mr. Richardson: I do not believe so.

[Interpretation]
The Chairman: Mr. Godin.

Mr. Godin: The obstacle I am concerned 
with is rather unusual. It is a boom. To the 
delight of many, the government has 
improved most of these wharves throughout 
the country with the result that for the 
benefit of motor-boat owners, several places 
that had been rather quiet for the past twenty 
years have now become quite busy.

This is true of the wharf I am concerned 
with, which is on the St. Lawrence, about 
twenty miles from Quebec City. The owner, 
somewhat of a hermit, decided to maintain 
his privacy by building a boom across the 
river.

At low tide boats can get around this boom 
but at high tide is it completely hidden by the 
water so that there is a danger of boats being 
wrecked against it or capsizing.

Could one legally demand removal of this 
boom? It has been in existence for two years.
I have tried everything but I may not have 
been trying in the right quarters. To whom 
should one apply to have such obstacles 
removed from navigable waters?

Mr. Fortier: The riverside owners could 
complain to the Department by writing to 
Mr. Manning or the deputy-minister.

Mr. Godin: Thank you.

The Chairman: Does that answer your 
question, Mr. Godin?
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Mr. Godin: Yes, thank you.

The Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman, in the amend
ments we are considering at the moment, 
provision has been made for the kind of case 
raised by Mr. Godin. The navigable depth— 
the depth left free for navigation—has been 
increased from twelve to twenty fathoms. 
This amendment directly affects the situation 
you have just described. Department officials 
may correct me here but I think the depth is 
now twenty fathoms rather than twelve.

Mr. Manning: It is twenty fathoms. The 
previous limit was twelve. Sometimes the 
holes in the river or lake bed were used to
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dump dredgings in. Now with the bigger 
boats we do not want to have to re-dredge 
the channels. That is why we have increased 
the limit to twenty fathoms.

The Chairman: In other words the water 
level will be higher?

Mr. Manning: Oh no. All that is being 
done is to fill in the holes in the river or 
lake bed.

The Chairman: Mr. Allmand.
[English]

Mr. Allmand: Mr. Chairman, I want to 
return to the point raised by Mr. Nesbitt.

I was considerably surprised when I found 
out that this Act would apply to every pond 
and little river.

I have the principal Act before me. I see 
that in Part I of the Act, which applies to 
construction of works, the reference to navi
gable waters has no qualifying adjective. 
However, in Part II section 13(1) states:

Where the navigation of any navigable 
water over which the Parliament of 
Canada has jurisdiction is obstructed...

.. .and so on. Section 13 seems reasonable to 
me. I would have thought that this Act would 
have applied only to those navigable waters 
over which the Parliament of Canada has 
jurisdiction.

Why is that qualification not used in Part I, 
relative to controlling construction of works, 
and why is it used in Part II? There seems to 
be an inconsistency in the Act.

Mr. Fortier: In navigation and shipping the 
Parliament of Canada has jurisdiction over 
all waters which are navigable in order to 
control and to regulate navigation. It may 
have nd right of ownership in the water or in 
the bed, but it has full right and authority to 
regulate and to control waters for purposes of 
navigation.

Mr. Allmand: Why, then, in section 13 was 
it felt necessary to say, “Where the naviga
tion of any navigable water over which the 
Parliament of Canada has jurisdiction"? That 
implies that there are certain navigable 
waters over which the Parliament of Canada 
does not have jurisdiction. As I say, in estab
lishing the wording of the law they are not 
consistent throughout.

As a lawyer, I have found sometimes over 
the years that there are these inconsistencies

in statutes which lead to difficulties when you 
come to interpret them. If this is an inconsis
tency, I would ask the Department officials 
and the Minister to give it study and to try to 
make it consistent. It does seem to indicate 
that there are certain navigable waters not 
under the jurisdiction of the Parliament of 
Canada. Otherwise, why put it in?

Mr. Richardson: Mr. Chairman, that is a 
valid point. I do not know the legal distinc
tion, but there is a basic difference between 
Part I and Part II, as you know.

Part I applies to obstructions such as docks 
which are designed for a specific man-made 
purpose. Part II deals essentially with obstruc
tions which are inadvertent and which hap
pen as a result of solids sinking to the 
bottom, and so on.

That probably does not make any serious 
difference, but I wished to point out that 
difference between Part I and Part II, 
although it really does not adequately answer 
the point you have raised.

Mr. Allmand: I knew there was that differ
ence, Mr. Richardson, but it does not really 
answer the question of why “navigable 
water" is qualified in one case and not in the 
other.

Mr. Fortier: Of course, Part I also applies 
only to such waters as the Parliament of 
Canada has jurisdiction over—and that means 
Canadian waters.
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Mr. Nesbitt: As distinct from American or 
some other country’s waters.

I have a brief supplementary to Mr. All- 
mand’s question which I think is a very 
important one. In view of the information 
which has been given to the Committee by 
the Minister and his officials concerning the 
definition, or the application, of the words 
“navigable waters"—which I think will come 
as a great surprise to most Canadians, to say 
the least—could the Minister or his officials 
give us some instances, in recent years, in 
which the Department of Transport, or the 
Minister of Transport, has attempted to 
enforce certain regulations either under this 
Act or the Canada Shipping Act, which is of 
course related, which would indicate that the 
federal government has, in fact, the power to 
regulate, while not having the ownership of 
the waters as was pointed out, but has the
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right to regulate the use of waters whether 
they are owned by the Crown in the right of 
the federal government or owned by the 
Crown in the right of the province? Could 
they give us some reference to any legal deci
sions or decisions of the court that may have 
been made in this regard? I think this is 
important.

Mr. Pringle: I would like to ask just a short 
question. In the event of an accident or an 
explosion of a resonably sized boat, which 
would sink and be in less than 20 fathoms, 60 
feet, would it be the responsibility of the 
owner of the boat to have that removed from 
the bottom as an obstruction?

Mr. Fortier: Under Part II of the Act, sir, 
the obligation rests not only on the owner, 
but on the person responsible for a vessel 
becoming an obstruction.

The Chairman: Is Clause 4 carried?
Clauses 4 and 5 agreed to.
On Clause 6 1956, c. 41, s. 5

Mr. Nesbitt: I think a number of us would 
allow a number of these sections to go 
through the Committee here because we are 
really seeking information in Committee, but 
I would like to make it very clear that at 
another stage of the bill, this might not 
prejudice any right to make appropriate 
amendments after we have had a chance to 
consider the information we have received in 
Committee.

Clause 6 agreed to.
On Clause 7—Regulations by Governor in 

Council.

Mr. Harding: I would like to ask a question 
on clause 7, which is on page 5, It says here.

(1) The Governor in Council may make 
such orders or regulations as he deems 
expedient for navigation purposes res
pecting any work to which this Part 
applies...

Referring to a structure which has been 
placed in a river, and I am going back to the 
Columbia River again and back to British 
Columbia, the High Arrow dam, we have had 
locks built in this dam, and currently people 
in the area are very unhappy with the time 
schedule which has been placed upon the use 
of the locks.

I put a question on the Order Paper some 
months ago and finally had it answered by

the Mines and Energy Department, and I am 
wondering how they got into the picture? I 
think it should have gone to the Transport 
Department.

The B.C. Hydro pays for the cost of lock 
operation, and they have limited the use of 
the locks from 8 o’clock in the morning to 4 
o’clock in the afternoon, except on holidays 
when the whole thing is closed up.
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The answer to the question was that this 
was on a year-round basis. If you are going to 
operate the locks on a time schedule to suit, 
in this particular case the Celgar pulp mill, 
and not use them on the week ends when 
people with a large number of boats below 
the dam could and should be using them, this 
surely cannot be classed as year-round ser
vice. I am just using this as an example.

Prior to the structure being placed in the 
river, it was 365 days a year free access up 
and down. Once in a while the river was 
frozen over and, of course, if you had an ice 
boat you might have got through. Who sets 
these regulations? Is it the Transport 
Department?

Mr. Fortier: It used to be the Department 
of Public Works. Part I of the Act was trans
ferred from the Minister of Public Works to 
the Minister of Transport only recently, in 
the fall of 1966. In connection with the con
struction of the Arrow Lakes dam, applica
tion was made to the Department of Public 
Works and the Department of Public Works 
did give approval for the construction of the 
works. But in its approval it made this 
approval subject to many conditions respect
ing the operation of the locks.

Mr. Harding: I am still not very clear on 
this. Under whose jurisdiction will the time 
schedule for the locks be? This is the question 
I am asking. Who is going to set up the 
schedule for operating the locks on the Arrow 
dam?

Mr. Fortier: Under the conditions imposed 
when approval was given, it would be up to 
the B.C. Hydro to regulate and control the 
opening and closing of the locks.

Mr. Harding: Mr. Chairman, do I under
stand that B.C. Hydro has built the dam, and 
they are going to call the shot on the schedul
ing for the use of these locks in this river?

Mr. Manning: This whole matter is at pres
ent under discussion in the Department with
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B.C. Hydro. These regulations were made by 
the Department of Public Works at that time 
when approval was given for construction of 
the Arrow dam, and we have had meetings 
with the lawyers of B.C. Hydro to try to 
arrive at some regulations which would serve 
the public, so that the locks would be availa
ble. I understand B.C. Hydro want to reserve 
certain hours during the day to be able to 
allow the logs through for the Celgar plant 
which is below the dam. Otherwise, I under
stand we hope to be able to make an agree
ment with B.C. Hydro so that the locks will 
be open 24 hours a day during the summer 
months, and during the winter to suit local 
navigation.

Mr. Harding: I would like to thank you for 
the information, but I want to make my posi
tion very, very clear. I do not think that B.C. 
Hydro should be the organization that sets 
the time schedule for these dams. I think that 
must be under the control of the Department 
of Transport, and the public interest should 
be paramount. In the initial schedule which 
has been set up the public interest has been 
disregarded, to all intents and purposes.

This is why I am so alarmed at the word
ing of this particular bill. I believe there are 
holes in it that you can drive a horse and 
carriage through, and this is one of them. I 
am very, very apprehensive about this. I am 
not trying to take control away from the pro
vincial authorities, but navigable rivers in my 
opinion come under the federal authority, and 
we cannot have this jurisdiction eroded by 
some Crown corporation or some individual 
who, for the sake of saving a few dollars, is 
going to inconvenience the public for months 
and for years to come.

This is why I have raised the issue, Mr. 
Chairman. I feel it should be very clear-cut, 
that we know who is going to do the control
ling, who is going to set the regulations so 
that we can come to the Minister or to the 
department concerned and ask for a change if 
changes need to be made.

Mr. Richardson: Mr. Chairman, I think that 
is a very important point. But certainly 
it can be argued that control in a local 
area would be just as appropriate under 
a provincial authority, and in fact, repre
sentations by local people, if there were 
any, could just as easily, in fact perhaps 
more easily, be made to that authority than 
to a federal authority. I think that after 
all both government will be aiming to

work in the public interest, if they can deter
mine it, and there is nothing to say that the 
federal government could do a better job in 
that respect than a local government that was 
more sensitive to local concerns.
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Mr. Harding: Just one point, Mr. Chairman. 
Might I just make one more comment on 
this? B. C. Hydro is faced with the cost of 
operating the locks, and you can bet your last 
dollar that they are going to operate those 
locks just as cheaply as they can. This is 
understandable, and it is to the benefit of B. 
C. Hydro to have them operate on a very 
limited basis. This is why I feel that the 
jurisdiction should be under the control of 
the Department and that costs should not be a 
factor, or should not be the main factor in the 
use of a lake which is over 100 miles long and 
where there are literally hundreds of boats 
down the river below the Arrow Dam which 
will need the use of these locks or some 
transportation around them, and particularly 
in the summer and on week-ends when they 
go fishing and camping, and so on. This is 
something we do not want to see interfered 
with.

Mr. Richardson: Do you believe it is correct 
that Ottawa would in fact be in a better posi
tion to judge the suitability of opening and 
closing a lock in B.C. than the local 
authority?

Mr. Harding: No. I think you should con
sult with B.C. Hydro in the operation of the 
locks, but I think there must be some insist
ence that the entire control is not going to lie 
with this particular Crown corporation. We 
have also had a host of problems in connec
tion with other matters which obviously I 
think should be settled.

Mr. Pringle: Mr. Chairman, I have a sup
plementary question. It has always been my 
understanding in the operation of boats and 
marine navigation that they had a priority in 
travel in any navigable stream, and that lift 
bridges must be manned 24 hours a day and 
that no obstructions can be placed to naviga
tion. Am I now given to understand that this 
is not correct, that somebody can build a dam 
and put locks in and not open those locks to 
navigation but restrict navigation on those 
locks? This is a complete surprise to me.

Mr. Richardson: Mr. Chairman, I am sure 
Mr. Ballinger could speak to that.
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Mr. Manning: When the dam was built one 
of the conditions of approval was that the 
B.C. government would put a lock in there to 
take care of navigation. However, from the 
B.C. point of view, every cubic foot of water 
that goes through the navigation canals does 
not go through the power house. They lose it 
for power. That is why they want to have 
control over the operation of the locks. It 
becomes an economic matter.

Mr. Pringle: Is this a recent change in poli
cy, that it is now possible to dam up a stream 
and stop navigation at the will of a local 
authority or a Crown corporation?

Mr. Fortier: That is not possible...

Mr. Pringle: But they are doing it.

Mr. Fortier: . . .except, as was pointed out 
before, that the Act is not binding on a prov
ince, with that exception, and there are few 
cases where the provinces have put up works 
in navigable waters and refrained from seek
ing approval from Ottawa.

Mr. Manning: The only one I know of is 
the Peace River dam.

The Chairman: The Minister has asked if 
you will excuse him. He has another meeting 
to attend this morning. Mr. Richardson.

Mr. Richardson: Thank you, Mr. Chairman 
and gentlemen, for a good discussion of this 
bill. I am looking forward to continuing it.

Mr. McGrath: Are we going to continue 
with the bill?

Mr. Richardson: I hope that you will. The 
officials could continue the discussion until 
the House sits in about 25 minutes.
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Mr. Nesbitt: Before we have discussion of 
the Aeronautics Act perhaps we could have 
another meeting with the Minister so that he 
may...

Mr. Richardson: Oh yes, I will introduce 
the Aeronautics Act when we come to it.

Mr. Nesbitt: Thank you.

Clauses 7 and 8 agreed to.
On clause 9.
Order to remove vessel left anchored.

Mr. McGrath: I wonder if we could have an 
explanation of this particular section. How

does the Department propose to enforce it? In 
certain parts of the country—certainly in 
Newfoundland and in some of the Maritime 
Provinces—there are a number of derelict 
vessels lying around on beaches, tied up at 
public wharves and moored in public har
bours. I can think of several places in New
foundland, for example, where a number of 
old whalers are lying around—they are a gen
eral eyesore—which under the terms of this 
particular section would certainly constitute 
an obstruction to navigation. On one occasion 
I tried to have one of these derelict vessels 
removed because it was a hazard to children 
playing on the beach, and I was advised by 
the Department that they did not have the 
authority to do it. I now presume that under 
this particular amendment to the Act they do 
have the authority. I would like to know how 
this particular section will be enforced.

Mr. Fortier: This section, sir, will be 
enforced to the same extent as in the case of 
a ship which has sunk and lies at the bottom. 
If this is brought to the attention of the 
Department, under Section 14 of the Act the 
Minister has to make a decision that it is an 
obstruction to navigation. The owner is then 
notified to take action to remove it without 
delay. If this is not done, the Department 
then considers calling for tenders and giving 
out a contract for its removal. When this has 
been done we usually get after the owner to 
pay for the cost of removal.

Mr. McGrath: The initiative, though, will 
not necessarily be taken by the Department. 
The initiative will have to be taken by some
body who registers a complaint. Is that 
correct?

Mr. Fortier: Yes, it is.

Mr. McGrath: Perhaps I should amplify 
that a little bit. It seems to me that it would 
certainly be worthwhile for the Department 
to conduct an inspection of our coasts—I do 
not know about the West Coast—once this 
particular section is enacted to see what can 
be done about cleaning it up, without waiting 
for somebody else to take the initiative.

Mr. Manning: I think it would be a major 
undertaking to clean up all the beaches in the 
East or in the West. This is especially true in 
the West because...

Mr. McGrath: A major but, in my opinion, 
a worthwhile undertaking because they have
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become almost as bad as some of the used car 
dumps we have in the country.

Mr. J. Ballinger (Chief. Aids to Navigation, 
Marine Services, Department of Transport):
One thing that might be kept in mind is that 
the Act presently allows for removal of 
wrecks which are sitting on the bottom 
provided they are an obstruction to naviga
tion. The amendment to the Act allows for 
the removal of vessels which are still floating.

Mr. McGrath: What about vessels which 
are in a state of semi-buoyancy, half on the 
beach and half in the water?

Mr. Ballinger: This would be covered. They 
are presently covered under the Act if they 
are sitting on the bottom.

Mr. McGrath: I do not mean sitting on the 
bottom, sitting on the beach with the stern in 
the water. There are a number of those.

Mr. Ballinger: They are covered. Unless it 
can be shown that they are creating an 
obstruction to navigation there is no way 
under this Act of having them removed.

Mr. McGrath: There is no way of having 
them removed?

Mr. Ballinger: There is no way of having 
them removed under the Act unless it can be 
shown that they are an obstruction to 
navigation.

Mr. McGrath: According to the reply to a 
question I put yesterday the new definition of 
an obstruction to navigation would now take 
in such a derelict on a beach.

Mr. Ballinger: Only if it is an obstruction to 
navigation.

Mr. McGrath: Who decides whether or not 
it is an obstruction to navigation?
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Mr. Fortier: The Minister, under Section 
14, which reads:

14. The Minister may, if, in his opin
ion, (a) the navigation of any such navi
gable water is obstructed, impeded or 
rendered more difficult or dangerous by 
reason of the wreck, sinking, partially 
sinking, or lying ashore or grounding of 
any vessel, or of any part thereof, or of 
any other thing.

He may order the removal of the obstruction.

Mr. McGrath: That seems to be a little 
vague. In reply to this question yesterday it 
was stated quite definitely that the definition 
would now cover derelict vessels pulled up on 
beaches.

Mr. Manning: If they are an obstruction to 
navigation. If they have been left dry on the 
beaches they do not come under this Act.

The Chairman: Mr. Nowlan.

Mr. Nowlan: I have a supplementary, and I 
think this is the place to raise it. You were 
speaking about vessels on the bottom being 
an obstruction to navigation. The answer to 
my particular question may be found in the 
Act and not in these amendments. Take the 
case of a barge that is carrying bunker oil 
and sinks in deep water. It is not an obstruc
tion to navigation for other vessels, although 
it is broken and sinking and discharging the 
bunker oil all over the beaches. This hap
pened, of course, in British Columbia in 
Howe Sound two or three summers ago, and 
as I remember it there was no action taken 
for months because there was some question 
of whose responsibility it was. I would like to 
be informed on this.

Mr. Fortier: Sir, at the present time there 
is no provision in any Act in a case such as 
the one you have just mentioned by which we 
can compel the owner or the person who 
causes the oil to spill in the water to take 
action to remove the pollution, but there is a 
bill to amend the Canada Shipping Act now 
before Parliament which contains provision 
for such cases.

Mr. Nowlan: It is not an obstruction to 
navigation, but it is certainly a horrible pol
lution and, in effect, is an obstruction to navi
gation and the smaller boats because this stuff 
is clinging to all the boats. This gap is being 
remedied, not in this Act, but in the Canada 
Shipping Act?

Mr. Fortier: It is being looked after in the 
amendment of the Canada Shipping Act.

Mr. Nowlan: In the case I am thinking of I 
believe the Department finally tried to 
remove that vessel off Paisley Island on its 
own. Is that correct?

Mr. Manning: The difficulty was that it was 
just at the limit where the divers could work 
in very deep water, and it took some time to 
get a company interested in tackling this 
work.
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Mr. Nowlan: If I could ask one more 
question, what is the significance of having 
this in the Canada Shipping Act and not in 
the Navigable Waters Protection Act, when 
we are talking about obstructions, bark and 
debris in the water? Why would it not logical
ly be...

Mr. Fortier: We already have provisions in 
the Canada Shipping Act to control pollution 
of the waters by oil escaping from ships. We 
provide for that in accordance with an inter
national convention and we provide for 
prosecuting and penalizing the owners.

Mr. McGrath: Is that not covered in Section
10?

Mr. Manning: The oil in the water is not an 
impediment to navigation.

An hon. Member: It would have to be an 
obstruction?

Mr. Manning: It cannot be covered by this 
Act, but it is being covered under the Canada 
Shipping Act.

Mr. Nowlan: May I ask one further ques
tion, Mr. Chairman? What is the stage of 
these proposed amendments to the Canada 
Shipping Act?

Mr. Fortier: The bill, sir, was introduced in 
the Senate and it was on the Order Paper, I 
believe, for second reading this week. I have 
not heard whether it has received second 
reading.

The Chairman: Does that answer your 
question, Mr. Nowlan? Mr. Nesbitt?

Mr. Nesbitt: Mr. Chairman, I have just a 
very brief question to the appropriate official. 
I do not have the original Act in front of me 
at the moment—the Navigable Waters Protec
tion Act—but perhaps you could give us an 
interpretation of the word “vessel”, because 
in view of some of the other definitions...

Mr. Ballinger: I think you will find the 
definition on the first page.

Mr. Nesbitt: Yes, page four, I see. I think 
perhaps for the purpose of the record, Mr. 
Chairman, it might be well just to put this 
into the record. It might be helpful in reading 
some of the other evidence. Under Section 
12...

29554—2
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The Chairman: Is that agreed by the 
Committee?

Mr. Trudel: Is that part of the Act, Mr. 
Chairman?

Mr. Nesbitt: It is part of the original Act; it 
is not part of the amendments to which 
we are referring. I thought it might be 
helpful in interpreting some of the questions 
that have been asked here. In any event, I will 
put it this way, Mr. Chairman. In view of the 
fact that the interpretation of the word “ves
sel” is used in the amendments, in the original 
Act it reads as follows:

(c) “vessel” includes every description of 
ship, boat or craft of any kind, whether 
propelled by steam or otherwise, and 
whether used as a sea-going vessel or on 
inland waters only; including everything 
forming part of the machinery, tackle, 
equipment, cargo, stores or ballast of 
such vessel.

I would take it then, Mr. Chairman, that 
any kind of barge or raft or anything else 
could be included under the term “vessel”.

Mr. Manning: That is right. I think so, yes.

The Chairman: Mr. Rose?

Mr. Rose: Mr. Chairman, I would like to 
revert briefly for clarification to the question 
posed by Mr. Nowlan because of the distinc
tion made by one of the witnesses. It was not 
really clear to me. I believe the nub of Mr. 
Nowlan’s question was, why is there not some 
provision within this Act to control such 
things as oil leakages from sunken barges? 
We were told it was contemplated that this 
kind of control is necessary, but will be forth
coming in the Canada Shipping Act now 
before the Senate. Am I correct up to now? 
Page six, paragraph 18 deals with the throw
ing of sawdust, and so forth, and is prohibit
ed because it interferes only with navigation.

My question really is that I have observed 
that this whole problem of pollution and its 
control seems to suffer because it is divided 
among under so many acts—provincial acts, 
fishing, navigation, shipping—and the water 
pollution is a very serious thing.

My question is, really, why be half safe? I 
can see that there are instances when oil 
leaking from submerged barges, or leaking 
from vessels, could be a definite threat to 
navigation of all kinds. I think there have 
been instances where small boats—and they
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are described as vessels, too—have been 
impeded because of this sort of thing. Really 
what I am asking is why would it not be 
possible to include an amendment within this 
Act to take care of such a possibility? I do 
not see anything wrong with having legal 
insurance against this sort of thing and I 
would like your comments on this, please.

Mr. Fortier: I would suggest that the reason 
why we deal with this angle of oil pollution 
in the Canada Shipping Act is because we 
already have provisions in the Canada Ship
ping Act in respect of oil pollution. Of course, 
the jurisdiction of the Parliament of Canada 
in connection with pollution by oil can only 
be exercised in respect of oil which comes 
from ships.

If oil is discharged in the navigable water 
by pipes, of course, that does not come under 
the jurisdiction of Parliament; it comes under 
provincial jurisdiction, perhaps under the 
heading of health. The jurisdiction of the Par
liament of Canada under the British North 
America Act only deals with navigation and 
shipping, and pollution caused other than by 
ships would not be an item that we could 
legislate on.

The Chairman: Mr. Breau?

Mr. Breau: I have a supplementary for Mr. 
Fortier. Bunker oil would obstruct a jet pro
pelled unit, would it not?

Mr. Fortier: Bunker oil would?

Mr. Breau: A jet propelled boat or a Sea- 
Doo or something which has a small jet with 
a small impeller in it. Surely that is a naviga
ble unit; it is classified as a vessel in this Act 
because it floats and it is power propelled, 
and bunker oil would surely obstruct that.
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Mr. Fortier: Yes, but if bunker oil escapes 
from the ship and pollutes the waters, that is 
an item that would have to be controlled, as I 
said, under the legislation that we are now 
proposing to Parliament.

Mr. Allmand: Not on the pollution end; he 
is bringing up the point of obstruction to 
navigation. He is saying that certain oil will 
interfere with navigation without any refer
ence at all to its pollutant effect.

Mr. Fortier: The oil itself cannot cause 
obstruction to navigation.

Mr. Breau: Yes, it can to a jet propelled 
unit.

Mr. Manning: The ship could operate 
through the oil; it would be dangerous for 
that ship to do that.

Mr. Breau: No, not a jet propelled ...

The Chairman: One at a time please.

Mr. Breau: Mr. Fortier, a jet propelled unit 
which is a Sea-Doo, is powered by the water 
that goes through a jet that can be three or 
four inches wide with a small impeller, and 
surely bunker oil would obstruct that. I do 
not know whether you have seen those 
machines.

Mr. Manning: It will obstruct the engine of 
the boat, but it would not prevent the boat 
from floating through.

Mr. Nowlan: Could I ask a supplementary 
of Mr. Manning? How could sawdust, or edg
ings, or bark—granted bark can get pretty 
big—but would sawdust or edgings be any 
more obstruction to almost any of these 
vessels, either ocean-going or motor boats, 
than the bunker oil that I am talking about?

Mr. Manning: In this case this would even
tually go to the bottom and raise the bottom. 
These are solids, sawdust, edgings, laths and 
bark, and when they float on the surface they 
would be an obstruction to navigation.

Mr. Nowlan: But it is while they are float
ing that they are going to interfere with 
navigation.

Mr. Manning: Yes, while they are floating.

Mr. McGrath: Are we on Clause 10, Mr. 
Chairman?

The Chairman: We are on Clause 9.

Mr. McGrath: Can we discuss Clause 10 
also?

Mr. Nowlan: They are interrelated.

The Chairman: Does Clause 9 carry?

Mr. Nowlan: I appreciate what Mr. Fortier 
said about the Canada Shipping Act and the 
discharge of oil. This, I gather, is about 
ocean-going ships in harbour or going out of 
harbour that sometimes lighten their load, 
either accidentally or by design, and this pol
lutes the harbour.

Mr. Fortier: Discharging oil.
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Mr. Nowlan: Discharging oil. I appreciate 
that section under the Canada Shipping Act, 
but in the amendment that is going to take 
care of a barge that is sunk and from which 
oil is coming out, is there going to be the 
same procedure? Is the procedure easier or 
more difficult than under the Navigable 
Waters Protection Act, or would it be the 
same to enforce it?

Mr. Fortier: I am sorry I cannot speak 
from memory, but I believe that what is in 
the bill is a provision that will provide for a 
penalty.

Mr. Nowlan: This is what I was wondering. 
As I understand the Canada Shipping Act, 
you just penalize the boat or the skipper of 
the boat for discharging the oil, and he sails 
merrily on. But here under the Navigable 
Waters Protection Act, you have a procedure 
whereby for a derelict which is obstructing 
navigation you can in effect enforce the re
moval of the derelict. If they do not remove it, 
the Department removes it and collects 
against the owner.

To me, if you have a barge that has sunk 
and is discharging oil—and we are talking 
about thousands of gallons of bunker oil on 
these barges from the West Coast—then a 
fine of whatever it is, $50 or $250, is not going 
to help remove that barge that is polluting 
beaches and is obstructing navigation.

Mr. Fortier: As far as the barge is con
cerned, we would have authority to enforce 
the removal. But if the oil escapes and comes 
up to the surface, that is where we would 
have no authority to force the removal, 
because the Minister could not say that this 
oil is an obstruction to shipping.

e 1055

Mr. Manning: This is under the Canada 
Shipping Act. The action could be taken 
under the Canada Shipping Act to remove the 
oil from that barge, to force the owner to 
remove the oil, under the new legislation. But 
I am not competent to discuss this, because it 
does not come under my branch. This is 
another branch in the Department of Trans
port. The Director of marine regulations looks 
after the Canada Shipping Act and the 
obstruction by oil. But we are only concerned 
about solids in this Act.

Mr. Nowlan: I will let further questions on 
this pass for the moment. Do you have the

reference in the Canada Shipping Act for this 
new amendment?

Mr. Fortier: No. I have not. The bill is a 
Senate bill.

The Chairman: We are still on Clause 9. In 
five minutes we will be called to go back to 
the House, but I would like to get a couple of 
motions through this morning if possible. We 
still have Mr. McGrath’s motion that we dis
cussed yesterday, that the Chairman be 
authorized to hold meetings, to receive and 
authorize the printing of evidence when a 
quorum is not required.

Yesterday it was suggested that the quorum 
be reduced to five members. I spoke to the 
Clerk of the House and he told me he is 
agreeable to that. Does the Committee agree 
that we reduce the quorum to five members?

Mr. McGrath: For the purpose of taking 
evidence only. In other words, there will be 
at least five members present including the 
Chairman before evidence can be heard.

The Chairman: That is right.

An hon. Member: There can be no less than 
five members.

Mr. McGrath: I so move.

Mr. Breau: I second the motion.
Motion agreed to.

Mr. Skoberg: It is understood, Mr. Chair
man, that no action can be taken by this 
number.

The Chairman: That is right. I would also 
like a motion to replace Mr. Thomas with Mr. 
Nesbitt on the Steering Committee. This is a 
formality.

Some hon. Members: Agreed.

Mr. Allmand: Did we agree to a special 
quorum for evidence-taking also?

The Chairman: Yes.

Mr. Allmand: Good.
The Chairman: Does the Committee agree 

to sit Monday after Orders of the Day? You 
know there are many of us who will be leav
ing to on the trip, and we have these bills.

Mr. Nesbitt: We are agreeable, but do we 
have the authority to do it?

The Chairman: Yes, we have the authority 
to do it.
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Mr. Allmand: We have the authority under 
the new rules.

Mr. Nesbitt: All right.

The Chairman: So we will sit Monday aft
ernoon after Orders of the Day.

Mr. Allmand: To look after these bills?

The Chairman: Yes, we have to finish this 
one and the other bill. Is this agreed?

Some hon. Members: Agreed.
Mr. Harding: Mr. Chairman, are we on 

Clause 9?
The Chairman: We are on Clause 9. We 

will meet Monday afternoon.
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(Text) (Texte)
PROCÈS-VERBALMINUTES OF PROCEEDINGS

Monday, January 27, 1969.
(12)

The Standing Committee on Transport 
and Communications met this day at 3.30 
o’clock p.m. The Chairman, Mr. H. Pit 
Lessard, presided.

Members present: Messrs. Allmand, 
Brea, Harding, Howard (Okanagan Bound
ary), Lessard (LaSalle), McGrath, Nes
bitt, Pringle, Portelance, Rock, Serre, Sko- 
berg, Trudel, Turner (London East) — (14).

In attendance: The Honourable James 
Richardson, Minister without Portfolio; 
From the Department of Transport: Messrs. 
Jacques Fortier, Legal Counsel; John Bal
linger, Chief, Aid to Navigation, Marine 
Services; Walter J. Manning, Director, 
Marine, Works; P. Walker, Regulations 
and Licensing, and Mr. Nicholas Yost, 
Superintendent of Property Management; 
From the Canadian Transport Commis
sion: Mr. John Gray, Assistant Director, 
Legal Department.

The Committee resumed its clause by 
clause consideration of Bill S-19.

Clauses 9, 10, 11, 12, 13, 14, 15 and 16 
were severally carried.

On clause 4, sub-section (c), Mr. Hard
ing moved that the following words be 
added after word “Act”,

“including provincial and federal 
Crown Corporations”.

The Chairman ruled that the amend
ment was out of order since clause 4 had 
already been carried.

The title carried.
The Bill carried.

The Chairman was instructed to report 
Bill S-19, An Act to amend the Navigable 
Waters Protection Act, without amend
ment.

Le lundi 27 janvier 1969.
(12)

Le Comité permanent des transports et 
des communications se réunit à 3 h. 30 cet 
après-midi, sous la présidence de M. H.- 
Pit Lessard, président.

Présents: MM. Allmand, Breau, Harding, 
Howard (Okanagan Boundary), McGrath, 
Nesbitt, Portelance, Pringle, Rock, Serré, 
Skoberg, Trudel, Turner (London-est), 
(14).

Aussi présents: L’honorable James 
Richardson, ministre d’État. Du ministère 
de Transports: M” Jacques Fortier, service 
du contentieux et avocat-conseil; M. 
John Ballinger, chef, Division des aides à 
la navigation; M. Walter J. Manning, 
directeur, Direction des travaux maritimes.

De la Commission canadienne du 
transport: M. John Gray, Directeur ad
joint, service du contentieux.

Le Comité reprend l’étude du Bill S-19, 
Loi modifiant la Loi sur la protection des 
eaux navigables.

Les articles 9, 10, 11, 12, 13, 14, 15 et 
16 sont agréés.

Concernant le paragraphe c) de l’ar
ticle 5, M. Harding propose que soient 
ajoutés, à la suite du mot Loi, les mots 
«sociétés de la Couronne tant provinciales 
que fédérales».

Le président déclare cette modification 
irrecevable étant donné que l’article 5 est 
déjà agréé.

Le titre est adopté.
Le Bill est adopté.

Le Comité demande au président de 
faire rapport du Bill S-19, Loi modifiant 
la Loi sur la protection des eaux navi
gables, sans modification.
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Then the Honourable James Richardson, 
Minister without Portfolio, made a state
ment on Bill S-14, An Act to amend the 
Aeronautics Act, and was questioned 
thereon assisted by some officials of the 
Department of Transport and the Cana
dian Transport Commission.

The Committee then proceeded to a 
clause by clause consideration of the said 
Bill S-14.

Clauses 1, 2, 3, 4, 5, 6, 7, 8, and 9 were 
severally carried.

The title carried.

The Bill carried.

The Chairman was instructed to report 
bill S-14, An Act to amend The Aero
nautics Act without amendment.

At 4.50 o’clock p.m. the Committee ad
journed to the call of the Chair.

Le président invite ensuite l’honorable 
James Richardson, ministre sans porte
feuille, à faire une déclaration concernant 
le Bill S-14, Loi modifiant la Loi sur l’aé
ronautique; puis les membres du Comité 
l’interrogent ainsi que des hauts fonction
naires du ministère des Transports et de la 
Commission canadienne des transports.

Le Comité étudie le Bill S-14, article 
par article.

Articles: 1, 2, 3, 4, 5, 6, 7, 8 et 9 sont 
agréés.

Le titre est adopté.
Le Bill est adopté.
Le Comité demande au président de 

faire rapport du Bill S-14, Loi modifiant 
la Loi sur l’aéronautique, sans modification.

A 4 h. 50 de l’après-midi, le Comité 
s’ajourne jusqu’à nouvelle convocation du 
président.

Le secrétaire du Comité, 
Robert Normand 

Clerk of the Committee.
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EVIDENCE

(Recorded by Electronic Apparatus)

Monday. January 27, 1969

• 1532

The Chairman: Gentlemen, I see a quorum. 
We still have the Minister, Mr. Richardson, 
with us this afternoon as well as some of his 
staff, including Mr. Jacques Fortier, Legal 
Counsel. We also have Mr. John Ballinger, 
Mr. Walter Manning and Mr. John Gray.

When we adjourned last Friday, we were 
dealing with Clause 9. We have already had 
some discussion on this clause. Does anyone 
have any further questions on Clause 9?

Shall Clause 9 carry?
Clause agreed to.
On clause 10—Throwing sawdust, etc. 

prohibited

The Chairman: Are there any questions on
Clause 10?

Mr. Harding: Mr. Chairman, I think proba
bly this clause is new. I note that it reads as 
follows:

No person shall throw or deposit or 
cause, suffer or permit to be thrown or 
deposited any sawdust, edgings, slabs, 
bark or like rubbish of any description 
whatsoever that is liable to interfere with 
navigation in any water, any part of 
which is navigable or that flows into any 
navigable water.

I presume this will take care of the prob
lem of solids or debris of any type getting 
into a small stream which would eventually 
get into a larger stream.

My question is this: does this mean that the 
federal authority will be able to check on all 
these small streams which might have saw
mills, logging operations or any other type of 
operation that might add debris to the water?

• 1535

Mr. McGrath: How is this particular clause 
enforceable when one considers the number 
of paper mills in this country with substantial 
logging operations? I presume this is what it 
covers.

TÉMOIGNAGES

(Enregistrement électronique)

[Interprétation]

Le président: Messieurs, nous avons le quo
rum. Nous avons toujours le ministre d’Etat, 
l’Hon. M. Richardson, avec nous cet après- 
midi, ainsi qu’une partie de son personnel, M* 
Jacques Fortier, avocat-conseil, M. John Bal
linger, M. Walter Manning et M. John Gray.

Quand nous avons levé la séance, vendredi 
dernier, nous étions rendus à l’article 9. Nous 
avons déjà discuté un peu de l’article 9. Avez- 
vous des questions à ce sujet? L’article 9 
est-il adopté?

L’article 9 est adopté.
L’article 10—Défense de jeter des sciures, 

etc.

Le président: Avez-vous des questions au 
sujet de l’article 10?

M. Harding: Monsieur le président, je crois 
bien que cet article est nouveau. J’en fais la 
lecture:

Nul ne doit jeter ou déposer, ni faire 
jeter ou déposer, ni permettre ni tolérer 
que soient jetés ou déposés des sciures, 
rognures, dosses, écorces, ou semblables 
déchets de quelque sorte qui sont suscep
tibles de nuire à la navigation dans des 
eaux dont une partie quelconque est 
navigable ou qui se déversent dans des 
eaux navigables.

Je présume que cela couvre aussi le pro
blème des solides qui entreraient dans un 
petit ruisseau, et qui, à la longue, se déverse
raient dans un cours d’eau plus vaste.

Voici ma question: Est-ce que cela veut 
dire que les autorités fédérales pourront 
vérifier tous les petits cours d’eau le long 
desquels on pourrait trouver des scieries ou 
d’autres entreprises du genre qui pourraient 
nuire à la navigation?

M. McGrath: Comment est-il possible d’in
sérer cet article, étant donné l’envergure des 
usines de pâte et de papier dans notre pays? 
J’imagine que c’est ce à quoi l’on vise par cet 
article.

207
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[Text]
The Chairman: I would ask Mr. Fortier to 

answer that question.

An hon. Member: I have one further 
question...

Mr. McGrath: Everything is considered 
navigable waters now—part of the little duck 
pond.

The Chairman: One at a time, please. I 
think Mr. is going to answer the two ques
tions because they are related to this.

Mr. Jacques Fortier (Legal Counsel for the 
Department of Transport): Mr. Chairman, the 
enforcement of Section 18 of the amended Act 
would be conducted by...

Mr. Harding: Mr. Chairman, I am afraid I 
cannot hear the witness.

Mr. Fortier: The enforcement of Section 18 
suggested in Clause 10 would be conducted, I 
take it, by the RCMP and would be designed 
to stop operators of paper mills permitting 
rubbish from their operations being deposited 
in navigable waters and building up the bot
tom so that it would interfere with 
navigation.

The Chairman: Does that answer your 
question, Mr. Harding?

An hon. Member: Mr. Chairman, may I ask 
one short supplementary?

The Chairman: Just a minute.

Mr. Harding: The answer is that the RCMP 
will be the natural agency to enforce these 
regulations.

Mr. Foriier: The RCMP are charged with 
the enforcement of all departmental regula
tions. Now, if a complaint is made to the 
Department that certain companies are per
mitting their rubbish from mill operations to 
build up and obstruct navigation—the 
Department would conduct an investigation 
and if it came to the decision that prosecution 
was in order, then we would ask the Depart
ment of Justice to proceed to a prosecution.

Mr. Harding: I have another question on 
this, Mr. Chairman, while we are dealing 
with it. Is there not some overlapping with 
provincial jurisdiction in this field?

Mr. Foriier: Overlapping jurisdiction
between ...

Mr. Harding: I think there is an overlap
ping of jurisdiction. I am quite certain that 
the provincial jurisdictions have regulations 
governing the pollution of water by this type 
of debris.

[Interpretation]
Le président: Je demanderais à M. Fortier 

de répondre à la question.

Une voix: J’ai une autre question...

M. McGrath: On peut dire que toutes les 
eaux sont maintenant navigables.

Le président: A l’ordre. M. Fortier va 
répondre aux deux questions, car elles se 
rapportent au sujet.

M. J. Fortier (avocat-conseil, ministère des 
Transports): Monsieur le président, l’applica
tion de l’article 18...

M. Harding: Je m’excuse, monsieur le pré
sident, je n’entends pas M. Fortier.

M. Fortier: L’application de l’article 18, 
relèverait, si j’ai bien compris, de la compé
tence de la Gendarmerie royale et empêche
rait les exploitants d’usines de pâte et de 
papier de jeter les déchets de leur entreprise 
dans les eaux navigables, nuisant ainsi à la 
navigation par un dépôt excessif dans le fond.

Le président: Est-ce que cela répond à 
votre question, monsieur Harding?

Une voix: J’ai une question supplémentaire, 
monsieur le président.

Le président: Attendez une minute.

M. Harding: La Gendarmerie sera l’agent 
naturel pour l’application de ces règlements.

M. Fortier: La Gendarmerie est chargée 
d’appliquer tous les règlements du Ministère. 
Si une plainte est formulée auprès du Minis
tère à l’effet que certaines compagnies nuisent 
à la navigation par les déchets de leur entre
prise il y aurait une enquête. Si, à la suite de 
l’enquête on voulait prendre des mesures 
légales, on demanderait alors au ministère de 
la Justice d’intenter un procès contre ces 
compagnies.

M. Harding: J’ai une autre question à ce 
sujet, monsieur le président. Est-ce qu’il n’y a 
pas chevauchement avec la juridiction pro
vinciale dans ce domaine?

M. Foriier: Chevauchement de juridiction 
entre...

M. Harding: Je pense qu’il a chevauche
ment de juridiction. Je suis presque sûr que 
les provinces ont des règlements au sujet de 
la pollution de l’eau.
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[Texte] [Interprétation]
Mr. Fortier; You must understand, sir, that M. Fortier: Vous devez comprendre que cet 

this clause is to prevent the building up of article veut empêcher que l’on dépose trop de 
the beds of rivers and navigable waters that choses dans le fond des rivières et des eaux 
would endanger or obstruct navigation, but navigables et que cela nuise à la navigation, 
otherwise the pollution of waters is a matter Mais, la question de la pollution des eaux 
that, as you said, comes under provincial relève de la compétence provinciale. La com- 
jurisdiction. The jurisdiction of the federal pétence fédérale, en ce qui concerne la pollu- 
government concerning pollution is only in tion, s’exerce seulement à l’égard des subs- 
respect of substances—liquids—that may be tances, des liquides, qui pourraient être 
dropped into waters from ships, and that déversés dans les eaux par les navires. Cette 
jurisdiction is exercised under the Canada compétence s’exerce en vertu de la Loi sur la 
Shipping Act marine marchande du Canada.

Mr. Harding: To follow up the question 
asked just previous to this about pulp mills 
pouring effluent into streams, this, then comes 
under this Act? Is that right?

The Hon. James Richardson (Minister with
out Portfolio): Mr. Chairman, I think the first 
thing to be said is that this particular Section 
in the Act as it stood before the amendment 
applied only to sawmills, and the main pur
pose of this amendment is to widen the power 
and have it apply to any plant or any factory 
or any person; but it applies only to naviga
tion; in other words, it is not related to pollu
tion. It is only when a factory is allowing 
something to go into the water, which sinks 
and becomes an obstruction to navigation.

• 1540

The essential difference between the pres
ent Act and the act after amendment by this 
bill is that that ruling will apply to any per
son, or any factory, and not just to a sawmill.

Mr. Harding: Mr. Chairman, I do not want 
to skip any clauses, but a little farther down 
we are removing a couple of sections from 
the old Act. One of them in section 21, deal
ing with the right of fishery officials to check 
for sawdust, and so on, in navigable waters. I 
think the two are very, very closely related.

Why should you remove a check by one of 
our agencies on this type of pollution? You 
say you are strengthening the Act. Where in 
the new act does this new power of checking 
appear?

Mr. Richardson: Mr. Chairman, I believe the 
purpose is to try to contain within this bill to 
amend the Act only matters that affect navi
gation. We could have touched things that 
affect the health of fish, or we could have 
gone into pollution, but other acts deal with 
those. That is why that was taken out of these 
amendments. Therefore, if it does not affect 
navigation it is not here.

M. Harding: La question au sujet des usines 
de pâte et de papier qui déposent leurs 
déchets dans les cours d’eau relèverait de 
cette Loi, n’est-ce pas?

L'hon. J. Richardson (ministre d'Éiai):
Monsieur le président, la première chose à 
dire au sujet de cet article de la loi, tel qu’il 
existait avant la modification, c’est qu’il ne 
s’appliquait qu’aux scieries. Maintenant, nous 
voulons que l’article s’applique à toute usine 
ou à toute personne en ce qui concerne la 
navigation seulement. En d’autres mots, il ne 
s’agit pas de pollution des eaux. Cela s’appli
que seulement lorsqu’une usine jette quelque 
chose dans l’eau et nuit ainsi à la navigation.

La différence essentielle entre la loi actuelle 
et ce qu’elle sera après modification, c’est que 
cela s’appliquera à toute personne ou à toute 
usine, et non pas tout simplement à une 
scierie.

M. Harding: Je ne voudrais pas passer à un 
autre article, mais plus loin nous annulons 
certains articles de l’ancienne Loi. Entre 
autres, il y a l’article 21, qui a trait à la 
compétence des fonctionnaires des Pêcheries 
de vérifier la présence de sciure dans les eaux 
navigables. Je crois que les deux sont interre
liés. Pourquoi enlever cette possibilité de 
vérification par nos agents sur ce genre de 
pollution? Vous prétendez renforcer la loi, 
mais où trouve-t-on ce pouvoir de vérification 
dans la nouvelle Loi?

M. Richardson: Je crois, monsieur le prési
dent, que l’objet est de maintenir dans le 
présent bill seulement ce qui a trait aux obs
tacles à la navigation. Nous aurions pu parler 
de ce qui menace la santé des poissons ou 
autre chose, mais on l’a déjà fait dans d’au
tres Lois. C’est la raison pour laquelle nous 
n’en parlons pas dans les présents amende
ments. Si une chose ne constitue pas un obs
tacle à la navigation, elle ne se trouve pas 
dans le présent bill.
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[Text]
Mr. Harding: Sawdust getting into the river 

and eventually sinking is one thing that will 
affect navigation.

Mr. Richardson: That is right.

Mr. Harding: Yet you have taken out the 
check by the Fisheries Department on the 
amount of sawdust which can get into these 
navigable waters. What is the reason for this? 
Mind you, this section is a little farther down, 
but the two are linked and I will not be 
questioning on it later. Why should it be 
removed from the old Act when there is no 
method of checking in the legislation we now 
have before us?

Mr. Richardson: Mr. Chairman, I think it is 
covered under clause 10 in this bill.

Mr. Harding: You think this gives you suffi
cient coverage without specifically naming 
some department to do the checking; is that 
it?

Mr. Richardson: That would be right, yes; 
that would be my understanding.

The Chairman: Mr. Pringle?

Mr. Pringle: My question has been partially 
answered, but I will be very brief. I wish to 
refer to logging operations on navigable 
waters, where we have situations involving 
deadheads. When they come down with log 
booms on whom does this bill place the re
sponsibility for those deadheads? Is this 
covered?

Mr. Fortier: Sir, the new section 18 will 
apply only to the items which are listed—saw
dust, edgings, slabs or like rubbish. To the 
extent that a deadhead could be considered to 
constitute rubbish it would come under that 
section. Otherwise logs and log booms are not 
covered by this bill.

Mr. Pringle: Thank you.

The Chairman: Mr. Rock?

Mr. Rock: I have had a property on Lake 
St. Francis for the past twenty years. Since 
the use of the Seaway by larger ships I have 
noticed that there are more floating weeds. 
These are a danger to the navigation of plea
sure craft—and I will not mention the pollu
tion aspect of them. I have noticed this for 
many years, and it has increased year by 
year as ships have become larger.

During the three weeks of the Seaway 
strike last year there was not a weed floating 
on Lake St. Francis or Lake St. Louis.

[Interpretation]
M. Harding: Les sciures qui entrent dans 

les rivières pourraient affecter la navigation.

M. Richardson: C’est exact.

M. Harding: Mais vous avez quand même 
enlevé la vérification de la part du ministère 
des Pêcheries sur la quantité de sciure qui se 
trouve dans ces eaux navigables. Quelle est la 
raison pour cela? Cet article est un peu plus 
loin, mais je crois que les deux sont interre
liés. Pourquoi l’a-t-on enlevé de l’ancienne 
Loi, sans laisser une méthode de vérification 
dans le bill actuel?

M. Richardson: Je crois que tout cela se 
trouve dans l’article 10.

M. Harding: Vous croyez avoir suffisam
ment de pouvoirs sans être obligés de préci
ser un ministère quelconque?

M. Richardson: Oui. C’est ce que je com
prends de la Loi.

Le président: Monsieur Pringle.

M. Pringle: La réponse à ma question a été 
donnée en partie. Je voudrais parler juste
ment des opérations forestières sur les eaux 
navigables où nous avons des billots égarés. 
De qui relève la compétence de ces billots 
égarés? Est-ce que cela est visé par la Loi?

M. Fortier: Le nouvel article 18 ne s’appli
que qu’aux articles qui sont énumérés: les 
sciures, rognures, dosses, écorces, ou sembla
bles déchets. Nous pourrions peut-être consi
dérer que les billots sont de semblables 
déchets, autrement les billes et les billots ne 
sont pas couverts par la loi.

M. Pringle: Merci.

Le président: Monsieur Rock?

M. Rock: Monsieur le président, j’ai une 
propriété sur le lac Saint-François depuis 
vingt ans, et j’ai constaté que le trafic sur la 
voie maritime du Saint-Laurent est de plus en 
plus grand et que les navires qui empruntent 
cette voie sont d’un tonnage toujours plus 
fort, sans parler des mauvaises herbes flottant 
à sa surface. Ceci constitue un danger pour la 
navigation des yachts de plaisance et pollue 
les eaux. C’est un fait que j’ai constaté au 
cours des dernières années avec l’accroisse
ment du trafic maritime.

L’an dernier, au cours de la grève de la 
Voie maritime du Saint-Laurent, aucune
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I immediately brought this to the attention 

of one of your departmental employees and I 
received an answer, but I am not satisfied 
with their excuse. I have not had time to 
reply to it. It was that the weeds did not come 
down because the locks were closed. They did 
not seem to realize that there is also an elec
tric power plant there, through which the 
water flows. There were still no floating 
weeds.

I have been told of this by many people on 
Lake St. Francis. There is a 27-foot deep 
channel and beside it there are perhaps two 
or three feet of water containing weeds. The 
turbulence from the propellers of these large 
ships uproots tons and tons of these weeds 
and beds of them float downstream and 
deposit themselves in many parts of the lake 
or rivers and on the shores. They then de
compose and cause pollution.

I have not really had an answer, and I have 
been asking your department and the Seaway 
people to investigate this.
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I just wish to warn you, Mr. Richardson, 
that if it is actually the turbulence from the 
propellers that causes this then we, the gov
ernment, through one of our agencies, the 
Seaway Authority, may be creating more of 
an obstacle to the navigation of, say, pleasure 
craft than are all the sawmills in Canada.

I merely want to bring to your attention 
that by this act we may be enacting laws 
which will have a great effect on our own 
agency, the Seaway Authority, because of its 
having allowed this to happen.

There may be another answer, but if this is 
the case these ships may have to proceed at 
slower speeds through these channels. I am 
still pursuing an investigation of this matter, 
and I thought I would bring it to your 
attention.

The Chairman: Shall clause 10 carry?

Mr. Harding: I have another question on 
this clause. If this is not the correct clause, 
Mr. Chairman, perhaps you could direct me 
to the proper one.

A little earlier on in the bill it is stated that 
artificial lakes formed behind dams will come 
under the jurisdiction of this act? Is that so?

Mr. Fortier: That is right, sir, because of 
the new definition that is included in clause 
lA(b):

“navigable water” includes a canal and 
any other body of water created... as a 
result of the construction of any work.

[Interprétation]
herbe ne flottait sur le lac Saint-François et le 
lac Saint-Louis. J’ai immédiatement porté ce 
fait à l’attention de vos employés et on m’a 
répondu, mais je ne suis pas satisfait de la 
raison donnée. Je n’ai pas eu le temps d’y 
répondre. On nous a dit que c’était parce que 
les écluses étaient fermées que les herbages 
n’étaient pas parvenus jusqu’à nous. Ils ne 
paraissaient pas savoir qu’il y a aussi une 
usine hydro-électrique, d’où l’eau s’écoule et, 
néanmoins, il n’y avait pas d’herbes flottantes.

On m’a dit qu’il y a un chenal d’une pro
fondeur de 27 pieds. Au fond, pour une pro
fondeur de deux ou trois pieds, il y a des 
herbes que les hélices de ces navires déta
chent et amènent à la surface où elles flottent, 
pour ensuite se déposer à différents endroits 
du lac ou des rivières et des rivages. Elles se 
décomposent alors et causent ainsi une 
pollution.

J’ai demandé à votre ministère et à la Voie 
maritime de faire une enquête, mais la 
réponse que j’ai eue ne me satisfait pas et je 
ne peux l’accepter.

Je voulais tout simplement vous prévenir, 
Monsieur Richardson, que si, en fait, cet état 
de choses est dû à l’action des hélices des 
navires, nous du gouvernement, par le tru
chement de la Voie maritime du Saint-Lau
rent, allons nuire davantage à la navigation 
des bateaux de plaisance que toutes les scie
ries au Canada. Je voulais simplement vous 
faire remarquer que par cette loi, nous allons 
établir des règles qui auront une grande por
tée en regard de la voie maritime qui a per
mis que de telles choses se produisent.

Il y a peut-être une autre réponse, mais si 
tel est le cas, il se peut qu’ils aient à ralentir 
dans le chenal. Je voulais tout simplement 
attirer votre attention à ce sujet.

Le président: L’article 10 est-il adoptée?

M. Harding: Si ce n’est pas le même article, 
monsieur le président, vous pourriez peut- 
être m’indiquer celui dont il s’agit. Plus tôt 
dans le projet de loi on dit que les lacs arti
ficiels qui se sont formés en amont des barra
ges relèveront de cette loi. Est-ce vrai?

M. Fortier; C’est exact, en raison de la nou
velle définition incluse dans l’article lAb):

«eaux navigables, comprend un canal 
ainsi que toute autre étendue d’eau créés 
ou modifiés par suite de la construction 
d’un ouvrage.»
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Mr. Harding: I presume that will cover the 

lakes formed in the reservoir basins behind 
the dams involved in the Columbia River 
Treaty projects—the Arrow Dam, the Duncan 
Dam, the Mica Dam, which is being built; 
and the Libby Dam, being built in the United 
States, which will flood 40 miles into Canadi
an territory. Will the reservoir basins in 
these areas be under the jurisdiction of this 
Act, Mr. Chairman?

Mr. Fortier: For navigation purposes they 
will come under the jurisdiction of this Act.

Mr. Harding: I have another point I would 
like to bring to the attention of the members, 
and on which I would like a little advice.

In some of these basins an improper job of 
clearing has been done. There is absolutely no 
doubt about that. For example, because of 
floating debris and the fact that the timber 
has never been cut, one could not take a boat 
up 85 per cent of the upper part of Duncan 
Lake, and it comes under this bill. These 
have created navigational hazards. You would 
be in direct conflict with one of the Crown 
corporations in British Columbia—in this case 
B.C. Hydro—and with the provincial govern
ment relative to the clearing of these reser
voir basins, but here you have a clear case of 
federal jurisdiction, I presume, and this 
debris is still allowed to remain there. Could 
the clearing of these reservoir basins be 
enforced under this new act?

Mr. Fortier: I do not know that I can give 
you a definite answer on that. If it is a case 
where, at the time of the work being con
structed the land-owners whose lands were to 
be flooded were approached and gave to the 
constructors easements to flood their land up 
to a certain elevation, and if before the land 
was flooded as the result of the construction 
of the work the land was not cleared to the 
extent that the trees may have been cut but 
the stumps were not removed—the stumps 
are still imbedded in the land—I doubt that 
there is any provision in Part I which would 
govern the removal of those stumps. They 
would not come under the heading of rubbish 
because they are objects of natural growth 
which are still there. They have been partly 
removed only.
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Mr. Harding: Mr. Chairman, getting back 
to the clearing problem, I think anyone would 
concede that the leaving of short stumps 
might be considered as debris. This is logical

[Interpretation]
M. Harding: Alors, je présume qu’elle com

prendra les lacs qui sont formés dans les bas
sins de réservoirs le long des barrages inclus 
dans les projets consécutifs au Traité du 
fleuve Columbia, comme le barrage du lac 
Arrow, du lac Duncan, du lac Mica, que l’on 
est en train de construire, de même que celui 
du lac Libby, aux États-Unis, qui va déverser 
jusqu’à 45 milles dans le territoire canadien. 
J’imagine que les réservoirs relèveront de 
cette loi. Ai-je raison, monsieur le président?

M. Fortier: Aux fins de la navigation, cela 
relèvera de la présente loi, oui.

M. Harding: Il y a un autre point sur lequel 
je voudrais attirer l’attention des députés et 
avoir leur point de vue.

Dans certains de ces bassins, on n’a pas 
nettoyé suffisamment. Il n’y a aucun doute à 
ce sujet. Par exemple, à cause des débris 
flottants, il est impossible de faire remonter 
un bateau à plus de 85 p. 100 de la partie 
supérieurs du lac Duncan, qui tombe sous le 
coup de cette loi. Et voilà des obstacles à la 
navigation. Vous seriez alors en conflit direct 
avec l’une des sociétés de la Couronne de la 
Colombie-Britannique, dans le cas qui nous 
occupe, l'Hydro de la Colombie-Britannique, 
et avec le gouvernement provincial en ce qui 
concerne le nettoyage de ces bassins de réser
voirs. Nous avons là un très bel exemple de 
la compétence fédérale, et on laisse quand 
même ces débris.

Est-ce que nous pourrions appliquer cette 
loi à cet égard, pour nettoyer les bassins de 
réservoirs?

M. Fortier: Je ne sais pas si je peux vous 
donner une réponse définitive à ce sujet. Si ce 
qui s’est produit est qu’au moment où l’ou
vrage a été construit, les propriétaires dont 
les terres devaient être inondées ont donné la 
permission d’inonder leurs terres jusqu’à une 
certaine hauteur, et si, avant que l’on n’i
nonde les terres en vue de la construction de 
l’ouvrage, le terrain n’a pas été nettoyé 
suffisamment—c’est-à-dire que l’on a coupé 
les arbres, mais que l’on a laissé les souches 
dans le sol—il n’y a rien dans la partie I qui 
oblige à enlever ces souches. Car, il ne s’agit 
pas vraiment de déchets mais de croissances 
naturelles qui sont toujours là car on n’en a 
enlevé qu’une partie.

M. Harding: Monsieur le président, pour en 
revenir à cette question de déblaiement, j’ai 
l’impression que tout le monde admettrait que 
des courtes souches peuvent être considérées
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and sensible, I believe, when clearing costs 
come into the picture, but how about the 
position where trees were never cut and 
allowed to stand, many over 100 feet high? 
These are the ones I am concerned about— 
this type of debris. Now what would be the 
position of the federal government under the 
regulations we have here now? Could they 
force the clearing of the shorelines?

Mr. Fortier: Approval would have been 
obtained and would have been given to con
struct the dam. Once the work was finished 
the water would be raised to create this lake 
and it would be created with the obstruction, 
with the stumps, as they existed before the 
water was raised, before the lake was creat
ed. In those circumstances, I cannot see any 
provision in Part I which would apply so as 
to give jurisdiction to the Crown to enforce 
the removal of those stumps.

Mr. Harding: The point I am making is 
this: We are in the process of building Mica 
dam on the Columbia River to form a lake 
125 miles long. The plan is not to clear it 
properly—it will only be partially cleared. 
There will be millions of feet of timber flood
ed. Some of it will be at great depths, some 
will be at lesser depths. The present plan is 
only to cut navigational channels through.

Now, really this is a disgraceful way of 
handling natural resources. It has nothing to 
do with the federal government at this stage, 
but it seems to me that there is going to be a 
clash of jurisdictions. This Act should cover 
it—it is a navigable lake, a navigable water
way, and there will be hundreds of thousands 
of trees that are never cut—they will be 
standing, unless plans change within the next 
few months. What would be the position of 
the department in regard to this?

This must be classed as litter and debris 
under the meaning of the Act.

Mr. Fortier: Debris is understood to apply
to...

Mr. Harding: Floating. . .

Mr. Fortier: ...objects other than trees 
which are in their prime state, which have 
not been cut, which have not been removed, 
which are still standing. Whether it is a full 
tree or whether it is a stump, if it is still 
standing I do not see how it could come 
under the heading of debris or rubbish.

It may actually be an obstruction to naviga
tion; however, once it becomes a lake, the 
navigators or the persons interested in navi
gation must take it in the condition in which 
it was first created.

[Interprétation]
comme des débris. Cela est logique, je crois, 
quand on tient compte des coûts du déblaie
ment. Mais que dire des arbres qui n’ont 
jamais été coupés, que l’on a laissés sur pied, 
et dont beaucoup ont plus de 100 pieds de 
hauteur? C’est cela qui me préoccupe—ce 
genre de débris. Quelle serait l’attitude du 
gouvernement fédéral en vertu des régle
ments que nous avons devant nous? Pour
rait-on imposer le déblaiment des berges?

M. Fortier: L’approbation aurait été donnée 
pour la construction du barrage. Une fois la 
construction de l’ouvrage terminée, le niveau 
de l’eau serait élevé pour créer le lac, avec 
cette entrave, avec les souches qui étaient là 
avant. Dans ces conditions, je ne vois pas de 
disposition dans la partie I qui donnerait à la 
Couronne le pouvoir d’imposer le déblaiement 
de ces souches.

M. Harding: Ce que je veux dire, c’est ceci. 
La construction du barrage Mica, sur le 
Columbia, est commencé, et l’on compte for
mer un lac de 125 milles de long. On n’a pas 
l’intention de déblayer complètement. Il y 
aura donc des milliers de pieds de bois inon
dés, à des profondeurs plus ou moins grandes. 
A l’heure actuelle, on veut tout simplement 
établir des chenaux de navigation.

C’est une façon honteuse de traiter les res
sources naturelles. Cela ne relève pas du gou
vernement fédéral, pour le moment, mais il 
me semble qu’il va y avoir conflit de juridic
tion. Cette Loi devrait couvrir ce genre de 
situation: c’est un lac navigable, une voie 
d’eau navigable, et il y a des centaines de 
milliers d’arbres qui ne seront jamais coupés, 
qui resteront debout, à moins que les plans ne 
soient modifiés dans les mois à venir. Quelle 
serait l’attitude du ministère à cet égard?

Il faut classer cela dans les débris dans 
l’interprétation de la Loi.

M. Fortier: Le terme «débris» est 
interprété, comme englobant les objets. . .

M. Harding: Flottants. . .

M. Fortier: . .. autres que des arbres à l’état 
naturel, qui n’ont pas été coupés ni enlevés, 
qui sont toujours sur pied. Qu’il s’agisse d’un 
arbre entier ou d’une souche, si l’arbre est 
toujours debout je ne vois pas comment on 
pourrait le classer comme débris ou déchet.

Il peut en fait être une entrave à la navi
gation; mais, une fois le lac créé, ceux qui 
naviguent ou ceux qui s’intéressent à la navi
gation doivent le prendre dans l’état où il 
était au début.
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The Chairman: Mr. Nesbitt?

Mr. Nesbitt: I have a brief question. The 
question was brought up the other day and 
again this afternoon about the matter of 
artificially created lakes by means of dams 
and other things. Now, many of these bodies 
of water thus created are probably narrow 
and normally do not have a very strong sea 
on them so to speak; in other words, you do 
not have waves.
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However, when you put power craft on 
these lakes—and I alluded briefly to this the 
other day—particularly going along the shore 
there is no doubt at all that they erode the 
shoreline, and I am referring again particu
larly to Southern Ontario, the Fanshawe Dam 
in London, the Pittock Dam in my city, 
Woodstock, and many others, where there are 
mud banks. If ships or boats are permitted to 
go at high speeds in these areas there is a 
great chance that they will cause erosion and 
the filling up of the dam.

Is there any provision in this Act that 
would prevent this from taking place? In 
other words, I realize that regulation of the 
speed of ships, as I think was pointed out the 
other day, comes under the Canada Shipping 
Act and I suppose perhaps the Canada Ship
ping Act could be applied to these navigable 
waters as well, but do you think the question 
of having these lakes filled up by too speedy 
craft operating on them could come under 
this Act rather than under the Canada Ship
ping Act?

Mr. Richardson: I do not know whether the 
officials have any view on that; I do not see 
that there is anything in the Act that would 
cover that.

Mr. Nesbitt: I will refer you to the clause 
under discussion, Clause 10, and the proposed 
Section 19, Throwing stone, etc. prohibited:

No person shall throw or deposit or 
cause, suffer or permit to be thrown or 
deposited any stone, gravel, earth, cin
ders, ashes...

It would clearly seem to me that if the 
activities of people were causing the banks of 
one of these lakes to erode and fall into the 
lake that would be causing it to be deposited 
or filled up. This is a matter of considerable 
importance in certain areas of Canada, and I 
think perhaps if we get some clarification it 
might save a lot of trouble later, that is all.

Mr. Fortier: As you said, sir, there are 
provisions in the Canada Shipping Act that

[Interpretation]
Le président: Monsieur Nesbitt

M. Nesbitt: J'ai une brève question à poser. 
On a déjà parlé l’autre jour et cet après-midi 
du cas des lacs créés artificiellement, au 
moyen de barrages ou autres. Bon nombre 
des voies d’eau aussi créées sont sans doute 
étroites, et il ne doit pas y avoir de vagues.

Mais à partir du moment où vous mettez 
des bateaux à moteur sur ces lacs, en particu
lier le long du rivage—comme je l’ai men
tionné brièvement l’autre jour—il ne fait 
aucun doute qu’il y a érosion de la rive. Et, je 
songe particulièrement au sud de l’Onta
rio—le barrage Fanshawe à London, le bar
rage Pittoch dans ma ville, le barrage Woods
tock, etc., où vous avez des bancs de boue. Et, 
si on permet aux bateaux de faire la grande 
vitesse, il se peut qu’il y ait érosion et, par 
conséquent, remplissage du barrage.

Est-ce qu’il y a une disposition de la loi qui 
empêcherait cette situation? Je comprends 
que la vitesse des navires, comme vous l’avez 
fait remarquer l’autre jour, relève de la Loi 
sur la navigation. Et, la Loi sur la navigation 
pourrait peut-être être appliquée vis-à-vis de 
ces eaux navigables. Mais, il y a aussi la 
question de remplissage de ces lacs par les 
navires ou les bateaux qui sont trop rapides 
et qui relèverait plutôt de la présente loi, 
plutôt que de la Loi sur la navigation?

M. Richardson: Je ne sais pas si les fonc
tionnaires ont une opinion à ce sujet, mais je 
ne vois rien dans la loi qui couvrirait cette 
situation.

M. Nesbilt: J’aimerais vous indiquer l’arti
cle 10, et l’article 19, tel qu’il est proposé:

Nul ne doit jeter ou déposer, ni faire 
jeter ou déposer, ni permettre ni tolérer 
que soient jetés ou déposés de la pierre, 
du gravier, de la terre, des cendres etc.

Il me semble donc que si l’activité des gens 
permettait l’érosion du sol ou des berges, il 
me semble que cela relèverait de cette 
partie-ci.

C’est une question très importante dans 
certaines pai ties du Canada. Nous pourrions 
peut-être avoir un éclaircissement maintenant 
qui nous épargnerait beaucoup de temps plus 
tard.

M. Fortier: Comme vous l’avez dit, il y a 
des dispositions dans la Loi sur la navigation
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give authority to make regulations to govern 
any part of what we call the minor waters in 
Canada, which would be all these rivers and 
lakes and navigable waters, and under this 
particular section of the Canada Shipping Act 
there are regulations made with respect to 
the speed of vessels.

Mr. Nesbitt: Have they been applied, do 
you know, to some of these artificially created 
lakes? I refer particularly again to the ones in 
the Province of Ontario, but I am sure there 
are probably some elsewhere.

Mr. Manning: Regulations under the Cana
da Shipping Act can be made at any time 
they are required by local residents.

The Chairman: Mr. Harding?

Mr. Harding: Mr. Chairman, just as a point 
of clarification, I do know that on the Fraser 
River the speeds of the boats going up and 
down are limited. I think it must be a federal 
regulation. I do not know what the speed is, 
but I do know it is regulated for the very 
problem that Mr. Nesbitt has raised.

Mr. Richardson: Yes, Mr. Chairman, but 
surely that is under other legislation.

Mr. Harding: It must be, yes.

Mr. Richardson: I think it would be a mat
ter of legal interpretatioh, but our amend
ment says that these deposits must be thrown 
or deposited. You would have to go before a 
court to decide whether a boat going down 
the way was, in fact, throwing or depositing, 
but I do not think it is the intent of this 
amendment to protect navigable waters from 
that particular type of hazard.

Mr. Nesbitt: One further question, and this 
is all I have to ask. The definition of naviga
ble waters is somewhat enlarged for the pur
poses of this Act. Navigable water under, say, 
the Canada Shipping Act has a different 
interpretation. Would you get a conflict 
between the two acts this way?

Mr. Fortier: I do not believe there is any 
definition of navigable waters in the Canada 
Shipping Act. There is a reference to ships 
and how they must be navigated, operated 
and inspected, but there is nothing that 
touches this particular item.
• 1600

Mr. Nesbitt: Just one further question—I 
am sorry to keep pursuing this but I think it

[Interprétation ]
qui nous donnent le pouvoir d’édicter des 
règlements pour ce que nous appelons les 
eaux secondaires au Canada; ce qui compren
drait toutes ces rivières, ces lacs et eaux 
navigables.

En vertu de cette disposition particulière de 
la Loi sur la navigation, il y a certainement 
des règlements au sujet de la vitesse des 
navires.

M. Nesbitt: Est-ce qu’ils ont été appliqués à 
ces lacs artificiels? Je pense, en particulier, à 
ceux de l’Ontario mais il y en a d’autres 
ailleurs, bien sûr.

M. Manning: Des règlements peuvent être 
établis à la suite de demandes des habitants 
de la région.

Le président: Monsieur Harding.

M. Harding: Je voudrais un éclaircisse
ment, monsieur le président. Sur la Fraser, 
on limite la vitesse des navires qui montent et 
qui descendent. Je crois que c’est un règle
ment fédéral. Je ne sais pas quelle est la 
vitesse mais je suis certain qu’il y a un règle
ment à ce sujet, qui concerne le problème 
précis abordé par M. Nesbitt.

M. Richardson: Monsieur le président, il 
s’agit d’une autre loi qui s’applique ici.

M. Harding: En effet.

M. Richardson: Il s’agit, en fait, d’interpré
tation légale, comme c’est souvent le cas. 
Mais notre amendement dit que ces dépôts 
doivent être déposés ou jetés. Il faudrait donc 
faire appel à un tribunal qui déterminerait si 
ces déchets ont été jetés ou déposés par un 
bateau allant vers l’aval. Mais je ne crois pas 
que cet amendement a pour but de protéger 
les voies navigables contre ce genre de dan
ger en particulier.

M. Nesbitt: Une autre question indispensa
ble. Donc, les eaux navigables sont définies de 
façon assez vague en vertu de cette loi. Dans 
la Loi sur la navigation, il y a une autre in
terprétation des eaux navigables. Y aurait-il 
conflit entre les deux lois?

M. Fortier: Dans la Loi sur la navigation je 
ne crois pas qu’il y ait une définition des eaux 
navigables. Elle touche les navires, la naviga
tion, l’opération et l’inspection, mais il n’y a 
rien qui se rapporte à cette question 
particulière.

M. Nesbitt: Je crois que la question est 
pertinente, ici. Et, en application, d’après la
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has some relevance. Under the Canada Ship
ping Act, what is the interpretation section, 
or the clause that gives jurisdiction of the 
Act over what waters?

Mr. Fortier: Well, the Canada Shipping Act 
applies to all waters in Canada over which 
ships may be operated.

Mr. Nesbitt: That is analogous to the navi
gable waters section in the interpretation sec
tion of this statute, then?

Mr. Fortier: Of course, the Canada Ship
ping Act deals with the operation of ships. 
This Act deals in Part I with approval for 
construction of works in navigable waters, 
and in Part II, with the removal of obstruc
tions, the forcible removal of obstructions 
from navigable waters. It seems to me that 
those are separate subject matters.

The Chairman: Does that answer your 
question, Mr. Nesbitt?

Mr. Nesbitt: Not entirely, but however.

The Chairman: Does Clause 10 carry?

Mr. Hock: Mr. Chairman, two fast ques
tions. Let us clarify one thing here. It is any
thing that flows and that interrupts or causes 
interruption of navigation indirectly. In other 
words, just because this part of water is a 
part of a big lake, but the navigational part 
of it is in the centre, if something is deposited 
on the shoreline—suppose a man is filling in 
his area which was eroded or something—this 
does not have any effect on the navigable 
portion of the lake and therefore he has the 
right to do so, has he not, especially if the 
land underneath belongs to him and was 
eroded?

Mr. Richardson: In that case, Mr. Chair
man, it would be a matter of interpretation 
by the Department as to whether or not it 
did, in fact, impede navigation. If it did not, 
there would be no reason to have to apply 
under the Act, but if it did impede naviga
tion, then it would have to be approved 
under this Act.

Mr. Rock: I see.

The Chairman: Does Clause 10 carry?

Clauses 10 to 16 inclusive agreed to.

The Chairman: We now come back to 
Clause 1. Mr. Harding?

Mr. Harding: I know we passed Clause 4, 
but there is an amendment I would suggest to

[Interpretation]
Loi sur la navigation, quel est l’article don
nant la juridiction à la loi sur certaines eaux?

M. Fortier: La Loi sur la navigation s’appli
que à toutes les eaux du Canada ouvertes au 
transport Maritime.

M. Nesbitt: Elle est donc analogue à la sec
tion sur les eaux navigables dans l’interpréta
tion de ce statut, n’est-ce pas?

M. Fortier: La Loi sur la navigation porte 
sur la navigation maritime. La Partie I de 
celle-ci se rapporte aux travaux de construc
tion dans les voies Maritimes et la Partie II à 
la suppression des obstructions dans les eaux 
navigables. Donc, il s’agit de deux problèmes 
bien distincts.

Le président: Est-ce que cela répond à 
votre question, M. Nesbitt?

M. Nesbitt: Pas vraiment, mais enfin. . .

Le président: L’article 10 est-il adopté?

M. Rock: Une dernière question. Je vou
drais un éclaircissement. Il s’agit d'un cours 
d’eau quelconque et tout ce qui interrompt la 
navigation directement ou indirectement. 
Autrement dit, si une nappe d’eau fait partie 
d’un lac où la navigation est restreinte à un 
tracé au centre et qu’un propriétaire rem
plisse une partie où l’érosion a fait des dégâts. 
Si ce travail n’imfluence en rien la naviga
tion, il a le droit de le faire, n’est-ce pas? 
Surtout si le terrain érodé lui appartient.

M. Richardson: Ce serait alors une question 
d’interprétation. Le ministère devra décider si 
la navigation est entravée ou non. Si tel n’est 
pas le cas, la loi ne s’applique pas. Mais si, au 
contraire, il entrave la navigation, il devra 
être approuvé en application de la loi.

M. Rock: Je vois.

Le président: L’article 10 est-il adopté?

(Les articles 11 à 16 inclusivement sont 
adoptés.)

Le président: Nous revenons à l’article 1. 
Monsieur Harding?

M. Harding: Nous avons adopté l’article 4, 
mais je proposerais au comité une modiflca-
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[Texte]
the Committee. I do not know if you will 
accept it or not. On page 3, 5(c) it states:

order any person to refrain from pro
ceeding with the construction of the
work...

I would suggest that we include the words 
“including provincial and federal Crown cor
porations”. The reason I offer this amendment 
is that I think it is very foolish for us to force 
organizations, companies and individuals in 
Canada to live up to certain regulations 
which we draft and then exempt Crown cor
porations. I believe that earlier on it was 
pointed out to us that the Crown, whether 
provincial or federal, was exempt from some 
of the previous regulations under the old Act.
I am convinced that these regulations should 
apply to everyone in Canada and they should 
include our Crown corporations, whether they 
are federal or provincial.

The Chairman: Mr. Allmand.

Mr. Allmand: Mr. Chairman, this is a point 
of order and I do not mean it in any way to 
be malicious towards Mr. Harding, but we 
have passed all these clauses now and if we 
accept the principle that we will allow subse
quent amendments, Mr. Harding may have 
one on Clause 4, Mr. Portelance may have one 
on Clause 7 and someone else may have one 
on Clause 15 and we would keep repeating 
our work. The new rules provide that if you 
wish to make an amendment to any clause, 
you can do it on the report stage in the 
House.

• 1605

Mr. Harding’s proposed amendment is quite 
a serious substantive amendment. Maybe it 
would have the approval of both the Minister 
and the House, but I think this is the wrong 
time to make it, because our procedure would 
become very disorganized. I submit that we 
should carry on with our work in an orderly 
fashion. If he wishes to make his amendment, 
the rules provide for him to do it after the 
report stage when we report this bill back to 
the House.

The Chairman: Is that agreeable to you, 
Mr. Harding?

Mr. Harding: I realize it should have been 
moved earlier and possibly the member is 
quite in order in suggesting that we not pro
ceed with it. I think it is something that the 
members here should discuss and if we feel 
that these provincial and federal Crown cor
porations should be included we should so 
recommend. We should not hesitate. In this 
Committee I presume we are non-political, or

[Interprétation]
tion. Je ne sais pas si on l’acceptera ou non. A 
la page 3, alinéa 5, à la partie c) :

c) ordonner à toute personne de s’abstenir 
de poursuivre la construction de l’ou
vrage lorsque,

Je pense que nous devrions rajouter «y com
pris les sociétés de la Couronne provinciales 
et fédérales». Je crains qu’il est ridicule de 
notre part de forcer les organismes, les socié
tés et les individus au Canada à respecter 
certains règlements que nous rédigeons, et 
ensuite exempter les sociétés de la Couronne. 
On nous a fait remarquer que la Couronne, 
de droit fédéral ou du droit provincial, était 
exemptée de certains règlements sous l’an
cienne loi. Je suis d’avis que ces règlements 
devraient s’appliquer à tous, y compris les 
sociétés de la Couronne.

Le président: M. Allmand.

M. Allmand: Monsieur le président, j’invo
que le règlement ici. Je n’ai pas l’intention de 
faire preuve de malveillance à l’endroit de M. 
Harding. Cependant, si une fois les articles 
adoptés, nous acceptons le principe de per
mettre des amendements ultérieurs, M. Har
ding en a un pour l’article 4, M. Portelance 
peut en avoir un sur l’article 7, quelqu’un 
d’autre peut en avoir sur l’article 15 et nous 
répéterons notre travail. D’après le nouveau 
règlement, si l’on veut proposer un amende
ment à un article, on peut le faire lors de la 
présentation du rapport à la Chambre.

L’amendement de M. Harding est impor
tant. Nous pourrions peut-être nous mettre 
d’accord avec la Chambre et le ministre à ce 
sujet, mais ce n’est pas le moment de le faire 
car la procédure ne serait pas très bonne. 
Nous devons poursuivre notre travail et si M. 
Harding veut proposer un amendement, le 
règlement prévoit qu’il le fasse au moment où 
l’on fera rapport à la Chambre.

Le président: Vous êtes d’accord, monsieur 
Harding?

M. Harding: Je me rends compte que j’au
rais dû le proposer plus tôt et le député a 
sans doute raison de dire que je ne devrais 
pas le faire maintenant. Je crois cependant 
que nous devons en discuter et si nous som
mes d’avis que les sociétés de la Couronne, 
fédérales et provinciales, devraient tomber 
sous le coup de la loi, nous devrions le 
recommander, et sans hésiter. Dans un



218 Transport and Communications January 27, 1969

[Text]
should be, and we are trying to get good 
legislation. We are trying to tighten up any of 
the laws which we bring in and this is my 
view in presenting this amendment.

Mr. Rock: Mr. Chairman, may I add some
thing here? I am not a lawyer, but I have 
always felt that unless you exclude an agen
cy, department or another government or a 
municipality, everyone is included. In this 
case you do not have to include anyone, 
because automatically everyone is included 
unless you specifically mention that you are 
excluding any department of the federal gov
ernment. Therefore they are all included.

Mr. Harding: We were told the other day 
that they were not.

Mr. Rock: I was not here then, but as I 
said I am not a lawyer.

The Chairman: I think we should agree 
that this clause has already been passed. Mr. 
Harding, you can raise your amendment in 
the House. I think you should wait to put 
your amendment, if you intend to put one, 
until the proper time when this bill is 
referred back to the House. This is my ruling.

Mr. Skoberg: Mr Chairman, I would like to 
suggest that before we agree to report this 
bill back in, if these amendments are includ
ed at this particular time, then the ministers 
in the departments have an opportunity to 
look at the amendments to see whether or not 
in fact they are acceptable. I really cannot see 
us worrying about being too technical, wheth
er we are dealing with 1 or 10 when the 
original or final amendment comes to report 
back in with amendment, if it is agreeable to 
the Committee. I think we can really get 
bogged down with technicalities if we get too 
serious in the so-called democratic process. 
We have agreed on these amendments and 
passed them, but we have not yet agreed to 
report them back in.

The Chairman: I think the Minister has 
taken note of your amendment and I think if 
he feels in the House that there should be an 
amendment, he will allow the amendment to 
go through.

Mr. Harding: Mr. Chairman, I would be 
very, very happy to have the Minister bring 
in the amendment himself. It is not that I 
desire to bring it in. Any other member of 
the Committee could do it if he feels that it 
will tighten up the legislation. I will leave it 
at that.

The Chairman: Mr. Richardson, please.

[Interpretation]
comité, nous devrions être au-dessus de la 
partisanerie politique et essayer de rédiger de 
bonnes lois. Nous essayons de rectifier les 
règlements et les lois et c’est le but de mon 
amendement.

M. Rock: Je voudrais poser une question. 
Je ne suis pas avocat, monsieur le président, 
mais j’ai toujours cru qu’à moins que l’on 
exclue un organisme, une municipalité ou un 
service de l’Etat, tout le monde est inclus. Il 
n’est pas nécessaire d’inclure qui que ce soit 
car automatiquement, la loi s’applique à tous 
à moins qu’on précise des exceptions, comme 
certains services de l’État. La loi s’applique 
donc à tous.

M. Harding: On nous a dit l’autre jour que 
ce n’était pas le cas.

M. Rock: Je n’y étais pas et je répète que 
je ne suis pas avocat.

Le président: Cet article a été adopté. M. 
Harding, vous pourrez proposer votre amen
dement à la Chambre. Je vous demanderais 
donc d’attendre au moment opportun, lorsque 
nous ferons rapport à la Chambre. Telle est 
la décision du président.

M. Skoberg: Je voudrais vous dire qu’avant 
de faire rapport du bill, si les amendements 
sont introduits, les ministres ont la possibilité 
de les étudier pour voir si, en fait, i.s sont 
appliquables. Je ne pense pas que nous 
devrions être trop techniques à savoir s’il y a 
un ou dix amendements lorsque nous ferons 
rapport avec amendements, si le comité est 
d’accord. Je pense que nous nous embrouille
rons dans des problèmes d’ordre technique, si 
l’on prend trop au sérieux la démocratisation 
de notre procédure. Nous avons adopté ces 
amendements, mais nous ne sommes pas 
encore tombé d’accord pour en faire rapport

Le président: Le ministre prend note de 
votre amendement et s’il juge à la Chambre 
qu’il doit y avoir un amendement, il ne soulè
vera pas d’objection.

M. Harding: Monsieur le président, je 
serais très heureux que le ministre propose 
l’amendement lui-même. Je n’ai pas particu
lièrement l'intention de le parrainer. N’im
porte quel membre du comité pourrait propo
ser cet amendement pour améliorer la loi. Je 
n’irai pas plus loin.

Le président: M. Richardson.
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Mr. Richardson: Mr. Chairman, this point 
that has been raised is probably one of the 
most important ones this Committee has to 
consider. If it is to be left to me to decide, 
then I would appreciate the opportunity to 
have further views of the Committee. I think 
that we have a very serious difficulty here, as 
I explained when we talked about this matter 
last week. It was considered before the amend
ments were suggested and brought forward 
for consideration. Can we have your permis
sion to discuss this? I may be out of order 
here in the face of your ruling, but ...

The Chairman: I think my ruling should 
stand, because if we start to amend clause by 
clause this Committee will get nowhere. You 
will have the opportunity to move an amend
ment in the House and I believe the Minister 
will have time to look at this amendment to 
approve or refuse it.

Mr. McGrath: Mr. Chairman, I suggest that 
if this amendment were discussed in the 
Committee, I think you would find there 
would be substantial agreement to it. It is 
merely the point of procedure that we are 
disagreeing with. Perhaps the Minister could 
take into consideration that the Committee 
did consider this and that there is some con
cern expressed over the way the present 
amendment is worded in that it does not 
include Crown corporations, federal and pro
vincial. Perhaps he can take this under 
advisement with his officials, and who knows, 
perhaps out of it may come a further amend
ment when the bill is before the House.

The Chairman: Mr. Pringle?
Mr. Pringle: My question is more of legal

ity. It is my understanding that there already 
is in an Act, or there is an Act excluding 
Crown corporations. Can we pass an amend
ment which is in direct opposition to a 
statute?

Mr. Fortier: The Interpretation Act pro
vides that no statute is binding on the Crown 
unless that particular statute states that it is 
binding.

Mr. Pringle: Well, that is different.

Mr. Richardson: Mr. Chairman, what this 
comes down to is that this is a relatively 
simple bill making some amendments to the 
Navigable Waters Protection Act. If you 
introduce an amendment of the kind that you 
are talking of, important as it may be, and 
right as it may be, then you change the whole 
nature of this bill and you make it into a 
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[Interprétation]

M. Richardson: Le point qui a été soulevé 
est sans doute un des points les plus impor
tants que ce comité aura à prendre en consi
dération. Si c’était à moi d’en décider, j’aime
rais avoir la possibilité d’entendre les points 
de vue des membres du comité à ce sujet. Il 
s’agit d’une difficulté très grave comme je l’ai 
signalé lorsque j’ai traité de cette question la 
semaine dernière. On en a parlé avant que les 
amendements n’aient été proposés. Est-ce que 
vous nous autorisez, monsieur le président, à 
discuter de la question? Peut-être que je viole 
le règlement, d’autant plus que vous avez 
déjà pris une décision à ce sujet?

Le président: Je crois que vous devrez res
pecter ma décision, car si nous commençons à 
modifier article par article, le travail du 
Comité n'avancera pas. Vous aurez l’occasion 
de proposer des amendements à la Chambre 
et entre temps, le ministre aura la possibilité 
d’étudier l’amendement et de voir s’il est en 
faveur ou contre.

M. McGrath: Monsieur le président, je 
pense que si cet amendement était discuté au 
comité, vous constateriez qu’il est appuyé par 
la plupart d’entre nous. Nous ne sommes pas 
d’accord uniquement en ce qui concerne la 
procédure. Le ministre pourrait tenir compte 
du fait que le comité a étudié la question, et 
qu’une certaine inquiétude a été exprimée au 
sujet du bill et de l’amendement. On s’in
quiète un peu du fait que la loi ne s’applique 
pas aux sociétés de la Couronne provinciales 
et fédérale. Peut-être pourrait-il étudier toute 
l’affaire avec ses fonctionnaires, et qui sait, 
peut-être en sortira-t-il un autre amendement 
lorsque le bill sera soumis à la Chambre.

Le président: Monsieur Pringle?
M. Pringle: Si j’ai bien compris, il y a déjà 

dans une loi ou plutôt il y a une loi qui fait 
une exception pour les sociétés de la Cou
ronne. Est-ce que nous pourrions vraiment 
adopter un amendement qui serait en contra
diction directe avec une loi?

M. Fortier: La Loi d’interprétation prévoit 
qu’aucune loi n’engage la Couronne, à moins 
que cette loi ne prévoit qu’elle engage.

M. Pringle: Ce qui n’est pas la même chose.

M. Richardson: Monsieur le président, tout 
cela se ramène à une seule chose. Il s’agit 
d’un bill assez simple qui modifie la Loi sur 
la protection des eaux navigables. Si vous 
introduisez un amendement comme celui dont 
vous parlez, même s’il est très important, 
même s’il est parfaitement approprié, vous 
changez entièrement la nature du bill et vous
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major constitutional question which, in the 
opinion of counsel and other ministers, would 
really involve being considered at the Feder
al-Provincial Conference. It would almost 
constitute another item for the agenda of that 
Conference on which there are now a lot of 
items. So that is the degree of the difficulty. 
We are clouding a relatively simple bill with 
a major issue.

The Chairman: Mr. Nesbitt, on a point of 
order.

Mr. Nesbitt: I was just going to say: when 
we are dealing with a statute such as this 
one, or perhaps the Aeronautics Act and 
some others we will be dealing with in the 
Committee, I want to make it quite clear that 
I have every sympathy with the amendments 
that you suggest and the type of change, but I 
suggest that in the Committee here when we 
are dealing with pretty technical matters 
which may involve legal opinions and one 
thing and another, if an amendment along 
certain lines is suggested, it be brought to the 
Minister’s attention. Then the Minister and 
the officials have a chance to go into it and 
see if such an amendment is feasible. Then, 
of course, it could be noted on the record—it 
is already noted on the record of the proceed
ings here. That is what I had in mind. I, for 
instance, intend making an amendment at the 
next stage in the House concerning this ques
tion of obstructions and works with respect to 
private docks and that sort of thing. I think it 
is something that requires some consider
able. . .

The Chairman: As I said a minute ago, if 
there was no other opportunity then I would 
say that we will take the matter up now but 
you will have another opportunity to bring it 
up in the House, so my decision is that it is 
out of order at this time.

Shall Clause 1 carry? Yes, Mr. Skoberg?

Mr. Skoberg: With the discussion that we 
have had in dealing with Clause 1, I wonder 
whether the Minister and his Department will 
take into consideration the “half safe" por
tions of the proposed amendments in this Act 
and try to make it all safe for those who are 
really concerned. I think we realize now that 
the Act itself with the amendments is still 
leaving a broad area open and people across 
Canada generally, and in particular prov
inces, are really concerned about the lack of 
jurisdiction in a particular field. They would 
rather have a common and a federal jurisdic
tion than a lot of hodge-podge provincial acts

[Interpretation]
en faites une question constitutionnelle essen
tielle ce qui, de l’avis du Conseil et d’autres 
ministres, devrait être étudié à la conférence 
fédérale-provinciale. En fait, c’est presque un 
autre point de l’ordre du jour de cette confé
rence et je crois qu’il y a déjà suffisamment 
de points à cet ordre du jour. Donc voilà la 
difficulté, nous proposons un bill assez simple 
et nous ne voulons pas soulever une question 
aussi grave.

Le président: Monsieur Nesbitt, pour un 
rappel au Règlement.

M. Nesbitt: Je veux dire que lorsqu’il s’agit 
d’une loi comme celle-ci, ou encore de la Loi 
sur l’aéronautique, ou d’autres lois que nous 
allons étudier, je suis plutôt en faveur de 
votre amendement. Je suis plutôt en faveur 
de ce genre de modification, mais je pense 
que le Comité, lorsque nous étudions des 
questions assez techniques qui soulèvent des 
problèmes juridiques, etc., et lorsqu’un amen
dement est proposé, attire l’attention du 
ministre sur cet amendement. Ainsi, le minis
tre et ses fonctionnaires ont la possibilité de 
l’étudier et de voir s’il est opportun d’intro
duire un tel amendement. Cela pourrait alors 
figurer au compte rendu, ce qui est déjà fait. 
Et ensuite, à la Chambre, j’ai l’intention de 
proposer un amendement sur la question de 
l’obstruction, des travaux relatifs aux bassins 
privés, etc. Je crois qu’il faudra beaucoup.. .

Le président: Comme je viens de le dire, 
s’il n’y avait pas d’autres possibilités, vous 
pourriez quand même soulever la question en 
Chambre, donc la décision est que cela est 
irrecevable pour l’instant.

L’article 1 est-il adopté?
Oui, monsieur Skoberg?

M. Skoberg: J’ai une réserve à faire en ce 
qui concerne l’article 1; je me demande si le 
ministre et le ministère étudieront le fait qu’il 
y a une seule partie consacrée à la sécurité 
alors que tout devrait être consacré à la 
sécurité. Nous nous rendons compte mainte
nant que la loi, avec ses modifications, laisse 
tout un domaine qui n’est pas couvert, et les 
Canadiens, en particulier les provinces, 
éprouvent des inquiétudes en ce qui concerne 
l’absence de juridiction dans ce domaine qui 
est laissé ouvert. Il devrait y avoir une loi 
fédérale, plutôt qu’une pagaille de lois pro
vinciales assez disparates. Le ministre devrait
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and regulations. I wonder if the Minister 
would give some assurance that he and his 
Department will definitely look at the over-all 
amendments that have been brought back in?

Mr. Richardson: Yes. On this point of juris
diction, yes. This is why I said that I do not 
know the full feelings of the Committee but I 
think I am beginning to sense them now. 
Certainly it will be given every possible 
consideration.

• 1615

The Chairman: Shall Clause 1 carry?

Clause 1 agreed to.

Preamble agreed to.

Title agreed to.

Shall I report the bill?

Some hon. Members: Agreed.

The Chairman: We have another bill here 
—Bill S-14. I think we will proceed as we did 
the last time and I will call upon the Minis
ter, Mr. Richardson, to give us a brief resume 
of the bill. Mr. Richardson?

Mr. Richardson: Thank you, Mr. Chairman. 
Mr. Fortier will be staying with me here 
along with Mr. Gray, who is here as Assistant 
Director of the Legal Department of the 
Canadian Transport Commission, Mr. Walker, 
who is the Superintendent of Regulations and 
Licensing in the Department of Transport, 
and Mr. Yost, who is the Superintendent of 
Property Management in the Department of 
Transport.

This is a bill that is in many ways similar to 
the one that we have just been dealing with 
in that it consists of amendments to the Act. 
In this case it is the Aeronautics Act and I 
expect that some of you, as with the other 
bill, are much more familiar with this as an 
Act than others. But to highlight it, the pur
pose of the Act which we are amending is to 
regulate and control civil aviation in Canada.

Part I of the Act is administered by the 
Minister of Transport and deals generally 
with licensing and the operation of aircrews, 
aircraft and airports. Essentially Part I deals 
with safety, as distinct from Part II, which 
deals largely with economic considerations. 
Part II comes under the jurisdiction of the 
Canadian Transport Commission and deals 
with licensing and operating of commercial 
air services. As I say, it is in the economic 
sphere. Part III applies generally to 
employees who administer the Act and also 
with prosecutions for violations of the Act.

29689—24

[Interprétation]
nous donner l’assurance que le ministère étu
diera l’ensemble de ces modifications.

M. Richardson: En ce qui concerne cette 
question de juridiction, comme je l’ai dit, 
nous n’avons pas l’opinion de l’ensemble des 
membres du Comité, mais je commence à 
avoir une petite idée de ce que vous pensez et 
nous étudierons l’ensemble de cette question.

Le président: L’article 1 est-il adopté?

L’article 1 est adopté.

Le préambule est adopté.

Le titre est adopté.

Dois-je faire rapport du bill?

Des voix: D’accord.

Le président: Nous avons un autre bill ici, 
le bill S-14; comme la dernière fois, je vais 
appeler le ministre, M. Richardson, qui nous 
expliquera le bill.

M. Richardson: Merci, monsieur le prési
dent. M. Fortier restera avec moi, M. Gray 
également, qui est ici à titre de directeur du 
contentieux de la Commission canadienne des 
transports, M. Walker qui est le surintendant 
des règlements et des permis du ministère des 
Transports et M. Yost qui est surintendant de 
la gestion des biens du ministère des 
Transports.

C’est un bill qui est assez comparable à 
celui que nous venons d’étudier, et les amen
dements qui sont proposés s’appliquent à la 
loi actuelle. Il s’agit de la Loi sur l’aéronauti
que. Je pense que vous connaissez beaucoup 
mieux ce bill que l’autre, vous êtes beaucoup 
plus au courant, certains connaissent mieux la 
loi que d’autres, mais en fait, il s’agit de 
réglementer et de contrôler l’aviation civile 
au Canada.

La partie I de la loi est appliquée par le 
ministre des Transports et se rapporte à l’ex
ploitation des avions et des aéroports. Il s’agit 
de sécurité, essentiellement. La partie II se 
rapporte aux facteurs économiques; elle 
tombe sous le coup de la juridiction de la 
Commission canadienne des transports. Il s’a
git de l’octroi de permis et de l’exploitation 
des services aériens; comme je l’ai dit, il s’a
git du domaine économique. La partie III se 
rapporte aux employés qui appliquent la loi 
et aux poursuites à la suite d’infractions à la 
loi.
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I will highlight the amendments that we 

are proposing in this bill and then we can 
have discussion and comments from the offi
cials. There are different officials for each one 
of these amendments. The first one is Clause 
2 of the bill. It enables the Governor in Coun
cil to authorize the Minister of Transport, 
subject to conditions and in lieu of the Gover
nor in Council, to prescribe charges for the 
use of facilities and services. I think you will 
want to discuss that at some length, but that 
is the first main amendment. That includes all 
of the charges at airports, and the example 
that I used in the House was a parking. Quite 
often there has to be a change in the parking 
fee and at the present time that has to be 
passed by Order in Council, which is a bit 
cumbersome. So the purpose of this amend
ment is to enable the Governor in Council to 
give the authority to the Minister to make 
those changes.

Clause 3 is again a passing of authority, but 
in this case it is authority from the Minister 
to the Deputy Minister, and the authority 
given to the Deputy Minister under this 
amendment relates to the restricting of navi
gation of aircraft over specified areas. This 
has nothing to do with noise or anything of 
that kind—this was asked in the House. It has 
to do only with military exercises and these 
take place on a regular basis. As far as I can 
tell these are mechanical, but you may want 
to satisfy yourselves about that by talking 
with the officials. The purpose of the amend
ment is to let the Deputy Minister sign the 
order instead of its having to go to the 
Minister’s desk.
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The next major amendment comes in 
Clause 4, which is Section 1, and also Clause 
9, which amends the definition of an aircraft. 
The main purpose of this change or amend
ment is to exclude hovercraft from the defini
tion of an aircraft because it has been deter
mined that a hovercraft is not an aircraft for 
the purposes of the Aeronautics Act. We are 
going to regulate hovercraft under the Cana
da Shipping Act. We can talk about that, but 
it is fairly straightforward.

Clause 4, subclause (2) amends Section 6 of 
the Act to authorize the Canadian Transport 
Commission to issue temporary licences. 
These are seasonal licences, emergency 
licences, and so on.

Clauses 5 and 6, another amendment make 
it clear that the Commission’s authority is 
confined to Part II of the Act and not the 
whole Act. I think that is the only change 
there.

[Interpretation]
Je vais vous donner une idée des grandes 

lignes des modifications, puis les fonctionnai
res vous donneront une idée des amende
ments, chacun des fonctionnaires vous parlera 
des différents amendements.

Le premier est l’article 2 du bill, qui per
met au gouverneur en conseil d’autoriser le 
ministre des Transports à établir des règle
ments, à prescrire certaines taxes pour l’utili
sation des services. Il s’agit des taxes d’aé
roport pour le stationnement d’appareils; 
lorsqu’on veut modifier les frais de stationne
ment, il faut faire un décret ministériel, ce 
qui est un peu difficile. Cela permet au gou
verneur en conseil d’autoriser le ministre à 
effectuer ces modifications.

A l’article 3, il s’agit d'une délégation de 
pouvoirs; cette fois-ci, c’est le ministre qui 
délègue ses pouvoirs au sous-ministre. On 
autorise le sous-ministre, en application de 
cet amendement, à limiter la navigation des 
avions au-dessus de certaines régions spé
cifiées. Cela n’a rien à voir avec le bruit, il ne 
s’agit que des exercises militaires et cela se 
produit de façon assez régulière, assez fré
quemment, à ma connaissance au moins. Il 
s’agit de dispositions à peu près automati
ques, mais vous pourrez en parler aux fonc
tionnaires. En fait il s’agit d’autoriser le sous- 
ministre à signer des interdictions et de ne 
plus demander au ministre de le faire.

Modification suivante, article 4, paragraphe 
1 et article 9, définition d’un avion. Le but de 
cette modification, ou amendement, est d’ex
clure les aéroglisseurs de la définition des 
avions, car ces aéroglisseurs ne sont pas des 
avions, aux fins de la Loi sur l’aéronautique. 
Mais nous allons faire un Règlement sur les 
naviplanes dans le cadre de la Loi sur la 
marine marchande du Canada. L’article 4, ali
néa 2 modifie l’article 6 de la Loi pour autori
ser la Commission canadienne des transports 
à émettre des permis temporaires, c’est-à-dire 
des permis d’urgence ou des permis saison
niers.

Aux articles 5 et 6 d’autres modifications, 
précisent que la Commission n’a autorité 
qu’en application de la partie 2 de la loi et 
non de l’ensemble de la loi. C’est la seule 
modification.
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[Texte] [Interprétation]
Clause 7 is the one that there may be most L’article 7 est sans doute celui que nous 

reason to look at. This clause amends section devons examiner le plus à fond. L’article 7 
13. It clarifies the power of the Canadian modifie l’article 13 de la Loi et il précise les
Transport Commission, allowing them to 
make regulations of a general application 
with respect to all commercial air services. 
But this is without prior approval of the Gov
ernor in Council. However, I think you will 
want to assure yourself, in connection with 
this clause, that the Governor in Council can 
in fact rescind the regulations or vary the 
regulations after they have been put into 
effect, if they are not considered for any rea
son appropriate. There are a lot of regulations 
there but we will go through them when we 
have clause by clause study.

The last amendment is in clause 8. It really 
provides for proof of documents—that copies 
of documents certified by the Secretary of the 
Department of Transport are in fact true 
copies of the original documents. This, I 
think, is routine. This authority was there 
before but, as I understand it, it was lost in 
the shuffle at the time the Transportation Act 
was going through. We are simply putting 
back in a power that was left out.

Those are the main amendments, Mr. 
Chairman. I think they are all desirable 
improvements in the Act. None of them really 
alter the underlying purposes of the Act. 
They are relatively unimportant, but they 
should still be examined carefully by the 
Committee.

Mr. Nesbitt: There are two things upon 
which I want to comment, one of which the 
Minister has already alluded to with respect 
to clause 7. I am referring particularly to 
clause 2 here. The amendments to the Act 
give a great deal of power to the Governor in 
Council to make regulations—and I quite 
agree that this is necessary—and also to the 
Canadian Transport Commission, as they see 
fit.

I understood the Minister correctly, he sug
gested that perhaps the regulations passed by 
the Canadian Transport Commission might be 
reviewed by the Governor in Council from 
time to time. Is that correct?

Mr. Richardson: Mr. Chairman, not actually 
reviewed, but the Governor in Council would 
have the authority—the same authority as in 
the Railway Act, to rescind or to alter regu
lations. But I would assume that it was only 
in a case where there was some complaint or 
appeal. In other words, the Transport Com
mission is not the final authority; it is after 
the regulation rather than before that the 
Governor in Council steps into the picture, 
and that is the main difference.

pouvoirs de la Commission canadienne des 
transports. Elle l’autorise à émettre des règle
ments en ce qui concerne tous les services 
aériens commerciaux. Mais c’est sans appro
bation préalable du gouverneur en conseil. 
Cependant, je pense que vous voudriez vous 
assurer que le gouverneur en conseil peut en 
fait annuler des règlements une fois qu’ils ont 
été mis en vigueur, si pour une raison ou 
pour une autre il juge qu’ils ne sont pas 
acceptables. Je pense que nous étudierons les 
règlements une fois que nous étudierons le 
bill, article par article.

Dernière modification, article 8: il s’agit de 
la production de documents certifiés qui sont 
des copies authentiques des documents origi
naux. Il s’agit d’une question de routine. C’est 
un pouvoir qui existait déjà mais qui s’est 
perdu lorsque la Loi sur les transports a été 
adoptée. En fait, nous rétablissons un pouvoir 
qui a été oublié.

Voilà les modifications principales, mon
sieur le président, et comme je l’ai dit, je 
crois que cela constitue des améliorations sou
haitables à la Loi, mais aucun d’entre eux ne 
modifie l’objectif principal de la Loi. Ce sont 
des amendements assez mineurs mais il faut 
tout de même les étudier assez sérieusement 
au Comité.

M. Nesbiti: Je voudrais relever deux points. 
Un point dont le ministre a déjà parlé, à 
propos de l’article 7; il s’agit de l’article 2. La 
modification donne de grands pouvoirs au 
gouverneur en conseil qui peut rédiger des 
règlements. Je suis d’accord. Cela est néces
saire également à la Commission canadienne 
des transports.

Selon le ministre, donc, les règlements pro
mulgués par la Commission canadienne des 
transports pourraient être revus par le gou
verneur en conseil. Est-ce exact?

M. Richardson: Non, pas vraiment revus, 
mais le gouverneur en conseil aurait pouvoir, 
le même qu’en ce qui concerne la Loi des 
chemins de fer, d’annuler ou de modifier les 
règlements. Je pense que cela ne se ferait que 
dans un cas où il y aurait des plaintes ou un 
appel. Autrement dit, la Commission cana
dienne des transports n’est pas la dernière 
autorité. Le gouverneur en conseil intervient 
plutôt après que le règlement a été rédigé 
plutôt qu’avant. Voilà la différence essentielle.
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[Text]
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Mr. Nesbitt: That clears that matter up.
Mr. Allmand: In the notes it says that you 

can also appeal the regulation to the Supreme 
Court of Canada.

Mr. Nesbitt: I noticed that, Mr. Allmand, 
but sometimes those are rather costly pro
ceedings—unless some rather large corpora
tions are involved.

I was going to suggest that perhaps the 
Minister might give consideration between 
now and the next stage of this bill to making 
some additional amendment which would 
provide for Parliament or perhaps, more ap
propriately, a Committee of Parliament such 
as this one, to review from time to time any 
regulations that were passed by the Governor 
in Council.

Mr. Richardson: You mean passed by the 
Commission?

Mr. Nesbitt: No, the ones under clause 2 
particularly—that the Governor in Council 
may make regulations, and so on. I was sug
gesting that this or some other appropriate 
Committee should have an opportunity of 
reviewing the regulations passed under these 
amendments every two or three years. In this 
way, complaints coming to members of the 
House of Commons could be brought, without 
the great expense of going to the Supreme 
Court, before this or some other appropriate 
Committee of Parliament—but I think this 
would be the appropriate one. Then anybody 
who is a member of the House of Commons, 
under our rules of course, could come before 
this Committee and make suggestions. I agree 
that for practical purposes you would not 
want to do it all the time, Mr. Minister, but I 
think a review once every two or three years 
would be appropriate. I think that is some
thing the Minister might give consideration 
to. With the growth of government—and it 
happens in all government departments— 
somebody has to have the power to make 
regulations in a hurry. I know that you can
not refer everything to Parliament—I have 
been here for quite a while and I know that 
that would be impractical—but I would sug
gest that an opportunity be given of review
ing these regulations at certain periods of time.

Mr, Richardson: Are you speaking of 
clause 7?

Mr. Nesbitt: No, I was referring to clause 2.

Mr. Richardson: That is what I wanted to 
be clear about because clause 2 is authority to 
put fees in for services—authority given to 
the Minister as distinct from the Commission.

[Interpretation]

M. Nesbitt: Bien.
M. Allmand: Dans les remarques, il est dit 

qu’on peut également faire appel à la Cour 
suprême du Canada.

M. Nesbitt: Oui, mais parfois, ces procédu
res sont assez coûteuses et il n’y a que les 
grosses Sociétés qui peuvent se le permettre.

D’ici la prochaine étape de l’étude du bill, 
nous pourrions présenter les amendements 
qui permettraient au Parlement ou à un 
comité du Parlement, comme celui-ci, d’étu
dier des règlements adoptés par le gouver
neur en conseil.

M. Richardson: Adoptés par la Commission?

M. Nesbitt: Non, non, non. Je pense à l’arti
cle 2. Le gouverneur en conseil peut faire des 
règlements, etc. Et tous ces règlements, un 
Comité ou un autre aurait la possibilité de les 
étudier, disons, tous les deux ans, de façon 
que si des plaintes étaient adressées aux 
députés, sans grandes dépenses, et sans s’a
dresser à la Cour suprême, je pense que les 
gens pourraient s’adresser à ce Comité, et 
tous les députés. On ne le ferait pas tout le 
temps, évidemment, mais des gens pourraient 
s’adresser, de temps à autre, tous les deux 
ans, tous les trois ans, enfin, au moment où 
cela s’imposerait, et on pourrait étudier ces 
règlements.

Je pense que le ministre pourrait envisager 
cette possibilité. Comme le gouvernement 
croît tout le temps, il faut que certains servi
ces prennent des décisions, rédigent des 
règlements, et je pense que l’on devrait avoir 
la possibilité d’étudier ces règlements de 
temps à autre.

M. Richardson: Vous parlez de l’article 7?

M. Nesbitt: Non, je parlais de l’article 2.

M. Richardson: C’est l’article 2 dont vous 
parlez, n’est-ce pas?
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[Texte]
Mr. Nesbitt: Oh, yes.

Mr. Richardson: So it is clause 2 that you
are speaking about?

Mr. Nesbitt: Yes, I am referring to those, 
and I would hope that perhaps the same line 
of reasoning might be applied to regulations 
passed by the Commission and that there 
might be some opportunity to review them at 
appropriate times.

There is another matter on which I wanted 
to comment. I realize that part of the 
Aeronautics Act comes under the Canadian 
Transport Commission and that Part I, which 
deals with safety regulations, comes under 
the Minister of Transport. While it might be a 
pretty extreme amendment to make at this 
time, and I would frankly have some hesita
tion about doing so on this bill, might I sug
gest—and I believe this was suggested by 
another member on second reading of the 
bill—that perhaps some of the safety features 
of the Aeronautics Act be brought under the 
Commission, particularly those that deal with 
the actual operation of aircraft as distinct 
from airports.

I refer to matters on which some reference 
has been made in the House recently—the 
hours that a pilot has to work and this sort of 
thing. Certain information has been given to 
me which I believe to be true. I am given to 
understand that some pilots in Air Canada for 
instance are on duty 17 hours without any 
respite. On one occasion I understood that on 
flights from Canada to the Caribbean area jet 
pilots on Air Canada were on duty for 21 
hours without any respite. I am informed that 
on one particular occasion one of the pilots 
actually went to sleep during the takeoff of a 
jet aircraft. I think this sort of thing is pretty 
dangerous. It is not just a matter of giving 
the pilots adequate rest; it is a matter of the 
safety of the passengers.

Mr. Chairman, I do not intend to propose 
an amendment at this time but I do think 
that is something the Minister might give 
consideration to. Quite frankly, while I have 
not always agreed with the present head of 
the Canadian Transport Commission I have a 
great deal of regard for his administrative 
ability, and I do think that something of the 
nature of what I have suggested might be 
good. Perhaps this is something the Minister 
would like to give consideration to.
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The Chairman: Mr. Allmand?

Mr. Allmand: I just want to deal with the 
first remarks made by Mr. Nesbitt. It is my 
understanding, Mr. Nesbitt, if my memory

[Interprétation]
M. Nesbitt: Oui.

M. Richardson: Vous parlez de l’article 2.

M. Nesbitt: Je parle de cet article. Mais je 
pense que le même raisonnement pourrait 
s’appliquer aux règlements adoptés par la 
Commission. On aurait la possibilité de temps 
à autre de les étudier. Il y a autre chose, je 
sais qu’il s’agit d’une partie de la Loi sur 
l’aéronautique. La partie 1 s’applique aux 
conditions de sécurité et relève du ministre 
alors que l’autre partie, la partie 2 relève de 
la Commission canadienne des transports. J’ai 
quelques hésitations à agir, à proposer quel
que chose à propos de ce bill. Je pourrais 
suggérer, proposer, lors de la deuxième lec
ture du bill, nous pourrions peut-être—peut- 
être que certains articles se rapportant à la 
sécurité aérienne pourraient être confiés à la 
Commission canadienne des transports. En 
particulier en ce qui concerne l’exploitation 
des aéronefs et non des aéroports, les heures 
de travail des pilotes.

D’après certaines données qui m’ont été 
transmises et que j’ai toute raison de croire 
authentiques, certains pilotes sont en service 
17 heures, sans aucun repos, et dans un cer
tain cas, au cours d’un vol du Canada aux 
Caraïbes, un pilote d’Air Canada avait tra
vaillé pendant 21 heures, et on m’a dit que 
dans un certain cas, un des deux pilotes s’est 
endormi pendant le décollage de l’avion à 
réaction, et cela me semble assez dangereux. 
Je pense qu’il faut que les pilotes se reposent 
pour que les voyageurs soient en sécurité. Je 
ne propose pas un amendement, mais je 
pense que le ministre devrait étudier cette 
question. Sans être toujours d’accord avec lui, 
j’ai un grand respect pour les capacités admi
nistratives du président de la Commission 
canadienne du transport. Je suis sûr qu’il étu
diera cette question qui est très importante.

Le président: M. Allmand?

M. Allmand: Un mot sur les premières 
observations de M. Nesbitt. Si j’ai bien com
pris, si ma mémoire est fidèle, le gouverne-
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[Text]
serves me correctly, that the government 
introduced a motion just before Christmas to 
set up a Committee to study certain proposals 
for the review of all Orders in Council on a 
periodic basis.

That Committee is now sitting and studying 
an institutionalized way of reviewing all or
ders in Council and regulations. That Com
mittee has not reported to the House yet. 
However it is an all-party Committee of the 
House and if the proposals of the government 
are accepted Orders in Council under all Acts 
would be subject to periodical review. We 
could check tonight what the progress is.

Mr. Nesbitt: Precisely; we do not wish to 
make new amendments at this stage because 
such things, of which everybody is not aware, 
come up sometimes, or something may be in 
process. I merely made it as a suggestion.

The Chairman: Mr. Fortier wishes to an
swer some of your questions, Mr. Nesbitt.

Mr. Fortier: On the questions about the 
hours of work and safety in the operation of 
aircraft, I would point out that the Aeronau
tics Act originally give to the Air Transport 
Board, now the Canadian Transport Commis
sion, jurisdiction under section 13.

Subject to the approval of the Governor 
in Council, the Board...

... now the Commission ...
.. .may make regulations:

(1) Prescribing maximum hours and 
other working conditions for pilots and 
co-pilots...

In 1966, when the Aeronautics Act was 
amended, that particular provision was taken 
out of Part II and brought under Part I, 
under the jurisdiction of the Minister of 
Transport.

Perhaps Mr. Walker can give us an expla
nation, but I believe the reasoning was that 
questions of safety came under the jurisdic
tion of the Minister rather than that of the 
Board and its successor, the Commission.

The Chairman: Mr. Walker?

Mr. Walker: That is quite right.

Mr. Fortier: I wish to speak to the other 
point you raised, sir that of having the regu
lations which would be made under section 3 
reviewed from time to time.

[Interpretation]
ment avait présenté une résolution ou une 
motion à cet effet un peu avant Noël, et avait 
établi un Comité pour revoir les décrets 
ministériels, périodiquement.

Ce Comité étudie maintenant la façon de 
revoir tous les drcrets ministériels et les 
règlements. Il n’a pas encore fait rapport à la 
Chambre. Cependant, il s’agit d’un comité où 
tous les partis sont représentés, et si les pro
positions du gouvernement étaient acceptées, 
ces décrets seraient soumis à des examens 
périodiques.

M. Nesbilt: Nous n’avons pas l’intention de 
proposer des amendements, mais parfois, cer
taines choses de ce genre sont suscitées. Les 
gens ne sont pas toujours au courant de ce 
qui se passe et je voulais tout simplement 
formuler la suggestion.

Le président: Monsieur Fortier désire 
répondre à certaines de vos questions.

M. Fortier: En ce qui a trait à cette ques
tion de l’opération des avions, des questions 
de sécurité, je voulais dire que la loi sur 
l’aéronautique donnait au départ, à la Com
mission des transports aériens, qui est main
tenant, le Commission canadienne des Trans
ports, l’autorité nécessaire en vertu de 
l’article 13:

Sous réserve de l’approbation du gouver
neur en conseil, la Commission des trans
ports aériens...

Maintenant la Commission des transports, 
peut établir des règlements

a) établissant les heures maximums et 
autres conditions de travail des pilotes et 
des co-pilotes.

Ces dispositions particulières, lorsque la loi 
sur l’aéronautique a été modifiée en 1966, ont 
été retirées de la partie II et insérées dans la 
partie I sous la compétence du ministre des 
Transports. M. Walker pourrait peut-être 
nous donner l'explication, mais je crois que 
c’est parce que les questions de sécurité rele
vaient de la compétence du ministre plutôt 
que de la Commission et de son successeur, la 
Commission des Transports.

Le président: Monsieur Walker.

M. Walker: C’est exact, monsieur le prési
dent.

M. Fortier: Puisse-je maintenant faire une 
remarque sur l’autre point que j’allais soule
ver. Cette question des règlements qui 
seraient édictés en vertu de l’article 3 et qui
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[Texte]
I would point out that this is not the only 

case in which the Minister is authorized by 
the Governor in Council to take certain 
actions. There is, for instance, a general au
thority of the Governor in Council authorizing 
the Minister of Transport to enter into leases 
of departmental property without further ref
erence to the Governor in Council. The 
Minister fixes the rental, the terms and all 
the conditions of these leases. There is no 
requirement to go to the Governor in Council, 
nor is there any provision that these leases 
are subject to review from time to time by 
the Governor in Council.

Mr. Nesbitt: I understand. I am glad you 
brought that to my attention. I was merely 
saying in my remarks that perhaps I had 
misunderstood the Minister. I was not refer
ring just to any regulations that might be 
passed under this Act, but I hoped that all 
regulations under this Act, as amended, or 
any part of it, might be given that treatment. 
However, as Mr. Alim and has pointed out 
perhaps some arrangement is being made for 
this very purpose. I was not referring only to 
regulations to be made under these amend
ments, but to the whole bit.

Mr. Rock: Mr. Chairman, can Mr. Richard
son tell us whether there are any sections of 
any acts covering rockets? Reading clause 4(1) 
(a) it could actually cover a machine called a 
rocket. The interpretation of the purpose of 
these amendments is not usually included in 
the Act after it is printed. I am not sure 
whether there is anything covering rockets. 
This could be interpreted to cover the shoot
ing of rockets in the air. They create an air 
cushion, and possibly it could be dangerous to 
navigation and be against the Act without its 
being realized. Could this not be misinterpret
ed to cover rockets...

• 1635

...does not include a machine designed 
to derive support in the atmosphere from 
reactions against the earth’s surface of air 
expelled from the machine;

Someone could interpret a rocket as that 
type of machine.

Mr. Fortier: Sir, on the question of rockets 
and balloons I must call your attention to the 
amendments that were made in 1966 to the 
Aeronautics Act, which gave the Governor in 
Council the power to make regulations 
respecting

...the use and operation of rockets, 
moored balloons and kites that, in the 
opinion of the Minister, are hazardous to 
air navigation;...

[Interprétation]
serait revus de temps à autre. Ce n’est pas le 
seul cas où le ministre est autorisé par le 
gouverneur en conseil à prendre une mesure 
quelconque; par exemple, nous avons l’au
torisation générale de la part du gouverneur 
en conseil autorisant le ministre des Trans
ports à signer des baux sans avoir à référer 
la question au gouverneur en conseil. C’est le 
ministre qui établit les conditions, la durée 
des baux ainsi que le coût de location. Rien 
n’exige non plus que ces baux soient revus de 
temps à autre par le gouverneur en conseil.

M. Nesbitt: Je comprends et je suis très 
content que vous ayez soulevé ce point. Mes 
remarques signifiaient que j’avais peut-être 
mal compris le ministre. Je ne parlais pas 
uniquement des règlements qui pourraient 
accompagner ce projet de loi mais de tous les 
règlements relatifs à cette loi, telle qu’amen
dée, ou à toute partie de cette même loi. Mais 
comme l’a dit M. Allmand, il y a peut-être 
des dispositions qui sont prises à cette fin. Je 
ne parlais pas uniquement des règlements en 
vertu de cette loi mais de tous les règlements.

M. Rock: Monsieur le président, j’aimerais 
bien poser une question à monsieur Richard
son. Y a-t-il des dispositions quelconques 
visant les fusées? On pourrait croire que l’ar
ticle 4 a) i inclut les fusées. L’interprétation 
du but poursuivi lors de la présentation de 
l’amendement n’est pas incluse lors de l’im
pression du texte de loi. J’ignore si l’on pré
voit le cas des fusées. L'interprétation donnée 
à cet article pourrait inclure les fusées et leur 
lancement dans l’espace. En raison du dépla
cement d’air elles pourraient être dangereuses 
pour l’aviation et leur lancement pourrait vio
ler la loi sans que quiconque le réalise. Ne 
pourrait-on pas mal interpréter ce texte et 
croire qu’il touche les fusées.

...n’inclut pas un appareil qui se main
tient dans l’atmosphère par les réactions 
que l’air qui provient de l’appareil produit 
au niveau du sol;

Quelqu’un pourrait peut-être conclure que la 
fusée est une machine de ce genre.

M. Fortier: En ce qui concerne les fusées, 
M. Rock, je dois attirer votre attention sur les 
modifications apportées en 1966 à la loi de 
l’aéronautique et qui donnaient au Gouver
neur en conseil le pouvoir d’édicter des règle
ments concernant...

L’utilisation et la mise en service de 
fusées ainsi que de ballons et cerfs-volants 
captifs qui, de l’avis du ministre, consti
tuent des dangers pour l’aviation.
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[Text]
The Chairman: Shall clause 1 carry?

Mr. Harding: I wish to ask a question, not 
under Clause 1, Mr. Chairman, but under 
regulations generally. Should I wait?

The Chairman: Yes, you had better wait.

Mr. Harding: I do not know whether it 
comes under Clause 2 or Clause 7. I will 
bring it up under Clause 7.

Clauses 1 to 6 agreed to.

The Chairman: On Clause 7?

Mr. Harding: May I get a little information 
from the Minister or from one of the staff, 
about chartered trips? I understand that 
when an aircraft is chartered by an organiza
tion the present regulation is that those mak
ing the chartered flight must come from with
in a 40-mile radius of the centre from which 
the application comes. Any alteration in this 
would, I presume, go to a council, or to a com
mittee, or perhaps to the Minister or the Dep
uty Minister, and they would review the case 
and might grant an extension to cover per
haps a whole area, or a province. I can think 
of a host of organizations the members of 
which are drawn from a very wide area.

Why should it be confined to this 40-mile 
radius? Has this particular regulation been 
altered by the amendments before us?

Mr. Richardson: Mr. Chairman, Mr. Gray, 
of the Canadian Transport Commission, can 
probably best answer that question.

Mr. Gray (Assistant Director, Legal Depart
ment, Canadian Transport Commission): Mr.
Chairman, the principle that was being fol
lowed in adopting the 40-mile radius rule was 
that the members of the association wishing 
to charter the aircraft should come from the 
same community.

The rule as it now stands includes an 
opportunity for the Air Transport Committee 
to make an exception where an organization 
can make a case for an area larger than the 
40-mile radius.

I can also say that this 40-mile-radius rule 
is under reconsideration at the present time 
and there is a probability that a revision of it 
will be issued before very long. I cannot go 
beyond that.

Mr. Harding: But it is not changed by any 
regulation in this bill?

Mr. Gray: No, sir.

[Interpretation]
Le président: Est-ce que l’article I est 

adopté?

M. Harding: Je désire poser une question, 
non pas en vertu de l’article I mais en vertu 
des règlements, est-ce que je devrais 
attendre?

Le président: S’il vous plaît.

M. Harding: J’ignore si elle tombe sous l’ar
ticle 2 ou 7. Je la soulèverai à l’article 7.

Les articles 1 à 6 sont adoptés.

Le président: Au sujet de l’article 7?

M. Harding: J’aimerais bien avoir des ren
seignements soit de la part du ministre, soit 
de la part des fonctionnaires en ce qui a trait 
aux voyages nolisés? Je crois comprendre que 
lorsqu’un aéronef est nolisé par un organisme 
ou une société, les règlements actuels veulent 
que ceux qui prennent part à l’envolée doi
vent demeurer dans un rayon de 40 milles de 
l’endroit d’où vient la demande. Toute modi
fication à ce règlement, je suppose, doit être 
soumise à un comité, ou au ministre ou au 
sous-ministre pour obtenir que puissent y 
prendre part les personnes qui, habitent une 
région ou une province donnée.

Je songe à tous ces organismes dont les 
membres sont recrutés dans un très vaste ter
ritoire et alors pourquoi doit-on se limiter à 
ce rayon de 40 milles. Est-ce que l’on a 
modifié ce règlement par les modifications 
que nous avons présentement devant nous?

M. Richardson: Monsieur le président, mon
sieur Gray de la Commission canadienne des 
transports peut répondre à cette question.

M. Gray (directeur adjoint, service du con
tentieux, C.C.T.): Monsieur le président, je 
crois que le principe que l’on suivait en utili
sant le rayon de 40 milles c’est que les mem
bres de l’organisme qui voulaient noliser l’a
vion devraient venir de la même collectivité. 
Je crois que le règlement, tel qu’il existe à 
l’heure actuelle, permet au comité des Trans
ports aériens de faire une exception dans le 
cas des organismes qui désirent éliminer ce 
rayon de 40 milles. Je devrais peut-être aussi 
ajouter que le règlement en question est à 
l’étude, à l’heure actuelle, et qu’il est possible 
qu’il soit révisé avant trop longtemps. Je ne 
peux pas aller plus loin que cela toutefois.

M. Harding: La modification n’est pas pré
vue dans ce bill?

M. Gray: Non monsieur.
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[Texte]
Mr. Harding: I see. I have just one further 

question on this. It seems logical to me that 
there should be an extension of this area, 
unless there is some specific reason, perhaps 
related to fares. I really cannot think of any.

An organization charters a plane. They may 
have to bring members from two or three 
provinces. It may be one of the lodges, or the 
Legion. They charter quite frequently. Per
mission is granted for these flights, and their 
members cover very, very wide areas. I do 
not see why it should not be written into the 
Act.

• 1640

Mr. Gray: Mr. Chairman, I think the basic 
reason for having any rules at all about the 
size of charter groups, or the radius from 
which their members can be drawn, was to 
attempt to make sure that the rule would not 
become so loose that charter operators would 
be operating charters with great regularity 
and would have a really disastrous impact on 
the operations of the scheduled carriers; so 
that the time might come when you would 
only have the scheduled carriers operating, 
perhaps, one flight a day, when now they 
have four. It was really an attempt to have 
some sort of an enforceable rule which would 
impose some restriction on charter operations 
and still allow some reasonable amount of 
freedom.

There are some types of organizations to 
which it is only common sense to allow great
er than a 40-mile radius; for example, the 
association of mayors. You would have a very 
difficult time getting a charter group of may
ors unless you gave them all of Canada. And 
there are other quite legitimate cases. But I 
have said before, this whole question, the 
40-mile radius question in particular, is under 
reconsideration at the moment.

Mr. Harding: I would like to thank Mr. 
Gray for his explanation.

The Chairman: Shall Clause 7 carry? Mr. 
Portelance.

M. Portelance: Monsieur le président, je ne 
sais pas si ma question se rapporte à l’article 
7, car, malheureusement, je n’ai pas eu le 
temps de le lire au complet. Lorsqu’on donne 
une concession à une compagnie quelconque 
pour desservir l’aéroport, on doit tenir 
compte de ce bill. Est-ce que cela se fait par 
soumission publique?

Je pourrais citer le cas Murray-Hill, à l’aé
roport de Montréal; on en parle beaucoup. 
Murray-Hill signe un contrat avec le gouver-

[Interprétation]
M. Harding: Monsieur Gray, j’ai une autre 

question à ce sujet. Il me semble logique qu’il 
doit y avoir une modification du règlement 
concernant le rayon de 40 milles à moins qu’il 
n’y ait une raison spéciale qui en empêche la 
modification. Mais je n’en vois pas. Un orga
nisme nolise un avion. Les membres sont 
répartis dans deux ou trois provinces. C’est, 
par exemple, le cas de la Légion qui nolise 
fréquemment des appareils. Pourquoi ne pas 
prévoir le cas dans la loi?

M. Gray: Monsieur le président, je crois 
que la raison fondamentale qui a présidé à 
l’établissement de règlements relatifs à l’im
portance des groupes ou à leur lieu de rési
dence c’est de s’assurer que le règlement ne 
soit pas si vague que les noliseurs fassent des 
nolisements de façon régulière, et influe énor
mément sur l’exploitation des transporteurs 
autorisés; de sorte que peut-être, les trans
porteurs à horaire régulier n’auraient qu’une 
envolée par jour alors que maintenant ils en 
ont quatre. C’était réellement une tentative 
d’avoir un règlement quelconque qui limite
rait les nolisements et qui leur permettrait en 
même temps une certaine mesure de liberté.

Il existe certains genres d’organisations, 
l’Association des maires par exemple, aux
quelles il ne serait que raisonnable d’accorder 
un rayon de plus de 40 milles. Il serait 
difficile d’avoir un nolisement de maires à 
moins de donner une expansion par tout le 
territoire canadien. Et il existe d’autres cas 
légitimes. Comme je l’ai déjà dit, cette ques
tion du rayon de 40 milles, en particulier, est 
à l’étude à l’heure actuelle.

M. Harding: Je vous remercie, monsieur 
Gray.

Le président: L’article 7 est-il adopté? Mon
sieur Portelance.

Mr. Portelance: Mr. Chairman, I do not 
know whether my question refers to Clause 7, 
as I have not had time to read it completely. 
When you give a concession to a company for 
the purpose of servicing an airport, this Bill 
must be taken into account. Is this done by 
public tender?

I might perhaps quote you the example, at 
Montreal airport, of the Murray Hill Limou
sine Service Ltd. which is much discussed. 
Murray Hill has a contract with the govern-
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[Text]
nement pour fournir les services à l’aéroport. 
A chaque fois que ces contrats sont donnés, 
est-ce qu’il y a des soumissions publiques?

M. Fortier: Ces contrats ne sont pas donnés 
en vertu de l’article 13, mais tombent sous la 
juridiction du ministre. Ils ne concernent pas 
la Commission des transports. Des soumis
sions peuvent être appelées, mais pas dans 
tous les cas. Il n’y a pas d’obligation légale de 
faire l’appel de soumissions pour ces conces
sions. Dans le cas de Murray-Hill, je ne me 
souviens pas si on a fait l’appel de soumis
sions. La concession a été donnée à bail, sous 
l’autorité du Conseil du Trésor et du gouver
neur en conseil.

Le président: Je crois, monsieur Porte- 
lance, que cette question ne concerne pas les 
amendements apportés dans le bill.

M. Portelance: Le bill n’a donc rien à faire 
avec ce cas?

M. Fortier: Non, cela tombe sous l’autorité 
du ministre qui peut émettre des baux. Il y a 
des règlements, Government Airport Opera
tions Concession Regulations, qui autorisent 
le ministre à donner ces genres de concessions.

Le président: Monsieur Pringle.

Mr. Pringle: Mr. Chairman, with regard to 
private flying there are some very rigid res
trictions with regard to any possibility that 
there may be a tendency for the pilot or the 
owner of a private airplane to be partially 
commercial. In the old days, if I may be 
permitted to say the “old days”, I think it 
was really justified because this was a very 
serious thing as the airlines were just getting 
started with respect to their various routes 
and they required all the passengers that they 
had.

I am wondering if there is anything in this 
Act which could possibly have a loosening 
effect on the situation. For example, if you 
take a group of people who belong to an 
organization, three or four of you, it is illegal 
to in any way share the expenses of the oper
ating of that airplane. Yet it is being done 
all the time in automobiles. I just toss that in. 
I am not asking a specific question at this 
time. I am just suggesting that maybe there 
might be room for a little more flexibility in 
this regard so that the operators could oper
ate strictly within the law and it would be a 
little easier with regard to private flying.

Mr. Fortier: In so far as private aircraft 
operations are concerned, these would come

[Interpretation]
ment to service the airport at Dorval. Each 
time that such contracts are given, is there a 
call for tenders?

Mr. Fortier: These contracts are not given 
under Clause 13, they come under the juris
diction of the Minister and not of the Canadi
an Transport Commission. Tenders may be 
called but they are not called in every case. 
There is no statutory obligation to call ten
ders for these contracts. In the case of Mur
ray Hill, I do not recall whether there were 
tenders called or not. The concession was 
given through a lease given under the author
ity of the Treasury Board and the Governor 
in Council.

The Chairman: I do not think, Mr. Porte
lance, that this question relates to the amend
ments to the Bill.

Mr. Portelance: Thus the Bill is not related 
to this case?

Mr. Fortier: No, it comes under the author
ity which the Minister has to sign leases. 
There are regulations which are called the 
Government Airport Operations Concessions 
Regulations which authorize the Minister to 
give out this type of concession.

The Chairman: Mr. Pringle.

M. Pringle: Monsieur le président, en ce 
qui concerne l’aviation privée, il y a des res
trictions très rigides en ce qui a trait à la 
possibilité qui puisse exister que le pilote ou 
le propriétaire ait à se priver d’avoir une 
exploitation en partie commerciale. Aupara
vant, ou si je puis dire «dans le bon vieux 
temps», je crois que cela était vraiment 
justifié, car c’était une question très sérieuse 
étant donné que les lignes aériennes commen
çaient à peine leur exploitation en ce qui 
concernait leurs différentes routes, ils avaient 
vraiment besoin de tous les passagers 
possibles.

Je me demande si dans le bill il y a quel
que chose qui améliorerait la situation. Par 
exemple, prenez un groupe de gens qui font 
partie d’un organisme quelconque, par exem
ple trois ou quatre de vous, ce n’est pas possi
ble pour vous de partager les frais d’exploita
tion de l’aéronef privé, mais on le fait tout le 
temps pour une automobile. Je ne pose pas de 
questions précises, mais je suggère que peut- 
être ce serait loisible de donner un peu plus 
de souplesse à ces règlements, afin que les 
exploitants puissent agir en stricte conformité 
de la Loi, mais qu’ils aient un peu plus de 
facilité quand il s’agit des aéronefs privés.

M. Fortier: En ce qui concerne l’exploita
tion d’aéronefs privés, cela relève de la partie
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[Texte]
under Part I, and under Part I there are 
provisions for licences to be issued to aircraft 
pilots. There are various kinds of licences. 
There are licences which are called “private 
pilot” and some licences are endorsed to per
mit the pilot to conduct commercial opera
tions—operations for gain—and any pilot of 
an aircraft can conduct only such operations 
as his licence authorizes him to conduct.

• 1645
The Chairman: Does that answer your

question?
Mr. Pringle: I understand that that is true 

under the Act. I realize that, but I was just 
wondering if it is possible for the Commission 
to take a look at this Act a little more closely 
because I think it really is very rigid and 
there may be room for some improvement 
with regard to an amendment to the 
regulations.

Mr. Fortier: It would be an amendment to 
the regulations of Part I, because in so far as 
Part II is concerned the Commission is con
cerned only with commercial air services.

The Chairman: Shall Clause 7 carry? Mr. 
Harding.

Mr. Harding: Mr. Chairman, this again is 
on regulations and I am not too sure whether 
it applies to this particular Act. I received a 
number of complaints over the use of aircraft 
for hunting. I presume this is mostly helicop
ters, where they have gone up and chased 
some of the game around and then landed the 
hunters down in a certain spot. It is not very 
sporting but, as I presume, this has hap
pened. Who would make the regulations to 
stop this? Would it come under this Act, or 
would it have to come under the game act of 
the provincial authorities, or is there any
thing in the regulations preventing this?

Mr. Richardson: Mr. Chairman, I do not 
believe there is anything here covering that. 
That would be under the game laws, as far as 
I am aware; not under the Aeronautics Act. 
But I could be corrected on that if I ...

Mr. Gray: No, Mr. Minister. I think that is 
correct. If the person operating the aircraft is 
being paid by the hunter he is hauling, then 
he would require a licence from the Air 
Transport Committee, but neither the Air 
Transport Committee nor the Canadian 
Transport Commission has any rules about 
whether you can hunt from an aircraft or not,

[Interprétation]
1. En vertu de la partie 1, il y a des disposi
tions prévoyant l’émission de permis aux pilo
tes. Et, évidemment, il y a différentes catégo
ries de permis. Il y en a qui sont appelés 
«pilote privé», d’autres qui sont endossés pour 
permettre au pilote d’avoir une exploitation 
commerciale, une exploitation lucrative. Et le 
pilote ne peut avoir que le genre d’exploita
tion autorisée par son permis.

Le président: Cela répond-il à votre 
question?

M. Pringle: Je comprends que cela est vrai 
en vertu de la Loi, mais je me demandais si 
ce serait possible que la Commission examine 
la Loi un peu plus attentivement, car c'est 
vraiment très rigide. Il y aurait peut-être 
moyen de l’améliorer à cet égard, en 
modifiant les règlements.

M. Fortier: Ce serait une modification aux 
règlements de la partie 1, car en ce qui con
cerne la partie 2, la Commission ne s’intéresse 
qu’aux services commerciaux, services 
aériens commerciaux.

Le président: L’article 7 est-il adopté? Mon
sieur Harding?

M. Harding: Monsieur le président, encore 
une fois, il s’agit de règlements, mais je ne 
suis pas trop sûr si cela relève de la présente 
Loi ou non. J’ai reçu un certain nombre de 
plaintes en ce qui concernait l’usage d’aéro
nefs pour faire la chasse. Je présume qu’il 
s’agit surtout d’hélicoptères, des hélicoptères 
qui font la chasse et qui ensuite font atterrir 
les chasseurs. Je présume que cela se produit. 
Qui alors édicterait les règlements pour 
empêcher cela? Et est-ce que cela relève de la 
présente Loi ou est-ce que cela relève du 
gouvernement provincial, en vertu des règle
ments de la chasse? Est-ce qu’il y a quoi que 
ce soit dans les règlements qui empêcherait 
cette situation?

M. Richardson: Monsieur le président, je ne 
crois pas qu’il existe quoi que ce soit ici qui 
viserait cette situation. Cela relèverait à ma 
connaissance des règlements de la chasse et 
non de la Loi sur l’aéronautique. Si j’ai tort, 
qu’on me corrige.

M. Gray: Je crois que c’est exact, monsieur 
le ministre. Si la personne qui exploite l’aéro
nef est payée par les chasseurs qu’il trans
porte, cela nécessite une licence du Comité 
des transports aériens, mais ni le Comité des 
transports aériens, ni la Commission cana
dienne des transports n’ont de règlements 
quant à savoir si l’on peut faire la chasse à
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[Text]
although I might say, just for the informa
tion of the Committee members, that the Air 
Transport Committee co-operates on request 
with the enforcement officials of the provinces 
and sometimes we have joint patrols of our 
own inspectors and game wardens and some
times immigration officials.

Mr. Harding: You do have patrols?
Mr. Gray: From time to time. ..
Mr. Harding: I see.
Mr. Gray: . .. for this purpose. We try to 

co-operate as much as possible with the Fish 
and Wildlife Branch of Ontario, for example, 
if they ask us.

Mr. Harding: There is no objection to flying 
hunters into base camps. This is quite all 
right, but chasing the animals or hunting 
from the air I think should certainly be out
lawed. I am very pleased to hear that patrols 
are flown. This would be under what depart
ment again?

Mr. Gray: The federal authorities have co
operated among themselves and with some 
provincial game departments and carried out 
joint patrols to ensure that, for example, 
foreign hunters who are hunting in Canada 
have licences to ensure that aircraft owners 
are not carrying hunters for hire and reward 
without a licence. In other words, a joint 
enforcement effort.

Mr. Harding: Thank you.

The Chairman: Shall Clauses 7 to 9 carry?

Clauses 7 to 9 agreed to.

Preamble agreed to.

Title agreed to.

Shall I report the bill?

Some hon. Members: Agreed.

The Chairman: I want to thank the Com
mittee for their great support. I do not 
believe we will have a sitting for a few days. 
In any case you will be advised in due course 
of the next sitting. We may have a steering 
committee meeting next week, Monday or 
Tuesday.

Mr. Serré: That means, Mr. Chairman, we 
do not sit tomorrow?

The Chairman: No. This is finished. Thank 
you very much, all the members, for your 
great support.

[Interpretation]
bord d’un avion. Je peux vous dire toutefois 
que le Comité des transports aériens collabore 
sur demande avec les fonctionnaires quant à 
l’application de la Loi de la province et par
fois, nous avons des patrouilles conjointes 
comprenant nos propres inspecteurs et des 
gardes-chasse et parfois des fonctionnaires de 
l’Immigration.

M. Harding: Vous avez des patrouilles?
M. Gray: De temps à autre...
M. Harding: Je comprends.
M. Gray: A cette fin, nous essayons de col

laborer le plus possible avec le ministère de 
la Chasse et de la Pêche de l’Ontario, par 
exemple, si on nous le demande.

M. Harding: Aucune objection à transporter 
les chasseurs jusqu’à leur camp, mais l’his
toire de la chasse à partir de l’avion ou de 
l’hélicoptère devrait être réglementée. Je ne 
savais pas qu’il y avait des patrouilles qui 
existaient. Et, sous quel ministère, encore une 
fois?

M. Gray: Les autorités fédérales ont colla
boré entre-elles et avec certains ministères de 
la Chasse et de la Pêche provinciaux, pour 
avoir des patrouilles conjointes pour assurer 
par exemple que les chasseurs étrangers qui 
font la chasse au Canada ont un permis valide 
pour assurer que les propriétaires d’aéronefs 
ne transportent pas des chasseurs à forfait et 
à profit sans permis. En d’autres termes, c’est 
une application conjointe de la Loi.

M. Harding: Merci.

Le président: Les articles 7 à 9 sont-ils 
adoptés?

Les articles 7 à 9 sont adoptés.

Le préambule est adopté.

Le titre est adopté.
Le président: Dois-je faire rapport du bill?

Des voix: D’accord.
Le président: Je veux remercier les mem

bres du Comité de toute cette aide. Je crois 
que nous n’aurons pas de séance d’ici quel
ques jours. De toute façon, on vous avisera en 
temps et lieu. Il y aura peut-être une réunion 
du Comité de direction la semaine prochaine, 
lundi ou mardi.

M. Serré: Mais rien demain?

Le président: Non, tout est fini, maintenant. 
Je vous remercie beaucoup, messieurs les 
membres, de votre grande aide.
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Pursuant to Standing Order 65 (4) (b) 
notice was given of changes in the mem
bership of the Standing Committee on 
Transport and Communications.

1 Mr. Mahoney replaced Mr. Penner, on 
February 4, 1969.

* Mr. Corbin replaced Mr. Howard 
(Okanagan Boundary), on February 4, 
1969.

* Mr. Perrault replaced Mr. Serré, on 
February 4, 1969.

* Mr. Horner replaced Mr. Woolliams, 
on February 6, 1969.

‘Mr. Rose replaced Mr. Harding, on 
February 10, 1969.

Suivant l’article 65(4) (b) du Règlement, 
avis fut donné de modifications dans la 
composition du Comité des transports et 
des communications.

1 M. Mahoney remplace M. Penner, le 
4 février 1969.

‘M. Corbin remplace M. Howard (Oka
nagan Boundary), le 4 février 1969.

* M. Perrault remplace M. Serré, le 
4 février 1969.

* M. Horner remplace M. Woolliams, le 
6 février 1969.
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REPORT TO THE HOUSE RAPPORT À LA CHAMBRE

Wednesday January 29, 1969
The Standing Committee on Transport 

and Communications has the honour to 
present its

Fourth Report

Your Committee has considered Bills 
S-14, An Act to amend the Aeronautics 
Act, and S-19 An Act to amend the 
Navigable Waters Protection Act and has 
agreed to report them without amendment.

A copy of the Minutes of Proceedings 
and Evidence relating to these Bills (Issue 
No. 12) is tabled.

Le mercredi 29 janvier 1969
Le Comité permanent des transports et 

des communications a l’honneur de pré
senter son

Quatrième rapport

Le Comité a étudié les bills S-14, Loi 
modifiant la Loi sur l’aéronautique et 
S-19, Loi modifiant la Loi sur la protec
tion des eaux navigables, et est convenu 
d’en faire rapport sans modification.

Un exemplaire des procès-verbaux et 
témoignages à ces bills fascicule n' 12) 
est déposé.

Respectfully submitted, Respectueusement soumis,
Le président,

H.-Pit Lessard,
Chairman.

29690—u
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ORDERS OF REFERENCE ORDRES DE RENVOI

House of Commons 
Friday, January 17, 1969.

Ordered,—That the Standing Committee 
on Transport and Communications be em
powered to consider and report upon the 
problems of transportation in the Atlantic 
Provinces, and that, for the purposes of its 
inquiry, the Committee be empowered to 
adjourn from place to place within Canada 
and the Clerk and the necessary supporting 
staff be authorized to accompany the Com
mittee.

Wednesday, January 22, 1969.

Ordered,—That the following Bills be 
referred to the Standing Committee on 
Transport and Communications:

Bill S-14, An Act to amend the Aero
nautics Act; and

Bill S-19, An Act to amend the Navi
gable Waters Protection Act.

ATTEST:

Chambre des communes 
Le vendredi 17 janvier 1969

Il est ordonné,—Que le comité perma
nent des transports et des communications 
soit autorisé à examiner et à rendre compte 
des problèmes de transport des provinces 
de l’Atlantique, et que, aux fins de son 
enquête, le comité soit autorisé à se rendre 
à différents endroits au Canada et que le 
greffier ainsi que le personnel de soutien 
nécessaire soient autorisés à accompagner 
le comité.

Le mercredi 22 janvier 1969

Il est ordonné,—Que les bills suivants 
soient déférés au comité permanent des 
transports et des communications :

Bill S-14, Loi modifiant la Loi sur l’aéro
nautique;

Bill S-19, Loi modifiant la Loi sur la pro
tection des eaux navigables.

ATTESTÉ:

Le Greffier de la Chambre des communes 
ALISTAIR FRASER 

The Clerk of the House of Commons



[Text]
MINUTES OF PROCEEDINGS

Thursday, February 13, 1969.
(13)

The Standing Committee on Transport 
and Communications met this day at 9:40 
a.m. in camera, the Chairman, Mr. H.-Pit 
Lessard, presiding.

Members present: Messrs. Allmand, 
Breau, Corbin, Godin, Lessard (LaSalle), 
Mahoney, McGrath, Nowlan, Perrault, 
Pringle, Rock, Skoberg, Thomas (Monc
ton), Turner (London East). (14).

It was moved by Mr. Allmand, seconded 
by Mr. Nowlan,

Resolved,—That Mr. Pat Mahoney be 
elected Vice-Chairman of this Committee.

It was moved by Mr. Pringle,
Resolved:—That nominations be closed.

The Chairman then declared Mr. Maho
ney elected Vice-Chairman of this Com
mittee.

Then on motion of Mr. Allmand, it was

Resolved:—That the members of the 
Committee restrain themselves to a 10- 
minute questioning period of the witnesses 
appearing before the Committee during 
its tour of the Atlantic Provinces.

The Clerk then proceeded to the dis
tribution of wallets which had been 
prepared for the trip to the Atlantic 
Provinces.

On motion of Mr. Allmand,
Resolved:—That the following docu

ments be made available to the members 
of this Committee:

1. The Canadian Railway Act.
2. The Maritimes Freight Rates Act.

3. The Canadian Transportation Act.
4. Summary of briefs as prepared by 

the Department of Transport

[Traduction]
PROCÈS-VERBAUX

Le jeudi 13 février 1969 
(13)

Le Comité permanent des transports et 
des communications se réunit ce matin à 
9 h 40, à huis clos, sous la présidence de 
M. H.-Pit Lessard, président.

Présents: MM. Allmand, Breau, Corbin, 
Godin, Lessard (LaSalle), Mahoney, 
McGrath, Nowlan, Perrault, Pringle, Rock, 
Skoberg, Thomas (Moncton) et Turner 
(London-Est) (14).

Sur une proposition de M. Allmand, ap
puyé par M. Nowlan,

Il est décidé—Que M. Pat Mahoney soit 
élu vice-président du Comité.

Sur une proposition de M. Pringle,
Il est décidé—Que les mises en candi

dature soient closes.

Le président déclare M. Mahoney dû
ment élu vice-président du Comité.

Ensuite, sur la proposition de M. 
Allmand,

Il est décidé—Que les membres du Co
mité limitent à 10 minutes leur interroga
toire des témoins qui comparaîtront de
vant le Comité au cours de sa tournée des 
provinces atlantiques.

Le secrétaire distribue les trousses pré
parées en vue du voyage aux provinces 
atlantiques.

Sur une proposition de M. Allmand,
Il est décidé—Que les documents sui

vants soient mis à la disposition des mem
bres du Comité:

1. La loi sur les chemins de fer.
2. La loi sur les taux de transport 

des marchandises dans les provinces 
Maritimes.

3. La loi sur les transports.
4. Le résumé des mémoires établis 

par le ministère des Transports.
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After further debate, on motion of Mr. 

Breau, it was
Resolved:—That the briefs received by 

the Standing Committee on Transport and 
Communications and not yet printed in the 
records, be printed as appendices to this 
Committee’s Minutes of Proceedings and 
Evidence during its tour of the Atlantic 
Provinces.

The Chairman informed the Committee 
that a motion is needed to allow the print
ing of the Minutes of Proceedings of this 
meeting since the Committee is sitting in 
camera.

Thereupon, on motion of Mr. Carter,
Resolved:—That the minutes of the 

present meeting be printed.

At 10:10 a.m., the Committee adjourned 
to the call of the Chair.

[Traduction]
Sur la proposition de M. Breau,

Il est décidé—Que les mémoires reçus 
par le Comité permanent des transports 
et des communications et qui n’ont pas 
encore été consignés en appendice au 
compte rendu le soient au cours du voyage.

Le président signale au Comité qu’il 
est nécessaire de présenter une motion 
tendant à l’impression du compte rendu 
de la présente séance vu que le Comité 
siège à huis clos.

Alors, sur la proposition de M. Carter,
Il est décidé—Que le compte rendu des 

délibérations de la présente séance soit 
imprimé.

A 10 h 10 du matin, le Comité s’ajourne 
jusqu’à nouvelle convocation du président.

Le secrétaire du Comité, 
Robert Normand,

Clerk of the Committee.

Monday, February 17, 1969.
(14)

The Standing Committee on Transport 
and Communications met this day at Fred
ericton, N.B. at 9:30 a.m., the Chairman, 
Mr. H.-Pit Lessard, presiding.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, Les
sard (LaSalle), McGrath, Mahoney, Nes
bitt, Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Skoberg, Thomas (Moncton), 
Trudel, Turner (London East).—(20)

Also present: Mr. T. M. Bell, M.P.

Witnesses: Representing McCain Foods 
Limited: Mr. Dan Swim, Traffic Manager; 
representing Atlantic Provinces Soft Drink 
Association: Mr. John Reynolds, President; 
Mr. Robert Lynch, Vice-President; from 
the City of Saint John, N.B.: Mayor J. A. 
MacDougall, M.D., Mr. Dino Pappas, Com
mon Clerk and City Solicitor; from the 
Saint John Board of Trade: Mr. James M. 
Crosby, President; Mr. Gordon H. Lummis, 
General Manager; from Irving Oil Limited:

Le lundi 17 février 1969 
(14)

Le Comité permanent des transports et 
des communications se réunit aujourd’hui 
à Fredericton (N.-B.) à 9 heures et demie 
du matin, sous la présidence de M. H. 
Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
McGrath, Mahoney, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Skobert,Thomas (Moncton), Trudel et 
Turner (London-Est)—(20).

Aussi présent: M. T. M. Bell, député.
Témoins: de McCain Foods Limited: 

M. Dan Swim, directeur de la circulation; 
de l’Atlantic Provinces Soft Drink Asso
ciation, M. John Reynolds, président et 
M. Robert Lynch, vice-président; de la 
ville de Saint-Jean (N.-B.), le maire, M. 
J. A. MacDougall, M.D., et M. Dino Pappas, 
greffier et chef du Contentieux municipal; 
de la Chambre de Commerce de Saint- 
Jean, M. James M. Crosby, président, et 
M. Gordon H. Lummis, directeur général;
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Mr. K. C. Irving, Chief Executive Officer; 
Mr. A. L. Irving, Director and Executive 
Officer ; Mr. G. B. Lawson, Assistant to the 
President; from the Maritime Transporta
tion Commission: Mr. Ramsay Armitage.

The Chairman made a general statement 
regarding the Committee’s terms of refer
ence relating to the transportation prob
lems of the Atlantic Provinces.

McCain Foods Limited presented a sum
mary of their brief and were questioned 
thereon.

The witness undertook to obtain addi
tional information for the Committee.

On behalf of the Atlantic Provinces Soft 
Drink Association, Mr. Reynolds and Mr. 
Lynch summarized their brief and were 
questioned thereon.

Mr. Pappas presented a brief on behalf 
of the City of Saint John, followed by a 
brief on behalf of the Saint John Board of 
Trade. (See appendix C).

Mr. K. C. Irving, Chief Executive Officer 
of the group of companies, read at length 
the brief presented to the Committee. (See 
Appendix “D” for the appendices to the 
Irving Oil brief)

At 12:30 p.m. the meeting adjourned un
til 2:00 o’clock p.m. this day.

[Traduction]
de la société Irving Oil Limited, M. K. C. 
Irving, administrateur en chef, M. A. L. 
Irving, directeur et membre du comité 
d’administration, et M. G. B. Lawson, ad
joint du président; de la Commission du 
transport maritime, M. Ramsay Armitage.

Le président fait un exposé général des 
attributions du Comité, en ce qui concerne 
les difficultés du transport dans les pro
vinces atlantiques.

La société McCain Foods Limited soumet 
un résumé de son mémoire et son repré
sentant est interrogé à ce sujet.

Le témoin s’engage à obtenir des ren
seignements supplémentaires pour le Co
mité.

MM. Reynolds et Lynch, parlant au 
nom de l’Atlantic Provinces Soft Drink 
Association, résument leur mémoire et 
sont interrogés à cet égard.

M. Pappas soumet un mémoire au nom 
de la ville de Saint-Jean, après quoi un 
mémoire de la Chambre de commerce de 
Saint-Jean est également soumis. (voir 
l’appendice C)

M. K. C. Irving, administrateur en chef 
représentant le groupe de sociétés, fait 
lecture du texte intégral du mémoire sou
mis au Comité. (voir l’appendice «D» en 
ce qui concerne les annexes au mémoire de 
la société Irving Oil).

A midi et demi, la séance est suspendue 
jusqu’à 2 heures.

Le secrétaire du Comité, 
Robert Normand, 

Clerk of the Committee.

AFTERNOON SITTING 
(15)

The Standing Committee on Transport 
and Communications met this day in Fred
ericton, New Brunswick, at 2:15 p.m., the 
Chairman, Mr. H.-Pit Lessard, president.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, Les
sard [LaSalle), Mahoney, McGrath, Nes-

SÉANCE DE L’APRÈS-MIDI 
(15)

Le Comité permanent des transports et 
des communications se réunit aujourd’hui 
à Fredericton (Nouveau-Brunswick), à 
2 heures et quart de l’après-midi, sous la 
présidence de M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (La
Salle), Mahoney, McGrath, Nesbitt, Now-
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bitt, Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Skoberg, Thomas (Moncton), 
Trudel, Turner (London East)—(20).

Also present: Mr. Thomas Bell, M.P.

Witnesses: From the Irving Group of 
Companies: Mr. K. C. Irving; Mr. G. B. 
Lawson. From the Saint John Port and In
dustrial Association: Mr. Philip W. Oland. 
Chairman of the Commission; Mr. John P. 
Mooney, Vice-Chairman, Alderman; Mr. 
W. Alliston, member; Mr. Stewart Mac
Donald, Executive Director; Mr. Murray 
McCavour, Assistant Executive Director. 
Representing the Government of the Fhrov- 
ince of New Brunswick: The Honourable 
Robert J. Higgins, Minister of Economic 
Growth; Mr. R. E. Tweedale, Deputy Min
ister; Representing the Maritime Co-op
erative Services Limited: Mr. W. D. 
Dernier, General Manager. From T. Eaton 
Company Limited: Mr. W. R. Sparks, Traf
fic and Customs Manager; Mr. R. E. Lock
hart, Eastern Catalogue Operating Man
ager. From the Maritime Provinces Board 
of Trade: Mr. B. W. Isner. From the Mari
time Transportation Commission: Mr. J. 
M. Crosby, Chairman; Mr. Craig S. Dick
son, Executive Manager; Mr. R. M. S. 
Armitage, Assistant Manager; Mr. Maurice 
Cormier, Research Economist.

The members resumed their questioning 
of the Irving Oil Officials.

Officials of the Saint John Port and In
dustrial Commission were questioned.

The Honourable R. J. Higgins, presented 
a summary of the New Brunswick provin
cial brief and was questioned thereon.

Mr. W. D. Dernier summarized the 
recommendations contained in the brief 
of the Maritime Co-operative Services 
Limited and proceeded then to answer 
questions of the members of the Com
mittee.

The Committee recessed for ten minutes.

[Traduction]
lan, Perrault, Portelance, Pringle, Rock, 
Rose, Skoberg, Thomas (Moncton), Tru
del et Turner (London-Est) (20).

Aussi présent: M. Thomas Bell, député.

Témoins: pour le groupe des sociétés 
Irving: M. K. C. Irving et M. G. B. Law
son; de la Saint John Port and Industrial 
Association: M. Philip W. Oland, prési
dent de la commission, M. John P. 
Mooney, vice-président, échevin, M. W. 
Alliston, membre, M. Stewart MacDonald, 
administrateur en chef, et M. Murray 
McCavour, adjoint de l’administrateur en 
chef; du gouvernement de la province du 
Nouveau-Brunswick: l’honorable Robert 
J. Higgins, ministre de l’Expansion éco
nomique, et M. R. E. Tweedale, sous- 
ministre; de la Maritime Co-operative 
Services Limited: M. W. D. Dernier, di
recteur général; de la société T. Eaton 
Limited, M. W. R. Sparks, directeur de 
la Circulation et du Service douanier, et 
M. R. E. Lockhart, directeur des opéra
tions de la publication du catalogue pour 
l’Est du Canada; de la Chambre de com
merce des provinces maritimes: M. B. W. 
Isner; de la Commission des transports 
maritimes: M. J. M. Crosby, président, 
M. Craig S. Dickson, directeur de l’exé
cutif, M. R. M. S. Armitage, directeur ad
joint, et M. Maurice Cormier, économiste 
et spécialiste en recherche.

Les membres du Comité continuent à 
interroger les représentants de la société 
Irvmg OU.

Les représentants de la Saint John 
Port and Industrial Commission sont 
interrogés.

L’honorable R. J. Higgins soumet un ré
sumé du mémoire de la province du Nou
veau-Brunswick et il est interrogé à ce 
sujet.

M. W. D. Dernier résume les recom
mandations contenues dans le mémoire de 
la Maritime Co-operative Services Lim
ited, puis il répond aux questions posées 
par les membres du Comité

La séance est suspendue pendant dix 
minutes.

13—8



[Text]
After recess, questions were asked of the 

officials of T. Eaton Company.

Mr. B. W. Isner representing the Mari
time Provinces Board of Trade summarized 
his brief and was questioned thereon.

Mr. J. M. Crosby presented a summary 
of the Maritimes Transportation Commis
sion and Officials answered questions.

At 6:00 p.m., the Committee adjourned 
until 8:00 p.m. this day.

EVENING SITTING 
(16)

The Standing Committee on Transport 
and Communications met this day in Fred
ericton, New Brunswick at 8:00 p.m. the 
Chairman, Mr. H.-Pit Lessard, presiding.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, Les
sard (LaSalle), Mahoney, McGrath, Nes
bitt, Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Skoberg, Thomas (Moncton), 
Trudel, Turner (London East)—(20).

Witnesses: From the City of Moncton: 
Mayor L. C. Jones; Deputy Mayor J. P. 
Leblanc and Mr. H. A. Fredericks, Con
sultant. From the Grand Manan Board of 
Trade: Mr. Lawrence Cook, President; Mr. 
Sam Guptill, member. From the Frederic
ton Junior Chamber of Commerce: Mr. 
Jack Lamey. From the City of Fredericton: 
Mr. John Brander, Professor, University of 
New Brunswick; Mayor W. T. Walker; Mr. 
Louis Seheult, Councillor. From the Enter
prise Foundry Company Limited: Mr. 
Maurice P. Fisher, Vice-President Pur
chasing. From the Opposition Members of 
the New Brunswick Assembly: Mr. Fred 
McCain, ML A; Mr. Lome McGuigan, MLA.

The Chairman introduced the witnesses 
who gave an oral summary of their brief 
and answered questions thereon.

[Traduction]
La séance étant reprise, les représen

tants de la société T. Eaton sont inter
rogés.

M. B. W. Isner, représentant la Cham
bre de commerce des provinces maritimes, 
résume son mémoire puis il est interrogé 
à ce sujet.

M. J. M. Crosby soumet un résumé du 
mémoire de la Commission des transports 
maritimes et il répond aux questions po
sées à son sujet.

A 18 h. la séance est suspendue jus
qu’à 20 h.

SÉANCE DU SOIR 
(16)

Le Comité permanent des transports et 
des communications se réunit aujourd’hui 
à Fredericton (Nouveau-Brunswick) à 
8 h. du soir, sous la présidence de M. H.- 
Pit Lessard

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
Mahoney, McGrath, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel et 
Turner (London-Est) (20).

Témoins: de la ville de Moncton: le 
maire L. C. Jones, son adjoint, M. J.-P. 
Leblanc, et M. H. A. Fredericks, expert- 
conseil; de la Chambre de commerce de 
Grand-Manan: M. Lawrence Cook, prési
dent, et M. Sam Guptill, membre; de la 
Chambre de commerce des jeunes de Fre
dericton: M. Jack Lamey; de la ville de 
Fredericton: M. John Brander, professeur 
à l’université du Nouveau-Brunswick, le 
maire W. T. Walker, et M. Louis Seheult, 
conseiller municipal; de V Enterprise 
Foundry Company Limited: M. Maurice 
P. Fisher, vice-président, division des 
achats; de l’Opposition de l’assemblée lé
gislative du Nouveau-Brunswick: M. Fred 
McCain et M. Lome McGuigan, députés.

Le président présente les témoins et 
ceux-ci résument leur mémoire de vive 
voix, puis ils répondent aux questions qui 
leur sont posées à cet égard.
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[Text] [Traduction]
The Chairman thanked the witnesses and Le président remercie les témoins et le 

the Committee adjourned until 9:30 a.m., Comité s’ajourne jusqu’à 9 heures et de- 
February 18, 1969. mie du matin, le 18 février 1969.

Le secrétaire du Comité,
Robert Normand,

Clerk of the Committee.

Tuesday, February 18, 1969. 
(17)

The Standing Committee on Transport 
and Communications met this day in 
Fredericton, New Brunswick at 9:30 a.m., 
the Chairman Mr. Lessard, presiding.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, 
Lessard (LaSalle), Mahoney, McGrath, 
Nesbitt, Nowlan, Perrault, Portelance, 
Pringle, Rock, Rose, Skoberg, Thomas 
(Moncton), Trudel, Turner (London East) 
(20).

In attendance: From the Canadian Trans
port Commission: Mr. Joseph Hanley.

Witnesses: From the Canadian Trucking 
Association: Mr. J. E. Palmer, President, 
M.M.T.A.; Mr. A. K. MacLaren, Executive 
Director. From the Chestnut Canoe Co. 
Ltd.: Mr. G. W. Birch, President. From 
the City of Bathurst: Mayor J. A. Picot.

The Chairman introduced the witnesses 
and invited them to present a summary of 
their brief before being questioned there
on.

There being no further questions, the 
Committee adjourned at 12:01 p.m. until 
2:00 p.m. this day.

AFTERNOON SITTING 
(18)

The Standing Committee on Transport 
and Communications met this day in 
Fredericton, New Brunswick at 2:05 p.m., 
the Chairman, Mr. H.-Pit Lessard, pre
siding.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, 
Lessard (LaSalle), Mahoney, McGrath, 
Nesbitt, Nowlan, Perrault, Portelance,

Le mardi 18 février 1969 
(17)

Le Comité permanent des transports et 
des communications se réunit ce matin à 
Fredericton (N.-B.), à 9h. 10, sous la pré
sidence de M. Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
Mahoney, McGrath, Nesbitt, Nowlan, Per
reault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel et 
Turner (London-Est) (20).

Aussi présent: de la Commission cana
dienne des transports: M. Joseph Hanley.

Témoins: de la Canadian Trucking Asso
ciation: M. J. E. Palmer, président, M. M. 
T. A., et M. A. K. MacLaren, directeur de 
l’exécutif; de la Chestnut Canoe Co. Ltd.: 
M. G. W. Birch, président: de la ville de 
Bathurst: le maire, M. J. A. Picto.

Le président présente les témoins et les 
invite à donner un résumé de leurs mé
moires avant d’être interrogés à cet égard.

L’interrogatoire étant terminé, la séance 
est levée à midi et 1 minute, jusqu’à 14 
heures.

SÉANCE DE L’APRÈS-MIDI

Le Comité permanent du transport et 
des communications se réunit aujourd’hui 
à Fredericton (Nouveau-Brunswick) à 
14 heures sous la présidence de M. Lessard.

Présents:' MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
Mahoney, McGrath, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose,

13—10



[Text]
Pringle, Rock, Rose, Skoberg, Thomas 
(Moncton), Trudel, Turner (London East).

Also present: Mr. Percy Smith, M.P.

In attendance: From the Canadian 
Transport Commission: Mr. Joseph Hanley.

Witnesses: From Ganong Bros. Limited: 
Mr. J. P. Ensor; Mr. P. D. Frye. From the 
Fredericton Board of Trade: Mr. F. G. 
Bidlake, President; Mr. N. J. McKenzie, 
Secretary; Mr. A. J. Rioux, Director; Mr. 
Ottis Logue, Directeur and Vice-President. 
From Commuter Air Services Ltd.: Mr. 
Robert D. Thomson. From the Miramichi 
Area: Mayor Robert Martin of Chatham, 
New Brunswick and Mayor Earle McKen
na of Newcastle, New Brunswick. From 
Campbellton City Council: Mayor J. W. 
MacDonald. From the Campbellton Cham
ber of Commerce: Mr. J. M. Harquail.

The Chairman intrduced the witnesses 
and asked them to present summaries of 
their respective briefs before being ques
tioned thereon.

See Appendix “E” for Fredericton Board 
of Trade brief. The Fredericton Board of 
Trade undertook to provide additional 
information to the Committee at a later 
date.

See Appendix “F” for brief by five 
students from the University of New 
Brunswick.

See Appendix “G” for brief by Moncton 
and District Labour Council.

See Appendix “H” for brief by Camp
bellton City Council.

At 4:45 p.m. the Committee adjourned 
until 9:30 a.m., February 19, 1969.

[Traduction]
Skoberg, Thomas (Moncton), Trudel et 
Turner ( London-Est ).

De même que: M. Percy Smith, député.

Aussi présent: de la Commission des 
transports du Canada: M. Joseph Hanley.

Témoins: représentant la société Ganong 
Bros. Ltd.: M. J. P. Ensor et M. P. D. Frye; 
de la Chambre de commerce de Frederic
ton: M. F. G. Bidlake, président, M. N. J. 
McKenzie, secrétaire, M. A. J. Rioux, di
recteur, et M. Ottis Logue, directeur et 
vice-président; de la Commuter Air Serv
ices Ltd.: M. Robert D. Thomson; de la 
région de Miramichi: le maire Robert 
Martin, de Chatham (Nouveau-Bruns
wick) et le maire Earle McKenna, de 
Newcastle (Nouveau-Brunswick) ; du con
seil municipal de Campbellton: le maire 
J. W. MacDonald; de la Chambre de com
merce de Campbellton: M. J. M. Harquail.

Le président présente les témoins et les 
prie de soumettre des résumés de leurs 
mémoires respectifs avant d’être interrogés 
à leur sujet.

Voir l’Appendice «E» en ce qui concerne 
le mémoire soumis par la Chambre de 
commerce de Fredericton.

La Chambre de commerce de Frederic
ton s’engage à fournir plus tard au Comité 
les renseignements supplémentaires de
mandés.

Voir l’Appendice «F» en ce qui concerne 
le mémoire soumis par cinq étudiants 
de l’université du Nouveau-Brunswick.

Voir l’Appendice «G» en ce qui concerne 
le mémoire soumis par le Conseil du 
travail de la ville et du district de Monc
ton.

Voir l’Appendice «H» en ce qui concerne 
le mémoire soumis par le conseil muni
cipal de Campbellton.

A 5 heures moins un quart de l’après- 
midi, le Comité s’ajourne jusqu’à 9 heures 
et demie du matin, le 19 février 1969.

Le secrétaire du Comité, 
Robert Normand, 

Clerk of the Committee.

13—11



îff ■**



[Text]
EVIDENCE

(Recorded by Electronic Apparatus)

Monday February 17, 1969

• 0833

The Chairman: Ladies and gentlemen, 
members of the Committee, I would like to 
welcome you to the first meeting of the 
Transport Committee here this morning.

I took the opportunity to invite the CBC 
and the newspapermen and allowed them to 
take pictures. I took that upon myself to do. I 
hope this is satisfactory to the Committee.

Before starting, may I take this opportuni
ty to inform the public that the Standing 
Committee on Transport and Communica
tions of the House of Commons is regarded 
as a portion of the House of Commons. 
Therefore, the Committee is governed for the 
most part in its proceedings by the same 
rules which prevail in the House of Com
mons, by Article 65 (10) of the Standing 
Orders of the House of Commons.

The Committee has received a great num
ber of briefs concerning transportation prob
lems of the Atlantic Provinces and the Com
mittee is anxious to hear everyone who has 
submitted a brief to us. Therefore, we have 
asked everyone to comply with the request to 
supply the Committee with an official type
written list of the names of those persons 
who form the delegations appearing before 
the Standing Committee on Transport.

I would also ask those who present a 
brief—I 'am sorry to say this—to be as brief 
as possible because our agenda is pretty well 
loaded. We have a very, very tight schedule, 
so I would ask them to limit the length of 
their presentations.

This morning we are starting with a brief 
from McCain Foods Limited, and I would ask 
the gentlemen who are going to present the 
brief to come forward, please.

We have a new procedure this morning. 
You will be talking direct to Ottawa via two 
lines of the Bell Telephone Company. I 
would ask all members of the Committee, if 
possible, whenever you want to speak to 
raise your hand and wait until I name you so 
that there will not be any mistake.

I would like to present to you Mr. Dan 
Swim: of McCain Foods from Florenceville.

[Interpretation]
TÉMOIGNAGES 

[Enregistrement électronique]

Le lundi 17 février 1969

Le président: Mesdames et messieurs, 
membres du Comité. Je vous souhaite la 
bienvenue ce matin à la première réunion du 
Comité des Transports.

J’ai saisi l’occasion d’inviter Radio-Canada 
ainsi que les journalistes et je leur ai permis 
de prendre des photographies. J’ai pris la 
liberté de le faire, et j’espère que le Comité 
est consentant.

Avant de commencer, puis-je dire au grand 
public que le Comité permanent des Trans
ports et des communications de la Chambre 
des communes est considéré comme une 
partie de celle-ci. Par conséquent, le Comité 
est régi pour la plus grande partie par le 
Règlement de la Chambre des communes, par 
l’article 65(10).

Le Comité a reçu un très grand nombre de 
mémoires au sujet des problèmes du trans
port dans les provinces de l’Atlantique. Le 
Comité a hâte d’entendre tous ceux qui ont 
présenté des mémoires. Par conséquent, nous 
avons demandé à tous de bien vouloir donner 
au Comité une liste officielle, dactylographiée, 
des noms des personnes qui font partie de la 
délégation qui comparait devant le Comité 
permanent des Transports.

Je demande aussi à ceux qui présentent un 
mémoire, et je regrette infiniment d’avoir à le 
faire, d’être aussi brefs que possible car notre 
programme est très chargé. Je leur demande
rais donc de limiter leur exposé, car nous 
sommes très pressés.

Ce matin, nous commencerons donc par le 
mémoire de la McCain Foods Ltd. Je deman
derais à ceux qui doivent présenter le 
mémoire de bien vouloir venir à l’avant.

Nous avons une nouvelle procédure, ce 
matin. Vous parlerez directement à Ottawa 
par le truchement de deux lignes de la com
pagnie de téléphone Bell. Je demanderais 
aux membres du Comité, quand ils veulent 
parler, de lever la main et d’attendre que je 
les nomme afin qu’il n’y ait pas d’erreur.

Je vous présente M. Dan Swim de la 
McCain Foods, de Florenceville.

233
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[Text]
Mr. Dan Swim (McCain Foods Limited, 

Florenceville): Good morning, gentlemen of 
the Committee. We would like to discuss very 
briefly what we have in our brief.

Our company, McCain Foods, is about 12 
years old and is one of the largest processors 
of frozen products in Canada. Indeed, we are 
one of the largest in the world. The matter of 
freight rates is very important to our compa
ny, both at the present time and for the 
future. Nearly all of our sales are outside of 
the Province of New Brunswick and our 
business could not exist as such were it not 
for Ontario and Quebec and being competi
tive in those places.

About 80 per cent of our business is done 
in the provinces of Ontario, Quebec and the 
Maritimes, that is east of the Manitoba bor
der, and this movement is almost entirely by 
truck. We supply the Prairie Provinces and 
British Columbia by rail. This brief will 
cover principally the 80 per cent of our sales 
now handled by motor transport.

First, I would like to point out that our 
customers in Quebec and Ontario do require 
these over-the-road carriers. The reason for 
this is that many do not have sidings; there
fore they have to have carriers to drop. Many 
of them are not full truckloads as well.

Over the years we have been plagued by a 
shortage of good refrigerator trailers to get 
our goods to the market and, of course, on 
many occasions our business has suffered 
because of this poor service. In other words, 
there just do not seem to be enough 
refrigerated trucks willing and able to carry 
our goods which we feel we could afford' to 
pay. We are still straining at the moment to 
supply this service.

Just recently we accepted a small rate 
increase, the first in the history of the com
pany of McCain Foods. We have vigorously 
resisted these higher rates and we have done 
this by, loading around the dock, seven days 
a week, as well as going to the individual 
carriers and making an agreement with them 
to load their vehicles to capacity. In other 
words, we have done everything we can to 
keep our costs down.

What we would suggest, what we would 
petition you for, gentlemen, is this: that you 
recommend to the Government of Canada 
that the subventions as laid down in the 
MFRA apply to the motor transport industry. 
We believe that the MFRA makes an impor
tant and necessary contribution to the econo
my of the Maritimes. The reason for this Act, 
of course, is well known, but we feel the

[Interpretation]
M. Dan Swim (McCain Foods Limited, Flo

renceville): Bonjour, messieurs les membres 
du Comité; nous voudrions brièvement expo
ser ce que porte notre mémoire.

La compagnie McCain Foods, date d’envi
ron douze ans. C’est l’un des plus grands 
apprêteurs de produits congelés au Canada, 
et même dans le monde. La question des taux 
de transport de marchandises est très impor
tante pour notre compagnie, actuellement et 
pour l’avenir. La plus grande partie de nos 
ventes se font à l’extérieur du Nouveau- 
Brunswick et nous n’existerions pas si ce 
n’était la concurrence de l’Ontario et du 
Québec.

Environ 80 p. 100 de nos affaires se font 
dans l’Ontario, le Québec et dans les provin
ces des Maritimes, soit à l’est de la frontière 
du Manitoba, et le transport se fait presque 
uniquement par camion. Quant aux provinces 
des Prairies et à la Colombie-britannique, 
nous y assurons le transport par voie de 
chemins de fer. Nous allons nous contenter 
de vous parler du transport routier.

Nos clients du Québec et de l’Ontario ont 
besoin de ce transport par camion. La plu
part d’entre eux, justement, n’ont pas d’em
branchements ferroviaires et, par conséquent, 
doivent avoir des services de camions. Nos 
ventes se font dans une grande partie à rai
son de moins qu’une charge de camion. Il y a 
déjà eu un grave manque de remorques fri
gorifiques et nos ventes ont souffert en raison 
de ce manque de service. En d’autres termes, 
il ne semble pas y avoir suffisamment de 
camions frigorifiques pour transporter nos 
produits aux taux que nous pouvons payer. 
A l’heure actuelle, nous nous forçons d’assu
rer ces services quand même.

Tout récemment, nous avons accepté une 
augmentation du taux de transport, pour la 
première fois dans l’histoire de la McCain 
Foods. Nous avons résisté vigoureusement à 
cette augmentation en expédiant sept jours 
par semaine, 24 heures par jour, et en 
demandant à chaque compagnie de camion
nage de mettre la plus grande quantité de 
marchandise possible dans leurs camions. En 
d’autres termes, nous avons tout fait pour 
réduire nos frais.

Ce que nous vous demanderions, messieurs, 
c’est ceci: que vous recommandiez au gouver
nement du Canada que les subventions qui 
s’appliquent selon la Loi sur le taux de 
transport des marchandises dans les provin
ces maritimes s’appliquent aussi au transport 
routier. Nous croyons justement que cette Loi 
contribue beaucoup et est indispensable à 
l’économie des Maritimes. La raison d’être de
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[Texte] [Interprétation]
spirit of the Act is not being carried out as it cette loi est parfaitement connue, mais nous 
was intended. estimons qu’on n'a pas traduit en actes l’es

prit de la Loi.
We feel the spirit of this Act was to assist L’intention était d’aider à vendre les pro- 

products from the Maritimes to be sold com- duits des maritimes à des prix concurrentiels, 
petitively both inside and across Canada at à l’initérieur et à l’extérieur du Canada. L’ob- 
prices which are competitive. The purpose of jet de la Loi est très sage, mais nous esti- 
this Act we believe is sound, but today we mons que de nos jours la Loi ne peut attein- 
feel it just cannot accomplish its purpose dre son but à moins qu’on l’applique au 
unless it is applied to the motor transport transport routier, 
industry.

We feel that the people who enacted this Nous pensons que les rédacteurs de la Loi 
MFR Act were not too much worried about ne se préoccupaient pas tellement des che- 
the railways, but were concerned with the mins de fer, mais voulaient surtout assurer
competitive position and the economic well
being of the Atlantic region. We believe this 
is still the case today. Therefore, we feel that 
this should be extended to the motor trans
port industry. This would immediately place 
us in a better position competitively if it was 
carried out. We would then look to the motor 
transport industry to expand enormously and 
offer the kind of equipment—trucks, reefers, 
etc., that would then put us in a position to 
service especially the areas east of the 
Manitoba border.

Gentlemen, that pretty well covers our 
brief.

The Chairman: Thank you very much. If 
you would like to remain here I believe there 
are a few members who would like to ask 
questions. Mr. Nesbitt.

Mr. Nesbitt: I have two brief questions. 
The first one is: why do you find it more 
advantageous to ship your products by inter
provincial motor transport rather than by 
refrigerated railway car?

Mr. Swim: That was partly covered, sir. 
The first reason is that most of our customers 
east of the Manitoba border do not have rail 
sidings. The second point would be that a 
good number of our customers require multi
drops which are quite impossible with rail 
because it would take such a long period of 
time between one siding and another siding.

Mr. Nesbitt: You have spoilage problems, I 
suppose, if the products get out of refrigerat
ed cars.

Mr. Swim: Yes, they are very perishable.

Mr. Nesbitt: The second question is: how 
do transport costs by rail under the existing 
Maritime Freight Rates Act compare to trans
port costs by truck? Have you any figures

une économie concurrentielle aux Maritimes. 
Nous croyons que c’est toujours le cas, d’ail
leurs. Nous estimons donc qu’on devrait éten
dre la portée de la Loi pour couvrir l’indus
trie du transport routier, ce qui nous 
placerait immédiatement dans une meilleure 
situation de concurrence. Cela permettrait 
aussi de développer l’industrie du transport 
par camion et d’offrir le genre de service et de 
matériel, de camions, de wagons frigorifiques 
qui nous permettraient alors de mieux des
servir les régions à l’Est de la frontière du 
Manitoba. Messieurs, voilà le résumé de notre 
mémoire.

Le président: Merci beaucoup. Monsieur, si 
vous voulez rester ici, je crois qu’il y a cer
tains députés qui aimeraient vous poser des 
questions. Monsieur Nesbitt.

M. Nesbilt: J’ai deux questions, très brè
ves; premièrement, pourquoi trouvez-vous 
qu’il est plus avantageux d’expédier vos pro
duits par transport routier interprovincial 
plutôt que par wagons frigorifiques du che
min de fer?

M. Swim: J’en ai donné une explication 
partielle. D’abord, la majorité de nos clients, 
à l’est du Manitoba, n’ont pas d’embranche
ments ferroviaires. Deuxièmement, une bonne 
partie de nos clients ont besoin de livraisons 
multiples, ce qui consommerait un temps con
sidérable entre un embranchement et un autre.

M. Nesbitt: Vous avez des problèmes quant 
à la conservation, je suppose, si les produits 
ne sont pas expédiés par véhicules frigorifi
ques.

M. Swim: Oui, ces produits sont très 
périssables.

M. Nesbitt: Deuxième question: comment 
comparer le coût du transport par camion et 
le coût du transport ferroviaire aux termes 
de la Loi sur les taux de transport des mar-
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[TextJ [Interpretation]
you could give us, either now or perhaps chandises dans les provinces maritimes? 
later? Avez-vous des données sur cela?

Mr. Swim: I could give you some later. I 
could not at the moment.

Mr. Trudel: I would like to ask the witness 
about the multidrops and less-than -carload 
rates. Do you have distributors at the ulti
mate end who receive your products or do 
you make distribution yourself on a door-to- 
door basis?

Mr. Swim: We do—to warehouses.

Mr. Trudel: You do yourself?

Mr. Swim: Yes. To the warehouses, that is 
to the wholesalers; not to the retailers.

Mr. Trudel: Thank you. That is all, Mr. 
Chairman.

Mr. Nowlan: I have three questions. I 
would like to compliment the witness in 
being so brief in his brief.

The Economic Intelligence Unit Study last 
year suggested that transportation cost was 
vastly overrated and that only 5 per cent was 
really transportation cost as against distribu
tion cost. Does the witness have any idea of 
the transportation cost of his manufactured 
product?

Mr. Swim: The main point covered by our 
company, that is the distribution point, is 
Toronto. We will take that one as an exam
ple. The cost of our product per pound would 
be approximately 13 or 14 cents. This will 
only be an approximate figure, sir. Therefore, 
paying a rate of about $1.05 to $1.10, it 
would work out to about 8 per cent.

Mr. Nowlan: Are you aware of the Eco
nomic Intelligence Unit Study commissioned 
by the Atlantic Development Board last 
year?

Mr. Swim: I have heard tell of it, sir, but I 
am not completely familiar with it.

Mr. Nowlan: According to your brief, 80 
per cent of your goods are sent east of the 
Ontario-Manitoba border. At present how 
much of that goes by a Canadian route and 
how much of that goes through Maine? And 
would a Maine corridor give you any 
advantages?

Mr. Swim: I will answer your last question 
first. We feel that the corridor road would

M. Swim: Je pourrai répondre plus tard, 
mais pas à l’heure actuelle, je le regrette.

M. Trudel: Vous avez parlé de livraisons 
multiples et des taux de moins d’une charge. 
Avez-vous des distributeurs à la destination 
ou si vous assurez la distribution vous- 
mêmes, «de porte en porte»?

M. Swim: Nous le faisons nous-mêmes aux 
entrepôts.

M. Trudel: Vous le faites vous-mêmes?

M. Swim: Oui. Aux grossistes et non pas 
aux détaillants.

M. Trudel: Merci, monsieur le président.

M. Nowlan: J’aurais deux ou peut-être 
trois questions, et je félicite le témoin d’avoir 
été aussi bref dans son mémoire.

Première question: L’étude faite par la 
sous-section de renseignements économiques 
a suggéré qu’on avait grandement exagéré les 
frais de transport et, qu’en fait, il n’y avait 
que 5 p. 100 en cause pour le transport en 
comparaison des frais de distribution. Est-ce 
que le témoin aurait une idée de ce que 
sont les frais de transport pour ses pro
duits manufacturés?

M. Swim: Le principal point de distribu
tion pour notre compagnie, c’est Toronto. 
Prenons donc Toronto comme exemple. Le 
coût de notre produit par livre serait environ 
13c. ou 14c., la livre. C’est un chiffre ap
proximatif, monsieur. Par conséquent, si nous 
payons $1.05 ou $1.10, cela équivaudrait peut- 
être à 8 p. 100.

M. Nowlan: Êtes-vous au courant de l’é
tude de la sous-section de renseignements 
économiques qui a été demandée l’an dernier 
par l’Office d’expansion économique de la 
région de l’Atlantique?

M. Swim: J’en ai entendu parler, mais je 
ne la connais pas tout à fait.

M. Nowlan: Dans votre mémoire, vous pré
tendez que 80 p. 100 de vos produits se diri
gent à l’est de la frontière de l’Ontario et du 
Manitoba? Quelle proportion par la voie 
canadienne, et quelle proportion est distri
buée grâce à une route américaine, et est-ce 
qu’un corridor passant par le Maine serait un 
avantage?

M. Swim: Je répondrai d’abord à votre 
dernière question. Nous croyons que ce serait
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[Texte]
give us an advantage in that it would reduce 
the mileage by approximately 180 miles 
between here and Montreal. It would be 
advantageous because we could then deliver 
our products more conveniently and in less 
time.

Mr. Nowlan: What way do your truck goods 
go now?

Mr. Swim: They move mainly now via 
motor transport.

Mr. Nowlan: Through Maine and the Unit
ed States or an all-Canadian route?

Mr. Swim: An All-Canadian route mainly, 
with possibly an exception in the spring.

Mr. Nowlan: If there was a Maine corri
dor, you might be lured to the Maine corri
dor route?

Mr. Swim: I am sure our carriers would 
be, yes.

Mr. Nowlan: The last question, Mr. Chair
man. You mentioned that trucks should be 
included under the MFRA as are trains. Do 
you go another step and say that payment 
should be to the carrier rather than to the 
shipper?

Mr. Swim: I believe we covered that just 
slightly in our brief, sir.

Mr. Nowlan: You feel that the shipper 
should receive at least a portion of this, so 
you are not completely for the MFRA as 
constituted at present.

Mr. Swim: That is right.
Mr. Nowlan: Thank you.
The Chairman: Mr. Skoberg.
Mr. Skoberg: Thank you, Mr. Chairman. 

You mentioned that you use trucks because 
of a lack of rail sidings. I presume that a 
large portion of your shipments go directly to 
the larger centres. Could you give me an 
indication of what areas do not have railway 
sidings to facilitate your business at this 
time?

Mr. Swim: We would service possibly two 
dozen accounts in Toronto, that is individual 
wholesalers to whom we sell, and of those 
two dozen accounts there probably would not 
be more than three or four which would have 
rail sidings.

[Interprétation]
un avantage s’il y avait un corridor à travers 
le Maine; cela réduirait le millage d’environ 
180 milles d’ici Montréal Oui, ce serait cer
tainement avantageux puisque nous pour
rions alors livrer nos produits beaucoup plus 
facilement en moins de temps.

M. Nowlan: Quelle est la route suivie par 
vos produits livrés par camions à l’heure 
actuelle?

M. Swim: A l’heure actuelle, c’est surtout 
par le transport routier.

M. Nowlan: Par le Maine et les États-Unis 
ou par les routes canadiennes?

M. Swim: Principalement, par route entiè
rement canadienne, excepté au printemps.

M. Nowlan: S’il y avait un corridor à tra
vers le Maine, cela vous attirerait?

M. Swim: Oui. D’accord.

M. Nowlan: Une dernière question: vous 
avez mentionné que les camions devraient 
être inclus dans la Loi sur les taux de trans
port de marchandises dans les Maritimes. 
Est-ce que vous voudriez aussi que le paie
ment soit fait au transporteur plutôt qu’à 
l’expéditeur?

M. Swim: Je crois que nous en avons parlé 
brièvement dans notre mémoire.

M. Nowlan: Vous croyez que l’expéditeur 
devrait en recevoir au moins une partie. En 
d’autres termes, vous ne voulez pas que la 
Loi s’applique telle qu’elle existe à l’heure 
actuelle?

M. Swim: C’est exact.
M. Nowlan: Merci.
Le président: Monsieur Skoberg?
M. Skoberg: Comme vous l’avez mentionné, 

c’est en raison du manque de voies de garage 
ferroviaires que vous vous servez de camions. 
Je présume qu’une grande partie de vos 
expéditions se font directement vers les cen
tres les plus considérables. Pourriez-vous 
m’indiquer quels seraient les endroits qui 
n’auraient pas de voies de garage ferroviaires 
pour faciliter vos affaires à l’heure actuelle?

M. Swim: Nous pourrions desservir envi
ron deux douzaines de clients à Toronto, 
c’est-à-dire des grossistes particuliers à qui 
nous vendons. De ce nombre, il n’y aurait 
probablement pas plus que trois ou quatre 
qui auraient des voies d’évitement ferro
viaires.

23690—2



238 Transport and Communications February 17, 1969

[Text]
Mr. Skoberg: When you have used 

refrigerated rail cars, have you had difficulty 
in obtaining a sufficient number of rail cars 
for your business?

Mr. Swim: We did at one time, yes. This 
would be up until about possibly a year and 
a half or two years ago. Then the Canadian 
Pacific Railway built a large number of rail 
cars and this has more or less eliminated the 
problem of obtaining rail refrigerated cars.

Mr. Skoberg: Has your company any inter
est in any truck lines whatsoever?

Mr. Swim: I have heard, sir, that they 
have an interest in a truck line.

Mr. Skoberg: Do you not know?

Mr. Swim: I do not know. No, I do not 
know.

Mr. Skoberg: Could you find out? Mr. 
Chairman, respectfully I would ask that this 
information be made available.

Mr. Swim: Yes, we could do that.

The Chairman: Mr. Rock.

Mr. Rock: Thank you, Mr. Chairman. You 
mentioned that your main sales are to Que
bec and Ontario and you stress the need to 
apply MFRA to trucking in order to be more 
competitive. What I would like to know is, 
competitive with whom? With other Canadi
ans or with foreign markets?

Mr. Swim: With other Canadian markets.

Mr. Rock: Where are the other Canadian 
markets? Where are the potatoes growing 
outside of this area here?

Mr. Swim: Our competitors, of course, are 
spread across Canada. One of the largest that 
we have is centered in Manitoba. There are 
several in Ontario and the surrounding 
Toronto areas.

Mr. Rock: Is there that much of a potato 
industry in Ontario?

Mr. Swim: They produce French fries 
there so I believe there must be, sir.

Mr. Rock: You are not sure yourself, then, 
whether Ontario and Quebec import most of

[Interpretation]
M. Skoberg: Une autre question, monsieur 

le président. Lorsque vous employiez les 
wagons frigorifiques du chemin de fer, aviez- 
vous de la difficulté à obtenir suffisamment 
de wagons pour vos affaires?

M. Swim: A un moment donné, oui. 
Jusqu’à un an et demi ou il y a deux ans, et 
ensuite la compagnie des chemins de fer 
Pacifique-Canadien a fait construire beau
coup de wagons, ce qui a éliminé une grande 
partie du problème d’obtenir les wagons fri
gorifiques des chemins de fer.

M. Skoberg: Ma dernière question, mon
sieur le président. Est-ce que votre compagnie 
a un intérêt dans des sociétés de camion
nage?

M. Swim: J’ai entendu dire que c’est le cas.

M. Skoberg: Vous ne le savez pas?

M. Swim: Non, je ne le sais pas.

M. Skoberg: Respectueusement, je deman
derais qu’on nous fournisse ce renseignement, 
monsieur le président.

M. Swim: Oui, nous pourrions le faire.

Le président: Monsieur Rock?

M. Rock: Oui, monsieur le président, j’ai
merais demander au témoin, vous avez men
tionné avant que la plus grande partie de vos 
ventes se font au Québec et dans l’Ontario, et 
vous avez aussi insisté sur le besoin d’appli
quer la Loi sur les taux de transport mar
chandises aux Maritimes pour que la situa
tion soit plus concurrentielle: avec qui? Avec 
d’autres marchés canadiens ou avec les mar
chés étrangers?

M. Swim: Avec les autres marchés cana
diens.

M. Rock: Où se trouvent les autres débou
chés canadiens? Où les pommes de terre 
poussent-elles en dehors de cette région?

M. Swim: Nos concurrents se trouvent à 
travers le Canada, mais un des plus grands 
se trouve au Manitoba, ainsi que plusieurs 
dans l’Ontario, dans la région de Toronto.

M. Rock: Y a-t-il vraiment une grande in
dustrie de la pomme de terre en Ontario?

M. Swim: Elles produisent des frites, alors 
je le crois.

M. Rock: Vous n’êtes pas sûr. Donc, si le 
Québec et l’Ontario importent la plus grande
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[Texte] [Interprétation]
their potatoes possibly from the United partie de leurs pommes de terre des États- 
States and they receive a lot of them from Unis, mettons, et ils en reçoivent beaucoup 
New Brunswick. You are not sure du Nouveau-Brunswick? Vous n’êtes pas sûr?
whether...

Mr. Swim: No, I am not sure of those 
market areas with regard to fresh potatoes.

Mr. Rock: Do you not think it would make 
a difference in your request here if you 
would find out whether Ontario and Quebec 
receive a lot of their potatoes from the Unit
ed States and directed more of your attention 
to the fact that possibly there is too much 
importation into Canada and maybe there 
should be an effort to reduce this importa
tion? You say competitive. Competitive with 
whom? This is what I am trying to find out. 
You are not sure yourself.

Mr. Swim: Competitive with the central 
Canadian producers. Possibly that would not 
clarify it.

Mr. Rock: Yes, but you are not sure 
whether there is very much of this produc
tion in Ontario and Quebec. You see, there 
may possibly be only a week or two’s supply 
in Quebec and Ontario. I am not sure myself, 
but I find that you are just striking on this 
MFRA without actually having investigated 
whether the competition is really Canadian 
competition. If it is American competition, 
this would shed a different light on your 
objection.

Mr. Swim: I am not sure where those 
potatoes originate, sir.

The Chairman: Mr. Horner.

Mr. Horner: Do the railroads own most or 
much of the long-haul trucking industries in 
New Brunswick and in the Maritimes?

Mr. Swim: No, I do not believe so.

Mr. Horner: You do not think it would be 
in the same proportion as they do in the rest 
of Canada?

Mr. Swim: I am not that familiar with the 
rest of Canada, but in New Brunswick this is 
not the case to any large extent.

Mr. Horner: Have you made any attempt 
to sell your products to the United States in 
any way?

Mr. Swim: Yes, they have, sir.
29690—21

M. Swim: Je ne suis pas sûr de ces régions 
pour ce qui est des pommes de terres fraîches.

M. Rock: Est-ce que cela ne ferait pas une 
différence très grande dans votre demande si 
le Québec et l’Ontario recevaient beaucoup de 
leurs pommes de terre des États-Unis et con
centraient davantage votre attention sur le 
fait que peut-être il y a trop d’importations au 
Canada, et qu’on devrait peut-être réduire 
ces importations. Quand vous parlez de con
currence, de qui parlez-vous, et vous n’êtes 
pas sûr vous-même.

M. Swim: Une situation concurrentielle 
vis-à-vis des producteurs du centre du 
Canada. Il est possible que cela ne corrige 
pas la situation.

M. Rock: Oui, mais vous n’êtes pas sûr 
qu’il y ait vraiment une grande production 
dans le centre de l’Ontario et au Québec. Il 
se peut, par exemple, qu’il n’y ait qu’une 
réserve d’une semaine ou deux dans l’Onta
rio. Je n’en suis pas sûr moi-même, et vous- 
même vous attaquez la Loi, sans avoir fait 
enquête suffisamment sur le fait si la concur
rence est vraiment canadienne ou non. S’il 
s’agit d’une concurrence américaine, évidem
ment, votre objection apparaîtrait sous un 
éclairage différent.

M. Swim: Je ne sais d’où viennent ces 
pommes de terre.

Le président: Monsieur Homer?

M. Horner: Est-ce que les chemins de fer 
sont les propriétaires de la plus grande partie 
ou d’une grande partie de l’industrie du 
camionnage dans les Maritimes ou au Nou
veau-Brunswick?

M. Swim: Non, je ne le crois pas.

M. Horner: Pas dans la même proportion 
que dans le reste du Canada?

M. Swim: Je ne connais pas tellement le 
reste du Canada, mais au Nouveau-Bruns
wick, pas dans une très grande mesure. Non.

M. Horner: Avez-vous essayé de vendre vos 
produits aux États-Unis?

M. Swim: Oui, on l’a essayé.
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[Text]
Mr. Horner: Do you know what percentage 

of your products?

Mr. Swim: Very small.

Mr. Horner: Very small. Could you give 
the Committee some idea as to why this is? 
Is it competition?

Mr. Swim: Yes. We cannot be competitive 
for various reasons, one being that there are 
very few carriers that cross the international 
border. The rates, of course, are rather high; 
and Maine, our next-door neighbour, is a very- 
large producer of potatoes and this places 
them very favourably in the markets. So we 
just cannot be competitive.

Mr. Horner: You are not asking for the 
MFRA to apply to goods transported into the 
United States?

Mr. Swim: No, sir.

Mr. Horner: Have you considered the pos
sibility of air freight in any way?

Mr. Swim: It has been considered, but due 
to the high cubic volume of our products, it 
has been virtually eliminated.

The Chairman: Mr. Allmand.
Mr. Allmand: Mr. Swim, you say in your 

brief that 80 per cent of your business is 
done east of the Ontario-Manitoba border. 
What percentage of your business is done in 
Ontario and Quebec? I ask that question 
because the National Transportation Act only 
gives its jurisdiction over trucking to inter
provincial operations and not to operations 
wholly within a province. Even if we were to 
amend the Maritime Freight Rates Act to 
include trucking, it seems that we could only 
do it for interprovincial operations.

Mr. Swim: I would say about 60 per cent.
Mr. Allmand: Sixty per cent of the 80 per 

cent or 60 per cent of your total business?
Mr. Swim: Sixty per cent of the total busi

ness, sir.
That would be broken down to approxi

mately 40 to 45 per cent.
Mr. Allmand: You are talking about Que

bec and Ontario.
Mr. Swim: Yes.

[Interpretation]
M. Horner: Savez-vous quelle proportion 

de vos produits?

M. Swim: Très petite.

M. Horner: Très petite proportion. Pour- 
riez-vous donner une idée au Comité de la 
raison pour cela? Est-ce la concurrence?

M. Swim: Oui, nous ne pouvons pas être 
concurrentiels justement pour diverses rai
sons, l’une d’entre elles étant qu’il y a très 
peu de transporteurs qui traversent la fron
tière internationale. Il y a très peu de trans
ports qui peuvent le faire, les taux sont plu
tôt élevés; puis, ensuite, l’État du Maine, 
notre voisin, est un grand producteur de 
pommes de terre, ce qui les place dans une 
situation très favorable auprès des débou
chés. Nous ne pouvons pas soutenir la 
concurrence.

M. Horner: Vous ne demandez pas tout 
simplement que la Loi s’applique aux pro
duits transportés aux États-Unis?

M. Swim: Non, monsieur.
M. Horner: Avez-vous songé aux trans

ports aériens?
M. Swim: Nous avons songé à cela, oui, 

mais en raison du fort cubage requis par nos 
produits, on l’a presque éliminé.

Le président: Monsieur Allmand.
M. Allmand: Vous dites dans votre 

mémoire, vous dites que 80 p. 100 de vos 
produits se vendent à l’est de la frontière du 
Manitoba et de l’Ontario. Quel pourcentage 
de vos affaires se font dans l’Ontario et au 
Québec? Je pose cette question, parce que la 
Loi sur les transports n’étend sa juridiction 
qu’aux sociétés de camionnage interprovincia
les et non pas aux sociétés entièrement intra- 
provinciales. Même si nous devions amender 
ou modifier la Loi sur les taux de transports 
des marchandises dans les provinces mariti
mes pour y inclure le transport par camion, il 
semble que nous ne pourrions seulement le 
faire que dans le cas des exploitations 
interprovinciales.

M. Swim: Je dirais environ 60 p. 100.
M. Allmand: Alors, 60 p. 100 des 80 p. 100 

ou 60 p. 100 du total?
M. Swim: 60 p. 100 du total, ce qui vou

drait dire environ 40 ou 45 p. 100 des 80.

M. Allmand: Dans l’Ontario et le Québec? 

M. Swim: Oui.
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[Texte]
Mr. Allmand: This is further to the ques

tion Mr. Skoberg asked. He asked if your 
company had any interest in a trucking com
pany. Does your company itself own any 
trucks?

Mr. Swim: No, we do not We used to, sir, 
but we found that it was just not paying for 
us. It just did not pay its way.

Mr. Allmand: How many companies with 
refrigerated trucks would compete for your 
business?

Mr. Swim: Usually we have to call for 
them—generally speaking, sir.

Mr. Allmand: For Maritime trucking
companies?

Mr. Swim: Yes, that is right. There would 
be possibly five or six in this area; that 
would be within the Province of New 
Brunswick.

Mr. Allmand: In your brief you say there 
is a shortage of good refrigerated vehicles to 
serve you. Have you called for a bid for 
trucking companies outside of New Bruns
wick, from Quebec?

Mr. Swim: Yes, we have. We still find 
there is a shortage.

Mr. Nowlan: May I ask a supplementary?

The Chairman: If Mr. Allmand is through.

Mr. Allmand: Yes.

Mr. Nowlan: I wonder if the witness 
knows if the Ontario trucks are getting pref
erential rates for the same type of business 
in Ontario and Quebec to what you are pay
ing them here?

Mr. Swim: No, I am sorry but I am not 
familiar with that. Possibly they are.

The Chairman: Mr. Allmand.

Mr. Allmand: You were also asked about 
routes. At the present time do you use, for 
the most part, the Trans-Canada Highway 
going north out of Florenceville into Quebec 
and Ontario? Is this the route you use?

Mr. Swim: Yes, just north of Florenceville.

An hon. Member: Is that finished?
Mr. Swim: No, it is not. That is just what I 

was going to say. There is no Trans-Canada 
Highway until you get to Perth, I believe.

[Interprétation]
M. Allmand: Pour faire suite à la question 

posée par M. Skoberg, à l’effet de savoir si 
votre compagnie avait des intérêts dans une 
société de camionnage, est-ce que votre com
pagnie est propriétaire de camions?

M. Swim: Non. Autrefois, oui, mais nous 
avons trouvé que cela n’était pas payant en 
ce qui concernait. L’affaire ne faisait pas ses 
frais.

M. Allmand: Combien de sociétés possé
dant des camions frigorifiques vous feraient 
concurrence?

M. Swim: Normalement, il faut que nous 
les demandions nous-mêmes.

M. Allmand: Des sociétés de camionnage 
des Maritimes?

M. Swim: Oui, c’est exact il y aurait peut- 
être 5 ou 6 compagnies dans cette région, cela 
veut dire dans l’intérieur de la province du 
Nouveau-Brunswick.

M. Allmand: Dans votre mémoire, vous 
dites qu’il y a un manque de bons camions 
frigorifiques pour desservir les régions. Avez- 
vous demandé des appels d’offres à l’exté
rieur du Nouveau-Brunswick, au Québec?

M. Swim: Oui. Nous croyons qu’il y a 
encore pénurie.

M. Nowlan: Puis-je poser une question 
supplémentaire?

Le président: Si M. Allmand a terminé.

M. Allmand: Oui.

M. Nowlan: Je me demande si le témoin 
sait si les camions de l’Ontario donnent des 
taux préférentiels au même genre d’affaires 
dans l’Ontario et le Québec, des taux préfé
rentiels par rapport à ce qu’ils vous deman
dent ici.

M. Swim: Non, je regrette, je ne connais 
pas la situation. Peut-être le font-ils?

Le président: Monsieur Allmand.

M. Allmand: Vous avez aussi dit qu’à 
l’heure actuelle vous employez la route trans
canadienne au nord de Florenceville pour 
entrer dans le Québec et l’Ontario. Est-ce la 
route que vous employez?

M. Swim: Oui juste au nord de 
Florenceville.

Une voix: Est-ce que la route est terminée?
M. Swim: Non, j’allais justement dire que 

la route transcanadienne n’est pas encore ter
minée jusqu’à Perth, je crois.
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[Text]
Mr. Allmand: But you do use the Canadian 

route. When do they expect to finish that 
road? Do you know?

Mr. Swim: Hopefully—we have had a 
bridge there now for about a year—it should 
be finished very quickly.

Mr. Allmand: Thank you.

The Chairman: Mr. Perrault.

Mr. Perrault: Mr. Chairman, I would like 
to ask this question. In the brief that this 
company submitted to the committee in 
March 1968, they said this in the final 
paragraph:

The extension of subsidy to the motor 
transport industry on the same basis as 
is now paid to the railroads is a progres
sive, positive and genuinely practical 
step...

If this subsidy is extended it is going to 
improve this company’s competitive position.

In view of the fact that McCain Foods 
seems to be engaged in successful competi
tion in the British Columbia market at the 
present time, where they sell a great deal of 
their goods, if this subsidy is extended will 
they be shipping more of their products by 
truck instead of rail shipment? You indicated 
today that penetration in Western Canada 
has not reached the national level because 
you are not able to offer truck delivery. 
Would it still improve your competitive posi
tion in the British Columbia market, the 20 
per cent which lies beyond Ontario, if the 
truck industry were granted these additional 
subsidies? You seem to be doing very well in 
the West at the present time.

Mr. Swim: Actually that is rather difficult 
to state, sir. I would say that no doubt it 
would improve indirectly, but as the 20 per 
cent of business that we do west of the 
Manitoba border is almost exclusively rail, I 
do not see where it would possibly create any 
large improvement in British Columbia.

Mr. Perrault: Would it enable you to con
vert to truck shipment beyond Ontario? This 
is the question I am asking.

Mr. Swim: Over the years this has not 
been possible and I still do not think it would 
be possible.

[Interpretation]
M. Allmand: Mais vous utilisez la route 

canadienne. Quand est-ce qu’on s’attend de 
finir la route Transcanada? Le savez-vous?

M. Swim: Un pont existe depuis un an, 
alors la route devrait être terminée sou peu. 
Nous l’espérons.

M. Allmand: Merci.

Le président: Monsieur Perrault?

M. Perrault: Monsieur le président, je vou
drais poser la question suivante. Dans le 
mémoire présenté par cette compagnie, en 
mars 1968, voici ce qu’on disait au dernier 
paragraphe:

Étendre à l’industrie du transport routier 
les subventions dont bénéficient actuelle
ment les chemins de fer constitue une 
initiative concrète véritablement prati
que et marquée vers un esprit 
progressiste.

Si la subvention est étendue, cela améliore
rait la situation concurrentielle de cette 
compagnie.

Vu le fait que la McCain Foods semble être 
engagée dans une situation concurrentielle 
réussie dans le marché de la Colombie-Bri
tannique, à l’heure actuelle, où ils vendent 
une bonne partie de leurs produits, si cette 
subvention est étendue, est-ce qu’ils expédie
ront plus par camion que par chemin de fer? 
Vous avez indiqué aujourd’hui que la péné
tration dans l’ouest du Canada n’est pas à 
l’échelle nationale, parce que vous êtes inca
pables d’en assurer la livraison par camion. 
Est-ce que cela améliorerait votre situation 
concurrencielle aux débouchés de la Colom
bie-Britannique, par exemple? Les 20 p. 100 
qui existent au-delà de la frontière de l’Onta
rio, si l’industrie du camionnage reçoit ces 
subventions. Votre situation semble bonne 
dans l’ouest à l’heure actuelle.

M. Swim: Il serait plutôt difficile de le dire 
catégoriquement, monsieur. Je dirais indirec
tement, la situation s’améliorerait sans doute, 
mais comme les 20 p. 100 de nos affaires, à 
l’ouest de la frontière du Manitoba, se trou
vent desservis presque exclusivement par 
chemin de fer, je ne vois pas du tout où ou 
comment cela pourrait améliorer grandement 
la situation de la Colombie-Britannique, par 
exemple?

M. Perrault: Est-ce que cela vous permet
trait d’employer les camions au-delà de l’On
tario? C’est la question que je pose.

M. Swim: Au cours des années, cela n’a 
pas été possible. Je ne crois pas que ce le soit 
encore.
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[Texte]
Mr. Perrault: Il a subsidy were paid to the 

motor industry.
Mr. Swim: On a long haul it appears that 

the transport just cannot compete with rail.

The Chairman: Are you finished, Mr. 
Perrault?

Mr. Perrault: I would like to know where 
your main competition is at the present time. 
In both the central market and the western 
market, where does the area of competition 
originate?

Mr. Swim: I believe just inside the Manito
ba border; that would be Carnation Co. 
Limited probably. I am just not lamiliar 
enough with sales to quote you any more of 
our competitors’ names.

Mr. Breau: Mr. Chairman, there is a point 
that I would like the witness to clarify. Some 
of my colleagues have mentioned that this 
company might have an interest in trucking 
or something of the sort. I would like to 
pursue the point from a different angle. Even 
if your company owned their own trucks and 
delivered your own products it really would 
not make any difference. Could you tell us 
how good a service the CNR gives you now?

Being from New Brunswick I know that 
for many shippers, many manufacturers, 
even if they did want to ship by rail, it is 
practically impossible because of the shortage 
of cars. It probably takes a long time to 
travel from Florenceville to Toronto, while 
covering it by truck you would make it to 
Toronto in one day. So supposing you were 
to ship by rail, regardless of who owns the 
trucks, would there be a backlog in your 
distribution?

Mr. Swim: Yes, it would be much slower.

Mr. Breau: So then you people have to 
ship by truck?

Mr. Swim: Yes, in order to service our 
customers.

Mr. Breau: Not only for you, but it is a 
known fact in New Brunswick, is it not, that 
it is better to ship by truck anything you 
manufacture here because it is quicker?

[Interprétation]
M. Perrault: Oui, mais, s’il y avait une 

subvention au transport routier?

M. Swim: A la longue, à longue échéance, 
sur un long parcours, il semble que les 
camions ne peuvent pas concurrencer les 
chemins de fer.

Le président: Est-ce que c’est tout mon
sieur Perrault?

M. Perrault: Je voudrais savoir où se 
trouve votre concurrence principale à l’heure 
actuelle, dans le marché central et dans le 
marché de l’ouest. D’où procède-t-elle?

M. Swim: J’ai l’impression que juste à l’in
térieur de la frontière du Manitoba, la com
pagnie Carnation, probablement. Je ne con
nais pas suffisamment le domaine des ventes 
pour vous donner les noms de nos autres 
concurrents.

M. Breau: Il y a une question pour laquelle 
j’aimerais avoir un éclaircissement. Il y a 
certains de nos collègues qui ont mentionné 
que cette compagnie pourrait avoir des inté
rêts dans l’industrie du camionnage ou quel
que chose du genre. J’aimerais donc insister 
un peu plus sur un autre aspect. Même si 
votre compagnie avait ses propres camions, et 
si vous assuriez la livraison de vos propres 
produits, à mon sens, cela ne ferait aucune 
différence. Pourriez-vous nous dire alors quel 
genre de service le CNR vous donne 
maintenant.

Venant du Nouveau-Brunswick, je sais que 
plusieurs expéditeurs, même s’ils voulaient 
expédier par chemin de fer ne pouvaient pas 
le faire. C’est partiquement impossible en rai
son, tout d’abord, du manque de wagons et, 
deuxièmement, cela prend beaucoup de 
temps d’aller de Florenceville à Toronto, 
alors que, par camion, vous vous y rendez 
dans une journée. Alors, en supposant que 
vous expédiez pas rail, peu importe qui est 
propriétaire des camions, vous auriez un 
retard dans votre distribution?

M. Swim: C’est exact, ce serait beaucoup 
plus lent.

M. Breau: Alors, il vous faut expédier par 
camions?

M. Swim: Oui, c’est exact. Afin de desser
vir nos clients.

M. Breau: Non seulement pour vous, mais 
c’est un fait connu au Nouveau-Brunswick, 
n’est-ce pas, qu’il est préférable d’expédier 
par camion tout ce qui est fabriqué ici, car 
c’est plus rapide?
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[Text]
Mr. Swim: It is quicker, yes.

Mr. Breau: Could you tell the Committee 
what other companies do? Do they usually 
ship by rail or by truck?

Mr. Swim: Well, of course, there again that 
depends on the points to which you are ship
ping, but into Ontario I feel that with a 
product of our type the transport is the 
answer mainly because of the reasons you 
have pointed out. Time, especially.

Mr. Breau: There are many other products 
shipped by truck.

Mr. Swim: Yes.
Mr. Breau: For example, Christmas trees. 

We ship a lot of them by truck and we ship a 
lot of other stuff by truck from New 
Brunswick.

Mr. Swim: That is right.
The Chairman: Mr. Horner, a supplemen

tary question?
Mr. Horner: Yes, I wonder if we could be 

told just how many carloads of freight or 
how many truck-loads of freight your com
pany would handle within a year. You have 
given us some figures of 80 per cent and 20 
per cent. Eighty per cent of what? Have you 
any figures?

Mr. Swim: I have a breakdown, gentlemen, 
if it would be of interest, of the various 
provinces to which we shipped last year. If 
you have time I can list them off. Would that 
be of interest?

Mr. Horner: Go ahead.
Mr. Swim: It will take a few minutes.
Mr. Horner: You might give us an idea as 

to the total amount of shipments. How many 
carloads are we speaking of, or how many 
truckloads?

Mr. Swim: We are talking about 65 million 
pounds in the year 1968. Cars out west, 120,- 
000 pounds. On a day-to-day basis I can tell 
you very much closer, sir. We ship on the 
average about eight to ten trucks and trailers 
per day, as well as about one railcar per day 
to the Western provinces.

Mr. Horner: To the Western provinces. To 
Central Canada, too, or is that more?

[Interpretation]
M. Swim: Oui, c’est exact. C’est plus 

rapide.
M. Breau: Oui, mais pourriez-vous dire au 

Comité ce que font les autres compagnies? 
Est-ce qu’ils expédient d’habitude par chemin 
de fer ou par camion?

M. Swim: Encore une fois, cela dépend de 
la destination. Mais, j'estime que, dans l’On
tario, pour un produit comme le nôtre, le 
transport par camion, c’est la réponse. Tout 
principalement pour la raison que vous avez 
donnée, soit le temps en cause.

M. Breau: Oui, il y a plusieurs autres pro
duits qui sont expédiés par camion de toute 
façon.

M. Swim: Oui.
M. Breau: Oui, par exemple, les arbres de 

Noël, et plusieurs autres produits sont expé
diés par camion du Nouveau-Brunswick?

M. Swim: C’est exact.
Le président: Monsieur Horner, une ques

tion supplémentaire?
M. Horner: Oui, je me demande si on 

pourrait savoir combien de chargements de 
wagons ou combien de chargements de 
camion votre compagnie fait dans une année. 
Vous nous avez dit, 80 p. 100, 60 p. 100, 20 p. 
100 de quoi? Avez-vous des chiffres?

M. Swim: J’ai le détail, si cela pouvait 
vous aider pour les diverses provinces, en ce 
qui concerne nos expéditions l’an dernier. Si 
vous avez le temps, je pourrais vous les citer. 
Cela vous intéresse-t-il?

M. Horner: Allez-y.
M. Swim: Ça prendra quelques minutes.
M. Horner: Et alors, pourriez-vous me don

ner une idée de la totalité des expéditions? 
Combien de wagonnées ou combien de ca
mions?

M. Swim: 65 millions de livres dans l’année 
1968. Il s’agit là de livres. Et maintenant, en 
ce qui concerne les wagonnées pour l’ouest, 
jour par jour, je pourrais vous le dire de 
façon beaucoup plus précise. Nous expédions 
de huit à dix camions par jour en plus d’une 
wagonnée de chemin de fer en direction des 
provinces de l’Ouest.

M. Horner: Jusqu'à l’Ouest ou pour le cen
tre du Canada aussi?
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[Texte]
Mr. Swim: No, this would be the motor 

carriers, the highway carriers going to Cen
tral Canada.

Mr. Horner: The eight to ten trailers would 
be to Central Canada?

Mr. Swim: Right. The Atlantic, Quebec, 
Ontario. Rail would be west of the Manitoba 
border.

Mr. Horner: Most of your shipments, then, 
would be by truck?

Mr. Swim: Yes.

Mr. Homer: This is why you feel the 
MFRA would be better applied to motor 
transportation. You would then be benefiting 
more from it than you are today.

Mr. Swim: That is correct.

The Chairman: Mr. Portelance.

M. Portelance: Pouvons-nous nous expri
mer en français ou devons-nous le faire en 
anglais?

Le président: Certainement, nous avons des 
interprètes. Si vous voulez attendre une 
minute, je vais leur demander d’interpréter 
pour vous.

M. Portelance: Lorsqu’on fait le transport 
par train, souvent on voit aussi des camions 
sur les trains. Utilisez-vous ce moyen de 
transport?

Le président: Vous parlez du service 
rail-route.

Mr. Swim: We have used this.

M. Portelance: À ce moment-là, les prix 
sont-ils réduits ou si vous obtenez le même 
prix? Ou accordez-vous le même rabais que 
par train?

Mr. Swim: It is very similar; very much 
the same.

Mr. Corbin: Mr. Chairman, I think the 
witness mentioned the figure of about 180 
miles as being the distance saved if the prod
uct went through the Maine corridor route. 
Is that the figure you mentioned?

Mr. Swim: Yes, that is my information 
from a press release, sir.

Mr. Corbin: You have not calculated the 
actual saving yourselves.

Mr. Swim: No.

[Interprétation]
M. Swim: Non, les camions se rendent 

dans la partie centrale du Canada.

M. Horner: Les huit ou dix seraient desti
nés au centre du Canada?

M. Swim: Les provinces de l’Atlantique, 
l’Ontario et le Québec; le chemin de fer, va à 
l’ouest du Manitoba.

M. Horner: La plus grande partie de vos 
expéditions se font par camions donc.

M. Swim: Oui.

M. Horner: C’est donc la raison pour 
laquelle vous trouvez que la loi devrait s’ap
pliquer à l’industrie du camionage? Vous 
pourriez en profiter plus qu’à l’heure actuelle.

M. Swim: C’est exact.

Le président: Monsieur Portelance.

Mr. Portelance: Can we speak French, or 
do we have to speak English?

The Chairman: Yes, certainly, you may 
speak French. We have interpreters here. If 
you want to wait just a moment, please, I 
shall ask them to interpret for you.

Mr. Portelance: With regard to railway 
transportation, we often see trucks on the 
trains. Do you use this method of 
transportation?

The Chairman: You mean the piggy back
service.

M. Swim: Oui, nous l’avons déjà employé.

Mr. Portelance: In this case, are prices 
reduced or do you get the same price or do 
you grant the same discounts as you would 
by train?

M. Swim: Cela se ressemble beaucoup.

M. Corbin: Monsieur le président, je crois 
que le témoin a mentionné qu’une distance 
de 180 milles serait épargnée si le produit 
employait un corridor par l’État du Maine. 
Est-ce bien le chiffre?

M. Swim: Ce sont les renseignements que 
j’avais d’après un communiqué de presse, 
monsieur.

M. Corbin: En d’autres termes, vous n’avez 
pas calculé cette épargne vous-même.

M. Swim: Non.
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Mr. Corbin: This would be through what 

port of entry into Maine and out of what 
port at the Quebec border?

Mr. Swim: I believe that would be St. 
Stephen to Sherbrooke. I believe it was, sir.

Mr. Corbin: I see. I missed some of the 
questions put to you earlier. Did you say that 
you were in the trucking business 
yourselves?

Mr. Swim: No, our company is principally 
in frozen foods.

Mr. Corbin: Not McCain Foods, but do you 
have a subsidiary in the trucking business?

Mr. Swim: No, we do not.

Mr. Corbin: I see. In your opinion would 
the completion of the Trans-Canada Highway 
between the New Brunswick border and 
Quebec City improve conditions to a very 
great extent?

Mr. Swim: Oh, I believe it would, yes.

Mr. Corbin: And would the improvement 
of the existing Trans-Canada Highway in 
New Brunswick now to a four-lane route 
improve your transportation still more?

Mr. Swim: Yes, I believe it would.

Mr. Perrault: Mr. Chairman, it may not be 
technically a supplementary, but it is a ques
tion about the McCain operation that I would 
like to ask, if I may.

This company is attempting to hold the 
line in the matter of transportation costs. 
This seems to be the intent of the submission. 
They seek a subsidy for truckers from the 
taxpayers of Canada. What has been the per
centage increase in costs and prices in other 
areas of the McCain operation in the past 
five years? Is there an attempt here to hold 
the line in the matter of transportation at 
taxpayer expense while your other costs— 
labour, production—have been rising? The 
second supplementary question is: What has 
been your annual increase in sales over that 
same period by years? Is it not a fact that 
your company has been a very successful 
company during these 10 years?

Mr. Swim: I believe it has been a success
ful company, sir. Now in answer to our hold
ing the line on costs, of course, you cannot

[Interpretation]
M. Corbin: Et alors, par quel point d’entrée 

dans l’État du Maine et à quel point à la 
frontière du Québec?

M. Swim: Je crois qu’il s’agit de Saint-Ste
phen en passant par Sherbrooke. Je le crois.

M. Corbin: J’ai manqué certaines des ques
tions qui vous ont été posées un peu plus tôt. 
Avez-vous dit que vous étiez dans l’industrie 
du camionnage vous-même?

M. Swim: Non. Notre compagnie a des pro
duits congelés.

M. Corbin: Non pas McCain Foods, mais 
vous avez une subsidiaire dans l’industrie du 
camionnage.

M. Swin: Non.

M. Corbin: A votre sens, est-ce que, si on 
terminait la route Trans-Canada entre la ville 
de Québec et la frontière du Nouveau-Bruns
wick, la situation serait améliorée de 
beaucoup?

M. Swim: Je le crois, oui.

M. Corbin: Et alors, est-ce que l’améliora
tion de la route Trans-Canada, à l’heure 
actuelle, dans le Nouveau-Brunswick, et en 
faisant une route à quatre voies, améliorerait 
sensiblement votre transport?

M. Swin: Oui, je le crois.

M. Perrault: Une question complémentaire, 
monsieur le président. Ce n'est peut-être pas 
vraiment une question complémentaire, mais 
il s’agit d’une question quant aux opérations 
McCain, si on veut bien me permettre une 
telle question.

Cette compagnie essaie de maintenir les 
frais de Transport au même niveau. Cela 
semble être la portée de votre mémoire. Vous 
essayez d’obtenir une subvention pour le 
camionnage à partir des contriblables. Quelle 
fut l’augmentation en pourcentage quant au 
coût et aux prix pour les autres secteurs des 
opérations McCain au cours des cinq derniè
res années? Est-ce qu’on a essayé ici de 
maintenir les coûts de tranport aux dépens 
des contribuables ou est-ce que les autres 
coûts, main-d’œuvre, production, ont aussi 
augmenté? Et la deuxième question complé
mentaire: quelle fut votre augmentation 
annuelle des ventes pour cette même période 
par année? N’est-il pas vrai que votre société 
a très bien réussi au cours de ces dix derniè
res années?

M. Swim: Oui, je crois que notre compa
gnie a très bien réussi, oui. Et maintenant, la 
réponse pour ce qui est de maintenir la situa-
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hire men today for what you could hire them 
10 years ago.

Mr. Perrault: Can you pay the cost of 
running a railway, can you hold the line in 
the matter of rail costs and other shipping 
costs when you are unable to hold the line in 
other labour costs involved in the direct pro
duction of chips? Are not increasing costs a 
fact of the economy from coast to coast?

Mr. Swim: It appears they are.
The Chairman: Mr. Homer, a supple

mentary?
Mr. Horner: Yes. You have suggested that 

you have been plagued with difficulties in 
delivering refrigerated goods. Has your com
pany attempted to buy refrigerator vehicles 
and rent them to the truckers? You can buy 
old refrigerator trailers and rent them to the 
truckers.

Mr. Swim: I believe that was explored at 
one time, sir, but it appeared to the company 
that this would not be the wise thing to do.

Mr. Horner: I think it would.
The Chairman: Mr. Allmand.
Mr. Allmand: Mr. Portelance asked about 

piggyback service. Do I understand that even 
if there was this piggyback service into the 
Maritimes it would not be a feasible means 
of transport and that it would still be better 
to go all the way by truck right from your 
factory?

Mr. Swim: We feel it would be. Number 
one, there is not a piggyback terminal right 
close. It would be about 30 miles south of us 
and time would be involved in getting from 
our plant to the piggyback terminal.

Mr. Allmand: Where is the piggyback ter
minal here in New Brunswick?

Mr. Swim: There is one at Woodstock.
The Chairman: Well, gentlemen, this is the 

end of the question period.
Mr. Rock?

Mr. Rock: Has it been understood that the 
witness will give us some information 
tomorrow?

[Interprétation]
tion quant aux coûts: bien entendu, on ne 
peut avoir les mêmes coûts cette année qu’il 
y a dix ans.

M. Perrault: Est-ce que vous pouvez payer 
les coûts d’exploitation d’un chemin de fer? 
Est-ce que vous pouvez maintenir les prix 
quant aux coûts d’expédition par rail ou 
autre? Est-ce que vous pouvez vous mainte
nir pour ce qui est des autres coûts dans la 
main-d’œuvre entraînés dans la production 
directe, disons, des chips? Est-ce que l’aug
mentation des coûts n’est pas un fait de l’éco
nomie d’un océan à l’autre?

M. Swim: Il semble qu’il en est ainsi.
Le président: Question supplémentaire, 

monsieur Horner?
M. Horner: Question complémentaire. Vous 

dites que vous éprouvez des difficultés pour 
ce qui est d’obtenir des camions réfrigérés. 
Est-ce que vous essayez d’en acheter pour en 
louer aux camionneurs? Vous pourriez ache
ter de tels camions réfrigérés et les louer aux 
cammionneurs.

M. Swim: Je crois que nous avons étudié la 
possibilité à un moment donné, mais il a 
semblé à la compagnie que ce ne serait pas 
sage de procéder ainsi.

M. Horner: Je crois que ce le serait.
Le président: Monsieur Allmand?
M. Allmand: M. Portelance vous a 

demandé ce qu’il en était quant au service 
rail-route. Si je comprends bien, même s’il y 
avait un excellent service rail-route pour les 
Maritimes, ce ne serait pas un moyen possi
ble de transport. Ne serait-il pas toujours 
préférable de le faire exclusivement par 
camions à partir de votre usine?

M. Swim: Oui, c’est notre avis. Tout d’a
bord, nous n’avons pas un terminus rail- 
route tout près. Ce serait environ trente mil
les au sud, ce qui entraîne du temps, soit 
pour le transport de l’usine au terminus 
rail-route.

M. Allmand: Où se trouve-t-il au 
Nouveau-Brunswick?

M. Swim: Il y en a un à Woodstock.
Le président: Messieurs, voilà la fin de la 

période de questions. Monsieur Rock.

M. Rock: Est-ce qu’il a été convenu que le 
témoin nous donnera des renseignements 
demain?

Le président: Oui.The Chairman: Yes.
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Mr. Rock: Would he also add to that their 

profits in the past years of operation.

Some hon. Members: No.

The Chairman: Mr. Rose.

Mr. Rose: This is supplementary to Mr. 
Nowlan’s question. I do not believe the dis
tinction was made by the witness between 
the transportation and the distribution costs 
from a particular point, say, the Toronto 
market. I wonder if the witness would be 
kind enough to bring in some figures when 
he makes his submission. I am asking him to 
add the transportation costs and distribution 
costs separately as they apply per pound to 
his product, as a percentage of gross sales 
and also as a percentage of the cost of the 
product per pound. Thank you.

The Chairman: I will see that you get that 
information, Mr. Rose. Mr. Breau.

Mr. Breau: Mr. Chairman, could the wit
ness make clear, maybe by finding out, just 
what the difference in time would be 
between shipping by rail and by truck? It 
seems to me that that is the big advantage. 
Would the railways give you adequate ser
vice? Could you obtain that information for 
us?

Mr. Swim: I believe I could answer that. 
The highway transports go from our plant to 
Toronto, which is the main centre of distri
bution, in 20 to 24 hours.

Mr. Breau: How long does it take by rail?

Mr. Swim: By rail there would be at least 
a third morning delivery.

Mr. Breau: Mr. Chairman, did I under
stand that they have to show their profits for 
the last years? I do not think this is 
necessary.

The Chairman: No.

Mr. Breau: Because if they run effectively 
and make a profit it does not necessarily 
mean that the transportation policy should be 
different.

The Chairman: Mr. Rose.

Mr. Rose: I wonder, too, if the witness could 
give us, in the costs that I asked for, the

[Interpretation]
M. Rock: Tel que prévu il y a un instant, 

et aussi nous dira ce qu’il en est quant aux 
bénéfices qu’ils ont faits pour leurs opérations 
ces dernières années?

Des voix: Non.

Le président: Monsieur Rose?

M. Rose: C’est une question complémen
taire à la question posée par M. Allmand. Je 
ne crois pas qu’une distinction fut faite jus
qu’ici par le témoin entre les coûts de trans
port et les coûts de distribution à partir d’un 
point donné, disons le marché de Toronto. Le 
témoin serait-il assez bon maintenant de nous 
donner la statistique lorsqu’il présentera un 
fait donné? Est-ce qu’il ne pourrait pas aussi 
nous dire ce qu’il en est des coûts de trans
port et des coûts de distribution de façon 
distincte, par livre pour ces produits compa
rativement à l’ensemble des ventes et aussi 
du coût du produit par livre?

Le président: Oui. Je verrai à ce que vous 
obteniez ces renseignements, monsieur Rose. 
M. Breau?

M. Breau: Est-ce que le témoin ne pourrait 
pas établir clairement, peut-être en se rensei
gnant, la différence de temps qui existe entre 
l’expédition par rail et l’expédition par 
camion? A mon avis, le temps semble être le 
grand avantage. Est-ce que le service ferro
viaire vous donnerait un service satisfaisant 
et suffisant? Pourriez-vous nous avoir ces 
renseignements?

M. Swim: Je pense pouvoir répondre à 
votre question. Le transport routier va de 
notre usine à Toronto, qui est le principal 
centre de distribution, en 20 à 24 heures.

M. Breau: Et combien de temps faut-il par 
rail?

M. Swim: Au moins le tiers de plus.

M. Breau: Monsieur le président, est-ce 
vrai qu’il ont à révéler leurs profits pour les 
dernières années? A mon avis, ce n’est pas 
nécessaire.

Le président: Non, non.

M. Breau: Parce que si leur opération est 
efficace et qu’ils ont un bénéfice, et je ne 
crois pas que cela signifie nécessairement que 
la politique des transports doive être 
différente.

Le président: Monsieur Rose.

M. Rose: Est-ce que le témoin ne pourrait 
pas aussi nous donner les coûts que j’ai
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various comparisons of five years ago and ten 
years ago so that we can have an idea of the 
trend.

The Chairman: Are there any more ques
tions? This will complete the question period.
I want to thank you, Mr. Swim. Mr. Swim is 
the traffic manager of his firm. I want to 
thank you very much.

Mr. Swim: Thank you, gentlemen.

The Chairman: For the next item on the 
agenda I will call upon the Moncton Board of 
Trade. The Moncton Board of Trade?

An hon. Member: They will not appear 
this morning, Mr. Chairman.

The Chairman: They will not appear?
The Atlantic Provinces Soft Drink Associa

tion. Will you come forward, please? Page 
706. Mr. John Reynolds. May I call upon Mr. 
John Reynolds to sit at the head table.

May we have a resumé of your brief?

Mr. John Reynolds (President, Atlantic 
Provinces Soft Drink Association): Mr.
Chairman and members of the Committee, 
our brief is concerned with a fairly simple 
problem, as you would expect, but it is never
theless one that derives in part from the 
operation of the Railway Act and the Freight 
Rates Reduction Act. These acts operate to 
the significant advantage of large bottlers in 
Quebec and, by the same token, to the disad
vantage of the small bottlers down here in 
the Atlantic Provinces.

Finished beverages, that is bottled goods or 
canned goods ready to drink, are shipped 
into the Maritimes by the carload at freight 
rates which are lower today than they were 
in 1958. I emphasize that. During this same 
period, rather in the last three years, we 
have had our empty bottle rates increased 
twice: by 10 per cent in October 1966 and by 
amounts varying between 3 per cent and 6 
per cent in September 1967. The effect of 
these circumstances is to produce rates which 
seem to us to be enormous.

For example, if a 50,000-pound carload of 
empty bottles is shipped from Montreal to 
Sydney to my colleague, Mr. Lynch, he pays 
$1.12 per 100 pounds. If these bottles are 
filled up in Montreal, the rate drops to 78 
cents per 100 pounds, which is just over 30 
per cent less. I operate in Halifax amongst 
other places. Similarly, I ship a carload of 
empty bottles from Montreal and I pay $1.09

[Interpretation]
demandés: les différentes comparaisons entre 
il y a cinq ans et il y a dix ans pour que 
nous puissions avoir une idée de la tendance 
actuelle?

Le président: Avez-vous d’autres questions 
à poser? Alors nous terminons la période de 
questions. Je désire vous remercier, monsieur 
Swim. M. Swim est le directeur de l’expédi
tion pour McCain Foods. Merci beaucoup.

M. Swim: Merci messieurs.

Le président: Maintenant, nous passons à 
l’ordre suivant, soit le Board of Trade de 
Moncton.

Une voix: Ils ne seront pas présents ce 
matin, monsieur le président.

Le président: Ils ne seront pas présents? 
Atlantic Provinces Soft Drink Association 
veuillez vous présenter s’il vous plaît.

Page 706. M. John Reynolds. Puis-je 
demander à M. John Reynolds de prendre 
place au bout de la table.

Donc, je vous demanderais de nous présen
ter un bref résumé de votre mémoire.

M. John Reynolds (président de Atlantic 
Provinces Soft Drink Association): Monsieur 
le président, membres du Comité, notre 
mémoire vous parle d’un sujet très simple. 
Mais c’en est un qui découle en partie des 
opérations de la Loi sur les chemins de fer et 
de la Loi sur la diminution des Taux de 
Transport des marchandises. Ces lois fonc
tionnent à l’avantage des embouteilleurs 
importants de la province de Québec, et donc 
au désavantage de petits embouteilleurs qui 
se trouvent ici dans les provinces de l’Atlan
tique. Les boissons en bouteilles ou en boîtes 
sont expédiées dans les Maritimes en wagon- 
nées, suivant les tarifs des marchandises qui 
sont moins élevés aujourd’hui qu’ils ne l’é
taient en 1958. Je vous signale ce fait: pen
dant la même période plutôt qu’au cours des 
trois dernières années, nous avons eu le taux 
de bouteilles vides qui fut augmenté à deux 
reprises dans une proportion de 10 p. 100 au 
mois d’octobre 1966, et de 3 p. 100 à 6 p. 100 
au mois de septembre 1967. Ces circonstances 
ont eu pour effet alors d’entraîner des taux 
qui nous semblent énormes.

Ainsi si une wagonnée de 50,000 livres de 
bouteilles vides est expédiée de Montréal à 
Sidney, à mon collègue M. Lynch; il doit 
payer $1.12 le 100 livres. Si ces bouteilles 
sont remplies à Montréal, le taux passe à 78c. 
les 100 livres, soit environ 30 p. 100 de moins. 
De la même façon, je fais aussi affaire avec 
Halifax, parmi d’autres villes. Je vous envoie 
une wagonnée de bouteilles vides de Mont-
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per 100 pounds. If these are filled by one of 
my competitors in Montreal and they happen 
to be given a rate of 76 cents per 100 pounds, 
this is not quite so pronounced in the case of 
New Brunswick destinations. It is 89 cents 
for empty bottles and 72 cents if they are 
filled up.

With your permission, Mr. Chairman, I 
know you do not want me to read anything, 
but I cannot improve on the conclusion that I 
wrote. May I have your permission?

Our conclusion is that we say that 37 
Maritimes bottlers of soft drinks operat
ing over 40 small plants are highly vul
nerable to competition from the large 
bottlers in Quebec because of the advent 
of non-returnable bottles—you have all 
heard about those—and the ready 
acceptance of this disposable package by 
the grocery supermarkets. This vulnera
bility is increased by the present freight 
rates structure and unless the competi
tive position of Maritime bottlers is res
tored through freight rate changes, the 
erosion of their businesses will continue 
and the viability of another Maritimes 
industry will be in doubt.

The Association, therefore, recom
mends the following alternative solution 
to this problem:
(a) cancel the special rate for finished 
beverages and extend the tariff for 
empty bottles to cover the finished bever
ages, or
(b) introduce carload rates for empty 
bottles at the rates now being charged 
for finished beverages.

I want to add a word of explanation. Those 
of you who have read my brief—and I trust 
you all have—will have noticed that I refer
red only to the Maritime Provinces rather 
than the Atlantic. This was because at the 
time this was done I was not able to collect 
the data from Newfoundland, but the circum
stances are similar in Newfoundland, and we 
could very well add similar data.

I must not take more of your time, Mr. 
Chairman, because I know you have many 
briefs to hear, but I would like my colleague, 
Mr. Lynch, to give you one or two practical

[Interpretation]
réal à un autre endroit, et je paie $1.09 le 
100 livres. Si ces bouteilles sont remplies par 
un de mes concurrents à Montréal, et s’ils 
reçoivent un taux de 76c. le 100 livres, ce 
n’est pas aussi marqué, dans le cas du Nou
veau-Brunswick. C’est 89c. pour les bouteilles 
vides et 72c. si elles sont remplies.

Avec votre autorisation, monsieur le prési
dent, je sais que vous ne voulez pas que je 
vous lise quoi que ce soit, mais je ne saurais 
améliorer les conclusions que je vous ai écri
tes. Est-ce que vous me permettez d’en faire 
lecture?

Voici notre conclusion, nous disons: 
que les 37 embouteilleurs de boissons 
non-alcoolisées qui exploitent au-dessus 
de 40 petites usines dans les Maritimes 
sont fortement menacées par la concur
rence de leurs importants rivaux du 
Québec, à cause de l’instauration du sys
tème de bouteilles non récupérables dont 
vous avez entendu parler, et à cause de 
la faveur que connaît, auprès des super
marchés de l’alimentation, cette nouvelle 
formule d’emballage. Le barème actuel 
des frais de transport les rend encore 
plus vulnérables à cette menace. Il fau
dra modifier ces barèmes si on veut res
taurer sur le plan de la concurrence, la 
position des embouteilleurs des Mariti
mes, faute de quoi leurs affaires conti
nueront à péricliter et il faudra, une fois 
de plus, remettre en question la viabilité 
d’une industrie dans les Maritimes.

Pour répondre à ce problème, l’Asso
ciation recommande donc l’une ou l’autre 
des solutions suivantes: (a) annuler le 
tarif spécial pour les boissons, présentées 
sous forme de produits finis et étendre 
aux boissons finies le tarif présentement 
appliqué aux bouteilles vides ou (b) 
instaurer pour les bouteilles vides les 
tarifs présentement en vigueur pour le 
transport des boissons présentées sous 
forme de produits finis.

Je voudrais ajouter une explication. J’ima
gine que vous avez tous lu mon mémoire et 
vous remarquerez que je n’ai parlé que des 
provinces Maritimes plutôt que des provinces 
de l’Atlantique. Cela est dû au fait qu’au 
moment où nous avons rédigé ce mémoire, je 
n’ai pu obtenir les données de Terre-Neuve, 
mais les circonstances sont les mêmes qu’à 
Terre-Neuve et on pourrait y ajouter des 
données analogues.

Afin de ne pas prendre plus de votre 
temps, monsieur le président, parce que je 
sais que vous avez bon nombre de mémoires 
à entendre, mais je voudrais que mon collé-
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examples of how this curiosity works in 
Sydney.

The Chairman: Thank you. Mr. McGrath?

Mr. McGrath: Could you have the wit
nesses identify themselves, their names, their 
capacities, whether they are lawyers, wheth
er they directly represent those making the 
submission.

The Chairman: I was going to do that at 
the end of Mr. Lynch, but I could do it right 
away. As a matter of fact, I would like to 
clear something here myself because I have 
had a note this morning that Mr. John 
Reynolds is the president and here only in 
last year’s letter it is marked executive vice- 
president. Which one is he?

Mr. Reynolds: Well, sir, I have to explain 
that that was written on my company 
notepaper. However, I have on my other hat 
this morning. I am the President of the 
Atlantic Provinces Soft Drink Association.

The Chairman: Mr. Lynch, you are the 
V ice-President?

Mr. Lynch (Vice-President, Atlantic Prov
inces Soft Drink Association): Thank you. 
Gentlemen and Members of the Committee, I 
will not take up a lot of your time. I would 
just like to point out how this special rate 
given to these full non-returnable bottles 
coming into our area works out, first of all, 
financially for the CNR.

In our business, Ideal Beverages Ltd., we 
had for two years the Canada Dry franchise. 
When we got into it first we did not have a 
labeller in order to put out these non-return
able quart bottles, so for a period of about a 
year and a half we brought these in full and 
we made good and full use of this wonderful 
78 cent freight rate. However, in shipping 
these non-returnable bottles, if the car 
exceeds by very much 30,000 pounds in 
weight there is an awful lot of breakage with 
the result that we found we had damage 
claims on just about every carload that came 
in. So it worked out, as far as we could see 
in actual practice, that the CNR was losing 
money right down the line on this particular 
product. Whereas we would have a claim on 
just about every carload of full product com
ing in, with the empty bottles coming in 
there was never a claim.

We have never had a claim for broken 
bottles since 1949, which is a long time. So, it 
is not a profitable rate for the CNR. The rate 
certainly is not serving today any useful pur-

[Interprétation]
gue, M. Lynch, vous donne un ou des exem
ples d’ordre pratique pour nous montrer com
ment cette réalité se présente à Sidney.

Le président: Merci. Monsieur McGrath.

M. McGrath: Est-ce que les témoins ne 
pourraient pas s’identifier? Donner leur nom, 
leur titre, indiquer s’ils sont avocats, s’ils 
représentent ceux qui présentent la requête.

Le président: Je voulais le faire à la fin de 
la présentation de M. Lynch, mais je peux le 
faire tout de suite. Je voudrais préciser quel
que chose ici même, j’ai reçu un avis ce 
matin me disant que M. John Reynolds est 
président, alors que dans sa lettre de l’année 
dernière, c’était indiqué vice-président exécu
tif. Lequel est-il?

M. Reynolds: Je dois vous expliquer. C’était 
écrit sur ma papeterie. Je suis président de 
l’Association des fabricants de boissons 
non alcoolisées des provinces de l’Atlantique.

Le président: Monsieur Lynch, vous êtes le
vice-président?

M. Lynch (Vice-président de l'Association 
des fabricants de boissons non alcoolisées des 
provinces de l'Atlantique): Merci. Messieurs, 
membres du Comité, je serai bref. Je vou
drais tout simplement vous signaler comment 
ce taux spécial qui est donné pour les bou
teilles non-récupérables qui nous sont expé
diées, se présente, d’abord, sur le plan finan
cier, pour le National-Canadien.

Notre entreprise Ideal Beverages Ltd., a eu, 
pendant deux ans la franchise de Canada Dry. 
Au début, nous n’avions pas un étique- 
teur pour ces bouteilles non-récupérables, 
donc pendant un an et demi, nous les ame
nions ainsi et nous les utilisions pleinement 
au taux de fret de 78c. Mais lorsqu’on expé
die ces boutelles non-récup>érables, si le p>oids 
du wagon est de plus de 30,000 livres, alors il 
y a beaucoup de bouteilles brisées, avec le 
résultat que dans chaque wagon qui nous 
parvient, il y a des réclamations pour dom
mages. En pratique, donc, le National-Cana
dien se trouve à perdre de l’argent partout 
avec ce produit. Alors que nous avions une 
réclamation pour chaque wagon plein qui 
nous arrivait, il n’y en a jamais eu dans le 
cas des bouteilles vides qui nous arrivaient.

Nous n’avons jamais eu de réclamation 
pour bouteilles brisées depuis 1949, ce qui est 
une longue période. Donc, ce n’est pas un 
taux rentable pour le National-Canadien. Ce
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pose except to give the Quebec bottler an 
advantage in the Maritimes over the small 
bottlers. It is really an unfair rate because 
we have to pay a freight rate on all ingredi
ents, on the crowns, the glass, the sugar and 
everything, while all these rates are higher 
than the 78 cent rate. So we are getting 
competition from Quebec which really we 
should not have.

The CNR is subsidizing the bigger bottlers 
up the line to the detriment of those in the 
Maritimes. I think it is quite unfair and 
should not be permitted to continue. Thank 
you very much.

The Chairman: Thank you very much. Mr. 
Lynch. Mr. Thomas.

Mr. Thomas (Moncton): I would like to ask 
Mr. Reynolds about this curious anomaly in 
rates which the brief refers to, that you can 
ship full bottles from Montreal cheaper than 
you can ship empty bottles. Now, this was 
aggravated back in 1958, was it not, and 
there was a reduction made. At one time 
there was a 17 per cent...

Mr. Reynolds: There was the rollback of 
the—I am not very good on technical 
questions.

Mr. Thomas (Moncton): No.

Mr. Reynolds: But I think I would be right 
in saying there was the rollback in 1958, Mr. 
Armitage?

Mr. Armitage: Right.

Mr. Reynolds: Of 1960? It went up in 1958 
and rolled back in 1960.

Mr. Armitage: Right.

Mr. Thomas (Moncton): Now, Mr. Reynolds, 
as I understand it, the National Transporta
tion Act of 1967 will aggravate this problem 
because filled bottles are classed as non-com
petitive so the rates will be frozen.

Mr. Reynolds: That is right; that is correct.

Mr. Thomas (Moncton): Now, empty 
bottles—

Mr. Reynolds: For some curious reason are 
regarded as competitive.

Mr. Thomas (Moncton): But up until now 
you have been relieved of this because of the 
two-year freeze on carload rates. In other

[Interpretation]
taux n'est pas utile maintenant, sauf pour 
donner à l’embouteilleur du Québec l’avan
tage dans les Maritimes sur les petits embou- 
teilleurs des Maritimes. C’est un taux injuste, 
parce qu’il nous faut payer les tarifs du fret 
pour tous les ingrédients: pour les couronnes, 
pour le verre, pour le sucre, enfin pour tous 
les éléments de fabrication, alors que tous ces 
taux sont plus élevés que celui de 78c. Il y a 
donc une concurrence qui nous vient du Qué
bec qu’on ne devrait pas avoir.

Le National-Canadien se trouve donc à 
subventionner les plus grands embouteilleurs 
au détriment, des Maritimes. C’est injuste, à 
mon avis, et ne devrait pas se poursuivre. 
Merci beaucoup.

Le président: Merci beaucoup, monsieur 
Lynch. Monsieur Thomas.

M. Thomas (Moncton): Monsieur le prési
dent, je voudrais questionner M. Reynolds, 
au sujet de cette anomalie qui se présente 
dans les taux mentionnés dans son mémoire, 
c’est-à-dire qu’on peut expédier des bouteilles 
remplies à partir de Montréal à un coût 
moins élevé que des bouteilles vides. En 1958, 
la situation a empiré et il y a eu une diminu
tion de faite. A un moment donné, il y avait 
17 p. 100...

M. Reynolds: Il y avait la réduction 
de...mais je ne suis pas très bon sur les 
questions techniques.

M. Thomas (Moncton): Non.

M. Reynolds: Mais je pense que j’ai raison 
de dire que c’est le recul de 1958, Monsieur 
Armitage?

M. Armitage: C’est vrai.

M. Reynolds: De 1960? Il a augmenté en 
1958 et a diminué en 1960.

M. Armitage: C’est juste.

M. Thomas (Moncton): Monsieur Reynolds, 
si j’ai bien compris, la Loi nationale sur les 
transports de 1967 se trouvera à aggraver ce 
problème, parce que les bouteilles remplies 
seront classées comme non-compétitives, donc 
le taux sera fixe.

M. Reynolds: C’est exact, c’est juste.

M. Thomas (Moncton): Alors, les bouteilles 
vides ...

M. Reynolds: Pour une raison quelconque 
sont considérées comme compétitives.

M. Thomas (Moncton): Mais jusqu’ici, vous 
en avez été soulagés car il y a eu ce gel de 
deux ans. Autrement dit, ces taux n’augmen-
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words, these rates will not increase until 
March 23. So, when this Act goes into effect 
your problem will be aggravated because 
then you will get new carload rates on your 
empty bottles. Is that right?

Mr. Reynolds: Our empty bottle rate is a 
competitive rate now and has been increased 
twice in the past three years. It can be 
increased again at any time, and it would not 
surprise me if it were. However, the com
modity rate for the full bottles, by some 
curiosity which I do not understand—and I 
admit that quite freely—is a frozen rate and, 
as I said, is lower today than it was in 1958.

Mr. Thomas (Moncton): And nothing has 
been done to increase it in the Act of 1967?

Mr. Reynolds: Nothing can be done to 
increase it because of the Railway Act last 
year. I have been after the railways about 
this, but they say, “Well, we have no power 
until Parliament moves.”

The Chairman: Are you through, Mr. 
Thomas? Mr. Trudel.

Mr. Trudel: I would like to ask a question 
of Mr. Reynolds, Mr. Chairman. Could you 
give us the percentage of the over-all busi
ness you are doing now in non-returnable 
bottles in the soft drink industry out of New 
Brunswick?

Mr. Reynolds: I am afraid I cannot give 
you a figure for the industry, but it would be 
20 per cent for my own company, and I 
would think it would be more like 15 per 
cent for the industry as a whole down here.

Mr. Trudel: Now, another question, Mr. 
Chairman. At the present time you are talk
ing about 40 bottlers in the area competing 
with the Quebec market. Are these bottlers 
not franchised operators bottling goods that 
are manufactured in Quebec and shipped 
down here? Are the bottlers not able to 
obtain franchises of the main bottling plants 
and process the goods here?

Mr. Reynolds: Yes, this is true. Almost all 
the bottlers in the Maritimes do have one of 
the main franchises, such as Coke, Pepsi and 
Seven-Up, but the price at which the non- 
returnable bottles are shipped down here is so 
attractive to the supermarkets that although 
they have not got Coke or Pepsi or Seven-Up 
written on them, the price is so good and they 
can make such a handsome mark-up that
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[Interprétation]
teront pas avant le 31 mars. Donc, lorsque 
cette Loi entrera en vigueur, ce problème se 
trouvera d’autant plus grave, parce qu’alors 
vous aurez de nouveaux taux pour les bou
teilles, n’est-ce pas?

M. Reynolds: Ce taux pour bouteilles vides 
est un taux concurrentiel maintenant et il a 
été augmenté deux fois, au cours des trois 
dernières années. Il peut être augmenté de 
nouveau à n’importe quel temps, et je ne serais 
pas étonné qu’il le soit. Mais le tarif préfé
rentiel pour la bouteille pleine, pour une rai
son curieuse que je ne comprends pas du 
tout, est un taux qui a été fixé, et il est moins 
élevé aujourd’hui qu’il ne l’était en 1958.

M. Thomas (Moncton): Rien n’a été fait 
pour l’augmenter dans la Loi de 1967?

M. Reynolds: Rien ne peut être fait pour 
l’augmenter à cause de la Loi sur les chemins 
de fer de l’année dernière. Je m’en suis pris 
aux chemins de fer à ce sujet, mais ils répon
dent: «Nous n’avons aucun pouvoir avant que 
le Parlement n’agisse».

Le président: Vous avez terminé? Monsieur 
Trudel.

M. Trudel: Je voudrais poser une question 
à M. Reynolds, monsieur le président. Pour
riez-vous nous dire le pourcentage, quel est 
l’ensemble de votre chiffre d’affaires pour les 
bouteilles non-retoumables pour le Nouveau- 
Brunswick?

M. Reynolds: Je ne pourrais vous donner le 
chiffre pour l’industrie, mais ce serait 20 p. 
100 pour notre propre société, et j’imagine 
que ce serait 15 p. 100 pour l’ensemble de 
l’industrie dans notre région.

M. Trudel: Une autre question, monsieur le 
président. En ce moment vous parlez de 40 
embouteilleurs de la région qui font concur
rence avec le marché du Québec. Ces embou
teilleurs ne sont-ils pas des sociétés en fran
chise qui font l’embouteillage de produits qui 
sont fabriqués au Québec, et expédiés ici? 
Est-ce que les embouteilleurs ne peuvent pas 
obtenir une franchise des principales usines 
de mise en bouteilles et en faire la produc
tion ici même?

M. Reynolds: Oui, c’est juste. A peu près 
tous les embouteilleurs dans les Maritimes, 
ont une des principales franchises, comme le 
Coke, le Pepsi et le Seven-Up disons, mais 
le prix pour lequel ces bouteilles vides non- 
retournables sont expédiées ici, est tellement 
intéressant pour les supermarchés, bien que 
les noms Pepsi, Coke et Seven-Up ne sont 
pas écrits, le prix est tellement bon et on
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these are the things that will get the display 
space and these are the things that are erod
ing our business. What we are concerned 
about is that the volume is already hurting 
us, and if nothing happens, we can see that 
over the next several years, of course, it will 
become drastically worse. You pay so much 
for Coke, but if you see a bottle of cola that 
looks pretty goods and is substantially cheap
er, you are going to buy it.

Mr. Trudel: In other words, Mr. Chairman, 
I believe what the witness is saying is that 
the private labels, or off-brands, if I may use 
that term, is what we are concerned about 
mainly here.

Mr. Reynolds: Right, sir.

The Chairman: Mr. Homer.

Mr. Horner: Mr. Reynolds, you believe that 
the full bottle rates from Montreal are not 
compensatory with the costs the railways 
must have in shipping them in here? Is this 
true?

Mr. Reynolds: I do not know anything 
about the railway business so I would not 
presume to express an opinion, but when Mr. 
Lynch is able to tell us that on every load of 
non-returnable bottles that he has brought in 
from Montreal a year or so ago—I believe it 
was 18 months that he mentioned—there was 
a substantial claim for breakage, and he 
could have added, I think, that the CN has 
found itself selling off remnants to local 
wholesalers in order to get rid of the stuff 
that the consignee would not accept—then I 
have pretty good reason to suspect that it is 
not profitable for the CN.

Mr. Horner: Has your company or your 
association at any time applied before the old 
Board of Transport Commissioners or the 
new Board?

Mr. Reynolds: Yes, sir, I took this question 
up with the railways some three or four 
years ago with the help and advice of the 
Maritimes Transportation Commission and 
more recently again with the two railways 
and with the new Canadian Transport Com
mission. I have had an exchange of letters 
with them, but, of course, all they can do is 
point out to me that until Parliament changes 
the legislation nothing can be done.

Mr. Horner: How do you suggest that Par
liament should change the legislation?

Mr. Reynolds: Well, so long as the freeze is 
on, the commodity rate cannot change. I have

[Interpretation]
peut faire une telle augmentation dessus, que 
voilà les articles qui prennent la place sur les 
étalages et qui minent nos affaires. Ce qui 
nous préoccupe c’est que le volume nous est 
dommagable déjà, et que si rien ne se pro
duit, on peut voir qu’au cours des prochaines 
années, la situation s’aggravera d’autant plus. 
Vous payez, tant, pour le Coke, mais si vous 
voyez une bouteille de cola qui semble assez 
bon et est moins cher, alors, vous allez 
l’acheter.

M. Trudel: En d’autres termes, monsieur le 
président, je pense que ce que le témoin dit 
ici, c’est que les étiquettes privées, ou les 
marques secondaires, si je peux les appeler 
ainsi, sont ce qui nous préoccupe essentielle
ment ici.

M. Reynolds: C’est juste.

Le président: Monsieur Horner.

M. Horner: Vous dites, monsieur Reynolds, 
que le taux, pour les bouteilles pleines 
venant de Montréal ne compense pas les frais 
d’expédition pour les chemins de fer? Est-ce 
vrai?

M. Reynolds: Je ne connais rien aux che
mins de fer, je ne veux donc pas formuler 
d’avis ici, mais lorsque M. Lynch est en 
mesure de nous dire que pour chaque wagon 
de bouteilles non-retournables, qu’il a fait 
venir de Montréal, il y a un an environ, je 
crois même qu’il a dit dix-huit mois, il y 
avait de nombreuses réclamations pour les 
bouteilles brisées, et il aurait pu ajouter, je 
pense, que le National-Canadien s’est trouvé 
à vendre des restants grossistes locaux, afin 
de se débarasser des expéditions que le desti
nataire ne voulait pas accepter. Ce n’est donc 
pas rentable pour le National-Canadien.

M. Horner: Est-ce que votre société ou 
votre Association, à un moment donné, a 
demandé à l’ancienne Commission des trans
ports ou à la nouvelle Commission?

M. Reynolds: Oui, j’en ai saisi les chemins 
de fer, il y a trois ou quatre ans, avec l’aide et 
les conseils de la Commission maritime des 
transports et plus récemment encore, auprès 
des chemins de fer, et la nouvelle Commis
sion des transports. J’ai correspondu avec ces 
derniers, mais on me dit que tout ce qu’ils 
peuvent faire c’est de me signaler que tant 
que le Parlement ne change la Loi, rien ne 
peut être fr.it.

M. Horner: Comment le Parlement peut-il 
modifier cette Loi?

M. Reynolds: Aussi longtemps que les taux 
sont gelés, le taux préférentiel peut changer.
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already said I do not understand how this 
curiosity arose, but those commodity rates 
that apply to beverages are frozen rates.

Mr. Horner: Are the rates only frozen on 
commodities going out of the Maritime area 
and not on commodities coming into the 
Maritimes?

Mr. Reynolds: No, no, no, certainly this 
rate is frozen and it only relates to goods 
coming into the Maritimes.

Mr. Lynch: May I make a point? Another 
curiosity about that rate is that the way it is 
written up in the CNR rate book it applies on 
full goods coming from the Montreal area 
east. If I was to put in a larger plant and 
start trying to ship non-returnable bottles 
towards the Quebec market, I cannot get that 
rate. This is a one-sided rate, to me.

Mr. Horner: Mr. Lynch, you are familiar 
with Bill C-231 in which the position of the 
captive shipper was outlined together with 
the procedure a captive shipper might take to 
apply for a special rate. Would your industry 
consider itself sort of captive in the 
Maritimes?

Mr. Lynch: I am not familiar...

Mr. Reynolds: I do not think we are famil
iar with that expression in this connection.

Mr. Horner: Well, I will let the question
go, then.

The Chairman: Mr. Mahoney.

Mr. Mahoney: Could the witness tell us 
whether or not there is any move afoot in 
the provincial jurisdiction here to inhibit or 
even ban the use of disposable bottles?

[Interprétation]
J’ai déjà dit que je ne comprends pas com
ment il se fait que cette situation se soit 
présentée, mais les taux préférentiels pour 
les boissons sont gelés.

M. Horner: Est-ce que les taux sont gelés 
simplement pour les denrées qui sont expé
diées à partir de la région des Maritimes et 
non pas pour les denrées qui y sont 
expédiées?

M. Reynolds: Non, non, ce taux est gelé, et 
il ne touche que les denrées qui sont expé
diées dans les Maritimes.

M. Lynch: Si on me permet une observa
tion, une autre anomalie quant à ce taux, est 
la façon que c’est inscrit dans le manuel des 
taux du National-Canadien, qui s’applique 
pour toutes les denrées complètes qui vien
nent de Montréal vers l’est. Si je veux établir 
une plus grande usine et recommencer à 
expédier des bouteilles non-récupérables vers 
le marché du Québec, je ne peux pas obtenir 
un tel taux. D’après moi, c’est un taux à un 
côté.

M. Horner: Monsieur Lynch, vous connais
sez le bill C-231 dans lequel on a indiqué la 
situation de l’expéditeur captif de même que 
la porcédure à suivre pour demander un 
taux spécial. Est-ce que votre industrie se 
considère comme captive ici dans les 
Maritimes?

M. Lynch: Je ne connais pas...

M. Reynolds: Nous ne connaissons pas 
cette expression à cet égard.

M. Horner: Eh bien, je laisserai tomber la 
question.

Le président: Monsieur Mahoney.

M. Mahoney: Monsieur le président, le 
témoin pourrait-il nous dire si, en ce moment, 
la province essaie de mettre fin à l’utilisation 
des bouteilles non-récupérables?

Mr. Reynolds: Mr. Chairman, I could speak M. Reynolds: Monsieur le président, je 
for about 10 minutes on this subject. I do not pourrais vous en parler pendant un bon dix 
think any such legislation is at all likely. All minutes. Je ne crois pas qu’une telle législa- 
bottles are disposable today, unfortunately, tion soit présentée. Toutes les bouteilles sont 
as we are finding that there are more so- à jeter; malheureusement, nous nous aperce- 
called returnable bottles thrown away than vons qu’il y a plus de bouteilles récupérables 
there are non-returnable bottles. We have qui sont jetées que les bouteilles non récupé- 
conducted a number of surveys: we did one rabies. Nous avons fait un certain nombre de 
in Halifax not too long ago on a mile of the relevés: nous en avons fait un à Halifax, il 
Bedford Highway, and while I cannot quote n’y a pas tellement longtemps, sur une 
you the figures from memory, certainly there distance d’un mille du Bedford Highway et 
were more returnable bottles discovered quoique je ne peux vous donner les chiffres 
along the highway than there were non- de mémoire, il semble que plus de bouteilles 
returnable bottles. The children are not récupérables s’y trouvent le long de la route 
interested in the 2 cents, and our bottle loss que de bouteilles non-récupérables. Les 
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is much monstrous; they are just throwing 
them all away.

Mr. Mahoney: Thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Chairman and Mr. Rey
nolds, that answers a question I had in mind. 
I would like to have an expression of opinion 
on the littering that occurs with these non- 
retumables, but I realize that would be a 
lengthy question.

Do all the manufacturers in your associa
tion have non-returnable bottles now?

Mr. Reynolds: I should think every compa
ny today because all supermarkets insist on 
having non-returnable bottles.

Mr. Skoberg: At this particular time do 
you ship your bottles by rail and truck?

Mr. Reynolds: Mostly by truck. We do use 
the railroad, but mostly by truck.

Mr. Skoberg: Are you satisfied with the 
rates at this particular time?

Mr. Reynolds: Well, of course, one is never 
satisfied with the rates, but I think they are 
reasonably competitive. There is good compe
tition for intra-Maritimes trucking.

The Chairman: Mr. Breau.

Mr. Breau: Mr. Chairman, could one of the 
witnesses tell us what percentage of their 
production goes into cans and what percent
age goes into bottles?

Mr. Reynolds: Well, there are only two 
companies at the present time producing cans 
in the Maritimes, so you will not find great 
enthusiasm among the 40-odd other bottlers 
for selling cans.

Mr. Breau: What is the percentage in the 
rest of Canada, and what is the percentage in 
the Atlantic provinces?

Mr. Reynolds: I am sorry, I could not give 
you an answer.

[Interpretation]
enfants ne s’intéressent plus au deux cents, 
donc les pertes que nous avons en bouteilles 
sont très grandes. On les jette tout 
simplement.

M. Mahoney: Merci beaucoup.

Le président: Monsieur Skoberg.

M. Skoberg: Monsieur le président, mon
sieur Rynolds, cela répond à la question que 
j’avais en tête. Je voulais savoir ce qui en 
était quant aux bouteilles qui étaient jetées 
le long des routes, mais je vois que ce serait 
trop long.

Est-ce que tous les manufacturiers de votre 
Association ont les bouteilles non-récupéra
bles maintenant?

M. Reynolds: Je pense que chaque société, 
aujourd’hui, les utilise vu que les supermar
chés insistent pour avoir des bouteilles 
non-récupérables.

M. Skoberg: En ce moment, est-ce que vous 
expédiez vos bouteilles par rail et par route?

M. Reynolds: La plupart du temps par 
camions. Nous avons recours au service ferro
viaire mais nous le faisons plutôt par le 
route.

M. Skoberg: Est-ce que vous êtes satisfait 
du taux en ce moment?

M. Reynolds: Évidemment, on n’est jamais 
satisfait des taux, mais enfin je pense qu’ils 
sont raisonnablement concurrentiels. Il y a 
une excellente concurrence pour le camion
nage dans les Maritimes.

Le président: Monsieur Breau.

M. Breau: Monsieur le président, est-ce 
qu’un des témoins pourrait nous dire quel 
pourcentage de leur production s’est fait en 
canettes et en bouteilles?

M. Reynolds: Il n’y a que deux sociétés qui 
font la production de canettes dans les Mari
times, donc il n’y a pas tellement d’enthou
siasme pour ce qui est des 40 autres embou- 
teilleurs pour vendre des canettes.

M. Breau: Quel est le pourcentage dans le 
reste du Canada et quel est le pourcentage 
des provinces de l’Atlantique?

M. Reynolds: Je regrette, mais je ne pour
rais pas vous donner la réponse.

Mr. Breau: Would you have the same M. Breau: Est-ce qu’il y aurait le même 
problem with empty cans? Is there the problème avec les canettes vides? Pour les 
same difference in the rates for the full cans? canettes remplies, est-ce qu’il y aurait le

même écart de taux?
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Mr. Lynch: Yes there is, but we are 

relieved of it in that case because the can 
companies pay part of the freight. Because 
there was a can-manufacturing plant in Hali
fax, they so-called equalized the freight from 
Halifax.

Mr. Breau: One of you gentlemen men
tioned that you are getting unfair competi
tion when the supermarkets order soft drinks 
which are not under franchise. What would 
be the difference in the cost between, say, a 
plant in Moncton and a plant in Montreal for 
the same soft drink? What would be the 
difference in cost? Is there a disparity there?

Mr. Reynolds: I would like to refer to my 
brief there, I think. A company which pro
duces, say, 5 million cases per year for its 
local market can produce an additional 50,- 
000 to off-load in the Maritimes for a very 
small amount of money. It is marginal cost, is 
it not? You have covered your overhead; it is 
going to cost you 3 or 4 cents a case in 
labour, so why not?

Mr. Breau: Now, there is one point I think 
you are getting at there. What you are look
ing at is, if the freight rate were increased 
from Montreal down, could these private 
labels be produced by local industry, by the 
bottlers, or would they still be coming in?

Mr. Lynch: I would say that if the freight 
rate were increased—I know I can speak for 
our own company—that then we would be 
able to do custom bottling for Sobeys, for 
IGA or for someone else and give it to them 
at a price very, very close to what they are 
paying now, and we would get the business 
in the Maritimes. Right now we cannot com
pete with the big firms in Quebec as long as 
this subsidized freight rate is in existence.

Mr. Breau: Is it only because of the freight 
rate or ...

Mr. Lynch: It is only because the freight 
rate that tips the scale, and we cannot do a 
thing about it.

Mr. Breau: Could you tell the Committee if 
the production cost at your plant is exactly 
the same as the production cost in Montreal? 
The other witness said there was a disparity 
there. What I am trying to find out is, if you 
are getting that competition, would a change 
in the freight rate offset everything or would 
it just offset it a little bit?

[ I nterprétation ]
M. Lynch: Oui, mais nous en sommes sou

lagés dans ce cas car les sociétés de canettes 
défraient une partie du fret.

Puisqu’il y avait une usine de fabrication à 
Halifax, il y avait, pour ainsi dire, égalisation 
des taux à Halifax.

M. Breau: Un d’entre vous a mentionné 
que vous avez une concurrence injuste lors
que les supermarchés commandent des bois
sons non-alcoolisées qui ne sont pas sous 
franchise. Quelle serait la différence dans le 
coût disons à une usine de Moncton et une 
usine à Montréal, pour la même boisson non- 
alcoolisée? Quel serait l’écart du coût de pro
duction? Est-ce qu’il y a une disparité?

M. Reynolds: Je voudrais me reporter à 
mon mémoire, je pense. Une société qui pro
duit, disons, 5 millions de caisses par année 
pour le marché local peut en produire 50 
mille de plus afin de les écouler à bon mar
ché dans les Maritimes. C’est un coût margi
nal, n’est-ce pas? Vous avez récupéré vos 
frais généraux; ça vous coûtera trois ou qua
tre cents par caisse pour la main-d’œuvre. 
Alors qu’importe?

M. Breau: Il y a un point où vous en 
venez. Ce qui nous intéresse, c’est si le taux 
de transport des marchandises était aug
menté à partir de Montréal, l’industrie locale 
pourrait produire ces marques privées, ou 
est-ce qu’elles continueraient à être expédiées 
aux Maritimes?

M. Lynch: Je dirais que si ce taux était 
augmenté, je peux parler au nom de ma 
société, alors nous serions en mesure de faire 
l’embouteillage pour Sobeys, pour I.G.A. ou 
d’autres et les leur donner à peu près le prix 
qu’ils paient maintenant, et nous aurions le 
commerce des Maritimes. En ce moment, 
nous ne pouvons concurrencer avec les gran
des entreprises du Québec aussi longtemps 
que ces tarifs susmentionnés sont en vigueur.

M. Breau: Est-ce simplement à cause du 
tarif?

M. Lynch: Non, c’est seulement à cause du 
tarif du transport qui fait pencher la balance, 
et nous n’y pouvons rien.

M. Breau: Est-ce que les frais de produc
tion, à votre usine, sont exactement les 
mêmes que les frais de production à Mon
tréal? L’autre témoin a dit qu’il y avait une 
différence. Ce que j’essaie de savoir, c’est si 
vous subissez cette concurrence, est-ce qu’un 
changement dans le tarif de transport chan
gerait tout cela ou est-ce que cela la réduirait 
un peu?
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[Text]
Mr. Lynch: Let me explain it again to you. 

You are talking about production cost of a 
commodity like a soft drink which naturally 
depends upon, number one, the size of your 
plant: so many bottles a minute. It is going to 
cost you more to produce a case of soft 
drinks if your machine is turning out 50 or 
60 bottles a minute than it does if it is 
running at 300 or 400. However, there is no 
reason why the companies in the Maritimes 
cannot put in this machinery that runs 300 or 
400 bottles a minute. We have done it in 
Sydney in our own plant. We have other 
costs that the Quebec bottler does not have. 
For instance, it costs us money to bring the 
empty bottle into our plant, the crown into 
our plant, the syrups, the concentrates: we 
have to pay freight on everything. They are 
right next to these producers and they do not 
have to pay freight.

Outside of the freight rates, what I am 
saying is, adding everything together, if the 
78 cent freight rate was put up to.. .

Mr. Breau: $1.12.

Mr. Lynch: At least $1.12—it should be 
higher because it is a finished product com
ing into our territory. Raw materials to be 
used in the production of goods should come 
in at a lesser rate. If this were so then we 
could handle all this private label bottling in 
the Maritimes in our own smaller plants 
throughout the Maritimes, in so-called 
depressed areas like our little island of Cape 
Breton, it would keep these people working.

Mr. Breau: Mr. Chairman, I have one more 
question. You still have to increase the 
volume of production, if you want to com
pete with them.

Mr. Lynch: We have done that, sir.

Mr. Breau: I heard that there were some 
countries in the world where because the 
water was not suitable, their soft drinks had 
to be finished in Canada and shipped there. 
Is this true and how does this affect you? 
Does it help you at all in, say, selling soft 
drinks to South America or some other 
countries?

Mr. Reynolds: Yes, 'there are one or two 
cases. One is Nassau, which is a fairly small 
market, and the other is Bermuda. Bermuda 
is presently serviced from the U.S.A. If it 
were possible by ocean freight to get soft 
drinks in cans into, say, the Caribbean,

[Interpretation]
M. Lynch: Laissez-moi vous l’expliquer 

encore une fois. Vous parlez des frais de 
production d’une denrée comme les eaux 
gazeuses qui, évidemment, dépendent, tout 
d’abord, de l’ampleur de votre usine: tant de 
bouteilles par minute. Cela vous coûtera plus 
de produire une caisse si votre machine pro
duit 50 ou 60 bouteilles à la minute que si 
elle produit 300 ou 400. Mais il n’y a aucune 
raison pour laquelle les sociétés, dans les 
Maritimes, ne pourraient pas installer la 
machinerie qui produit trois ou quatre cents 
bouteilles à la minute. Nous l’avons déjà fait 
à Sydney dans notre propre usine. Mais nous 
avons d’autres frais de production que l’em- 
bouteilleur du Québec n’a pas. Par exemple, 
cela nous coûte de l’argent pour rapporter la 
bouteille vide à l’usine, faire venir les capsu
les, l’essence, les concentrés: il nous faut 
payer le transport pour tout, alors qu’eux 
sont juste à côté du producteur, ils n’ont pas 
ces frais à payer.

A part les tarifs de transport, ce que je dis, 
c’est que si nous ajoutons tout cela, si le tarif 
de 78c., le tarif marchandise était augmenté 
au moins à . .

M. Breau: $1.12.

M. Lynch: Au moins $1.12, il devrait être 
plus élevé car c’est le produit fini qui vient 
ici dans notre territoire. Les matériaux bruts 
devraient bénéficier d’un tarif moins élevé. Si 
c’était le cas, nous serions en mesure de nous 
occuper de la mise en bouteilles pour les 
marques privées par nos propres petites usi
nes dans toutes les Maritimes, et dans les 
régions les moins favorisées comme l’Ile du 
Cap Breton, les gens travailleraient.

M. Breau: Une autre question. Il faudrait 
tout de même augmenter votre volume de 
production si vous voulez leur faire 
concurrence.

M. Lynch: Nous l’avons déjà fait.

M. Breau: J’ai entendu dire qu’il y avait 
certains pays dans le monde où, en raison de 
l’eau pas convenable, ils étaient obligés de 
faire terminer leurs liqueurs douces du 
Canada. Est-ce vrai et comment cela s’appli
que-t-il dans votre situation? Est-ce que cela 
vous aide, par exemple, pouvez-vous vendre 
des boissons gazeuses en Amérique du sud ou 
en d’autres pays?

M. Reynolds: Il n’y a que deux endroits, 
l’un c’est Nassau, débouché plutôt restreint, 
et l’autre ce sont les Bermudes. A l’heure 
actuelle, les Bermudes sont desservies par les 
États-Unis. Si c’était possible de transporter, 
par mer, les liqueurs douces en canettes, dans
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[Texte]
Venezuela or Mexico or any of these places, 
of course they would very quickly slap on a 
tariff. They have all sorts of people they are 
desperately trying to employ and they are 
not going to allow us to ship in soft drinks. 
This is one thing they can do for themselves. 
The two exceptions are Bermuda and 
Nassau.

Mr. Breau: Do not forget St. Pierre.

Mr. Reynolds: St. Pierre and Miquelon.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: The questions I had have been 
answered, thank you.

The Chairman: Mr. Perrault.

Mr. Perrault: I would like to ask the wit
nesses if the provincial governments in the 
Maritimes have taken any action to discour
age the use of disposable bottles. This has 
been done in some provinces, not by edict or 
by law, but the provincial governments have 
suggested, as a matter of making tourist 
facilities more pleasant, that disposible bot
tles not be used, and the bottlers have co
operated in at least one province of which I 
have knowledge. Has anything been done in 
the Maritimes on that?

Mr. Reynolds: We have had no official 
requests from provincial governments, either 
in Newfoundland, Prince Edward Island, 
Nova Scotia or New Brunswick. There has, 
of course, been a good deal of correspondence 
in the newspapers, but it is a lost cause. It is 
all going to be disposable containers. Maybe 
it will not be just like it is now.

Mr. Nesbitt: But there is public acceptance 
and this is the final criterion, then?

Mr. Reynolds: Yes. In this town you would 
have a job to buy something in a returnable 
bottle.

Mr. Nesbitt: May I ask this question, 
because the matter of the shipment of bottles 
seems to be a key issue here and I think you 
have produced some very interesting statis
tics. Have there been any feasibility studies 
with respect to the possibility of manufactur
ing bottles in the Maritimes and assistance to 
the establishment of an industry of this 
kind?

Mr. Lynch: Yes, indeed. A Finnish compa
ny, with the support of the New Brunswick 
Development Corporation, is presently build-

[Interprétation]
les Caraïbes, au Vénézuela, au Mexique, ou 
ailleurs, évidemment, on imposerait très vite 
un tarif. Ils ont toutes sortes de gens qu’ils 
essaient désespérément d’employer; par con
séquent, on ne nous permettrait pas d’expé
dier des boissons gazeuses puisqu’ils peuvent 
le faire eux-mêmes. Les deux exceptions sont 
Nassau et les Bermudes.

M. Breau: N’oubliez pas Saint-Pierre.

M. Reynolds: Saint-Pierre et Miquelon.

Le president: Monsieur Nestbitt.

M. Nesbilt: Ma question a déjà reçu 
réponse de la part du témoin. Merci

Le président: Monsieur Perrault.

M. Perrault: J’aimerais demander aux 
témoins si les gouvernements provinciaux des 
Maritimes ont pris des mesures pour décou
rager l’emploi des bouteilles non-récupéra
bles. Cela a été fait en certaines provinces, 
non par voie de législation, mais les gouver
nements ont suggéré comme moyen d’avoir 
des commodités plus agéables pour les touris
tes, qu’on n’emploie pas ces bouteilles non- 
récupérables et les embouteilleurs ont colla
boré au moins dans une province que je 
connais. Est-ce qu’on a fait quelque chose de 
ce genre dans les Maritimes?

M. Reynolds: Nous n’avons pas reçu de 
demandes officielles de la part des gouverne
ments provinciaux, d’aucune des quatre pro
vinces de l’Atlantique. Evidemment il y a eu 
beaucoup de correspondance dans les jour
naux, mais la cause est perdue d’avance. 
Tous les contenants seront non-récupérables, 
peut-être que les choses ne seront pas comme 
elles le sont maintenant.

M. Nesbilt: Mais il y a accueil favorable de 
la part du public, et c’est le dernier critère, 
n’est-ce pas?

M. Reynolds: Oui. Ici vous auriez beaucoup 
de difficultés à obtenir une boisson gazeuse 
dans une bouteille récupérable.

M. Nesbilt: Puis-je poser cette question-ci, 
car il semble que l’expédition de ces bouteil
les soit le facteur le plus important et je 
pense que vous avez produit des chiffres très 
intéressants. Y a-t-il eu des études de renta
bilité faites quant à la possibilité de fabri
quer des bouteilles, dans les Maritimes, et de 
l’aide pour l’établissement d’une industrie de 
ce genre?

M. Lynch: Oui, certainement. Une société 
finlandaise, avec l’aide de la New Brunswick 
Development Corporation construit une usine
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[Text] [Interpretation]
ing a glass plant at Scoudouc just outside de fabrication du verre à Scoudouc à l’exté- 
Moncton, and they are hoping to get this rieur de Moncton, et on espère pouvoir com- 
thing into production by mid-summer of this mercer la production à la mi-été. 
year or thereabouts.

Mr. Nesbitt: Will this assist you with your 
problem?

Mr. Reynolds: This is certainly going to be 
a great help to us, but, of course, one does 
not know to what extent they can cover the 
wide range of bottles.

Mr. Nesbitt: Yes, it depends on volume 
again, does it not?

Mr. Reynolds: Right.
Mr. Nesbitt: Now, may I ask you this ques

tion: I notice that you have many members 
in your association; there are many people, 
despite its vicissitudes, interested in par
ticipating in this industry. There are a num
ber of firms in New Brunswick and the other 
provinces. What is being done to make the 
industry more competitive, apart from the 
fight for a better freight rate deal? Do you 
have a specific program in which your 
association is engaged? Do you have the 
trading of information or formulae.

Mr. Reynolds: I think it would be stretch
ing a point to say we have a specific pro
gram, but we do, in fact, meet two or three 
times a year in local areas and discuss com
mon problems and, of course, the biggest 
problem is the distribution cost.

Mr. Nesbitt: My final question, Mr. Chair
man, is this: I notice reference was made to 
the cost of sugar. What about these low calo
rie drinks? Has that improved your competi
tive situation by bringing in Sucaryl or some 
other substance?

Mr. Lynch: No, the wildly optimistic fore
cast about the proportion of the business that 
would go to the so-called “no cal” drinks has 
proved to be erroneous. I think in the Mari
times the share of the market presently 
would be something less than 6 per cent, and 
it is not growing. I think children want sug
ar, God bless them, and I think most people 
prefer sugar to Sucaryl.

Mr. Nesbitt: Have your production costs 
increased measurably in this industry in the 
last five years?

Mr. Reynolds: By 50 per cent.
Mr. Nesbitt: By 50 per cent?

M. Nesbitt: Est-ce que cela résoudra votre 
problème?

M. Reynolds: Cela nous aidera évidem
ment, mais on ne sait pas dans quelles mesu
res on pourra fabriquer toute la gamme des 
bouteilles.

M. Nesbitt: Cela dépend du volume encore 
une fois, n’est-ce pas, monsieur Reynolds.

M. Reynolds: Oui.
M. Nesbitt: Est-ce que je pourrais vous 

poser cette question-ci: j’ai remarqué que 
vous avez plusieurs membres dans votre 
Association; malgré les vicissitudes il y en a 
plusieurs qui s’intéressent à participer à cette 
industrie. Il y en a au Nouveau-Brunswick et 
dans les autres provinces. Qu’est-ce que l’on 
fait pour rendre l’industrie plus concurren
tielle, à part cette lutte pour obtenir un tarif 
de transport plus juste? Avez-vous un pro
gramme précis dans lequel s’engage votre 
Association? Avez-vous un échange de ren
seignements ou de formules?

M. Reynolds: Il serait exagéré de dire que 
nous avons un programme précis, mais, en 
fait, nous nous réunissons deux ou trois fois 
par année dans certaines régions pour discu
ter de nos problèmes communs et évidem
ment, le plus grand problème ce sont les frais 
de distribution.

M. Nesbitt: Une dernière question, mon
sieur le président. J’ai constaté qu’on avait 
mentionné le coût du sucre. Qu’est-ce qui en 
est au sujet des boissons avec peu de calo
ries? Est-ce que cela améliore votre situation 
compétitive quand on emploie Sucaryl ou un 
autre élément?

M. Lynch: Les prévisions très optimistes se 
sont révélées erronées au sujet de la propor
tion du commerce qui va aux boissons appe
lées «sans calorie». Je pense que dans les 
Maritimes la part du marché à l’heure 
actuelle serait de moins que 6 p. 100 et cela 
n’augmente pas. Les enfants veulent du sucre 
et la plupart des gens préfèrent le sucre au 
Sucaryl.

M. Nesbiil: Est-ce que vos coûts de produc
tion ont augmenté considérablement depuis 
cinq ans dans cette industrie?

M. Reynolds: De 50 p. 100 je dirais.
M. Nesbitt: De 50 p. 100?
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Mr. Reynolds: That is a bout right.

Mr. Nesbitt: Labour and materials?

Mr. Reynolds: Trucks and tires, cartons 
and glass and freight—you name it.

Mr. Nesbitt: Thank you, Mr. Chairman.

The Chairman: Mr. Godin.

M. Godin: Une simple question au sujet du 
tarif pour les bouteilles vides et le produit 
fini. Un des témoins pourrait-il nous dire si 
ces tarifs s’appliquent spécialement aux eaux 
gazeuses et nous dire également, quel sort est 
réservé aux embouteilleurs de bière et aux 
distillateurs, dans le cas des bouteilles vides, 
afin de nous permettre de faire des 
comparaisons?

Mr. Reynolds: Yes. I apologize for my ina
bility to reply in French. The answer is that 
this tariff applies only to soft drinks. Is that 
correct, Mr. Armitage?

The Chairman: Mr. Allmand.

Mr. Allmand: Most of my questions have 
been answered, but I have one question. I 
find it surprising that you say in the Mari
times it is hard to find drinks in returnable 
bottles, because in Montreal I find it hard to 
find them in disposable bottles. Actually, I 
asked the manager at the supermarket where 
I shop in Montreal if I could get drinks in 
disposable bottles and he said that very few 
people want them because of the price. He 
said that drinks in returnable bottles are 
cheaper. Now, that is supposed to be a rather 
affluent area.

We often hear stories in Central Canada 
that people in the Maritimes have a harder 
time making ends meet, so I find it difficult 
to understand why a more expensive soft 
drink would be in greater demand than one 
that is cheaper.

Mr. Reynolds: Well, the answer to that is 
quite complex. In Montreal, you have about 
1.8 million people living within a very short 
distance of where the soft drink is made. In 
the Maritimes we have about 1.5 million in a 
parish that is approximately the size of En
gland and half of Europe. We have many 
trucks that drive 25,000 miles a year in order 
to sell 30,000 or 32,000 cases of soft drinks. 
Our distribution cost is double or more the

[Interprétation]
M. Reynolds: C’est à peu près exact.

M. Nesbitt: La main-d’œuvre et les 
matériaux?

M. Reynolds: Les pneus et les camions, le 
verre, les caisses, le transport—n’importe 
quoi.

M. Nesbitt: Merci, monsieur le président.

Le président: Monsieur Godin.

Mr. Godin: Just one simple question 
regarding the tariff on empty bottles and the 
finished product. Could one of the witnesses 
tell us whether these tariffs apply specifically 
to soft drinks and also what is in store for 
beer bottlers and distillers, in the case of 
empty bottles, so that we can make valid 
comparisons?

M. Reynolds: Oui. Je m’excuse de ne pas 
pouvoir vous répondre en franaçis. La 
réponse est que le tarif s'applique seulement 
aux boissons gazeuses. Ai-je raison monsieur 
Armitage?

Le président: Monsieur Allmand.

M. Allmand: On a répondu à la plupart de 
mes questions, mais j’aimerais en poser une 
autre. Je trouve étonnant que vous dites, 
dans les Maritimes, qu’il est difficile de trou
ver des boissons en bouteilles récupérables, 
car à Montréal, je trouve très difficile de les 
trouver en bouteilles non-récupérables. J’ai 
demandé au gérant du supermarché où je 
fais mes épiceries, si je pouvais obtenir les 
boissons gazeuses en bouteilles non-récupéra
bles et il m’a répondu que très peu de per
sonnes en veulent en raison du prix, que les 
boissons en bouteilles récupérables sont 
moins chères. Et la région est censée être 
plutôt d'abondance.

On nous dit souvent dans le centre du 
Canada que les gens des Maritimes ont beau
coup plus de difficultés à rejoindre les deux 
bouts de leur budget, alors je comprends 
difficilement pourquoi une boisson gazeuse 
plus coûteuse serait plus en demande qu’une 
qui coûte moins cher.

M. Reynolds: La réponse est un peu com
pliquée. Y Montréal, vous avez environ 1.8 
million de personnes qui se trouvent juste à 
côté de l’endroit où se fabriquent ces boissons 
gazeuses. Dans les Maritimes, nous a vons 
peut-être IJ million de personnes dans un 
territoire qui serait à peu près l’étendue de la 
Grande-Bretagne et de la moitié de l’Europe. 
Nos camions doivent parcourir 25,000 milles 
par année, afin de vendre 30 ou 32 mille
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distribution cost in Montreal, so our selling 
price is higher.

This means that the spread between the 
returnable and non-returnable bottles does 
not appear to be as much and, of course, as 
soon as we go into non-returnable bottles, we 
can carry approximately twice the quantity of 
goods on the same truck and the salesman 
can service twice the number of accounts 
because he does not have to spend all his 
time down in the basement finding empties 
and sorting them into Cokes and Pepsis and 
so on. The spread is not as much as it would 
be in Montreal.

Mr. Allmand: Yes, a very good answer.
A further question. You state that part of 

your high production costs is due to the fact 
that you have to bring in many materials to 
make the drinks. Has your Association taken 
steps to try and have these things produced 
at a central point such as Halifax or Moncton 
so that more will be produced here and less 
will have to be brought in?

Mr. Reynolds: Well, I think the answer is 
that it would not be economical. It is all 
quite interesting. I was asked about glass 
just now. The New Brunswick Development 
Corporation had this idea of getting glass 
produced in the Maritimes and I think it 
must have originated at least four or possible 
five years ago.

Now the two Canadian companies, Con
sumers Glass Company, Limited and Domin
ion Glass Company Limited, both looked at 
this very hard and very long. And there 
were some attractions like the old RCAF 
hangers which could be acquired at a nomi
nal cost. But these two large companies had 
to say, “No, it is not economical.” I think the 
answer would be the same if we looked at 
any of the others.

Mr. Allmand: What about the syrups for 
the drinks?

Mr. Reynolds: Well, in that regard you are 
in the hands of the franchised companies. 
Some companies in fact mix up their own 
flavours. Mine does. But of course of the coke 
people, you know, would not let you mix up 
theirs; they have a secret and they are going 
to hold on to it.

The Chairman: Mr. Rose.

[Interpretation]
caisses de boissons gazeuses. Nos frais de 
distribution sont donc le double ou plus que 
ceux de Montréal. Par conséquent, notre prix 
de vente est plus élevé.

Cela veut dire que l’écart entre les bouteil
les récupérables et non-récupérables ne sem
ble pas être aussi élevé et alors, du moment 
qu’il s'agit des bouteilles non-récupérables, 
nous pouvons transporter, environ, deux fois 
la quantité dans le même camion. Le vendeur 
peut donc traiter avec le double des clients, 
car il n’a pas à passer tout son temps à 
trouver ses bouteilles récupérables et à les 
trier selon qu’elles sont des Cokes, des Pep
sis, et autres. Par conséquent, les frais ne 
seraient pas aussi élevés qu'à Montréal.

M. Allmand: Excellente réponse. Une autre 
question maintenant. Vous avez dit qu’une 
partie des frais élevés de production sont dus 
au fait qu’il vous faut importer beaucoup de 
matériaux afin de fabriquer votre boisson 
gazeuse, est-ce que votre Association a pris 
des mesures pour essayer de produire quel
que chose à un endroit local et central ici- 
même. Par exemple, Halifax ou Moncton, 
afin qu’une production accrue prenne place 
ici et que vous soyez en mesure d’en importer 
moins.

M. Reynolds: Je crois que la réponse est 
qu’il ne serait pas économique ou profitable 
de le faire.

On m’a posé une question au sujet des 
bouteilles tout à l’heure. L’Office du dévelop
pement du Nouveau-Brunswick avait eu 
cette idée de fabriquer du verre aux Mariti
mes et je crois que l’idée a été lancée il y a 
quatre ou cinq ans.

Les deux compagnies canadiennes, la Con
sumer Glass et la Dominion Glass, ont exa
miné la question très attentivement pendant 
longtemps. Il y avait un certain attrait, par 
exemple, les vieux hangars de l’ARC qu’on 
aurait pu obtenir à des coûts minimes, mais 
les deux grandes compagnies ont dû refuser 
parce que ce n’était pas économique ni renta
ble. On pourrait dire la même chose au sujet 
des autres éléments.

M. Allmand: Et qu’est-ce que vous pensez 
du sirop?

M. Reynolds: En fait, il ya plusieurs com
pagnies qui mélangent leur propre sirop mais 
évidemment vous êtes entre les mains de la 
Coca Cola qui a une formule secrète.

Le président: Monsieur Rose.
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[Texte]
Mr. Rose: Most of my questions have been 

answered, Mr. Chairman, so I will be very 
brief.

I sympathize with the problems of the 
industry here and the competition from Que
bec, especially in the non-retumables. It 
looks to me that either it is going to drive 
you to drink, and I am not referring to soft 
drinks, or you are going to have to join 
them—in other words you are going to go on 
with the non-returraables, as you have 
explained here rather thoroughly this 
morning.

My personal view is that these bottles are 
a menace and that perhaps we should be 
looking into a means other than glass for 
containers. I was interested in your survey 
statistics. I was wondering on the same topic 
of litter whether or not you found more 
returnables along the roadside because there 
are more of them, especially in soft drinks.

Mr. Reynolds: This could well be, but it 
would not be true of cans—and there were 
more cans than anything else.

Mr. Rose: Yes, but I do not believe they 
are really a menace. They are litter but they 
are not the menace. I want to ask a question 
similar to the one I asked the last witness. 
Our topic is transportation costs. I would like 
to have a comparison between ten years ago, 
five years ago and now on the percentage of 
your transportation costs compared with 
gross sales, because I would like to see in 
what direction it is going.

Mr. Reynolds: I have said that I can sup
ply that. I can supply it for my own compa
ny without any difficulty.

Mr. Rose: Well perhaps from your compa
ny then—unless yours is a special situation, 
sir.

Mr. Reynolds: No, I should think ours 
would be typical.

Mr. Rose: My final question. Do these com
panies have no protection, because of the 
franchises they hold, from various imports? 
For instance, does not the Coca-Cola fran
chise protect importation into certain areas?

Mr. Reynolds: Yes.

Mr. Rose: Well what are we talking about 
then? We are not talking about the big 
names.

[Interpretation]
M. Rose: La plupart de mes questions ont 

trouvé leurs réponses alors je serai très bref. 
Je sympathise avec les problèmes de l’indus
trie ici et la concurrence de la part du Qué
bec, surtout en ce qui concerne les bouteilles 
non-récupérables, j’ai l’impression que cela 
va nous conduire à boire d’autre chose s’il 
n’est pas possible justement d'éliminer ce 
problème, nous allons tout simplement nous 
joindre à eux, si vous ne réussissez pas à 
éliminer le problème des bouteilles 
non-récupérables.

Si ces bouteilles sont une menace, comme 
vous l’avez dit ce matin, nous devrions peut- 
être examiner une autre solution que des 
contenants de verre, au sujet de l’étude que 
vous avez faite, cela n’a intéressé quant à la 
quantité. Est-ce que vous avez trouvé beau
coup plus de bouteilles non-récupérables que 
de bouteilles récupérables le long de la route?

M. Reynolds: C’est peut-être le fait, mais il 
y a beaucoup plus de canettes.

M. Rose: C’est exact mais elles ne consti
tuent pas vraiment un danger.

Je voulais poser une question semblable à 
celle que j’ai posée au témoin précédent, j’ai
merais avoir une comparaison, puisque nous 
traitons des frais de transport, je voudrais 
avoir une comparaison entre les chiffres d’il 
y a 10 ans, 5 ans et les chiffres actuels des 
frais de transport comparés aux ventes bru
tes. J’aimerais voir quelle est la tendance.

M. Reynolds: Très bien, j’ai dit que je 
pourrais donner cette liste, je peux donner 
ces chiffres pour ma propre société et cela 
sans difficulté.

M. Rose: Pour votre société, à moins que 
votre situation soit une situation particulière?

M. Reynolds: Je ne le crois pas.

M. Rose: Une dernière question. Est-ce que 
ces compagnies n’ont aucune protection pour 
les franchises qu’elles détiennent, aucune 
protection contre les diverses importations. 
Par exemple, la franchise du Coca Cola, 
est-ce que cela ne protège pas l’importation 
dans une région en principe?

M. Reynolds: Oh oui.

M. Rose: Mais alors, de quoi parlons-nous? 
Nous ne parlons pas des grandes fabriques?
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[Text]
Mr. Reynolds: We are talking about these 

private labels and somebody was kind 
enough to use the expression “off brands’’.

Mr. Rose: Supermarket labels?

Mr. Reynolds: Right.

Mr. Rose: Thank you.

The Chairman: Mr. Nowlan.

Mr. Nowlan: My questions have just about 
all been asked, especially the one put by Mr. 
Homer. You said this problem on rates had 
been taken up with the Board of Transport 
Commissioners and the present Canadian 
Transport Commission and the latter said 
that you cannot move until parliament 
moves. But have you had any indication that 
the anomaly of charging more for empties 
than for full bottles is going to be changed, 
and are you preparing a brief of your own to 
the Canadian Transport Commission for 
adjudication when this freeze ends—at the 
moment it is in March?

Mr. Reynolds: We had a meeting with the 
two railways in Montreal in November, as I 
recall, and they readily agreed that these 
commodity rates would be increased if the 
freeze came off or if it were possible for 
them to do it in some other way. They would 
not say that it would go up to the same rate 
they were charging us on empty bottles.

Mr. Nowlan: So you already have an indi
cation from the railways that as far as the 
number one problem in your brief is con
cerned, this may be taken care of, regardless 
of anything else, by the railways once the 
freeze comes off?

Mr. Reynolds: If the freeze comes off or if 
they are free in some way to adjust that rate, 
which they are not at the moment.

Mr. Nowlan: Just to clarify the record, all 
your business is within this select area, is it 
not? I mean it is all within the Atlantic 
Provinces or the Maritimes?

Mr. Reynolds: Yes.

Mr. Nowlan: So you do not have the trans
portation problem out of the select area, 
which I think makes more relevant the 
obtainment of distribution and transportation 
cost figures.

Mr. Reynolds: Our freight bills are all 
inward.

Mr. Nowlan: Yes.

[Interpretation]
M. Reynolds: Nous parlons des étiquettes 

privées.

M. Rose: Les étiquettes des supermarchés?

M. Reynolds: C’est exact.

M. Rose: Merci.

Le président: Monsieur Nowlan.

M. Nowlan: Presque toutes mes questions 
ont été posées, une spécialement par M. 
Homer.

Vous dites que cette question du tarif mar
chandise a été étudiée par la Commission 
canadienne des transports et on vous a 
répondu qu’on ne peut rien faire avant que 
le Parlement n’agisse. Mais avez-vous eu un 
indice que normalement on charge plus pour 
les bouteilles pleines que pour les bouteilles 
vides et qu’on allait changer cela? Est-ce que 
vous préparez votre propre mémoire pour la 
Commission canadienne des transports lors
qu’on enlèvera le tarif fixe à la fin de mars?

M. Reynolds: Nous avons rencontré les 
deux compagnies de chemins de fer à Mont
réal, en novembre si je me souviens bien. 
Elles ont été d’accord que les frais de trans
port de ces denrées seraient augmentés lors 
du dégel du tarif, ou s’il était possible d’agir 
autrement et de contourner le problème. Les 
compagnies de chemins de fer n’ont pas 
voulu dire qu’on les augmenterait jusqu’au 
taux que nous payons à l’heure actuelle pour 
les bouteilles vides.

M. Nowlan: Ainsi, les chemins de fer vous 
ont déjà indiqué qu’en ce qui concerne votre 
principal problème, dans le mémoire, du 
moins, que cela serait réglé par les chemins 
de fer peu importe les autres questions.

M. Reynolds: Si les chemins de fer sont 
libres d’ajuster leur taux, mais ils ne sont pas 
libres de le faire à l’heure actuelle.

M. Nowlan: Votre rayon d’achat se trouve 
dans les Maritimes et alors vous n’avez pas le 
problème du transport en dehors de cette 
région choisie.

M. Reynolds: Oui.

M. Nowlan: Ainsi, vous n’avez pas de pro
blème de transport en dehors de la région 
précitée, ce qui je crois justifie les chiffres 
des frais de transport et de distribution.

M. Reynolds: Toutes nos factures de trans
port portent sur les marchandises reçues.

M. Nowlan: Oui.
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[Texte] [Interprétation]
The Chairman: Mr. Rock. Le président: Monsieur Rock.

Mr. Rock: Mr. Reynolds, does shipping by 
piggyback qualify through MFRA and does 
your Montreal competition ship by piggyback?

Mr. Reynolds: I believe some of them do, 
yes—not all but some. I think it depends on 
the destination. I think it depends on the 
railway sidings. We are back to the same old 
point: if there is a railway siding, it is a rail 
car and, if there is not, it is piggyback.

Mr. Rock: Mr. Reynolds, you mentioned in 
your statement unfair competition but, in 
doing so, you specified just the one area, 
supermarkets. In other words, are you saying 
there is no other competition in the soft 
drink industry except from supermarkets?

Mr. Reynolds: Yes, there is. I mentioned 
the supermarkets because, as you know, that 
is the floor under the business. I do not want 
to name names.

Mr. Rock: No.

Mr. Reynolds: But what happens is that 
the large companies have a broker in Halifax 
and in Saint John who acts strictly as a 
broker. He is going around and if there is a 
carload he brings it down—500 cases there 
and 800 there and so on. This is the way it 
operates.

Mr. Rock: Do you not believe that super
markets sell soft drinks as loss leaders in the 
same manner as they do in the sale of bread?

Mr. Reynolds: I think they do that with 
their own brands. They certainly do not do it 
with ours.

Mr. Rock: Yes, I understand. I say this 
from experience, because I run a place called 
Lancaster Park and during the summer time 
I send out a truck for soft drinks. I have 
proven this to be the case.

The Chairman: We will charge you money 
for advertising.

Mr. Rock: The point is that I found this 
out through the company. I received soft 
drinks at exactly the same price as did the 
supermarket, yet the supermarket sold them 
cheaper than I could get them for.

Mr. Reynolds: That is right. It is a loss 
leader.

M. Rock: Monsieur Reynolds, est-ce que le 
transport rail-route aurait droit à la subven
tion de la Loi sur les tarifs marchandises des 
Maritimes et est-ce que votre concurrent de 
Montréal expédie par rail-route elle aussi?

M. Reynolds: Certains, oui, je le crois. Pas 
tous, mais certains. Je crois que cela dépend 
de la destination. Nous en revenons au vieux 
problème de savoir s’il s’agit de transport par 
chemin de fer ou par camion.

M. Rock: Vous avez mentionné dans votre 
déclaration, la concurrence injuste, mais vous 
avez mentionné une seule région ou un seul 
domaine, c’est-à-dire les marchés géants. En 
d’autres termes, il n’y a pas d’autre concur
rence défavorable dans l’industrie des bois
sons gazeuses sauf dans le domaine des mar
chés géants?

M. Reynolds: Oui, il y en a certainement 
mais j’ai mentionné les marchés géants, car il 
s’agit du véritable problème de cette affaire. 
Je ne voudrais pas nommer les noms.

M. Rock: Non.

M. Reynolds: Mais les grandes compagnies 
ont un agent à Halifax, et à Saint-Jean, qui 
agit strictement comme agent. S’il a un chan
gement disponible, il distribue 500 caisses ici, 
800 caisses là, etc...

M. Rock: Ne croyez-vous pas que les mar
chés géants vendent les boissons gazeuses à 
perte tout comme ils le font pour le pain par 
exemple, afin d’attirer la clientèle?

M. Reynolds: Je crois qu’ils le font effecti
vement avec leur propre marque mais ils ne 
peuvent pas le faire avec les nôtres.

M. Rock: Oui, pendant l’été, je suis gérant 
de Lancaster Park et j’envoie un camion 
chercher des boissons gazeuses.

Le président: Nous allons vous faire payer 
la publicité.

M. Rock: Mais le point, c’est que j’ai 
découvert, grâce à la compagnie, que je rece
vais les boissons gazeuses au même prix que 
le supermarché, mais le supermarché vendait 
à un prix inférieur au mien.

M. Reynolds: Vous avez raison.
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[Text]
Mr. Rock: Are there any canned soft 

drinks shipped into the Maritimes from 
Montreal?

Mr. Reynolds: Yes, and they come under 
the same commodity rate.

Mr. Rock: They do?

Mr. Reynolds: Yes, the same commodity 
rate.

The Chairman: Mr. Pringle.

Mr. Pringle: I have a very short question. 
We seem to be getting into the economics of 
the soft drink business. I thought maybe we 
should stick to transportation.

I was interested in the statement that the 
cost of transportation into the Maritimes 
appears to be less than out of the Maritimes, 
which brings up the problem of getting a 
product which is processed in the Maritimes 
to the markets in central Canada and in 
some cases in the West? Do we need to do 
something in this connection?

Mr. Reynolds: No, sir, we are not contem
plating exporting our finished goods to what 
we refer to as “Upper Canada”.

Mr. Porlelance: What percentage of the 
soft drink business would you do here, even 
though there is competition from Quebec and 
the other provinces?

Mr. Reynolds: Our association?

Mr. Porlelance: Yes.

Mr. Reynolds: Our association does around 
8.5 million cases. What we are looking at at 
the moment is perhaps only 200,000 or 250,000 
cases. We do not really know because we do 
not have any statistics. What we know is that 
it was not there at all three years ago, and 
we know it will tend to grow more and more 
if nothing is done about it.

The Chairman: Mr. Allmand.

Mr. Allmand: Sir, you are probably aware 
that the maritime premiers have asked for an 
extension of the freeze. What you want is an 
exception to what most maritimers seem to 
want.

[Interpretation]
M. Rock: Y-a-t-il des boissons gazeuses en 

canette qui sont expédiées vers les Maritimes 
à partir de Montréal?

M. Reynolds: Oui et au même tarif.

M. Rock: Us font cela?

M. Reynolds: Au même taux.

Le président: Monsieur Pringle.

M. Pringle: Une très courte question. Il 
semble que nous nous dirigeons dans le 
domaine économique de l’industrie mais nous 
devrions peut-être revenir à la question des 
transports.

Le point qui m’intéressait, c’était une 
déclaration à l’effet que ce sont les frais de 
transport vers les Maritimes qui semblent 
être moins élevés qu’en allant à l’extérieur 
des Maritimes ou vers l’extérieur des Mariti
mes et alors le problème serait-il l’expédition 
vers les débouchés ou les marchés dans la 
partie centrale du Canada ou dans certains 
cas, dans l’Ouest? Pourriez-vous alors nous 
faire une déclaration à cet égard afin de 
savoir si nous devons agir?

M. Reynolds: Non, monsieur. Nous n’envi
sageons pas l’exportation de nos produits 
finis vers ce que nous appelons le 
Haut-Canada.

M. Porlelance: Quel pourcentage de vos 
affaires dans les boissons gazeuses feriez- 
vous ici même s’il y a concurrence de la part 
du Québec ou d’ailleurs?

M. Reynolds: Notre Association?

M. Porlelance: Oui.

M. Reynolds: Notre Association aurait une 
production d’environ 8 millions et demi de 
caisses, mais le cas que nous examinons à 
l’heure actuelle, vise 200,000 ou 250,000 cais
ses, nous ne le savons pas exactement, car 
nous n’avons pas de chiffres à ce sujet. Tout 
ce que nous savons, c’est que ce cas n’existait 
pas il y a trois ans. Nous savons que cela va 
augmenter de plus en plus si on ne fait rien 
à ce sujet.

Le président: Monsieur Allmand?

M. Allmand: Monsieur, vous savez proba
blement que les premiers ministres des Mari
times ont demandé le prolongement du gel 
des taux de transport; est-ce que vous voulez, 
c’est une exception plutôt à ce que la plupart 
des gens des Maritimes veulent?
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[Texte]
Mr. Reynolds: Mr. Chairman, I am very 

conscious, indeed, that we are perhaps in the 
unique position of a minority of one.

Mr. Allmand: With respect to legislation, 
your case would have to be given very spe
cial consideration if you were to take excep
tion. I am looking at the particular section in 
the law that now applies the freeze and won
dering how we would work it out for people 
like you.

Mr. Reynolds: I realize that it would be 
very difficult, extremely difficult.

Mr. Horner: If the freeze were to remain 
on the MFRA and not remain on the Freight 
Rates Reduction Act would this be beneficial 
to you people?

Mr. Reynolds: I would like to refer that, if 
I may, to Mr. Armitage, my technical expert. 
May I do that, Mr. Chairman.

The Chairman: It would be a pleasure.

Mr. Armitage: Perhaps I should first inter
pret the question, Mr. Chairman, if I may. 
This would simply mean that the freeze 
would then remain westbound from the 
Atlantic Provinces to other parts of Canada 
and also on traffic within the region, but it 
would disappear in so far as traffic coming 
into the region was concerned. Now I think I 
would prefer to leave the answer to the ques
tion to Mr. Renaud because he is speaking on 
behalf of the soft drink industry.

I am sorry but I just interpreted the ques
tion as meaning that the freeze would disap
pear on eastbound but would remain in so 
far as traffic within the region is concerned 
and traffic westbound from the region to 
other parts of Canada, Now I think I would 
prefer, if it is all right with you, to leave the 
answer to you because you, after all, are 
speaking on behalf of the bottlers of soft 
drinks.

Mr. Reynolds: Certainly that would meet 
our problem.

Mr. Horner: Would you give the Commit
tee some idea of the per cent of your market 
you have lost because of the freeze and the 
competition from Montreal?

Mr. Reynolds: I quoted these figures just 
now and they are off the top of my head. The 
total market in the Maritimes is of the order 
of 8.5 million and the goods coming in are of 
the order of 200,000 to 250,000. So it is not a

[Interprétation]
M. Reynolds: Monsieur le président, je sais 

très bien que nous sommes probablement 
dans une situation minoritaire.

M. Allmand: En ce qui concerne la Loi ou 
la législation, ce serait peut-être nécessaire 
d’étudier très attentivement votre situation 
particulière si vous voulez faire exception au 
gel car j’examine justement la Loi à cet 
égard, à l’égard du gel, et je me demande 
comment nous résoudrions le problème, ce 
serait difficile?

M. Reynolds: Extrêmement difficile, je suis 
d’accord.

M. Horner: Si le gel demeurait sur la Loi 
sur les tarifs marchandises des Maritimes et 
non pas sur le restant, qu’est-ce qui 
arriverait?

M. Reynolds: J’aimerais bien que M. Armi
tage y réponde, c’est mon spécialiste, en la 
matière technique.

Le président: Avec plaisir.

M. Armitage: Je devrais peut-être com
mencer par interpréter la question, si vous 
me le permettez monsieur le président. Cela 
voudrait dire tout simplement que le gel 
demeurerait sur le trajet vers l’Ouest, à par
tir des provinces de l’Atlantique vers les 
autres provinces du Canada et aussi pour ce 
qui est de la circulation à l’intérieur de la 
région concernée mais cela serait éliminé en 
ce qui concerne le trafic qui vient vers les 
Maritimes. Je préfère laisser répondre M. 
Reynolds à cette question car il parle au nom 

de l’industrie des boissons gazeuses. Est-ce 
que cela vous va M. Reynolds?

Je m’excuse, j’ai tout simplement inter
prété la question qu’en voulant dire que cela 
signifierait tout simplement que le gel dis
paraîtrait en ce qui concerne le trafic allant 
vers l’Est mais demeurerait en ce qui con
cerne le trafic interprovincial et vers l’Ouest 
du Canada. Je préférerais vous laisser répon
dre étant donné que vous parlez au nom des 
fabricants de boissons gazeuses.

M. Reynolds: Cela répondrait certainement 
à notre problème.

M. Horner: Et alors, à l’appui de ce pro
blème, pourriez-vous nous dire quel pourcen
tage de votre marché auriez-vous perdu, en 
raison du gel et de la concurrence de 
Montréal?

M. Reynolds: Je vous ai donné ces chiffres 
tout à l’heure de mémoire mais le marché 
total dans les Maritimes est d’environ 8 mil
lions et demi de caisses alors que les importa
tions sont d’environ 200 ou 250,000 caisses, ce



268 Transport and Communications February 17, 1969

[Text]
significant volume at this time; it displaces 
maybe 15 or 20 men. But it is the fact that it 
has grown from nothing to that figure over 
two years that one sees the trend, and what 
concerns us is that more and more of these 
perishing things are appearing on shelves all 
over the place.

Mr. Horner: You are fearful of the future 
if inbound traffic continues?

Mr. Reynolds: That is right.
Mr. Horner: Thank you.
The Chairman: Mr. Thomas.
Mr. Thomas (Moncton): Mr. Chairman, I 

have a supplementary question. I think we 
should clear the air on this matter of what 
the Maritimers want in respect of the freeze 
on freight rates. I agree with the four premi
ers, that this freeze on freight rates must 
continue. The problem here is not so much 
that you are in an awkward position because 
of the freeze but because bottled beverages 
have been classed as non-competitive and the 
rate has not been increased.

Mr. Reynolds: Right.
Mr. Thomas (Moncton): Now empty bot

tles have been classed as competitive and the 
rate is not frozen. Therefore I think that 
bottled beverages and empty bottles should 
be classed in the same category.

Mr. Reynolds: Right.
Mr. Thomas (Moncton): It is not a matter 

of taking off the freeze; it is a matter of 
putting the proper classification on bottled 
beverages. It is ridiculous that you can ship 
bottled beverages cheaper than you can ship 
empty bottles. We want the freeze to stay on.

Mr. Reynolds: Yes, sir, I am sure I do and I 
am sure all my colleagues and friends around 
would curse me into a heap if I said other
wise. But I can only quote, you see. I do not 
understand how on earth full beverages came 
to be regarded as non-competitive ...

Mr. Thomas (Moncton): That is the point 
in a nut-shell, yes.

Mr. Reynolds: ... and empty bottles came to 
be regarded as competitive and subject to 
increase. It is beyond my comprehension. I 
write to your new commission.

[Interpretation]
qui veut dire qu’il n’y en a pas tellement à 
l’heure actuelle, le volume n’est pas tellement 
grand. Cela a mis en chômage peut-être 15 
ou 20 hommes mais c’est le fait que toute 
cette histoire n’est partie de rien jusqu’à ce 
chiffre au cours d’une période de deux ans et 
qu’on voit justement une tendance se des
siner.

M. Horner: Vous craignez l’avenir donc si 
ce trafic continue vers les Maritimes.

M. Reynolds: Vous avez raison.
M. Horner: Merci.
Le président: Monsieur Thomas.
M. Thomas (Moncton): Une question com

plémentaire. Je crois que nous devrions peut- 
être régler la question de ce que veulent les 
gens des Maritimes en ce qui concerne le gel 
sur les tarifs marchandises. Je suis du même 
avis que les quatre premiers ministres, qu’on 
doit continuer ce gel du tarif marchandise. 
Le problème, ce n’est pas que votre situation 
soit fixée en raison du gel mais plutôt en 
raison du fait que les boissons gazeuses en 
bouteilles sont censées être non-concurren
tielles et que le taux n’a pas été augmenté.

M. Reynolds: Oui.
M. Thomas (Moncton): Les bouteilles vides 

ont été classées comme concurrentielles et le 
tarif n’est pas gelé, par conséquent notre 
problème, à mon sens, c’est que les boissons 
en bouteilles et les bouteilles vides devraient 
être dans la même catégorie.

M. Reynolds: Vous avez raison.
M. Thomas (Moncton): Il n’est pas question 

d’éliminer le gel mais tout simplement que la 
classification soit la même pour les deux 
catégories. C’est ridicule de voir qu’on peut 
avoir deux tarifs différents pour des bouteil
les vides ou pleines.

M. Reynolds: Oui, je suis sûr que person
nellement, je le veux et les autres autour de 
la table m’en voudraient si je le niais. Je ne 
puis que citer, je ne connais pas tous les 
points techniques. Comment a-t-on pu consi
dérer les bouteilles pleines comme étant 
non-concurrentielles.

M. Thomas (Moncton): C’est là le point 
critique.

M. Reynolds: Alors que les bouteilles vides 
sont censées être concurrentielles et par con
séquent sujettes à une augmentation, je ne 
comprends vraiment pas. Par conséquent, 
j’écrirai à la nouvelle Commission cana
dienne des transports.
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[Texte]
Mr. Thomas (Moncton); Your position has 

been aggravated by the fact that they class 
bottled beverages as non-competitive?

Mr. Reynolds: Right.

Mr. Thomas (Moncton): Which is ridicu
lous. I just wanted to clarify that.

Mr. Nowlan: I have a supplementary ques
tion. Surely the CTC has power to reclassify 
this anomaly regardless of the freeze.

Mr. Reynolds: I have been corresponding 
with Mr. Hellyer’s executive assistant and he 
assures me that he has not.

Mr. Nowlan: I do not care about Mr. 
Hellyer’s executive assistant—there is a new 
one there right now—and we do not even 
know where Mr. Hellyer is most of the time. 
But have you been corresponding with the 
CTC, Mr. Pickersgill?

Mr. Reynolds: I understand my correspond
ence was sent across to the expert of 
the CTC and it was their reply that I got.

Mr. Nowlan: You got a reply from the 
CTC?

Mr. Reynolds: No sir, I got a reply quoting 
the CTC.

Mr. Nowlan: On a point of order, Mr. 
Chairman, is there a CTC observer in this 
room right now?

The Chairman: Not that I know of, Mr. 
Nowlan.

Mr. Nowlan: There are other observers 
from other interested bodies. Do you mean to 
say that there is no observer from the 
Canadian Transport Commission at these pro
ceedings in the Atlantic area?

The Chairman: Not to my knowledge.
Mr. Nowlan: I could make a comment 

about that, but I wonder, Mr. Chairman, if 
we could get this anomaly corrected. Regard
less of the production of soft drinks and all 
the other problems in the Atlantic area I, for 
one, would be interested in the copy of the 
letter you got from the Minister. I think a 
letter should have come from the CTC and 
that there should have been a CTC ruling on 
it. I think, further, Mr. Chairman, that there 
should be some missive from this Committee 
stating that the CTC should have an observer. 
If other people can take the time to sit here 
for X number of hours at some of the meet
ings of this Committee, I do not know why 
they cannot. I think this is a real omission. 
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[Interprétation]
M. Thomas (Moncton): Votre situation est 

pire du fait qu’on classe les bouteilles vides 
comme non-concurrentielles.

M. Reynolds: Oui, c’est exact.

M. Thomas (Moncton): C’est une chose que 
je ne comprends aucunement, je voulais tout 
simplement éclaircir le point.

M. Nowlan: Question supplémentaire. La 
Commission a sûrement le pouvoir de reclas
ser cette question, peu importe le gel.

M. Reynolds: J’ai eu un échange de corres
pondance avec l’adjoint exécutif de M. Hell
yer qui m’assure que ce n’est pas vrai.

M. Nowlan: Peu m’importe l’adjoint exécu
tif, il a été remplacé et il y en a un nouveau 
et la plupart du temps, nous ne savons pas 
où se trouve M. Hellyer. Mais avez-vous com
muniqué avec la Commission, avec M. 
Pickersgill?

M. Reynolds: Ma correspondance, si j’ai 
bien compris, a été transmise aux experts, 
aux spécialistes de la Commission et c’est la 
réponse que j’ai reçue de la Commission.

M. Nowlan: Vous avez reçu une réponse de 
la Commission?

M. Reynolds: Non, j’ai reçu une réponse 
citant la Commission.

M. Nowlan: Est-ce que je pourrais avoir un 
renseignement? Est-ce qu’il y a des observa
teurs de la Commission à l’heure actuelle?

Le président: Pas à ma connaissance.

M. Nowlan: Il y en a des autres partis, 
mais voulez-vous dire qu’il n’y a pas d’ob
servateurs de la Commission au cours de nos 
séances dans la région de l’Atlantique?

Le président: Pas que je sache.
M. Nowlan: Je pourrais peut-être formuler 

un commentaire à ce sujet-là mais je me 
demande, monsieur le président, si on peut 
corriger cette anomalie. Peu importe la pro
duction des boissons gazeuses, et les problè
mes de la région de l'Atlantique, personnelle
ment, j’aimerais bien voir une copie de la 
lettre que vous avez reçue du ministre qui à 
mon sens aurait dû venir de la Commission. 
Il aurait dû y avoir une décision de la part 
de la Commission et de plus, le Comité 
devrait dire à la Commission qu’elle envoie 
un observateur, s’il y en a d’autres qui pren
nent le temps de siéger pendant X nombre 
d’heures, la Commission devrait avoir un 
observateur. C’est un véritable manquement.
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[Text]
The Chairman: I think it will be in our 

report, Mr. Nowlan. You can rest assured of 
that.

Gentlemen, this is the end of the question 
period. I would like to thank Mr. Reynolds 
and Mr. Lynch for the way they have ans
wered the questions.

Mr. Reynolds: Thank you very much for 
giving us so much time. Shall I send a copy 
of that correspondence to our Chairman?

The Chairman: Yes.
Gentlemen, our next brief will be from the 

City of Saint John and I would like to call 
upon the delegation from that city. We have 
with us His Worship Mayor Joseph A. Mac- 
Dougall and Mr. Pappas.

I will now call upon His Worship to give us 
a briefing.

His Worship Joseph A. MacDougall (Mayor 
of the City of Sainl John, N.B.): Mr. Chair
man and members of the Committee. I would 
like to say at the outset that we are grateful, 
finally, for the opportunity of appearing 
before the Committee. Because our particular 
brief is primarily to do with the Freight 
Rates Reduction Act and so on I have asked 
our Common Clerk, who is also a lawyer, to 
present this brief so that he would be able to 
answer any technical problems with respect 
to the questions.

Now at the outset I would say that we, as a 
city, substantially endorse the brief of the 
Saint John Port and Industrial Development 
Commission and, again, substantially the 
Board of Trade of the City of Saint John. We 
are perhaps a little bit more general than the 
Board of Trade in so far as we support them 
in all the remarks they have made or will 
make with the possible exception that we are 
a little more general in our request for an 
international airport, basically southwestern 
New Brunswick, to service all the people in 
that area—cities like Fredericton, Saint 
John, Sussex, St. Stephen, St. George and so 
on. We take in perhaps a little broader area 
than was mentioned in the brief by the Board 
of Trade.

I will now ask Mr. Pappas, our Common 
Clerk, to present the brief on behalf of the 
city.

Mr. D. Pappas (Common Clerk of fhe Cily 
of Saint John, N.B.): Thank you, Mr. Chair-

[Interpretation]
Le président: La Commission sera au cou

rant de ce qui se passe. Voici la fin de la 
période des questions, je voudrais remercier 
M. Reynolds et M. Lynch de la façon qu’ils 
ont répondu à nos questions.

M. Reynolds: Merci beaucoup.
Est-ce que je peux envoyer une copie de 

cette correspondance au président?

Le président: Oui. Messieurs, maintenant, 
nous entendrons le mémoire de la Ville de 
Saint-Jean et je demanderais donc à la délé
gation de la Ville de Saint-Jean de venir se 
présenter. Son Honneur le maire M. Joseph 
A. MacDougall, M. Pappas, M. Stanley Rice. 
Je demande donc à Son Honneur le maire de 
nous présenter son mémoire.

M. MacDougall (maire de Saint-Jean, 
N.B.): Monsieur le président, membres du 
Comité, je voudrais vous dire tout d’abord 
que nous sommes heureux enfin d’avoir une 
occasion de comparaître au Comité et vu que 
notre mémoire traite essentiellement de la 
Loi sur les tarifs ferroviaires et ainsi de 
suite, j’ai demandé au greffier, qui est aussi 
avocat, de vous présenter ce mémoire pour 
qu’il soit en mesure de répondre à tout pro
blème d’ordre technique qui pourrait se poser 
quant aux questions que vous aimeriez nous 
présenter.

Tout d’abord, je vous dirais qu’en tant que 
représentants de notre ville, nous appuyons 
vraiment le mémoire de la Saint John Port 
and Industrial Development Commission et 
une fois de plus aussi, nous appuyons le 
mémoire de la Chambre de commerce de la 
ville de Saint-Jean. Nous sommes peut-être 
un peu plus général que la Chambre de com
merce mais nous appuyons tout de même 
toutes les observations que cet organisme a 
faites ou fera et aussi peut-être avec cette 
exception que nous avons une représentation 
plus générale pour l’obtention d’un aéroport 
international dans le Sud-Ouest du Nouveau- 
Brunswick pour desservir toute la population 
de cette région, les villes de Fredericton, de 
Saint-Jean, Sussex, Saint-Stephen, Saint- 
George et ainsi de suite.

Nous incluons donc peut-être une ré
gion un peu plus vaste que celle qui est men
tionnée dans le mémoire de la Chambre de 
commerce.

Donc je cède la parole à M. Pappas, notre 
greffier, afin qu’il vous présente le mémoire 
au nom de la Ville de Saint-Jean.

M. Pappas (Greffier de la Ville de Saini- 
Jean, Nouveau-Brunswick): Merci beaucoup
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[Tezte] [Interpretation J
man. What we have pointed out in our brief monsieur le président. Ce que nous exposons 
is that the lower rates provided for in the dans notre mémoire, c’est le fait que le taux 
Maritime Freight Rates Act is intended to inférieur prévu par la Loi sur les taux de 
give an advantage to the Maritime Provinces transport dans les Maritimes donne un avan- 
over comparative rates in other parts of tage aux provinces Maritimes comparative- 
Canada. However we feel that the introduc- ment aux autres tarifs dans les autres 
tion of competition to the railways by other régions du Canada. Cependant, nous sommes 
forms of transport has to a certain extent d’avis que la concurrence apportée par les 
destroyed these advantages. autres modes de transports se trouve à annu

ler ces avantages dans une certaine mesure.
We have also referred to the National Nous parlons ici de la Loi nationale sur les 

Transportation Act in which it states that the transports où l’on déclare que la politique 
national policy in connection with transpor- nationale à l’égard du transport doit ratta-
tation is to relate the total costs in order to 
maintain economic well-being.

We also mention that the Maritimes are 
still in the position of being required to pay 
more to transport their goods to the markets 
in Central and Western Canada because of 
the greater distances involved from those 
markets, and we also feel that for this reason 
the national policy does not take into account 
these geographical differences.

We have also pointed out that Section 1 of 
the National Transportation Act refers to 
situations where all modes of transport are 
able to compete. It is our submission in this 
respect that in order to give effect to this 
national policy it therefore becomes neces
sary to re-examine the Maritime Freight 
Rates Act and apply the subsidies contained 
therein to other forms of transport. I believe 
the 1960 report of the Economic Intelligence 
Unit relating to the Atlantic and Maritime 
transportation studies also makes reference 
to this as well.

Our second point is that under the Railway 
Act, as amended by the National Transporta
tion Act, certain fixed rates are set in rela
tion to flour and grain which are shipped to 
the eastern ports. Obviously the purpose of 
this section is to encourage the continued use 
of the eastern ports for the export of grain 
and flour.

Just briefly, under the scheme the Gover
nor in Council is authorized to pay to a 
railway company that carries this flour and 
grain to the eastern ports at these fixed east
ern rates an amount equal to the difference 
between the amount received and the rate 
that would normally have been charged. We 
make reference to the fact that the eastern 
ports, particularly the one in Saint John, 
have the facilities for transporting, shipping 
and loading all types of commodities in addi
tion to flour and grain.

For this reason, it is our submission that in 
order to make greater use of these existing 
port facilities and to effectively assist trans-
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cher l’ensemble des coûts afin de maintenir 
un bien-être sur le plan économique.

Nous parlons aussi du fait que les Mariti
mes se trouvent dans la situation où elles 
doivent toujours payer davantage pour l’a
cheminement de leurs denrées vers les mar
chés du Canada central et de l’Ouest, et donc 
pour cette raison, la politique nationale, à 
notre avis, ne tient pas compte de ces écarts 
géographiques.

Nous signalons de même qu’à l’article Un 
de la Loi nationale sur les transports, on 
parle d’une situation où tous les modes de 
transport sont comparés et nous sommes d'a
vis que pour mettre en vigueur cette politi
que, il est donc essentiel que les subsides 
soient aussi consentis pour les autres modes 
de transport. Nous savons aussi que dans le 
rapport de 1966 de 1 'Economic Intelligence 
Unit ayant trait à l’étude sur le transport 
dans les Maritimes on parle aussi de cet 
aspect de la question.

Deuxièmement, en vertu de la Loi sur les 
chemins de fer modifiée par la Loi nationale 
des transports, certains taux fixes sont établis 
par rapport aux céréales, à la farine qui sont 
expédiées vers les ports de l’Est.

De toute évidence, ces dispositions ont pour 
but d’encourager l’utilisation soutenue des 
ports de l’Est pour l’acheminement de la 
farine et des céréales.

Donc, en vertu de ce programme, le gou
verneur en Conseil est autorisé à payer à la 
société ferroviaire qui fait le transport des 
céréales ou de la farine vers les ports de 
l’Est, un montant égal à la différence entre le 
montant reçu et le taux qui aurait été exigé 
normalement.

Nous parlons du fait que les ports de l’Est 
surtout celui de Saint-Jean, ont les installa
tions de transport et de chargement de tous
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[Text]
portation in the Atlantic Provinces, the 
provisions of the Railway Act be enlarged so 
that eastern rates be applied to a variety of 
commodities in addition to grain and flour. 
And we make this submission solely on the 
assumption that no competitive mode of trans
port to the eastern ports is available for 
these other commodities.

The final point we make is that since it is 
evident under the National Transportation 
Act that shippers are encouraged to use 
facilities at the ports of Saint John and Hali
fax, there may be situations arise which 
have the direct effect of lessening the use of 
these two major ports.

We suggest that some measure of control 
be imposed on the planning and establish
ment of harbour facilities in the Maritimes. 
This may be prompted by a maritime or 
some form of regional harbour control board 
given adequate powers to consider applica
tions for new ports as they are presented to 
them. We feel that the proper planning of 
ports in this way could achieve economies 
and generally upgrade the efficiency of 
transportation in the Maritime Provinces. 
Thank you.

The Chairman: Mr. Breau, do you have a 
question?

Mr. Breau: I have just one short question. 
The mayor mentioned the feasibility of an 
international airport at Saint John. Would 
this be located in Saint John or would it be 
outside?

Mr. MacDougall: I did not use the word 
“Saint John" as such. I said "to serve the 
people in the entire southwestern area".

Mr. Breau: Would this include Moncton.
Mr. MacDougall: Yes.
Mr. Breeu: Have you any idea where a 

suitable location would be?
Mr. MacDougall: I have ideas on areas, 

yes.
Mr. Breau: Do you mind telling the Com

mittee? Has it not been made public yet?
Mr. MacDougall: No.

[Interpretation]
genres de denrées en plus de chargement des 
céréales et de la farine dans cette région.

Nous sommes d’avis que pour mieux utili
ser ces installations portuaires et pour vrai
ment aider au système des transports dans 
les provinces de l’Atlantique, les dispositions 
de la Loi doivent être modifiées pour que le 
taux de l’Est s’applique à tout un ensemble 
de denrées, en plus des céréales et de la 
farine.

C’est là notre recommandation, simplement, 
en partant du fait qu’il n’y a pas de mode 
concurrentielle pour le transport de ces 
autres denrées vers l’Est.

Une dernière observation que j’aimerais 
faire, c’est qu’en vertu de la Loi nationale 
des transports, les expéditeurs sont encoura
gés à avoir recours au service des ports de 
Saint-Jean et d’Halifax, et que la situation 
qui se présenterait alors serait que nous 
aurions des services portuaires faisant double 
emploi et qui ne seront pas utilisés vraiment 
efficacement.

Nous proposons donc qu’il y ait un certain 
contrôle sur l’aménagement, le service por
tuaire dans les Maritimes, ce qui pourrait 
être fait par une Commission des ports natio
naux sur le plan régional qui étudierait les 
demandes de nouveaux aménagements por
tuaires au fur et à mesure où ces dernières 
seraient présentées.

Nous sommes d’avis qu’une planification 
appropriée pour les ports servirait mieux l’é
conomie afin d’améliorer l’efficacité du rende
ment du transport dans les Maritimes.

Merci beaucoup.
Le président: Monsieur Breau, avez-vous 

une question?
M. Breau: J’ai une question très brève.
Le maire MacDougall a parlé, je pense, de 

la possibilité d’avoir un aéroport internatio
nal à Saint-Jean, est-ce que ce serait à Saint- 
Jean ou à l’extérieur?

M. MacDougall: Non, je n’ai pas parlé de 
Saint-Jean comme tel, j’ai parlé d’un aéro
port pour desservir la population du 
Sud-Ouest.

M. Breau: Cela inclurait Moncton?
M. MacDougall: Oui.
M. Breau: Quel serait le meilleur emplace

ment d’après vous?
M. MacDougall: J’ai des idées quant à cet 

emplacement.
M. Breau: Auriez-vous la possibilité de 

nous dire ce qu’il en est? Est-ce public?
M. MacDougall: Non, pas encore.
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[Texte]
Mr. Breau: Would it be in Saint John? Can 

you answer that?

Mr. MacDougall: No, I do not think so. We 
are not considering the possibility of an air
port in Saint John because of the problems 
that we have had with weather and so on. 
We do not feel, after the years that we have 
had a port there, that it would be feasible to 
have an international airport because of our 
weather conditions.

Mr. Breau: We have read a lot in the press 
about the possibility of Chatham being used 
as an international airport. Would this serve 
you in Saint John?

Mr. MacDougall: Not too well.

Mr. Breau: What about Moncton? How far 
is it from Moncton to Saint John?

Mr. MacDougall: About 90 miles.

The Chairman: Mr. Bell.

Mr. Bell: Mr. Pappas, I understand that 
you feel that the principle of assisting flour 
and grain through Maritime ports, which has 
been established for quite some time now 
and re-instituted into the National Transpor
tation Act, should be applied to other 
commodities?

Mr. Pappas: I am sorry, Mr. Bell, I did not 
hear the last part of your question.

Mr. Bell: You feel that this principle, 
which has been established for some time 
and has been reinstituted into the new 
National Transportation Act, of assisting cer
tain commodities to use the ports of Halifax 
and Saint John could be well applied to other 
commodities.

Mr. Pappas: Yes, we do. It would have to 
be seriously looked at. We do not have the 
facilities ourselves to make any sort of study 
in depth, so to speak, but we feel that it 
warrants perhaps further investigation. We 
are not suggesting to you what sort of com
modities might be involved here. We also 
have to consider the manufacturers in the 
Maritimes when you consider subsidizing 
commodities that are brought here, or that 
are brought into the Maritimes from the out
side. But simply for the purpose of utilizing 
the facilities of the ports, say, for export 
shipments, it could very well be applied to 
certain commodities.

[Interprétation]
M. Breau: Est-ce que ce serait à Saint- 

Jean? Pouvez-vous nous répondre?

M. MacDougall: Non, je ne crois pas. On ne 
songe pas à la possibilité d’avoir un aéroport 
à Saint-Jean. Je pense que les problèmes 
météorologiques que nous connaissons nous 
indiquent qu’il serait impossible d’avoir un 
aéroport international.

M. Breau: Nous avons beaucoup entendu 
parler dans les journaux, je ne sais pas si 
cela est vraiment pertinent ici, mais on a 
parlé de la possibilité d’utiliser l’aéroport de 
Chatham pour un aéroport international qui 
desservirait Saint-Jean.

M. MacDougall: Pas tellement.

M. Breau: Combien de milles y a-t-il de 
Saint-Jean à Moncton?

M. MacDougall: 90 milles.

Le président: Monsieur Bell.

M. Bell: Je voudrais simplement demander 
à M. Pappas: êtes-vous d’avis que le principe 
voulant que l’on aide au transport des céréa
les et de la farine pour leur expédition par 
les ports des Maritimes est établi depuis un 
certain temps et nous l’avons inséré dans la 
nouvelle loi sur les transports et cela devrait 
s’appliquer aux autres denrées.

M. Pappas: Je m’excuse monsieur Bell, je 
n’ai pas entendu la dernière partie de votre 
question.

M. Bell: Ce principe que vous prétendez 
être établi depuis un certain temps visant à 
aider au transport de certaines denrées pour 
qu’on utilise les ports de Saint-Jean et Hali
fax, ces denrées auxquelles on songe mainte
nant sont la farine et les céréales, trouvez- 
vous que cela pourrait s’appliquer aussi dans 
le cas d’autres denrées?

M. Pappas: Oui, c’est là notre avis. Il fau
drait vraiment étudier la question. On ne 
pourrait avoir les services nous-mêmes pour 
faire une étude sérieuse sur la question mais 
nous sommes d’avis que cela mériterait d’être 
étudié plus longuement. Nous ne suggérons 
pas quel genre de denrées pourraient être 
visées par ces dispositions, mais nous avons 
aussi songé aux fabricants dans les Mariti
mes si vous reconsidérez la possibilité de 
subventionner les denrées qui sont acheminées 
vers les Maritimes, simplement aux fins d’uti
liser les services portuaires, disons pour l’ex
pédition des exportations, cela pourrait aussi 
s’appliquer pour certaines autres denrées.
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[Text]
Mr. Bell: You have not had a chance to 

study some sort of arrangement with the 
New England States for the transfer of com
modities of this nature? I am thinking of the 
motor car agreement that we have in South
ern Ontario, which is definitely a certain 
type of arrangement. Do you not agree that 
something could be done, on a reciprocal 
basis, with the products of the Atlantic area 
and the New England States?

Mr. Pappas: I think you are quite right 
there. I think the natural market for the 
Maritimes is north-south as opposed to east- 
west. Perhaps this is one of the things that 
was given up when the Maritimes agreed at 
the time of Confederation. In a distance of 
not more than 300 to 400 miles, we have 
markets of many many millions of people— 
probably more than the entire population of 
Canada. I think you are quite right, that 
perhaps some arrangements could be made 
on an exchange with the Eastern States of 
the United States.

Mr. Bell: I wish to ask Mayor MacDougall 
one final question. We have been successful 
in having a new CPR service with Digby 
almost in our hot little fists. Does he now 
give top priority to the new airport for 
southwestern New Brunswick that has been 
mentioned by him and by the other Saint 
John briefs we are going to hear? Would you 
put it in first place? That is what I am 
asking.

Mr. MacDougall: No, I would not neces
sarily put it in first place. I believe on the 
long-haul, yes, it would be number one; but I 
feel that the stepping up of port facilities, 
which, in my opinion, is long-overdue, would 
be in first place, because this is a must and is 
needed yesterday.

Mr. Bell: On this matter of port facilities, 
do you have any complaints, from a Saint 
John standpoint, about the railways having 
given any preference in rates, or any other 
extra consideration, to Halifax? I do not 
want to get into the Halifax-Saint John argu
ment in any way, but are you fully satisfied, 
as the Mayor of Saint John, that in the 
negotiations for containers and the like in the 
two ports the railways have shown any par-

[Interpretation]
M. Bell: Vous n’avez pas eu l’occasion de 

faire une étude afin de voir si on ne pourrait 
pas prendre des dispositions avec les États de 
la Nouvelle-Angleterre pour le transfert de 
certaines denrées. Je songe, disons, à l’en
tente pour les véhicules moteurs, que nous 
avons pour le sud de l’Ontario et qui consti
tue certainement un certain type d’entente. 
Ne convenez-vous pas alors que quelque 
chose de ce genre, pourrait être fait sur une 
base réciproque pour les produits de la 
région atlantique et des États de la 
N ou velle-Angle terre?

M. Pappas: Je pense que vous avez tout à 
fait raison, là. Le marché naturel pour les 
produits des Maritimes se fait du nord au 
sud plutôt que de l’est à l’ouest. C’est peut- 
être là une des choses auxquelles on a 
renoncé lorsque les Maritimes ont convenu 
d’adhérer à la Confédération. Dans une dis
tance d’au plus trois à quatre cents milles, 
nous avons des débouchés possibles d’un bon 
nombre de millions de personnes, peut-être 
plus que toute la population du Canada. Vous 
avez tout à fait raison. Je pense que certaines 
dispositions pourraient être prises en vue 
d’entreprendre des échanges entre les États 
de l’est et les États-Unis.

M. Bell: Je voudrais, donc, poser une der
nière question, au maire MacDougall. Nous 
avons presque réussi à obtenir un nouveau 
service du Pacifique-Canadien à Digby. 
Donne-t-il à présent la première priorité à 
l’aménagement du nouvel aéroport pour des
servir la région du sud-ouest du Nouveau- 
Brunswick, comme il l’a mentionné, et comme 
l’indiquent les autres mémoires de Saint- 
Jean que nous entendrons plus tard.

Est-ce que vous établissez cette première 
priorité pour l’aéroport?

M. MacDougall: Non, je ne pense pas que 
c’est vraiment là la première priorité, mais je 
crois qu’à long terme, oui, ce serait la princi
pale priorité, et je dirais que l’accélération 
des travaux d’aménagements portuaires qui, 
à mon avis sont dus depuis longtemps, occu
perait la première priorité, parce que c’est 
essentiel, et que nous en avions besoin, 
depuis longtemps.

M. Bell: Pour ce qui est des aménagements 
portuaires, est-ce que vous avez des plaintes, 
des griefs, du point de vue de Saint-Jean, du 
fait que les chemins de fer aient donné un 
traitement préférentiel quant aux taux ou 
toute autre considération à Halifax. Et je ne 
veux pas soulever une controverse entre 
Saint-Jean et Halifax. Est-ce que vous êtes 
vraiment sûr, en votre qualité de maire de 
Saint-Jean, qu’au cours des négociations qui
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[Texte] [Interprétation]
ticular preference? Have there been complete ont eu lieu, disons, pour les containers et 
fairness and impartiality in the negoti- ainsi de suite, entre les deux ports, les che- 
ations with the railways relative to your mins de fer ont fait preuve de préférence? 
responsibilities? En ce qui vous concerne, croyez-vous que les

négociations avec les compagnies de chemins

Mr. MacDougall: Sticking strictly to my 
own responsibility, in which I was very 
closely associated with the negotiations, I can 
only repeat what I said publicly, that we 
were prepared to guarantee a reduction of 
the cost of shipping a container from a given 
stand point in England into Montreal, 
Toronto, Detroit, or Chicago via Saint John, 
as against Halifax. We were prepared to put 
a reduction in writing and guarantee it. We 
lost it.

I have yet to have anybody explain this to 
me. Therefore, I cannot say “unfair”; I do 
not know. But we were prepared to put this 
in writing, and we lost it. Indeed, the federal 
government’s studies, both the Atlantic Devel
opment Board one and the second study, 
confirmed what we were offering a cheaper 
cost of putting a container through from a 
given point in England to those given points 
of Montreal, Toronto, Detroit and Chicago.

That held up in the first group, but in the 
last, in Chicago, it dropped somewhat due to 
the fact that, going through Saint John on 
the CPR line, they would, for a certain leg of 
the journey, have to farm this out because 
they had to lease the railroad for a short 
portion of the road. Therefore, a little of it 
was lost there. But, in any case, there was a 
guarantee of less cost into all of those areas.

Just what happened, or how this is 
explained, I do not know, and I cannot say 
“unfair”. I can say that in fact it did happen, 
and we just do not know the answer.

Mr. Bell: All I can say, Mr. Chairman, is 
here is item No. 2 for the Canadian Trans
port Commission to investigate. Thank you
very much.

The Chairman: Mr. Perrault?

Mr. Perrault: Mr. Chairman, I wish to ask 
His Worship and his colleague a question. I 
am interested in the recommendation in their 
brief that subsidies be paid to all modes of 
transport. One modification in the brief

de fer ont été complètement honnêtes et 
impartiales?

M. MacDougall: Pour ce qui est de ma 
propre responsabilité, ayant étroitement 
participé aux négociations, je ne peux que 
répéter ce que j’ai déclaré au public. Nous 
étions prêts à garantir une diminution du 
coût d’expédition de containers, à partir d’un 
point donné en Angleterre vers Montréal, 
Toronto, Détroit, Chicago, par Saint-Jean, 
comparativement à Halifax. Et nous étions 
prêts à consentir, par écrit, une réduction et 
à la garantir. Nous l’avons perdue.

Personne ne me l’a expliqué encore, et par 
conséquent, je ne puis dire, «injuste». Je n’en 
sais rien. Mais, nous étions prêts à nous 
engager, par écrit, à maintenir une garantie. 
Nous avons perdu, et les études effectuées 
par le gouvernement fédéral sur l’Office du 
développement de l’Atlantique, puis la deu
xième étude qui a aussi confirmé le fait que 
nous offrions un prix inférieur pour l’expédi
tion de containers à partir d’un point donné 
en Angleterre vers ces points de Montréal, 
Toronto, Détroit, Chicago.

Pour premiers groupes, is l’ont maintenu, 
mais pour le dernier, à Chicago, cela a baissé 
quelque peu, dû au fait qu’en passant par 
Saint-Jean, la ligne du C.P.R. devrait, pour 
une partie du trajet, avoir recours, disons, 
aux services ou faire la location de services 
ferroviaires pour une petite portion de la 
route. Par conséquent, nous avons perdu 
quelque peu de ce côté, mais de toute façon, 
on était sûr que le coût serait moins élevé, 
pour toutes ces régions à partir de 
Saint-Jean.

Alors, que s’est-il produit? comment 
peut-on l’expliquer, je n’en sais rien. Je ne 
saurais vous dire qu’il est injuste. Je puis 
vous dire que cela s’est produit, mais nous ne 
savons pas du tout quelle en est la réponse.

M. Bell: Tout ce que je puis dire, monsieur 
le président, c’est le poste n“ 2 que la Com
mission canadienne des transports doit exa
miner. Merci beaucoup.

Le président: Monsieur Perrault?

M. Perrault: Monsieur le président, j’aime
rais poser une question à Son Honneur et à 
ses collègues. Ce qui m’intéresse, ce sont les 
recommandations qu’ils formulent dans leur 
mémoire, soit que des subventions soient
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recommends that this be done to achieve the 
original purposes ol the MFRA.

Now, subsidies are costing the Canadian 
taxpayer millions of dollars a year all across 
this country, and my question is: At what 
point will it be possible to remove subsidies 
in this area?

Is this recommended as a policy in per
petuity? Should not the object of subsidies be 
to enable a certain area, or industry, to 
achieve a competitive position?

Have you established any targets which 
would enable the federal government to 
remove the need to subsidize the Maritimes? 
I am not being critical of the Maritimes 
because I know that many other parts of the 
country are being subsidized, as well— 
Indeed, all provinces, in some form.

Mr. MacDougall: I have a definite point in 
time. It would be at the time that those who 
talked us into Confederation were to see to it 
that we were given back all of the things we 
had prior to Confederation, and that we were 
to be on a parity with Central Canada. That 
is the exact time.

Some hon. Members: Hear, hear.
Mr. Perrault: It is still an indeterminate 

date, Mr. Chairman, but His Worship’s obser
vation is quite interesting.

Relative to a subsidy, has any dollar esti
mate been prepared by the City of Saint 
John on the effect of subsidizing all modes of 
transport from the Maritimes to Central 
Canada? How much will it cost the Canadian 
taxpayer to do this?

Mr. MacDougall: No, we have not done a 
study on that. I believe, though, if you are 
interested in that particular point, that a study 
is being done, or is being completed, and is 
being presented to the federal government.

Mr. Perrault: Thank you.
The Chairman: Mr. Horner?
Mr. Horner: Just to clarify it in my mind, 

Mr. MacDougall, there has also been a sug
gestion that the MFR rates should be applied 
to products coming into the Maritimes for 
Maritime consumption. You are not in any 
way suggesting that? You are merely sug
gesting that the proposed rate that is now

[Interpretation]
payées à tous les modes de transports et une 
modification qui se trouve dans le mémoire 
recommande qu’il en soit tenu compte afin de 
réaliser les objectifs initiaux de la Loi sur les 
taux de Transports des marchandises dans 
les provinces Maritimes. Les subsides coûtent 
présentement aux contribuables canadiens 
des millions de dollars par année, à travers le 
Canada et la question que je voudrais poser 
est la suivante: à quel point serait-il possibe 
de faire disparaître les subsides dans cette 
région?

Cette politique s’applique-t-elle indéfini
ment? Le but des subsides n’est-il pas d’aider 
un certain secteur ou une industrie à attein
dre une position compétitive? Avez-vous 
établi un objectif qui permettrait au gouver
nement fédéral de faire disparaître cette né
cessité de subventionner les Maritimes? Je ne 
critique pas les Maritimes, parce que je sais 
que bon nombre des autres régions du 
Canada reçoivent aussi des subventions. Tou
tes les provinces, d’ailleurs.

M. MacDougall: Oui. J’ai établi un objectif. 
Ce serait au moment où ces personnes qui 
nous ont convaincus d’entrer dans la Confé
dération, devraient s’assurer que nous récu
périons tout ce que nous avions avant d’en
trer dans la Confédération et que nous 
soyons sur un pied d’égalité avec le centre du 
Canada. Voilà le moment exact.

Des voix: Bravo, bravo.
M. Perrault: C’est donc une date imprécise, 

Indéterminée. Mais l’observation de Son Hon
neur le maire est assez intéressante. En ce 
qui concerne une subvention, la Ville de 
Saint-Jean a-t-elle jamais prévu ce que 
seraient les répercussions financières de sub
ventionner tous les modes de transports des 
Maritimes vers le centre du Canada? Com
bien en coûterait-il aux contribuables cana
diens pour le faire?

M. MacDougall: Non, nous n’avons pas fait 
une telle étude. Mais, seulement, je pense que 
si vous êtes intéressés à connaître ces don
nées, on est en train de faire une étude, ou 
sur le point de la terminer et de la présenter 
au gouvernement fédéral.

M. Perrault: Merci.
Le président: Monsieur Horner?
M. Horner: Monsieur MacDougall, voici: on 

a dit que les taux du transport des marchan
dises dans les Maritimes, devraient aussi 
s’appliquer pour ce qui est expédié dans les 
Maritimes, pour la consommation dans les 
Maritimes. Ce n’est pas du tout ce que vous 
dites. Vous dites simplement que les taux
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applicable to flour and grain for export be 
applied to other commodities for export, for 
the better use of the ports, not for the 
consumption?

The Chairman: Mr. Mahoney?

Mr. Mahoney: Perhaps I should tell the 
witness that those who are recording the 
proceedings are having a difficult time 
recording nods and shakes of the head.

The Chairman: Mr. Mahoney, will you talk 
into your mike, please?

Mr. Mahoney: I thought perhaps the wit
ness might record his answers to the last two 
questions before I started.

Section 329 deals with two rather specific 
classes of commodities at the present time, 
and also with commodities originating else
where in Canada where it seems to be in the 
national interest that a subsidy be paid so 
that the eastern ports be used. I question, 
however, that it was designed primarily to 
subsidize the eastern ports. I suggest it was 
rather to allow of continuity in transport and 
in export.

Do you not feel that in presenting this 
proposal to the Committee for its serious con
sideration it would be incumbent on you, if 
not now, at some later date, to supplement 
your brief by suggesting certain specific 
classes of commodities that should be treated 
in the same way as grain and flour?

The Chairman: Mr. MacDougall?

Mr. MacDougall: I am going to hand that 
one to Mr. Pappas.

Mr. Pappas: First I must say that we have 
as yet made no studies along the Une you 
have suggested. We believe that there are 
organizations which can produce these sorts 
of recommendations. We are not saying we 
are the ones who can do it, but we would be 
prepared to examine it in further detail for 
the Committee and perhaps arrive at some
thing more definite than is set out in the 
brief.

Mr. Mahoney: In other words, the essence 
of your recommendation is that there must 
be other commodities that perhaps should be 
treated the same as grain and flour, and that 
someone should study the situation?

[Interprétation]
suggérés applicables présentement à la farine 
et aux céréales d’exportation s’appliquent 
aussi aux autres denrées d’exportation pour 
une meilleure utilisation des installations 
portuaires et non pour la consommation?

Le président: Monsieur Mahoney?

M. Mahoney: Je dois attirer l’attention du 
témoin sur le fait que les préposés à l’enre
gistrement des comptes rendus ne peuvent 
enregistrer des signes de la tête.

Le président: Monsieur Mahoney, voulez- 
vous parler dans le micro s’il vous plaît?

M. Mahoney: Le témoin voudrait-il enre
gistrer ses réponses aux dernières questions 
avant que je ne commence.

L’article 329, traite à l’heure actuelle de 
deux catégories bien précises de denrées, et 
aussi, de denrées provenant d’autres points 
du Canada, où il semble être dans l’intérêt 
national de verser des subsides pour qu’on 
utilise les ports de l’Est. Je me demande si 
cela a été essentiellement conçu pour subven
tionner les ports de l’Est. Je pense que c’était 
plutôt pour permettre une solution de conti
nuité dans les transports et les exportations.

N’êtes-vous pas d’avis qu’en présentant 
cette proposition au Comité pour étude 
sérieuse, il vous incombait, sinon présente
ment, du moins à une date ultérieure, de 
proposer que certaines catégories spécifiques 
de denrées devraient recevoir le même traite
ment que la farine et les céréales?

Le président: Monsieur MacDougall?

M. MacDougall: Je cède la parole à M. 
Pappas.

M. Pappas: Tout d’abord, je dois vous dire 
que nous n’avons pas encore fait d’études 
selon la proposition que vous avez faite. Nous 
sommes d’avis qu’il y a des organismes qui 
peuvent donner de tels renseignements ou 
fournir de telles recommandations. Nous ne 
disons pas que nous sommes des spécialistes 
pour le faire, mais j’ajouterais que nous 
serions prêts, disons, à étudier la question 
dans ses détails pour la gouverne du Comité 
et peut-être vous présenter des propositions 
plus précises que celle que nous avons faites 
en suivant le mémoire.

M. Mahoney: En d’autres termes, vos 
recommandations veulent essentiellement 
qu’il y ait d’autres denrées qui devraient être 
considérées sur un pied d’égalité avec la 
farine et les céréales et que quelqu’un 
devrait étudier la situation?
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Mr. Pappas: To be a little more specific, we 

are saying that other commodities should 
come under this policy, but we are not quite 
sure which ones.

Mr. Mahoney: Secondly, in advocating an 
international airport do you have any figures 
available to indicate whether, in fact, there 
are sufficient off-loading passengers and off
loading air freight in the southwestern New 
Brunswick region to justify the maintenance 
of 24-hour immigration, customs and health 
services at an airport?

Mr. Pappas: First of all, I want to make it 
clear that the presentation of that particular 
item is under the Saint John Board of Trade.

Mr. Mahoney: I will save that question for 
them.

Mr. Pappas: I say that what we did in 
Saint John was to farm out the particular 
things to each group. We reviewed these and 
then stated that we were prepared to back 
up the recommendations of the Port and 
Industrial Development Commission, as well 
as those of the Saint John Board of Trade, 
with the one qualification I gave you.

Mr. Mahoney: Thank you.

The Chairman: Mr. Thomas?

Mr. Thomas (Moncton): Yes, Mr. Chair
man. Mr. MacDougall, I understand that this 
winter has been a reasonably good one for 
the port of Saint John relative to cargo ship
ments in and out, or mainly coming in?

Mr. MacDougall: Yes.

Mr. Thomas (Moncton): I am happy that 
you have had a good year but have you had 
any problems with rail transportation, that 
is, in getting sufficient boxcars to move your 
export shipments rapidly across the country?

Mr. MacDougall: We have had some prob
lems, but in fairness to both railroads we 
would have to say that although there was a 
very sharp increase in the volume of traffic 
the railroads co-operated very well, and, by 
and large, did an excellent job.

There were problems—let us not try to put 
those under the rug—because when you are 
talking ordinarily of 20 cars and all of a 
sudden you need 100, 120 or 200, you are not

[Interpretation]
M. Pappas: Nous disons, pour être plus 

précis, que les autres denrées devraient être 
aussi visées par cette même ligne de con
duite, mais nous ne savons pas au juste 
lesquelles.

M. Mahoney: Deuxièmement, en proposant 
un aéroport international, avez-vous des chif
fres qui indiqueraient qu’il y a réellement 
assez de passagers ou de marchandises qui 
seraient déposés dans la région du sud-ouest 
du Nouveau-Brunswick, pour justifier le 
maintien de services de santé, de douane et 
d’immigration dans un aéroport?

M. Pappas: Tout d’abord, je veux vous dire 
bien clairement que la présentation de cette 
rubrique en particulier sera faite lorsqu’il 
sera question de la Chambre de commerce de 
Saint-Jean.

M. Mahoney: Je garderai la question pour 
plus tard.

M. Pappas: Ce que nous avons fait à Saint- 
Jean, c’est que nous avons demandé à chaque 
groupe d’étudier un aspect. Ensuite nous 
avons révisé le tout et avons dit que nous 
étions prêts à appuyer et nous sommes prêts 
à appuyer les recommandations de la Port 
and Industrial Development Commission, 
ainsi que celles de la Chambre de commerce 
de Saint-Jean, avec la seule réserve que je 
vous ai donnée.

M. Mahoney: Merci beaucoup.

Le président: Monsieur Thomas?

M. Thomas (Moncton): Oui monsieur le 
président. M. MacDougall, si je comprends 
bien, cet hiver fut assez bon pour Saint-Jean 
en ce qui concerne le mouvement des mar
chandises à l’arrivée et au départ.

M. MacDougall: Oui.

M. Thomas (Moncton): Je suis heureux 
d’apprendre que l’année a été bonne, mais 
avez-vous connu des problèmes par rapport 
au transport ferroviaire, c’est-à-dire si vous 
avez obtenu suffisamment de wagons pour 
expédier assez rapidement vos marchandises 
d’exportation à travers le pays?

M. MacDougall: Nous avons connu certains 
problèmes, mais, en toute justice, à l’égard 
des deux Sociétés ferroviaires, nous devons 
ajouter que, dû à une augmentation marquée, 
quant au volume de trafic, les chemins de fer 
ont vraiment très bien collaboré, et ont fait un 
excellent travail. Nous avons connu des pro
blèmes, n’essayons pas de les cacher. Lorsque 
vous parlez habituellement, disons, de vingt 
wagons et que soudainement vous en avez
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always able to have these at a snap of the 
finger. However, in fairness to the railroads 
and to the port and to the workers, and so 
on, they all did an excellent job in handling 
the excess traffic that we had through the 
port of Saint John this winter. Certainly, 
some extra machinery would have gone an 
awful long way in helping us out.

Mr. Thomas (Moncton): In the same vein, 
sir, if the port should be successful in the 
next few years in increasing the exports 
coming through it, will it be necessary for 
the railways to update their facilities or to 
increase their facilities to handle this move
ment of freight coming in by water or across 
the country?

Mr. MacDougall: Yes.

The Chairman: Mr. Nesbitt?

Mr. Nesbitt: I have a very brief question, 
Mr. Chairman, that I would like to direct to 
His Worship.

In the event of expanded facilities for 
export by water from the port of Saint John, 
would there be an adequate supply of pilots 
available for the increase in the amount of 
shipping?

[Interprétation]
besoin de cent ou cent vingt ou deux cents, il 
n’est pas toujours facile de les obtenir sur-le- 
champ. Cependant, je suis d’avis, en toute 
justice à l’égard des deux Sociétés ferroviai
res et du Port et des employés, qu’ils ont tous 
fait un excellent travail pour la manutention 
du trafic excédentaire que nous avons eu 
dans le Port de Saint-Jean cet hiver. Sûre
ment, un équipement additionnel aurait 
beaucoup aidé dans une telle circonstance.

M. Thomas (Moncton): Donc, alors, si le 
port doit réussir au cours des prochaines 
années, à augmenter son commerce d’expor
tations, ou, le mouvement de marchandises 
qui passent dans ce port, les sociétés de che
mins de fer devront-elles améliorer ou aug
menter leurs services, afin de pouvoir suffire 
à la manutention des marchandises qui arri
vent par bateaux ou à travers le pays?

M. MacDougall: Oui.

Le président: Monsieur Nesbitt?

M. Nesbitt: Une question très brève, mon
sieur le président, que je voudrais poser à 
Son Honneur le maire. Au cas où les services 
et installations portuaires s’élargiraient, y 
aurait-il suffisamment de pilotes pour faire 
face à l’augmentation du mouvement 
maritime?

Mr. MacDougall: I think we can supply the 
necessary pilots for any increase that takes 
place. I do not think this should be a prob
lem at all. I have talked with one or two of 
the pilots on this particular matter and they 
assure me that this is not a problem.

Mr. Nesbitt: I am glad to have got that 
straight, Mr. Chairman, because I know this 
is a particular problem at the port of Saint 
John.

Mr. MacDougall: Yes.

The Chairman: Mr. Allmand?

Mr. Allmand: Your Worship, in your brief 
you say that you support the Saint John 
Board of Trade in what they say on high
ways. Does this mean that you support the 
proposal for the corridor road, or an inter
state highway system, which would go, I 
suppose, from Saint John through Maine up 
towards the Quebec border?

Mr. MacDougall: That is right.

Mr. Allmand: I just wanted to know 
whether you supported them fully on that 
point.

M. MacDougall: Oui. Nous aurons suffisam
ment de pilotes pour toute augmentation qui 
se présenterait. Je ne crois pas que ce soit un 
problème. J’en ai parlé à un ou deux des 
pilotes et ils me donnent l’assurance que ce 
n’est pas là un problème.

M. Nesbitt: Je suis heureux d’avoir reçu 
une réponse précise car je sais que c’est un 
problème surtout en ce qui concerne le port 
de Saint-Jean.

M. MacDougall: Oui.

Le président: Monsieur Allmand?

M. Allmand: Votre Honneur, dans votre 
mémoire, vous dites que vous appuyez la 
Chambre de commerce de Saint-Jean à l’é
gard de ce qu’ils disent à propos des autorou
tes. Cela signifie-t-il que vous appuyez la 
proposition pour la route corridor ou un 
réseau routier inter-état qui partirait de 
Saint-Jean, traverserait le Maine et irait 
jusqu’à la frontière du Québec?

M. MacDougall: Oui, c’est juste.

M. Allmand: Je voulais simplement savoir 
si vous les appuyez entièrement, à cet égard.
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Mr. MacDougall: On all points of both 

groups, with the exception that we are a 
little more general on the international air
port.

The Chairman: A supplementary question, 
Mr. Nowlan?

Mr. Nowlan: A supplementary question to 
His Worship on that.

Mr. Mayor, you are familiar with the Eco
nomic Intelligence Unit Study on the corridor 
road. Do you think their estimate of the cost 
versus the benefits is fairly accurate? In 
other words, it is going to be quite an under
taking for the Canadian taxpayer to pay for 
the road. On the basis of their preliminary 
traffic surveys is there sufficient traffic to 
justify it?

Mr. MacDougall: Speaking in general 
terms, I am convinced, without any question 
or doubt, that all good roads and good 
bridges will justify themselves in Canada 
over the next 50 years.

Mr. Nowlan: Specifically, if you are famil
iar with it do you think their estimate of cost 
versus the benefit of the Maine corridor is 
realistic?

Mr. MacDougall: Yes, I am familiar with 
it, but I cannot be all that sure about how 
realistic it is. I think it is a projection, and 
on that basis I support it because I believe 
that is so; but it is not supported in fact.

The Chairman: Mr. Corbin?

Mr. Corbin: This is a supplementary to Mr. 
Bell’s question to His Worship, the Mayor. In 
connection with the establishment of contain
er facilities at the port of Saint John, I do 
not believe, sir, that you hinted in any way 
that the National Harbours Board was to 
blame for losing these facilities, but I won
der, as well, if you are aware that the role of 
the National Harbours Board is not to dictate 
to any company, private or otherwise, but to 
help, aid and suggest, and that the final deci
sion of any company, be it private or public, 
to use the ports of Saint John, Halifax, or 
Quebec City, is one that they themselves 
make and that the government has little to 
do other than to suggest and help, if such 
assistance is required?

Mr. MacDougall: Are you suggesting that 
the only influence the government may, or

[Interpretation]
M. MacDougall: Oui, tous les points de 

deux groupes, sauf que nos vues diffèrent 
au sujet de l’aéroport international.

Le président: Question complémentaire, 
monsieur Nowlan?

M. Nowlan: Question complémentaire 
adressée à Son Honneur à cet égard.

Monsieur le maire, pour ce qui est de ces 
études économiques sur cette route corridor, 
qui furent faites, croyez-vous que le facteur 
coût, comparativement aux avantages qu’on 
pourrait en tirer, est assez précis? En d’au
tres mots, cette route sera tout un fardeau 
pour le contribuable canadien. D’après les 
enquêtes préliminaires effectuées sur la circu
lation, est-ce que cela justifie une telle 
dépense?

M. MacDougall: Dans l’ensemble, je vous 
dirai que je suis convaincu que toutes les 
bonnes routes et tous les bons ponts se jus
tifient d’eux-mêmes, au Canada, au cours des 
cinquante prochaines années. Il n’y a pas 
l’ombre d’un doute.

M. Nowlan: D’après vous, l’évaluation du 
coût par rapport aux avantages que l’on reti
rerait de ce corridor est-elle réaliste?

M. MacDougall: Oui, je les connais, mais je 
ne suis pas tout aussi sûr quant à l’aspect 
réaliste. Je pense que c’est une évaluation, 
une projection. Je l’appuie, parce que je crois 
que c’est une projection mais on ne peut pas 
dire que je l’appuie effectivement.

Le président: Monsieur Corbin?

M. Corbin: Question complémentaire à 
celle de M. Bell, à l’endroit de M. MacDou
gall. En ce qui a trait à l’établissement de 
dispositions pour les containers au port de 
Saint-Jean, je ne crois pas, monsieur, que 
vous ayez laissé entendre que le Conseil des 
Ports nationaux fut à blâmer pour la perte 
de ces installations portuaires, mais, je me 
demande aussi si vous êtes au courant que le 
rôle du Conseil des Ports nationaux n’est pas 
de s’imposer à qui que ce soit, à n’importe 
quelle compagnie, privée ou autre, mais d’ai
der et de proposer, et que la décision finale 
d’une compagnie, qu’elle soit privée ou publi
que, d’établir ou d’employer un port plutôt 
qu’un autre, en est une qui est prise par la 
compagnie même et que le gouvernement n’a 
pas grand chose à y voir, sauf de suggérer ou 
d’aider si une telle aide est requise.

M. MacDougall: Est-ce que vous suggérer 
alors, que la seule influence que le gouverne-
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may not, have had in this decision was solely 
through the National Harbours Board?

Mr. Corbin: No, I am not; but I would tend 
to believe that the National Harbours Board 
was one of the principal intermediaries in 
these negotiations.

Mr. MacDougall: The cost of putting a con
tainer terminal in the port of Saint John was 
cheaper than it was to do so in Halifax.

Mr. Corbin: Then you still do not know 
why the companies involved chose another 
port?

Mr. MacDougall: And for the carriers to 
take these containers through to the given 
points I mentioned it was was significantly 
cheaper to come through the port of Saint 
John.

Mr. Corbin: According to your figures?

Mr. MacDougall: According to the federal 
government’s figures.

Mr. Corbin: What figures are these?

Mr. MacDougall: The Atlantic Develop
ment Board’s figures, put out by them; and 
they are confidential to the federal govern
ment. We received a copy of this particular 
brief through the Port and Industrial Devel
opment Commission, and those figures are 
available.

Mr. Corbin: On what date were these put 
out?

Mr. MacDougall: I cannot give you that, but 
I can give you a supplementary, to give you 
the exact date and page of the two studies 
carried out by the federal government.

Mr. Corbin: Thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Chairman, I want to ask 
His Worship whether or not some of the 
non-confidential correspondence from your 
city to the National Harbours Board and to 
the railway companies involved could be 
supplied to this Committee? I ask, because I 
would like to have your opinion on whether 
there were co-operation and co-ordination 
between the various departments involved in 
determining the location of this containeriza
tion port.

Mr. MacDougall: Let me say that although 
I do not agree with the policies of the

[Interprétation]
ment puisse ou ne puisse pas avoir pour cette 
décision, c’est grâce au Conseil des Ports 
nationaux seulement?

M. Corbin; Non. Mais, j’aurais tendance à 
croire, toutefois, que le Conseil des Ports 
nationaux était l’un des principaux intermé
diaires dans ces négociations.

M. MacDougall: Les installations relatives 
aux containers dans le port de Saint-Jean ont 
coûté moins que celles de Halifax.

M. Corbin: Et alors vous ne savez pas 
pourquoi la compagnie en cause ou les com
pagnies en cause ont choisi un autre port?

M. MacDougall: Pour transporter ces con
tainers aux divers points que j’ai mentionnés, 
cela aurait coûté beaucoup moins de le faire 
via Saint-Jean.

M. Corbin: Selon vos chiffres?

M. MacDougall: Selon les chiffres du gou
vernement fédéral.

M. Corbin: Quels sont ces chiffres?

M. MacDougall: Ce sont les chiffres de 
l’Office d’expansion économique de la région 
de l’Atlantique, qu’ils ont eux-mêmes mis à 
notre disposition; et ces chiffres sont con
fidentiels pour le gouvernement fédéral. Et 
nous avons reçu une copie de ce mémoire par 
l’entremise de la Port and Industrial Devel
opment Commission.

M. Corbin: Et à quelle date les chiffres 
vous ont-ils été donnés?

M. MacDougall: Je ne connais pas la date 
exacte, mais je pourrais vous donner les 
copies supplémentaires, pour que vous 
sachiez la date exacte et la page des deux 
études effectuées par le gouvernement 
fédéral.

M. Corbin: Merci.

Le président: Monsieur Skoberg.

M. Skoberg: Monsieur le président, je vou
drais demander à Son Honneur s’il lui est 
possible ou non de nous remettre une partie 
de la correspondance qui s’est effectuée entre 
la Ville d’une part et le Conseil des Ports 
nationaux et les compagnies de chemins de 
fer d’autre part. Je pose cette question parce 
que j’aimerais que vous me disiez s’il y a eu 
collaboration et coordination entre les divers 
ministères en cause, pour déterminer l’empla
cement des containers dans le port.

M. MacDougall: Permettez-moi de dire que 
même si je ne suis pas d’accord avec la
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National Harbours Board—and have stated 
so publicly on more than one occasion—in 
this particular instance I do not think that the 
National Harbours Board could have been 
fairer.

We can supply this Committee with what
ever information we had on this, and I can 
assure you, if you want to check with the 
members of the National Harbours Board, as 
well as the Chairman, that they are as puzzled 
as we are.

Mr. Skoberg: Is it your opinion, Your Wor
ship, that there is co-ordination between 
those who are concerned in the location of 
this port? I refer particularly to the railway 
companies, the National Harbours Board and 
the CTC. Are you satisfied, in your mind, 
that there is co-ordination, and are you able 
to present your briefs to those authorities 
which are responsible in that particular 
field?

Mr. MacDougall: You are able to present 
them, but I think they act as separate enti
ties; and when you ask about co-ordination, I 
say no, I do not think there is any 
co-ordination.

The Chairman: Mr. Tom Bell?

Mr. Bell: Before that subject is dropped 
may I just repeat what I said previously, and 
what Mr. Nowlan brought up, that I really 
feel—and I say this sincerely—that the 
Canadian Transport Commission has a 
responsibility to investigate any of these mat
ters that arise here affecting the railways. 
We had the first example brought forward by 
the bottlers, on whether or not these rates 
are compensatory, and certainly they should 
be involved in that in some way.

Second, I do not say they are charges, but 
some indeflniteness and questions have been 
raised about the railways and their rates. I 
am not taking this opportunity to take any 
cheap swipes at the Canadian Transport 
Commission—we can all do that—but they 
have a good staff and have capable men. I 
really feel that an effort should be made 
tonight to get one or two of their experts to 
join us for the rest of this trip, even to 
protect their own interests.

Would you agree to convene this Commit
tee for five minutes in closed session at noon 
today to discuss this very fact?

An hon. Member: The steering committee 
can deal with it.

[Interpretation]
politique du Conseil des Ports nationaux, et 
je l’ai déjà dit en public, à plus d’une occa
sion dans ce cas particulier, je ne crois pas 
que le Conseil des Ports nationaux aurait pu 
être plus honnête. Nous pouvons fournir à 
votre Comité tous les renseignements voulus 
au sujet de ce que nous avions à cet égard. 
Je puis vous assurer, et si vous voulez 
vérifier auprès des membres du Conseil des 
Ports nationaux, ainsi qu’auprès du prési
dent, ils sont aussi perplexes que nous.

M. Skoberg: Êtes-vous d’avis, Votre Hon
neur, qu’il y a eu coordination entre ceux qui 
s’intéressent à l’emplacement de ce port? Je 
parle surtout de la compagnie de chemins de 
fer, du Conseil des Ports nationaux et de la 
Commission des Transports? Êtes-vous sûr 
qu’il y ait eu coordination et êtes-vous en 
mesure de présenter vos mémoires aux auto
rités responsables dans ce domaine 
particulier?

M. MacDougall: Vous êtes capables de les 
présenter, oui. Mais je crois qu’ils agissent 
séparément et quand vous parlez de coordi
nation, je dis non, je ne crois pas qu’il y eût 
eu coordination.

Le président: Monsieur Tom Bell?

M. Bell: Avant de passer à un autre sujet, 
est-ce que je pourrais répéter, encore une 
fois, ce que j’ai dit et ce que M. Nowlan a 
soulevé. Je crois et je dis sincèrement que la 
Commission des Transports, à mon sens, a 
une responsabilité de faire enquête sur ces 
questions qui sont soulevées ici, relativement 
aux chemins de fer. Nous avons eu un pre
mier exemple donné par les usines d’embou
teillage quant à savoir si les taux étaient 
compensatoires ou non, et l’on devrait certai
nement les intéresser dans une certaine 
mesure à ce sujet.

Deuxièmement, je ne dis pas qu’il y a des 
accusations, mais il existe un certain doute et 
des questions se sont posées quant aux che
mins de fer et leurs taux. Je ne saisis pas 
l’occasion pour essayer d’accuser la Commis
sion, nous pouvons tous le faire, mais leur 
personnel est bon, et ont des hommes capa
bles et compétents. Je crois sincèrement 
qu’on devrait faire un effort, ce soir, pour 
essayer d’obtenir la présence d’un ou deux 
experts de la Commission, pour protéger 
leurs propres intérêts à cet égard.

Je me demande si vous pourriez convoquer 
ce Comité pendant cinq minutes, cet après- 
midi, à huis clos, pour discuter de ce fait?

Une voix: Le comité de direction peut s’en 
occuper.
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The Chairman: Well, as this is the end of 

our...

Mr. MacDougall: Mr. Chairman, perhaps I 
could make just one further point rela
tive to these questions that have been asked. 
It will be very brief and it is also public, 
therefore it is not something that I am pull
ing from here, there or anywhere.

At Atlantic Development port day, held in 
Halifax on December 1, a panel submitted an 
excellent presentation. Number one on the 
panel asked why the carrier, namely, the 
steamship line, could make maximum one 
profit by virtue of going into port A, which 
we will say is the competing port with Saint 
John, and the second man made the point 
that the railroad could also make maximum 
profits by virtue of pulling out of that par
ticular point on a unit train basis. You can 
check the records. I asked the following 
question, and it was not answered: In that 
case, why does the taxpayer have to be sub
sidizing? At no time was that question 
answered. The chairman of the panel came 
down and shook hands and admitted to me 
that this question had not been answered, 
and the Chairman of the Harbours Board 
commission also said that this question had 
yet to be answered.

The Chairman: Thank you, Mr. Mayor. Mr. 
Nowlan?

Mr. Nowlan: I have a supplementary on this 
question of ports, although not directly rela
tive to which was chosen between Halifax 
and Saint John; that perhaps raises a conflict 
of interest with me. But on the general 
proposition, and the last recommendation, 
Mr. Mayor, in your brief, suggesting a Mari
times harbour control board, are you advanc
ing that in lieu of the National Harbours 
Board, as a decentralized agency of the 
National Harbours Board, or as an independ
ent agency separate and apart from the 
National Harbours Board?

Mr. MacDougall: It could be associated 
with the National Harbours Board, or it 
could be independent. What we are pri
marily concerned about is this: Let us say 
an industry sets up somewhere down the 
coast between Saint John and St. Stephen 
and we put in a harbour and certain facili
ties there. What we are suggesting here is 
that with the two national ports of Halifax 
and Saint John so designated in the Atlantic

[Interprétation]
Le président: Comme c’est la fin de nos 

questions...

M. MacDougall: Monsieur le président, je 
me demande si je pourrais ajouter quelque 
chose relativement aux questions posées. 
C’est aussi du domaine public, par consé
quent, ce n’est pas quelque chose que je tire 
de l’air.

Lors de la journée pour la mise en valeur 
des ports de l’Atlantique, tenue à Halifax le 
premier décembre, un «panel» a soumis une 
excellente présentation. Le premier membre 
du «panel» a demandé pourquoi le transpor
teur, c’est-à-dire la compagnie maritime, 
pourrait-il faire un bénéfice maximum sur le 
transport du minerai en passant par le port 
A, qui, par exemple, ferait concurrence au 
port de Saint-Jean, et le deuxième membre a 
signalé que les chemins de fer pourraient 
aussi faire des profits maximums, en organi
sant les départs d’un point proprement dit 
sur la base d’un train homogène. Vous pour
rez le vérifier. J’ai posé la question suivante 
qui n’a pas reçu de réponse: Dans ce cas, 
pourquoi le contribuable doit-il subvention
ner? On n’a jamais donné de réponse à cette 
question. Le président du séminaire m’a 
donné la main. Il m’a avoué qu’on n’avait pas 
donné réponse à la question. Le président de 
la Commission des Ports a aussi dit qu’on 
n’avait pas encore répondu à cette question.

Le président: Merci beaucoup, monsieur le 
maire. Monsieur Nowlan?

M. Nowlan: Question supplémentaire au 
sujet des ports, qui n’est pas tout à fait 
pertinente au choix effectué entre Saint-Jean 
et Halifax; cela soulève peut-être un conflit 
d’intérêt, en ce qui me concerne en tous les 
cas. Mais au sujet de la recommandation 
générale, la dernière recommandation dans 
votre mémoire, monsieur le maire, proposant 
la création d’une commission de contrôle pour 
les ports des Maritimes, est-ce que vous pro
posez cela pour remplacer le Conseil des Ports 
nationaux, c’est-à-dire comme organisme 
décentralisé du Conseil des Ports nationaux 
ou comme un organisme indépendant et tout 
à fait distinct du Conseil des Ports 
nationaux?

M. MacDougall: L’organisme pourrait être 
associé au Conseil des Ports nationaux ou il 
pourrait être indépendant. Ce qui nous préoc
cupe le plus, disons que c’est le fait qu’une 
industrie s’établit quelque part le long de la 
côte, entre Saint-Jean et Saint-Stephen, et 
décide d’y établir un port et certaines instal
lations portuaires. Ce que nous disons, alors, 
c’est qu’avec les deux ports nationaux ainsi 
désignés dans la région de l’Atlantique, ceux
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area we believe that further harbour facilities 
for so-called ports should not be instituted 
unless some board takes a look at the over
all economy so that we can make maximum 
use of the existing facilities.

Mr. Nowlan: At the moment, with the vari
ous boards that we have in the Atlantic area, 
some perhaps in a state of temporary flux, 
but including the National Harbours Board, 
there have been no over-all studies in rela
tion to say, the Saint John and Halifax 
future potential?

Mr. MacDougall: I know of none, Mr. 
Nowlan.

Mr. Nowlan: This is not a facetious ques
tion, but is the fact of a Maritime harbour 
control board just further confirmation of 
the fact—one more nail in the box—that the 
Maritimes should come together to help 
resolve their own problems, or where they 
want perhaps more than they have in the 
last 100 years?

Mr. MacDougall: I think that it is almost 
self-evident.

The Chairman: Thank you, gentlemen; and 
I want to thank His Worship the Mayor, and 
all his staff. Thank you very much.

The next item on our agenda is the brief 
from the Saint John Board of Trade and I 
would like to call upon Mr. Crosby and Mr. 
Lummis. Mr. Crosby is the President and 
Mr. Lummis is the General Manager. You 
have all received a copy of the brief from 
Board of Trade so I will ask you, Mr. Presi
dent, if you would make a short statement on 
that.

Mr. James M. Crosby (President. Saint 
John Board of Trade): Yes, Mr. Chairman. It 
was not our original plan that I would deliv
er this brief from our Board because it was 
developed primarily by a committee of our 
Board which spent a lot of time developing 
it, and the chairman of that committee was 
originally to deliver the brief. However, I 
have summarized the brief which you have 
before you on page 089, and Mr. Lummis, as 
General Manager of the Board, will be pre
pared to answer some of the questions which 
I cannot handle which you may happen to 
submit with reference to our proposition.

In addition, I would like to mention at this 
time that we have a supplemental submission 
to present to you with regard to air transport 
matters and an international airport for

[Interpretation]
d’Halifax et de Saint-Jean, nous croyons, que 
l’on ne devrait pas prévoir d’autres installa
tions portuaires pour des prétendus ports, à 
moins qu’il n’y ait un office qui examine 
l’économie dans son ensemble pour pouvoir 
employer au maximum les dispositions por
tuaires actuelles.

M. Nowlan: A l’heure actuelle, avec les 
diverses commissions que nous avons dans la 
région de l’Atlantique, certaines d’entre elles 
dans un état de fluctuation temporaire, mais 
comprenant le Conseil des Ports nationaux, il 
n’y a pas eu d’études d’ensemble en ce qui 
concerne, par exemple, les possibilités futures 
de Halifax et de Saint-Jean?

M. MacDougall: Je n’en connais pas, mon
sieur Nowlan.

M. Nowlan: Ce n’est pas pour être drôle, 
mais la création d’une commission de con
trôle des ports des Maritimes ne constitue- 
t-elle pas une autre preuve que les Maritimes 
devraient collaborer plus étroitement pour 
régler leurs propres problèmes, plus qu’ils ne 
l’ont fait depuis cent ans!

M. MacDougall: Je pense que çà se voit de 
soi.

Le président: Je vous remercie messieurs. 
Je voudrais remercier son Honneur le maire 
ainsi que ses collaborateurs. Merci beaucoup. 
Et maintenant, nous avons au programme, un 
mémoire du Saint John Board of Trade. J’ai
merais donc donner la parole à M. Crosby et 
à M. Lummis. M. Crosby est le président et 
M. Lummis, le directeur général.

Vous avez tous reçu le mémoire de la 
Chambre de commerce. Je vous demanderais 
donc, monsieur le président, si vous voulez 
faire une brève déclaration à ce sujet.

M. James M. Crosby (président de la 
Chambre de commerce de Saint-Jean): Oui, 
monsieur le président. Je n’avais pas l’inten
tion de présenter personnellement le mémoire 
au nom de notre Chambre de commerce, car 
un comité de notre Chambre a passé beau
coup de temps à le rédiger et le président de 
ce comité devait d’abord présenter le 
mémoire. J’ai résumé le mémoire que vous 
avez devant vous, et qui se trouve à la page 
689. M. Lummis, directeur général de la 
Chambre de commerce, est prêt à répondre à 
certaines questions auxquelles je ne pourrais 
pas répondre, et que vous pourriez poser au 
sujet de notre mémoire.

Nous avons aussi un autre mémoire à vous 
présenter en ce qui concerne les questions de 
transport aérien et en ce qui concerne un 
aéroport international pour le sud-ouest du
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southwestern New Brunswick, as referred to 
by our Mayor a short time ago. This is a 
supplemental submission to what we had 
originally put in our brief with reference to 
air matters, and I understand that your Com
mittee will take this under consideration.

In reviewing our brief very shortly, I 
would like to say that it is based cn the 
premise of stressing the growth centre con
cept for regional development which requires 
an efficient, of course, and effective transpor
tation system. We feel that our city, as the 
largest city in New Brunswick and the larg
est industrial centre in the Atlantic Prov
inces, is worthy of carrying out this concept. 
We have a population in the greater Saint 
John area of over 100,000 people. You have 
been made aware of this concept by a num
ber of agencies who have studied the matter 
during the past few years and most recently 
reference was made by the Hon. Jean Mar
chand in the House of Commons to the 
application of this concept in order to devel
op the eastern portion of our country.

On pages 690 and 691 our brief includes 
comments on highway improvements which 
we feel are essential to the area, especially 
where Saint John is not located on the 
Trans-Canada Highway system and, there
fore, it is essential that we have feeder roads 
in all directions to connect with this system 
and also with the US. border.

We also refer in our brief to the east-west 
interstate highway which is a slightly differ
ent concept fom the corridor road one that 
was mentioned earlier this morning. We can 
elucidate on this further, but as far as we are 
concerned, the way that we see it is that as 
far as the government is concerned, it would 
only mean a question of upgrading the road 
from Saint John to St. Stephen if this con
cept were put into effect. The rest of the 
development would have to come from across 
the border.

We stress the necessity for all-weather 
highways of an adequate capacity and they 
are required in three directions from our 
city: east towards Moncton to connect with 
the Trans-Canada Highway; north towards 
the City of Fredericton, our provincial capi
tal, also to connect with the Trans-Canada 
Highway, and west to St. Stephen to the U.S. 
border. We were very pleased to see that the 
connection to the south of our city by the 
institution of the new Bay of Fundy Service 
will be maintained and will be much more 
efficient and effective, we hope, with the in
troduction of the new ferry on that run.

With regard to our air transport matters, 
the brief which we have submitted here was

[ I nterprétation ]
Nouveau-Brunswick, comme l’a mentionné 
notre maire il y a quelques instants. Il s’agit 
d’un mémoire supplémentaire à celui que 
nous avions présenté en ce qui concerne le 
transport aérien. Si j'ai bien compris, votre 
Comité doit étudier cette question.

Pour passer en revue notre mémoire, je 
pourrais vous dire qu’il est fondé sur la 
croissance des centres d’expansoin régionale, 
ce qui exige des moyens de transport 
efficaces. Nous croyons que notre ville, étant 
donné quelle est la plus grande ville du Nou
veau-Brunswick et le centre industriel le plus 
considérable de la région de l’Atlantique, 
mérite justement de faire l’objet de ce con
cept. Nous avons plus de 100,000 personnes 
dans la région de Saint-Jean. Il y a plusieurs 
organismes qui ont étudié la question depuis 
quelques années et qui nous ont fait part de 
leurs conclusions. L’honorable Jean Mar
chand, à la Chambre des communes récem
ment, a parlé de l’application de cette idée 
afin de développer la partie Est de notre 
pays.

Aux pages 690 et 691, nous parlons juste
ment de l’amélioration du réseau routier, qui 
est essentielle, surtout parce que Saint-Jean 
ne se trouve pas sur la route Transcana
dienne, il est donc essentiel que nous ayons 
des routes pour relier tout le réseau ainsi que 
la frontière américaine.

Nous parlons aussi, dans notre mémoire, de 
la route inter-États est-ouest qui est un peu 
différente de l’idée du corridor de l’État du 
Maine qu’on a mentionnée ce matin. Nous 
pourrions peut-être expliquer un peu plus en 
détail, mais en ce qui nous concerne, la façon 
dont nous entrevoyons le problème c’est que, 
en ce qui concerne le gouvernement, il ne 
s'agirait que d’améliorer la route entre Saint- 
Jean et Saint-Stevens, si on appliquait cette 
idée. Le reste du développement évidemment 
devrait se faire de l’autre côté de la frontière.

Nous avons aussi insisté sur la nécessité 
d’avoir des routes bonnes en tout climat, qui 
seraient nécessaires en trois directions vers 
l’est, en direction de Moncton, vers le nord, 
jusqu’à la ville de Fredericton, pour être 
reliée à la route Transcanadienne, et à l’ouest 
vers Saint-Stevens et à la frontière améri
caine. Nous avons été très heureux de consta
ter que les liens vers le sud de notre ville 
seraient garantis par le maintien du trans
bordeur de la Baie de Fundy et avec le 
nouveau traversier qui doit être installé 
bientôt.

En ce qui concerne le transport aérien, 
dans le mémoire supplémentaire que nous

29690—5
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an enlargement of our original premise with 
the necessity to have in our general area in 
southwestern New Brunswick a really effec
tive international airport. We foresee that 
when the Viscount and the Vanguard aircraft 
are phased out it will become uneconomic for 
main-line carriers to serve two cities of Saint 
John and Fredericton, and it is vital that 
both these cities and the area of southwest
ern New Brunswick have this type of ser
vice, both from the point of view of air 
freight and passengers.

We feel that Saint John, as the industrial 
centre of New Brunswick and the Maritimes, 
warrants an airport of this calibre some
where near or fairly accessible to the city. 
Also, Fredericton, as the capital city of our 
province, could combine with us in this effort 
and could make very good use of this 
facility.

Another point is that if it were established 
it would mean that the Gagetown military 
area would have the services of this same 
airport. So, we have three areas which would 
benefit from it. We feel the population of the 
general area to be serviced would run to 
250,000 people.

In view of these situations we recommend 
in our brief that the Government of Canada 
initiate immediately a technical study to 
establish a suitable location which is readily 
accessible to Saint John, Fredericton and the 
areas in south-western New Brunswick for 
the construction of an airport of international 
standards. These reasons as presented in the 
supplementary brief, we feel, bear out the 
need for this technical study.

We make reference in our brief to the 
Maritime Freight Rates Act and the L.C.L. 
freight rate matter which was very conten
tious, and also the matter of the freeze which 
has been discussed here and they will be 
taken up, we understand, in the brief from 
the Maritimes Transportation Commission. 
These matters are also of extreme interest 
and urgency to our Board and, as pointed out 
by our Mayor, we are wholeheartedly behind 
him for these improved developments.

In our brief reference is also made to the 
construction of the Chignecto Canal which 
we feel would be a natural extension of the 
St. Lawrence Seaway and provide low-cost 
water rates on bulk commodities to the Great 
Lakes and also from the northern part of our 
province to the southern part of our 
province.

Last year’s comments regarding our port, 
for the most part, are still valid. Despite a 
sustained effort by our Port and Industrial 
Commission and our city which we thor-

[Interpretation]
avons donné, nous insistons pour la région 
générale du sud-ouest du Nouveau-Bruns
wick. Cela nous prend nécessairement un 
aéroport international. Quand le Viscount ou 
le Vanguard n’existeront plus, il ne sera pas 
profitable pour les grandes lignes de desser
vir Saint-Jean et Fredericton, et pour ces 
deux villes, et la région du sud-ouest du 
Nouveau-Brunswick, il est essentiel d’avoir 
ce genre de services du point de vue du 
transport des marchandises et des voyageurs.

Nous trouvons que Saint-Jean, comme cen
tre industriel du Nouveau-Brunswick et des 
Maritimes, a besoin d’un aéroport de cette 
nature, à un endroit qui soit accessible à la 
ville. De même, Fredericton, à titre de capi
tale, pourrait peut-être se joindre à nous 
pour pouvoir employer ces dispositions.

Autre chose, si on l’établissait, cela vou
drait dire aussi que la région militaire de 
Gagetown pourrait profiter du même aéro
port. Il y aurait donc trois régions qui pour
raient en profiter. Nous croyons que la région 
générale compte environ 250,000 habitants. 
Vu cette situation, dans notre mémoire nous 
recommandons que le gouvernement du 
Canada commence une étude technique, 
immédiatement, pour déterminer un emplace
ment qui serait accessible à Saint-Jean, à 
Fredericton et aux régions du sud-ouest du 
Nouveau-Brunswick, pour la construction 
d’un aéroport international. Les raisons que 
nous avons données dans notre mémoire sup
plémentaire indiquent qu’une telle étude 
serait nécessaire.

Nous mentionnons aussi la Loi sur les taux 
de transport des marchandises dans les Mari
times ainsi que les taux visant les charge
ments incomplets, question très controversée, 
de même que la question du gel qu’on a 
discutée ici. Si nous avons bien compris, ces 
questions seront soulevées auprès de la Com
mission des transports des Maritimes. Ces 
questions sont urgentes pour notre Chambre 
de Commerce, comme l’a dit le maire, et nous 
l’appuyons pour obtenir ces améliorations.

Nous avons aussi mentionné la construc
tion du Canal de Chignectou qui serait une 
extension naturelle de la Voie maritime du 
Saint-Laurent et qui donnerait accès aux 
Grands lacs, ainsi qu’une voie d’accès du 
nord vers le sud de notre province.

Les commentaires que nous avions faits, 
l’an dernier, au sujet de notre port, sont 
toujours valides. Malgré les efforts faits par 
la Commission du port, et la ville, nous esti-
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[Texte] [Interpretation]
oughly commend, little real progress, we feel, mons qu’il y a eu très peu de progrès pour 
has been made in obtaining special facilities obtenir des dispositions spéciales pour desser- 
which are required to service existing and vir le trafic actuel et éventuel. Le besoin de 
potential traffic. The need for these facilities telles installations et l’amélioration des dispo- 
and the upgrading of general cargo facilities sitions pour les marchandises sont essentiels, 
is most apparent. A busy season like we have Depuis quelques semaines, nous avons vu 
been fortunate to enjoy during the past few que lorsque le port est rempli, il y a un 
weeks, I might say, when the port’s capacity argument de plus pour obtenir ces améliora
is taxed to the full, points out the need for tions. 
this type of improvement.

Since this brief was prepared, strenous Depuis la rédaction du mémoire, il y a eu 
efforts have been made to attract container des efforts concentrés pour essayer d’attirer
traffic to the port of Saint John with some 
success, but final results depend on the 
availability of container crane facilities, that 
these are not, of course, presently, available 
and the Board maintains that the National 
Harbours Board policy of not providing these 
facilities until the traffic materializes should 
be altered. We feel that the basic infrastruc
ture must be available so that container 
traffic can be attracted to the port.

With regard to super port matters, we 
understand a study is still going on in this 
respect for the construction of a port to han
dle ships of up to 500,000 tons and we wish 
to remind your Committee of the positive 
advantages in locating a port such as this in 
our city and the advantages of this type of 
facility are outlined in our brief.

To conclude, we feel that all these things 
should be made on a long-range basis, but 
the top, immediate priorities, as stressed by 
our Mayor, too, are an immediate improve
ment in our port facilities to handle container 
traffic and to handle the traffic that we feel 
should be developed through the port; and 
the construction of an international airport so 
that we can benefit from the many advan
tages offered by this type of facility and 
enable our city and province to keep pace 
with developments in the rest of our country.

That, gentlemen, is a synopsis of the brief 
which you have before you which was pre
pared a year or so ago.

The Chairman: Thank you very much. Mr.
Nesbitt.

Mr. Nesbitt: Mr. Chairman, there is one 
observation I would like and it is this: my 
questions are going to be confined to the 
supplementary submission by the Saint John 
Board of Trade, particularly with reference 
to airports and airlines. I would refer to page 

29690—51

les conteneurs vers le port de Saint-Jean 
avec un certain succès, mais tout dépend de 
l’existence des installations voulues. La 
Chambre de commerce maintient qu’à l’heure 
actuelle nous ne les avons pas à notre dispo
sition. Nous croyons donc que la politique du 
Conseil des ports nationaux n’aime pas les 
prévoir jusqu’à ce que le trafic qui les jus
tifie, devrait être modifié. Nous croyons que 
l’infrastructure de base doit exister pour jus
tifier et attirer le trafic.

En ce qui concerne l’aspect des grands 
ports, si nous avons bien compris, il y a des 
études qui se poursuivent dans ce domaine, 
en vue de la construction de ports pouvant 
desservir des navires de 500,000 tonnes. Nous 
voulons rappeler à votre Comité les avanta
ges qu’il y aurait à avoir l’emplacement d’un 
tel port dans notre ville, ainsi que les avanta
ges inhérents à ce genre d’installations, dont 
nous avons fait mention d’ailleurs dans notre 
mémoire.

En conclusion, nous croyons que toutes ces 
choses devraient être faites ou mises en 
vigueur à long terme, mais en ce qui concerne 
les priorités immédiates, comme l’a souligné 
notre maire, il faudrait améliorer les installa
tions portuaires en vue du trafic des conte
neurs, et d’attirer aussi le trafic qui devrait 
être assuré par le port, ainsi que construire 
un aéroport international afin que nous puis
sions profiter de tous les avantages offerts 
par ce genre d’installation, pour permettre à 
notre ville et à notre province de marcher au 
pair avec les développements qui se produi
sent ailleurs dans notre pays.

Voilà, Messieurs, un résumé du mémoire 
que nous avions présenté, il y a un an, et que 
vous avez devant vous.

Le président: Merci beaucoup. Monsieur 
Nesbitt.

M. Nesbitt: Monsieur le président, il y a 
une observation que j’aimerais faire. Je me 
limiterai dans mes questions au mémoire 
supplémentaire présenté par la Chambre de 
commerce de Saint-Jean, tout particulière
ment en ce qui concerne les aéroports et les
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[Text]
3 of the supplementary submission where it 
mentions that it is expected that a new 
three-level policy will be created with respect 
to airlines. It is my understanding, Mr. Chair
man, that when the Canadian Transport 
Commission appeared before our Committee 
a short while ago, this Committee was in
formed that a policy almost identical to the 
one suggested by the Saint John Board of 
Trade has, in fact, been instituted and is the 
policy of the Commission.

For that reason I think I would like to 
make an observation at this point, Mr. Chair
man. That is just one more reason why a 
member or representative of the Canadian 
Transport Commission should be, at least 
as an observer, at this meeting because these 
are matters that directly refer to the 
Commission.

There are one or two questions I would 
like to put to the witness who is representing 
the Saint John Board of Trade. The first 
question is this: there was a great deal of 
emphasis by him that the Government of 
Canada should initiate a technical study to 
establish the appropriate location of an air
port in southwest New Brunswick. I note in 
the submission that specific emphasis was 
placed on the location of this airport appar
ently somewhere between the City of Saint 
John and the City of Frederioton. Just from 
an outsider's point of view, I am curious as 
to why an area equidistant, say, from Saint 
John, Fredericton and perhaps Moncton was 
not proposed. I am curious as to why Monc
ton was omitted from this brief. Can you 
answer that question?

Mr. Crosby: Saint John and Fredericton 
are only about 60 miles apart. Moncton is 95 
miles from Saint John and 125 miles from 
Fredericton. So, on airport midway between 
them would not be of any advantage to the 
three cities because it would be too far from 
all of them.

Mr. Nesbilt: Mr. Chairman, I appreciate 
that point of view. I am quite familiar with 
this part of the province, I nvght say, from 
previous experience and I would just like to 
say this. There is a great deal of emphasis 
placed on the fact, as I gather from the 
supplementary submission, that there be one 
large international airport in the area for 
jets, and that other supplementary air ser
vices be carried by other carriers, but surely 
it would not be feasible to have more than 
one major international airport in southwest
ern New Brunswick, would it?

[Interpretation]
lignes aériennes. Je me réfère donc à la page 
3 de son mémoire supplémentaire où on dit 
qu'on s’attend qu’une nouvelle politique à 
trois niveaux soit mise en vigueur en ce qui 
concerne les lignes aériennes. Si j’ai bien 
compris, quand la Commission canadienne 
des transports a comparu devant notre 
Comité, il y a peu de temps, notre Comité a 
su qu’une politique presque identique à celle 
proposée par la Chambre de commerce de 
Saint-Jean a en fait été instituée et fait par
tie de la politique de la Commission.

Par conséquent, j’aimerais form tiler notre 
réaction maintenant, monsieur le président. Il 
s’agit d’une raison de plus, si je me souviens 
bien, pour laquelle un membre de la Com
mission devrait assister à nos séances, à titre 
d’observateur au moins, car ce sont là des 
questions qui les intéressent directement.

J’aurais maintenant une ou deux questions 
directes à poser au témoin qui représente la 
Chambre de commerce de Saint-Jean. Ma 
première question est la suivante: vous avez 
beaucoup insisté sur le fait que le gouverne
ment du Canada initie une étude technique 
pour établir l’emplacement approprié d’un 
aéroport pour le sud-ouest du Nouveau- 
Brunswick. Je vois dans le mémoire que vous 
insistez un peu sur l’emplacement de cet 
aéroport qui devrait être établi entre la ville 
de Saint-Jean et la ville de Fredericton. Du 
point de vue d’un étranger, et par pure 
curiosité, je me demande pourquoi un empla
cement a égale distance entre Saint-Jean, 
Fredericton et Moncton, peut-être, n’a pas 
été proposé. Pourquoi avez-vous laissé tomber 
Moncton? Pouvez-vous répondre à cette 
question?

M. Crosby: Saint-Jean et Fredericton ne 
sont qu’à soixante milles de distance l’une de 
l’autre. Moncton se trouve à quatre-vingt- 
quinze milles de Saint-Jean et à 125 milles de 
Fredericton. Alors, un aéroport à mi-chemin 
entre elles ne serait d’aucun avantage pour 
les trois villes, car il serait trop éloigné des 
trois.

M. Nesbilt: Je comprends très bien ce point 
de vue. Je connais cette partie de la province, 
dois-je ajouter, parce que j’y suis déjà venu. 
Si j’ai bien compris, votre mémoire supplé
mentaire vous avez besoin d’un grand aéro
port international pour les avions à réaction. 
Et les services aériens supplémentaires 
seraient assurés par d’autres transbordeurs 
aériens, mais il ne serait pas rentable d’avoir 
plus d’un aéroport international dans le sud- 
ouest du Nouveau-Brunswick, n’est-ce pas?



17 février 1969 Transports et communications 289

[Texte]
Mr. Crosby: You mean southwestern New 

Brunswick and none for the rest of the 
province?

Mr. Nesbitt: Are you suggesting two large 
jet airports, one somewhere in the Frederic
ton—Saint John area and one in the Moncton 
area?

Mr. Crosby: No, we are suggesting one in 
southwestern New Brunswick which would 
service approximately half the province. As I 
say, it is part of our growth centre concept 
that this type of airport should be made 
available to build a growth centre around the 
city.

Mr. Nesbitt: With respect to regional carri
ers which, of course, is the policy of the 
Canadian Transport Commission and the 
supplementary work they can do to the 
mainliners, so to speak, other than Eastern 
Provincial Air Lines are there any other 
regional carriers now available who could 
take on some of these services?

Mr. Crosby: No. There may be E.P.A., but 
they do not service our airport.

Mr. Nesbitt: I wondered if in your investi
gations, when looking into the question of 
regional carriers in New Brunswick, if you 
discovered any regional carriers available 
now, who are in business at the moment, 
who should be able to expand their service?

Mr. Crosby: The substance of our brief 
was to have an airport that would be able to 
handle large jet aircarft. We do not envisage 
that our present airport would be capable of 
expansion and performing this job.

Mr. Nesbitt: I am very sorry; perhaps I did 
not phrase my question correctly. As I gather 
from your supplementary submission, you 
anticipate regional carriers doing a lot of the 
local service in New Brunswick and adjacent 
Atlantic Provinces?

Mr. Crosby: We did not want to lose what 
we already had, in other words.

Mr. Nesbitt: No, but I say that in addition 
to the increase in the main line jet traffic to 
the proposed major airports, that the local 
work and the local services to other areas in 
New Brunswick and, indeed, the other Atlan
tic Provinces, would be done by regional 
carriers. The question I have in mind is, 
other than the Eastern Provincial Air Lines 
which is a regional carrier, are there any 
other companies that you know of in exist-

[Interprétation]
M. Crosby: Vous voulez dire dans le sud- 

ouest du Nouveau-Brunswick et pas ailleurs?

M. Nesbitt: Est-ce que vous devriez avoir 
deux aéroports pour les gros avions à réac
tion, un dans la région de Fredericton-Saint- 
Jean et l’autre dans la région de Moncton?

M. Crosby: Non, nous en proposons un seul 
dans le sud-ouest du Nouveau-Brunswick, 
qui pourrait desservir à peu près la moitié de 
la province. Comme je l’ai ajouté, cela fait 
partie de l’idée des centres de croissance, que 
nous puissions avoir un tel aéroport, pour 
construire un tel centre autour de la ville

M. Nesbitt: Quant aux transbordeurs régio
naux qui font partie de la politique de la 
Commission canadienne des transports, ainsi 
que le travail supplémentaire qu’ils pour
raient effectuer pour les transbordeurs de 
lignes principales, est-ce qu’il y a d'autres 
transbordeurs régionaux, en plus de Eastern 
Provincial Air Lines, qui pourraient assurer 
ces services à l’heure actuelle?

M. Crosby: Non, il y aurait peut-être 
E.P.A., mais ils ne desservent pas notre 
aéroport.

M. Nesbitt: Alors que vous faites enquête 
sur cette possibilité, au Nouveau-Brunswick, 
est-ce qu’il y a des transbordeurs régionaux 
qui seraient disponibles à l’heure actuelle, 
qui font affaire à l’heure actuelle, et qui 
pourraient étendre leurs services jusque-là?

M. Crosby: Notre mémoire précisait que 
nous devrions avoir un aéroport qui serait 
capable de recevoir ces gros avions à réac
tion; nous ne croyons pas que l’aéroport 
actuel puisse être développé à ce point-là.

M. Nesbitt: Je m’excuse, je me suis peut- 
être mal exprimé. Si j’ai bien compris votre 
mémoire supplémentaire, vous vous attendez 
qu’il y ait des transbordeurs régionaux qui 
assurent les services locaux au Nouveau- 
Brunswick et dans les provinces voisines.

M. Crosby: En d’autres termes, nous ne 
voulions pas perdre ce que nous avions déjà.

M. Nesbitt: Oui, mais vu l’augmentation du 
nombre des gros avions à réaction vers les 
aéroports principaux, le service local pour les 
autres endroits du Nouveau-Brunswick et les 
autres provinces de l’Atlantique serait assuré 
par les transbordeurs régionaux. Et alors, la 
question à laquelle je songeais était celle-ci: 
est-ce que, à part Eastern Provincial Air 
Lines, qui est une ligne régionale, il y a 
d’autres compagnies, à l’heure actuelle, qui
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[Text]
ence at the moment which would be able to 
carry out these functions of a regional 
carriers.

Mr. Crosby: No, I could not answer that 
question.

Mr. Nesbitt: I gather it is anticipated that 
any regional carrier, Eastern Provincial or 
any other air lines that might be formed, 
would require some kind of assistance, no 
doubt. In your stud.es have any recommen
dations been made as to whether the type of 
assistance that might be necessary for 
regional carriers be in the nature of subsidy 
for equipment such as aircraft or the grant
ing of routes now available to the mainline 
carriers, such as Air Canada, or is it a ques
tion of rates? Has any work been done on 
this?

Mr. Crosby: No.

The Chairman: Mr. Mahoney.
Mr. Mahoney: I, like Mr. Nesbitt, will 

restrict myself to the air transport problems 
you have raised. I am not interested really in 
lecturing, but it seems to me that there is a 
tremendous amount of confusion in the area 
of what is an international airport and a 
tendency to perhaps equate “international 
airport” with “big airport".

I hope you will appreciate, sir, that an 
international airport is one at which 24 hours 
a day, 7 days a week service is provided by 
the Immigration Department, the Customs 
Division and the Department of National 
Health and Welfare. Have you any figures to 
indicate whether or not an international air
port, in fact, is justified?

Mr. Crosby: We want an airport of inter
national standards, not necessarily an inter
national airport.

Mr. Mahoney: Well, you do in one place, 
but you wind it up by calling it an interna
tional airport. “Fredericton, as the capital of 
the province, should be served by an interna
tional airport.” There may be more compell
ing reasons ...

Mr. Crosby: It has to be international any
way, if it is going to develop traffic. If there 
are going to be large planes, they have to 
come from outside the country.

Mr. Mahoney: What information do you 
have? Do you have figures indicating the 
amount of international traffic that is ter
minating or wants to terminate in southwest
ern New Brunswick?

[Interpretation]
pourraient assurer les services d’un transbor
deur régional?

M. Crosby: Non. Je ne pourrais pas répon
dre à cette question.

M. Nesbitt: Si j’ai bien compris, vous vous 
attendez qu’un transbordeur régional, que ce 
soit Eastern Provincial ou un autre qui serait 
établi, aurait sans doute besoin d’assistance. 
Dans vos études, est-ce que vous avez for
mulé des recommandations quant au genre 
d’assistance ou d’aide qui serait peut-être 
nécessaire pour le transbordeur régional, que 
ce soit sous forme de subventions pour le 
matériel ou les avions, par exemple, les aéro
nefs, ou que l’on accorde des routes qui sont 
actuellement desservies par Air Canada, par 
exemple, ou est-ce qu’il s’agit des taux? A- 
t-on étudié ces aspects de la question?

M. Crosby: Non.
Le président: Monsieur Mahoney.
M. Mahoney: Comme M. Nesbitt, je vais 

me limiter aux problèmes de transport aérien 
que vous avez soulevés. Encore une fois, je 
ne veux pas vous faire la leçon, mais il me 
semble qu’il y a une certaine confusion qui 
existe en ce qui a trait à la définition d’un 
aéroport international. Nous avons peut-être 
tendance à faire l’analogie entre un «grand 
aéroport» et un « aéroport international».

Vous savez sans doute, Monsieur, qu’un 
aéroport international attire les services des 
douanes, de l’immigration, de la santé, vingt- 
quatre heures par jour, sept jours par 
semaine. Avez-vous des chiffres pour indi
quer si oui ou non un aéroport international 
serait justifié dans cette région?

M. Crosby: Nous voulons un aéroport 
répondant aux nonnes internationales, pas 
nécessairement un aéroport international.

M. Mahoney: C’est ce que vous voulez, 
selon votre mémoire, mais vous voulez l’ap
peler aéroport international. Fredericton, à 
titre de capitale de la province, devrait être 
desservie par un aéroport international. Il y 
a peut-être d’autres raisons plus fortes...

M. Crosby: Il faudrait qu’il soit internatio
nal, de toute façon, s’il veut avoir un certain 
trafic. S’il doit y avoir de gros avions, ils 
doivent venir de l’extérieur du pays.

M. Mahoney: Quels sont les renseigne
ments que vous avez à votre disposition? 
Avez-vous des chiffres pour indiquer quelle 
serait la quantité de trafic international qui 
devrait se terminer dans le sud-ouest du 
Nouveau-Brunswick?
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Mr. Crosby: We feel that our part of the M. Crosby: Nous estimons que notre partie 

country is going to grow enough that it du pays va se développer suffisamment pour 
should have this type of airport and it is this justifier ce genre d’aéroport qu’on a construit 
type of airport that has been established in dans d’autres parties du pays, 
other parts of the country.

Mr. Mahoney: I think that is a feeling, sir, M. Mahoney: Je pourrais peut-être dire 
if I may say with respect, that would be que toutes les régions métropolitaines ayant 
shared by almost any metropolitan area of plus de 50 ou 60,000 personnes ont le même 
more than 50,000 or 60,000 people. For exam- problème. Calgary, par exemple, n’a pas d’aé-
ple, Calgary, does not have an international 
airport in spite of the fact that the traffic at 
that airport is perhaps six times the volume of 
the Edmonton international airport.

The Chairman: Are you finished, Mr. 
Mahoney?

Mr. Mahoney: No, I have another question, 
sir. You point in your brief to cargo handling 
and cite in your original brief figures show
ing 30 to 40 per cent increase per year since 
I960 in cargo handling. In your supplemental 
brief you cite that air cargo has been grow
ing at the rate of 25 per cent per year. Are 
those, again, local figures or are they national 
averages or what?

Mr. Crcsby: They are national figures.
Mr. Mahoney: Thank you.
Mr. Corbin: My questions refer to the 

highways problems brought up in your brief 
and I am particularly interested in what you 
term the east-west interstate highway plan. 
In some connections this has a great deal of 
similarity with the proposed Maine Corridor 
route.

Mr. Crosby: Yes. I might ask Mr. Lummis, 
the General Manager, who is more familiar 
with this to comment on that for you.

Mr. Corbin: Do you envisage this type of 
project as a long-term project or is this up 
for immediate consideration?

Mr. Lummis: Perhaps if I gave a little bit 
of background it might be helpful. Several 
years ago there was a committee organized in 
the United States that proposed an east-west 
interstate highway; that is, a highway of 
interstate standards—a double-barrelled high
way.

Mr. Corbin: What states were represented 
on this committee?

Mr. Lummis: The committee included peo
ple all the way from the New York Thruway, 
Amsterdam, New York, right through to 
Calais including Saint John. It originated in 
the area of Bangor and was to be a highway 
to go directly west from Calais to the New 
York Thru way. It would serve the more

report international, malgré le fait que le 
trafic de cet aéroport est peut-être six fois 
celui d’Edmonton.

Le président: Avez-vous terminé, monsieur 
Mahoney?

M. Mahoney: Non, monsieur. J’ai une autre 
question à poser. Dans votre mémoire, vous 
parlez des marchandises et vous dites qu’il y 
a eu une augmentation de 30 ou 40 p. 100 
depuis 1960. Dans votre mémoire supplémen
taire, vous parlez du transport-marchandises 
qui augmentait de 25 p. 100 par année. 
Encore une fois, s’agit-il de chiffres locaux ou 
des moyennes nationales, ou quoi?

M. Crosby: Des chiffres nationaux.
M. Mahoney: Merci.
M. Corbin; Mes questions ont trait aux 

problèmes des routes, que vous avez soulevés 
dans vos mémoires. Et je m’intéresse surtout 
à ce que vous appelez le réseau inter-États 
est-ouest. En somme, ce réseau ressemble 
beaucoup à celui qu’ils ont proposé pour le 
Maine.

M. Crosby: M. Lummis, à titre de directeur 
général, est peut-être plus au courant de la 
question, et il pourrait sans doute vous 
répondre.

M. Corbin: Songez-vous à ce genre de pro
jet comme étant un projet à long terme, ou 
est-ce que vous voudriez que cela soit étudié 
immédiatement?

M. Lummis: Si je vous donnais quelques 
détails, cela aiderait peut-être. Il y a plu
sieurs années, une commission a été établie 
aux États-Unis et a proposé une route inter- 
États est-ouest, c’est-à-dire une route à voies 
divisées.

M. Corbin: Quels États étaient représentés 
au sein de ce comité?

M. Lummis: Le comité comprenait des 
représentants du New York Thruway, Ams
terdam, New York, jusqu’à Calais et Saint- 
Jean. La route commencerait dans la région 
de Bangor, irait directement vers l’Ouest, de 
Calais jusqu’au New York Thruway, et des
servirait les régions les plus populeuses de
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[Text] [Interpretation]
populated areas of Maine following almost l’État du Maine, en longeant la route U.S. 2. 
U.S.2. It would have a turnpike presently Vous auriez donc une autoroute qui est en 
constructed going down to Boston; it would voie de construction, jusqu’à Boston, et qui 
have a spur off it that would go up to the aurait un embrancehment qui se rendrait 
autoroute near Sherbrooke, P.Q. This com- jusqu’à l’autoroute, près de Sherbrooke, dans 
rnittee feels this is the most practical because le Québec. La commission estime que cela 
it would serve the populated areas of the serait la route la plus pratique, car elle des- 
United States whereas a more northern route servirait une région populeuse des États- 
would be through more of a wilderness area. Unis, alors qu’une route passant plus au nord 
The difference in mileage, we understand, is desservirait une région quasi désertique. La 
insignificant. différence, en milles, est très peu significa

tive, si nous avons bien compris.
The Chairman: Does that answer your 

question, Mr. Corbin?
Mr. Corbin: No, it certainly does not.
Is this project up for immediate considera

tion or is this looked upon as a long-term 
project—and I am talking in terms of 10, 20 
or 30 years?

Mr. Lummis: I think the people in the 
United States who are advocating this say it 
is needed immediately. It has been studied 
recently by a commission in Maine. I do not 
know their findings as yet. I understand they 
are in the process of completing their study 
and part of that is in the study. Does that 
answer your question?

Mr. Corbin: Well, it is a vague answer but 
it answers...

Mr. Lummis: It is not the type of thing 
that is expected to be completed right away, 
if that is what you mean.

Mr. Corbin: Certainly not in 10 years.
Mr. Lummis: No.
Mr. Corbin: In terms of immediate benefit 

to Canada, and we are mainly concerned 
here with New Brunswick and you yourself 
are concerned with Saint John, what can we 
expect from this highway? You have things 
in your brief; you have some conclusions, but 
I do not entirely agree. If you will let me go 
on for a minute, I think it is fine to find 
solutions to your problems in your area of 
the province, in your part of Canada, but at 
the same time you are creating an enormous 
problem along the traditional routes of the 
flow of traffic from the Maritimes to Central 
Canada, and it is along these routes that we 
have hundreds of services which cater to the 
transport industry. What will happen to 
them?

Have you looked at this problem in terms 
of the depressing effect it will have on all

Le président: Est-ce que cela répond à 
votre question, monsieur Corbin?

M. Corbin: Non, certainement pas. Est-ce 
que le projet est à l’étude à l’heure actuelle, 
ou est-ce qu’on estime qu’il s’agit d’un projet 
à long terme, et je parle de dix, vingt ou 
trente ans?

M. Lummis: Je crois que les gens, aux 
États-Unis, qui voudraient voir achever le 
projet disent que cela est nécessaire immé
diatement. Une commission de l’État du 
Maine l’a étudié récemment, mais je ne con
nais pas leurs conclusions. Si j’ai bien com
pris, on est en voie de terminer une étude, et 
une partie de cela se trouve dans cette étude. 
Est-ce que cela répond à votre question?

M. Corbin: C’est une réponse vague, oui, 
mais une réponse...

M. Lummis: Ce n’est pas le genre de chose 
qu’on s’attend de voir terminée immédiate
ment. C’est cela que vous voulez dire?

M. Corbin: Certainement pas dans dix ans.
M. Lummis: Non.
M. Corbin: Sous forme d’avantages immé

diats pour le Canada, ainsi que pour le Nou
veau-Brunswick, et vous-même vous estimez 
que ce serait des avantages pour Saint-Jean, 
que pouvons-nous attendre de cette autorou
te? Vous avez certaines choses dans votre 
mémoire et dans vos conclusions, mais je ne 
suis pas tout à fait d’accord. Si vous me 
permettez de poursuivre pendant une minute 
ou deux, je crois que c’est très bien de vouloir 
trouver des solutions à vos problèmes, dans 
votre région de la province, dans votre partie 
du Canada, mais en même temps vous créez 
un problème énorme le long des routes tardi- 
tionnelles du trafic des Maritimes vers le 
centre du Canada. Et c’est le long de ces 
routes, de ces réseaux, que nous avons des 
centaines de services pour l’industrie des 
transports, qu’est-ce qu’il leur arriverait à 
eux?

Avez-vous songé à ce problème, en fonction 
des résultats déprimants que tout cela aurait
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this area, let us call it from Saint John 
through Edmundston until you get on the 
route to Quebec City to Montreal?

Mr. Lummis: You mean the Trans-Canada 
Highway route?

Mr. Corbin: The Trans-Canada Highway 
route.

Mr. Lummis: The effect it would have? I 
think the traffic continues to grow. I do not 
see this as a project to be completed within 
two or three years. It takes many, many 
years to build this kind of a route, and over 
the long term I do not see it having a tre
mendous detrimental effect with the increase 
in traffic that is occurring.

Mr. Corbin: Perhaps not in 30 years from 
now, but would you not agree that if we were 
to go about constructing such a route, or at 
least our end of it, tomorrow morning and 
have it completed in two years that it would 
certainly be detrimental to the traditional 
routes?

Mr. Lummis: I do not know.

Mr. Corbin: You have not studied the...

Mr. Lummis: We have not studied how it 
would be detrimental. We believe there 
would be many advantages to the Maritimes 
with a shorter route...

Mr. Corbin: To parts of the Maritimes, you
mean?

Mr. Lummis: I think it covers a pretty big
part.

Mr. Corbin: Yes, perhaps, in terms of the 
population it covers, but I would tend to 
conclude that it would mainly benefit the 
southwestern portion of New Brunswick and 
not the Maritimes as a whole, because there 
are other routes and if they were to be 
completed to Trans-Canada Highway stand
ards they would serve the Maritimes equally 
as well as the proposed Maine Corridor route.

The Chairman: Mr. Corbin, I think we are 
running quite a lot behind.

Mr. Corbin: That is all for now.

The Chairman: We are behind our sche
duled time and I would ask the members to 
please be brief, if they can. Mr. Skoberg.

[Interpretation]
pour toute la région de Saint-Jean à 
Edmundston, à Québec, à Montréal?

M. Lummis: Vous voulez dire la route 
Transcanadienne?

M. Corbin: En effet.

M. Lummis: L’effet que cela aura? Je 
pense que le trafic augmente toujours et ce 
projet ne sera pas terminé avant deux ou 
trois ans. Il faut bon nombre d’années pour 
aménager une telle route, et à long terme, je 
ne crois pas que cela soit vraiment nuisible, 
vu l’augmentation de la circulation.

M. Corbin: Peut-être pas dans trente ans, 
mais ne convenez-vous pas que, si vous amé
nagez une telle route, ou du moins notre 
tronçon, dès demain matin, et que vous la 
terminez en deux ans, cela aurait des effets 
nuisibles, disons, pour la route traditionnelle?

M. Lummis: Je n’en sais rien.

M. Corbin: Vous n’avez pas étudié la ...

M. Lummis: Nous n’avons pas étudié 
jusqu’à quel point cela serait nuisible. Nous 
croyons que les avantages seraient nombreux 
pour les Maritimes, avec une route moins 
longue...

M. Corbin: Pour une partie des Maritimes?

M. Lummis: Je pense que cela comprend 
toute une région assez grande.

M. Corbin: Oui, peut-être, pour ce qui est 
de la population, cela comprend une assez 
grande population, mais en ce qui me con
cerne, je serais porté à conclure que cela 
serait à l’avantage essentiellement de la 
région du sud-ouest du Nouveau-Brunswick 
et non pas de l’ensemble des Maritimes, 
parce qu’il y a d’autres routes, et si on devait 
les terminer pour les mettre suivant les nor
mes de la Transcanadienne, elles pourraient 
desservir les Maritimes aussi bien que ce 
projet de route vers le Maine.

Le président: Monsieur Corbin, je pense 
que nous avons dépassé l’heure de la séance.

M. Corbin: C’est tout pour l’instant.
Le président: Nous sommes en retard, et je 

demanderais donc aux membres du Comité 
d’être aussi brefs que possible. Monsieur 
Skoberg.
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Mr. Skoberg: I notice you did suggest that 

it was your opinion that the National Har
bours Board should provide the facilities for 
containerization traffic. In the event that the 
railway companies do not intend running 
unit trains from that harbour should the 
National Harbours Board still provide that 
facility to handle the containers?

Mr. Lummis: We feel that the National 
Harbours Board should provide the facilities. 
They say, “You get the traffic and we will 
provide the facilities,” but it is awful hard to 
get the traffic without the facilities. So, we 
feel that the facilities should be provided so 
that we can attract the traffic.

Mr. Skoberg: In other words, then the 
facilities should be provided at every port by 
the National Harbours Board...

Mr. Lummis: No, not at every port.

Mr. Skoberg: . . . which may use this type 
of traffic. You could use the same argument.

Mr. Lummis: Well, it may. I think we have 
a pretty good argument for utilizing our port. 
I do not think it should be provided to every 
port.

Mr. Skoberg: For the major ports, though, 
that are going to be used by containerization 
traffic, that facility should be provided by the 
National Harbours Board?

Mr. Lummis: We have had projections of 
80 per cent of the traffic. The general traffic 
may be handled in this method and we 
understand that Saint John is the largest 
handler of general traffic on the east coast; it 
handles more general traffic than Halifax. 
Therefore, if general traffic is going to swing 
over to containerization, we should be 
equipped to handle containerization. Other
wise we are going to be left out of a field 
we are normally in and one which we have 
proven we are in a good position to handle.

Mr. Skoberg: Well, regardless of ports, sir, 
do you believe that these facilities should be 
provided at the major ports?

Mr. Lummis: Definitely.

Mr. Skoberg: Have you made any 
representation to the Minister of Transport in 
regard to the airport you are referring to 
and, if so, when did you make it?

Mr. Lummis: No. This concept was devel
oped only in the last few months.

[Interpretation]
M. Skoberg: Je vois que vous avez proposé, 

qu’à votre avis, l’avis du Conseil des ports 
nationaux devrait prévoir des installations 
pour le transport des conteneurs. Si les socié
tés ferroviaires ne prévoient pas un certain 
nombre de trains homogènes à partir de ce 
port, est-ce que le Conseil des ports natio
naux devrait toujours assurer ces services 
pour le transport des conteneurs?

M. Lummis: Nous sommes d’avis que le 
Conseil des ports nationaux devrait fournir 
les installations. Il dit: «vous avez le trafic et 
nous fournirons les installations», mais ce 
doit être assez difficile d’avoir le trafic sans 
les installations. Donc, les installations 
devraient être fournies, pour que nous puis
sions alors encourager le trafic à y venir.

M. Skoberg: Donc, les installations 
devraient être fournies dans tous les ports, 
par le Conseil des ports nationaux...

M. Lummis: Non, pas dans tous les ports.

M. Skoberg: ...qui pourrait avoir un tel 
trafic. Vous pourriez utiliser le même 
argument?

M. Lummis: Peut-être, mais je pense que 
nous avons un assez bon argument à présen
ter pour l’utilisation de notre port. Je ne crois 
pas qu’on doit l’assurer à tous les ports.

M. Skoberg: Dans les principaux ports, si 
on les utilise pour les conteneurs, ces services 
devraient être alors assurés par le Conseil 
des ports nationaux?

M. Lummis: Nous avons prévu 80 p. 100 du 
trafic. Le trafic général peut être fait suivant 
cette méthode, et Saint-Jean, je pense, est le 
principal centre du trafic de la côte est, et il 
y a plus de trafic qu’à Halifax. Donc, si on 
passe au système des conteneurs, on devrait 
être équipé pour le service des conteneurs, 
autrement, nous ne serons pas dans une 
situation favorable.

M. Skoberg: Peu importe les ports, vous 
croyez donc que ces installations devraient 
être fournies aux principaux ports?

M. Lummis: Oui, sûrement.

M. Skoberg: Est-ce que vous avez présenté 
des instances' au ministre des Transports à 
l’égard de cette aérogare dont vous parlez? Si 
oui, quand?

M. Lummis: Non. Ce concept fut mis au 
point au cours des derniers mois seulement.
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The Chairman: Mr. Nowlan.

Mr. Nowlan: Mr. Chairman, my question is 
a single one as to the people who are on the 
scene because I am interested in the compre
hensive brief which covers a multitude of 
interests ranging from the concept of the 
international airport which the witness says 
has been developed in the last two or three 
months to the historic Chignecto Canal which 
has been on the agenda for many years 
before this Committee was ever formed. As 
practical men on the scene, if you had your 
wish, and we had the power, which of these 
many interests would you rank first in your 
list of priorities?

Mr. Lummis: I think in my summary I 
mentioned port facilities first, and the inter
national airport second. This is what the 
Board feels and I am only speaking for the 
policy of the Board.

Mr. Nowlan: So the Maine Corridor and 
the Chignecto Canal come further down the 
list, as far as the Board is concerned?

Mr. Lummis: Yes.

The Chairman: Mr. Pringle.

Mr. Pringle: I notice the statement says 
that the airport at Frederiction cannot be 
expanded. I agree it could not be expanded 
to meet the standards of an international 
airport, but in the interim why could the 
airports at Frederiction or Saint John not be 
expanded to take care of our national air
lines rather than our international so they 
could service cross-Canada flights without 
being deemed to be of a regional nature. 
Then at some time in the future one interna
tional airport might be put in the blueprints.

In other words, an international airport of 
the size that you suggest would require quite 
a heavy 'amount of traffic in order to justify 
it. However, if you state that the airport at 
Fredericton cannot be expanded to meet the 
conditions, you might be in a reasonable 
position here for a number of years, but not 
able to handle the properly classed national 
traffic and thus be dependent on Montreal for 
feeder lines. I just wonder if you have given 
any consideration to that?

Mr. Lummis: Our major premise is that we 
feel that this is something that is going to 
develop and we should really start planning 
ahead. We have taken the present inadequa
cies as we see them or as our committee sees 
them of our present airport facilities and 
have tried to work out some solution that

[ I nterprétation ]
Le président: Monsieur Nowlan.

M. Nowlan: Monsieur le président, il y a 
une question que je voudrais poser aux gens 
qui sont sur place, parce qu’un mémoire 
général comprend un certain nombre d’inté
rêts qui vont du concept de cet aéroport 
international, qui, selon le témoin, a été mis 
au point au cours des deux ou trois derniers 
mois, au canal de Chignectou qui est à l’ordre 
du jour depuis bon nombre d’années, même 
avant que ce comité soit constitué. Alors, je 
me demande, si vous le vouliez et si nous 
pouvions le faire, quels seraient les intérêts 
pour lesquels vous établiriez la première 
priorité?

M. Lummis: Je pense que j’ai parlé des 
aménagements portuaires et ensuite de l’aé
roport international. C’est ce que le Conseil 
croit, et je ne parle qu’au nom de la politique 
du Conseil.

M. Nowlan: Donc, la route du Maine et le 
canal de Chignectou ne sont pas une des 
toutes premières priorités, pour ce qui est du 
Conseil?

M. Lummis: Oui.

Le président: Monsieur Pringle.

M. Pringle: Je vois que dans votre déclara
tion, vous dites que l’aéroport de Fredericton 
ne peut être agrandi. Donc, je conviens qu’on 
ne peut l’agrandir pour répondre aux normes 
d’un aéroport international, mais entre temps, 
pourquoi les aéroports de Fredericton ou de 
Saint-Jean ne seraient-ils pas agrandis pour 
desservir nos lignes aériennes nationales, plu
tôt qu’internationales, pour qu’ainsi, on 
puisse desservir les vols canadiens plutôt que 
d'être simplement de nature régionale? A un 
moment donné, dans l’avenir, un aéroport 
international pourrait être prévu.

En d’autres mots, ce que je vous propose, 
c’est qu’un aéroport international de l’enver
gure proposée exigerait un trafic très intense 
pour que ce soit justifié. Mais, si vous dites 
que l’aéroport de Fredericton ne peut être 
agrandi, pour répondre aux exigences, peut- 
être seriez-vous en mesure, pendant un cer
tain nombre d’années, mais vous ne seriez 
pas équipés pour le trafic national et vous 
devriez compter sur Montréal pour la ligne 
d’alimentation. Est-ce que vous y avez songé?

M. Lummis: Les prémisses, c’est que nous 
avons là une chose qui va se présenter et 
dont nous devrions prévoir la planification 
dès maintenant. Nous tenons compte des 
déficiences actuelles, telles que nous les con
cevons, ou telles que notre Comité les voit, 
des aménagements de notre aéroport actuel,
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might be valid in the years ahead. We have 
tried to get with it now, as it were.

Mr. Pringle: Yes, I agree with that, but I 
just wondered if maybe it was a little over
statement that the airports at Saint John and 
Frederiction could not be expanded in the 
interim to take care of—

Mr. Lummis: I would not have the techni
cal information to answer the question.

The Chairman: A very short question, Mr. 
Allmand?

Mr. Allmand: It deals with this internation
al airport and with respect to the questions 
that Mr. Nesbitt and Mr. Pringle were ask
ing. From looking at your map it would seem 
to me that to make the best use of a large 
airport it should be located somewhere in the 
area of Sussex because I think with good 
roads it would be less than an hour from 
Moncton, Frederiction and Saint John. I 
wonder if you have given thought to that 
because the proposed international airport, 
for example, around Montreal could be 80 
miles from the city, but that is only about an 
hour with good roads—an hour, more or less. 
How far would Sussex be respectively from 
Moncton, Saint John and Fredericton?

Mr. Lummis: It is about 80 miles from 
Fredericton, I think, and about 45 miles from 
Saint John.

Mr. Allmand: And how far from Moncton?

Mr. Lummis: About 45, say, from Moncton.

Mr. Allmand: Because your proposal to put 
an international airport merely to serve 
Fredericton...

Mr. Lummis: We are proposing a technical 
study to look into this situation.

Mr. Allmand: I see.

Mr. Lumm hey will come up with
some assessment like that...

An hon. Member: If we are going to try to 
cover this brief before noon.

The Chairman: This finishes the question
ing on this brief. I want to thank the two 
gentlemen, Mr. Crosby and Mr. Lummis, for 
their co-operation.

Our next brief will be presented by Mr. K. 
C. Irving from Irving Oil. Mr. Irving will 
you step forward, please? I think you all

[Interpretation]
et nous essayons de 'trouver des solutions 
valables pour les années à venir, et nous 
essayons de voir ce qui en est maintenant.

M. Pringle: J’en conviens, mais est-ce que 
ce n’était pas un peu trop que de dire que les 
aéroports de Frederiction et de Saint-Jean ne 
pourraient pas être agrandis entre-temps, 
pour...

M. Lummis: Je n’ai pas les renseignements 
et les données techniques pour répondre à 
cette question.

Le président: Une question très brève, 
monsieur Allmand?

M. Allmand: Pour ce qui est de cet aéro
port international, à l’égard des questions 
posées par M. Nesbitt et M. Pringle, en 
voyant la carte du Nouveau-Brunswick, il me 
semble que pour mieux utiliser un grand 
aéroport, ce serait plutôt dans la région de 
Sussex qu’on devrait l’aménager, car, s’il y 
avait d’excellentes routes, cela prendrait 
moins d’une heure pour venir de Moncton, de 
Saint-Jean et de Fredericton. Y avez-vous 
songé, parce qu’un aéroport international, 
disons près de Montréal, se trouvera peut- 
être à 80 milles de la ville, mais ce n’est qu’à 
une heure avec une excellente route, une 
heure plus ou moins. Alors, Sussex se trouve 
à combien de milles de Moncton, de Saint- 
Jean et de Fredericton?

M. Lummis: A environ 80 milles de Frede
ricton, et 45 milles de Saint-Jean.

M. Allmand: Et de Moncton?

M. Lummis: Environ 45 milles peut-être.

M. Allmand: Votre proposition visant à 
aménager un aéroport international simple
ment pour desservir Fredericton...

M. Lummis: Nous proposons qu’on fasse 
une étude technique de la situation.

M. Allmand: Je vois.

M. Lummis: Si on faisait une telle 
évaluation...

Une voix: ...si nous voulons finir l’étude 
de ce mémoire avant midi.

Le président: Nous terminons la période 
des questions, et je désire remercier les deux 
témoins, MM. Crosby et Lummis, pour leur 
bonne collaboration.

Le prochain mémoire sera celui de M. K. C. 
Irving, de Irving Oil. Monsieur Irving, 
voulez-vous avancer, s’il vous plaît?

ZZ
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received a copy of the brief from Irving Oil 
this morning. I have on my immediate right 
Mr. K. C. Irving; next to him is another Mr. 
Irving—Mr. A. L. Irving—and then Mr. G. B. 
Lawson. I will ask Mr. K. C. Irving to read 
his brief

Mr. Nesbitt: On a point of order.

The Chairman: Yes.

Mr. Nesbitt: I wonder Mr. Chairman, since 
Mr. Irving has a rather extensive brief—I 
know most of the members of the Committee 
would be very interested in hearing his 
observations—:f he could present the brief 
now and in view of the time—I know he is a 
very busy man—perhaps he could come back 
to us after lunch to answer questions because 
I imagine there will be quite a few questions.

The Chairman: If Mr. Irving could give us 
a short summary of his brief—we still have 
about 25 minutes—I believe we could take an 
extra 5 or 10 minutes. I might as well tell 
you now that we have an invitation to a 
reception and luncheon at the hotel at 12.45.
I know I might be a little hard on you 
fellows, but we are a little behind in our 
schedule and if we want to stick to our 
schedule I think we should keep going.

An hon. Member: Mr. Chairman, perhaps 
during the lunch hour we could read the 
brief.

An hon. Member: That is right.

An hon. Member: If we hear Mr. Irving 
now, we could study the brief during the 
lunch hour.

The Chairman: We will start by having 
Mr. Irving read his brief and we will see 
how it goes.

Mr. K. C. Irving (Chief Executive Officer. 
Irving Oil Limited): Gentlemen, I appreciate 
this opportunity to appear before you as a 
follow-up to my letter of February 12th. Fol
lowing the pattern that has been suggested 
by the Chairman, I would like to ask Mr. 
Lawson to read an outline of my views.

Mr. G. B. Lawson (Assistant to the Presi
dent, Irving Oil Limited): Mr. Chairman and 
gentlemen, in my letter of February 12, 1969, 
suggesting I would be prepared to appear 
before this sitting of the Standing Committee 
on Transport and Communications of the 
House of Commons, I made reference to the

[Interprétation]
Je pense que vous avez tous reçu, ce matin 

un exemplaire du mémoire de Irving Oil. A 
ma droite, se trouve M. K. C. Irving, puis un 
autre M. Irving—M. A. L. Irving—et M. G. B. 
Lawson. Je demanderai à M. K. C. Irving de 
nous donner lecture de son mémoire.

M. Nesbitt: J’invoque le Règlement.

Le président: Oui.

M. Nesbitt: Monsieur le président, je vois 
que le mémoire de M. K. C. Irving est assez 
long et nous sommes tous intéressés à enten
dre ce qu’il a à dire, alors, je me demandais 
si M. K. C. Irving ne pourrait pas présenter 
son mémoire dès maintenant, vu l’heure. Je 
sais que c’est un homme très occupé; peut- 
être pourrait-il revenir après déjeuner pour 
répondre à nos questions, parce que j’imagine 
que nous aurons beaucoup de questions à lui 
poser.

Le président: Peut-être pourrait-il nous 
donner un résumé de son mémoire. Nous 
avons encore à peu près 25 minutes à notre 
disposition. On pourrait prendre 5 ou 10 
minutes de plus, parce que notre déjeuner, 
peut-être aussi bien vous dire, nous avons été 
invités à déjeuner à l’hôtel à 12 h. 45. J’insiste 
peut-être un peu trop, mais nous sommes un 
peu en arrière sur l’horaire prévu; il nous 
faudra donc nous en tenir à l’emploi du 
temps.

Une voix: Monsieur le président, pendant 
l’heure du déjeuner, nous pourrions peut-être 
lire le mémoire.

Une autre voix: En effet.

Une autre voix: Si nous pouvions entendre 
M. Irving, dès maintenant, nous pourrions 
étudier le mémoire pendant le déjeuner.

Le président: Nous entendrons tout d’abord 
M. Irving, puis nous verrons.

M. K. C. Irving (Directeur général, Irving
Oil Limited): Messieurs, j’apprécie beaucoup 
l’occasion qui m’est fournie de comparaître 
ici, à la suite de la lettre que je vous ai fait 
parvenir le 12 février. A la suite aussi de la 
présentation proposée par le président, je 
voudrais demander à M. Lawson de vous 
donner lecture d’un aperçu de mon mémoire.

M. G. B. Lawson (Adjoint au président, 
Irving Oil Limited): Monsieur le président, 
Messieurs, dans la lettre que je vous ai 
adressée le 12 février 1969, dans laquelle je 
disais être prêt à comparaître à cette séance 
du comité permanent des Transports et des 
Communications de la Chambre des eommu-



298 Transport and Communications February 17. 1969

[Text]
desirability of incentive rates to encourage 
industrial development and there is also ref
erence to the need for the greatest possible 
degree of co-operation between the two rail
ways in the use of existing lines and equip
ment. I appreciate very much the opportuni
ty of appearing before you today to expand 
on these points.

I would also like to explain in some detail 
my concern about what I term as unfair com
petition and the possibility of unfair com
petition. It is also my intention to draw 
certain problems which I believe must be a 
result of the terms of reference given to top 
management...

An hon. Member: Could you read a little 
more slowly?

Mr. Lawson: Certainly, I will slow down 
for the benefit of the translators. It is also 
my intention to draw your attention to cer
tain problems which I believe must be a 
result of the terms of reference given to top 
management of the Canadian National Rail
ways in the Atlantic region.

Before exploring these matters more fully, 
I would like to say that a detailed brief on 
transportation and related economic problems 
had been prepared last year and it had been 
my hope to present this information to your 
predecessor Committee in April 1968. Various 
matters have changed since that time, but I 
believe the summary of that brief still is 
applicable and I leave copies of this sum
mary with you.

In that summary I would like to draw 
your attention specifically to item number 5 
with reference to the designated area under 
the government’s Industrial Incentives Pro
gram. If I have correctly interpreted the 
recent statement of the Hon. Jean Marchand, 
the government now is prepared to adopt and 
support the growth-centre principle which 
presumably will encourage development in 
major centres. This, in my view, is the role 
the government should be playing and we 
are encouraged by the Minister’s proposal.

In dealing with some of the transportation 
problems of the Atlantic Provinces, it is quite 
possible my remarks might be considered as 
a reflection on management personnel, espe
cially management personnel of the Canadian 
National Railways. This is not my intention.

[Interpretation]
nés, je vous ai parlé du fait qu’il serait 
souhaitable d’avoir des taux, afin d’encoura
ger le développement industriel; on y parle 
aussi de la nécessité d’avoir toute la collabo
ration voulue entre les deux chemins de fer 
dans l’utilisation des lignes actuelles et de 
l’équipement. J’apprécie beaucoup l’occasion 
qui nous est fournie de comparaître ici afin 
d’élaborer sur ces deux points.

Je voudrais aussi vous expliquer en détail 
la préoccupation que je ressens quant à cette 
concurrence injuste qui nous vient et aussi à 
cette possibilité de concurrence injuste. J’ai 
aussi l’intention de vous signaler certains 
problèmes qui, à notre avis, doivent être le 
résultat du mandat qui fut donné à la haute 
administration. .

Une voix: Pourriez-vous lire un peu plus 
lentement?

M. Lawson: Oui, je vais ralentir pour les 
interprètes. J’ai aussi l’intention de vous 
signaler certains des problèmes qui, à mon 
avis, sont le résultat du mandat qui fut 
donné à la haute administration du National- 
Canadien dans la région de l’Atlantique.

Mais avant d’explorer toutes ces questions 
plus en détail, je voudrais vous dire qu’un 
mémoire détaillé sur les transports et autres 
problèmes économiques connexes, avait été 
rédigé la semaine dernière et j’osais espérer 
pouvoir vous donner ces renseignements au 
comité qui vous a précédés au mois d’avril 
1968. Différentes questions sont modifiées 
depuis lors, mais je pense qu’un résumé de 
ce mémoire vaut toujours et je vous laisse 
copie de ce résumé.

Dans ce résumé, je voudrais particulière
ment vous signaler le point numéro 5, ayant 
trait aux régions désignées relevant du pro
gramme d’encouragement industriel du gou
vernement. Si j’ai bien interprété la déclara
tion faite récemment par l’honorable Jean 
Marchand, le gouvernement est maintenant 
prêt à adopter et à appuyer le principe du 
centre de croissance qui encouragerait les 
développements principaux dans les grands 
centres. Cela, à mon avis, est le rôle du 
gouvernement et le rôle qu’il doit assumer et 
nous sommes vraiment encouragés à la suite 
de cette proposition du ministre.

En traitant de certains des problèmes de 
transport des provinces de l’Atlantique, il est 
possible que les observations que je vous 
fasse soient considérées comme étant une ré
flexion sur l’administration du personnel, tout 
particulièrement en ce qui a trait au Natio-
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[Texte]
The CNR has excellent people in the Atlantic 
region now and has had excellent people in 
the past.

I do feel they have been handicapped by 
top level policy, a policy which I have found 
very difficult to understand and much more 
difficult to justify. This policy often appears 
to be designed to cut the price to any level to 
force out competition and presumably the 
policy also dictates that losses should be 
recouped by charging all the traffic will bear 
in areas where there is no direct competition.

It is necessary for me to go back to 1932 to 
tell you of my early experience with this 
policy and how it was put into effect. In 1932 
following an increase in rates, I sought from 
the CNR rates which would make it practical 
for our company to continue to deliver oil 
products by rail to these affected areas. The 
rates quoted were not acceptable. We argued 
in Moncton for the better part of two years 
and throughout these discussions I made it 
clear to the CNR that I would be forced to go 
to coastal tanker delivery unless the rates 
were re-adjusted.

In 1934 I was told to go to water transpor
tation. In July of that year I bought a tanker 
in Scotland and put it into operation in the 
fall of 1934. During 1934, 1935 and 1936 our 
company built numerous water terminals and 
purchased equipment to facilitate delivery by 
coastal tanker.

In 1937 I was confronted by the CNR 
officials—fine gentlemen and some of them 
even personal friends—who told me I should 
withdraw the tanker from service. This was 
no veiled threat by the CNR, it was simply 
an outright statement. If I did not remove 
the tanker, the CNR said, it would cut its 
rates so drastically that my competitors 
would have an advantage over me in every 
community where I was shipping by coastal 
tanker.

When I refused to take off the tanker 
service which the CNR had forced me into in 
the first place, the CNR fulfilled its threat 
and cut freight rate charges to all competi
tive points by amounts ranging from 28 to 45

[Interprétation]
nal-Canadien. Telle n’est pas mon intention. 
Le National-Canadien a une excellente admi
nistration dans la région de l’Atlantique. 
Maintenant, il y a eu d’excellentes représen
tations par le passé.

Mais plutôt, je crois qu’il y ait eu un 
handicap par la politique de la haute admi
nistration, politique qui éprouve beaucoup de 
difficulté à comprendre et, encore plus, à jus
tifier. Bien souvent, cette politique semble 
être conçue pour couper les prix à tout 
niveau afin de faire disparaître toute concur
rence et alors, cette politique dit que les 
pertes doivent être récupérées en cherchant 
toute la circulation qui peut se faire dans les 
régions où il n’y a pas de concurrence 
directe.

Je dois donc me reporter à l’année 1932 
pour vous faire part de mes premières expé
riences face à cette politique et la façon dont 
elle fut mise en vigueur. En 1932, à la suite 
d’une augmentation des taux, j’ai demandé 
au National-Canadien des taux qui nous 
permettraient de toujours faire la livraison 
des produits pétroliers par le transport 
ferroviaire dans ces régions affectées. 
Mais les taux cités n’étaient pas acceptés. 
Mais pendant deux ans, nous avons pré
tendu, au cours de ces négociations et de 
ces pourparlers, ce que j’ai établi bien claire
ment auprès du National-Canadien, que je 
devais avoir recours aux services de pétro- 
liers-côtiers, à moins qu’on ne fasse un rajus
tement des taux.

En 1934, on m’a dit: alors, utilisez le trans
port maritime. Au mois de juillet de la même 
année, j’ai acheté un pétrolier en Écosse et je 
l’ai mis en opération en automne 1934. Pen
dant les années 1934, 1935 et 1936, notre 
société a construit plusieurs terminus mariti
mes et a acheté de l’équipement afin de faci
liter la livraison par pétrolier-côtier.

En 1937, je fus confronté par les hauts 
fonctionnaires du National-Canadien, d’excel
lents représentants et même des amis person
nels, qui m’ont dit que je devrais retirer ce 
pétrolier du service. Ce n’était pas une 
menace voilée du National-Canadien, mais 
c’était seulement une déclaration en bonne et 
due forme. Si je ne retirais pas le pétrolier, le 
National-Canadien disait qu’il ferait une telle 
coupure de ses taux que mes concurrents 
seraient dans une situation avantageuse dans 
toute collectivité où je faisais la livraison par 
pétrolier-côtier.

Lorsque j’ai refusé de retirer ces services 
vers lequel le National-Canadien m’avait 
poussé d’abord, le National-Canadien a donc 
réalisé ses promesses en coupant tous les 
taux dans les proportions allant de 28 à 45 p.



300 Transport and Communications February 17, 1969

[Text]
per cent. I will leave for your examination 
copies of the freight rate charges showing 
exactly what was done.

Incidentally, gentlemen, in connection with 
the references to material that will be left 
with you, you will find it all at the back of 
the brief as an appendage.

Admittedly, the period of 1932-1937 is a 
long time ago; that was the policy of the 
CNR then. As you can see it was a tough, 
even vicious, policy. My concern is whether 
that policy or any part of it remains in effect 
today.

I would like to summarize some details we 
have prepared in connection with transporta
tion costs of chlorine, caustic and wood prod
ucts. I will give you copies containing more 
details and I would commend this material to 
your study. I am sure you will be able to 
form your own conclusions.

First, let me refer to the freight charges 
for bringing chlorine from Shawinigan to 
West Saint John and the rates for movement 
from Shawinigan to Port Hawkesbury. It is 
535 miles from Shawinigan to West Saint 
John and 760 miles from Shawinigan to Port 
Hawkesbury. The rates I am going to quote 
are for 100 pounds.

In December 1960 the Shawinigan to West 
Saint John rate was $1.26 and had been for 
some considerable time. In October 1961 we 
learned that a rate had been established from 
Shawinigan to Port Hawkesbury at 86 cents. 
We naturally asked for a rate comparable 
which, in effect, should have been lower 
because of the shorter haul. We were 
refused. Finally in February 1962 we were 
able to negotiate a rate of $1.04. Port 
Hawkesbury continued to enjoy its 86 cent 
rate. It was not until February 1963 that we 
were able to get the same 86 cent rate even 
though the haul was more than 200 miles 
shorter. In January 1967, the rates to Saint 
John and to Port Hawkesbury were 
increased to 95 cents. Our current ton-mile 
rate is 3.5 cents while Port Hawkesbury 
enjoys a 2.5 cent per ton-mile rate.

While we have not used the service, in 
April 1968 we were quoted a 63 cent rate 
from Dalhousie to West Saint John involving 
a haul of 269 miles. The Dalhousie-Port 
Hawkesbury rate in 1963 was 45 cents and in 
1967 it was 50 cents, covering a haul of 429 
miles. The current ton-mile rate would be 
4.7 cents to Saint John and 2.3 to Port 
Hawkesbury.

[Interpretation]
100. Je vous laisse donc, pour fin d’étude, 
copie des taux afin de vous montrer ce qui 
s’y fait.

En passant, Messieurs, pour ce qui est des 
données que nous vous laisserons, vous les 
trouverez en annexe à la fin du mémoire.

A la fin de la période de 1932 à 1937, soit il 
y a bon nombre d’années, ce fut là la politi
que du National-Canadien. Comme vous pou
vez le voir, c’était une politique vicieuse, très 
dure; et ma préoccupation est de voir si cette 
politique ou partie de cette politique est tou
jours en vigueur de nos jours. Je voudrais 
donc vous résumer certains des détails que 
nous avons préparés à l’égard des coûts de 
transport du chlore, du caustique et des pro
duits forestiers. Je vous fournirai copie con
tenant plus de détails et je vous demanderais 
de bien vouloir étudier toutes ces données. Je 
suis sûr que vous serez en mesure de tirer 
vos propres conclusions.

Tout d’abord, permettez-moi de vous parler 
du tarif pour le transport du chlore, de Sha
winigan à Saint-Jean ouest, et du taux de 
transport de Shawinigan à Port Hawkesbury. 
Il y a 535 milles de Shawinigan à Saint-Jean 
ouest, et 760 milles de Shawinigan à Port 
Hawkesbury. Les taux que je vais vous citer 
sont pour les 100 livres.

Au mois de décembre 1960, le transport de 
Shawinigan à Saint-Jean ouest avait un taux 
de $1.26, et depuis assez longtemps. Au mois 
d’octobre 1961, nous avons appris qu’un taux 
avait été prévu pour Shawinigan à Port 
Hawkesbury et il était de $0.86. Donc, nous 
avons demandé un taux comparable et qui 
aurait pu être inférieur, vu la distance plus 
courte. Ce qu’on nous a refusé. Enfin, au 
mois de février 1962, nous avons été en 
mesure de négocier un taux de $1.04. Port 
Hawkesbury a toujours eu ce taux de $0.86. 
Ce n’est qu’au mois de février 1963 que nous 
avons été en mesure d’obtenir le même taux 
de $0.86, bien que le parcours soit de plus de 
200 milles plus court. Au mois de janvier 
1967, les taux de Saint-Jean à Port Hawkes
bury ont connu une augmentation et ont été 
portés à $0.95. Le taux courant de la tonne- 
mille est de 3.5 cents, alors que Port Hawkes
bury a un taux de 2.5 cents par tonne-mille.

Alors, que nous n’avons pas eu recours à 
ce service, au mois d’avril, 1968, on nous a 
donné un taux de $0.63 à partir de Dalhousie 
à Saint-Jean ouest, sur un parcours de 269 
milles. De Dalhousie à Port Hawkesbury, le 
taux, en 1963, était de $0.45 et, en 1967, il 
était de $0.50 pour un parcours de 429 milles. 
Le taux courant de la tonne-mille serait de 
4.7 cents à Saint-Jean et de 2.3 cents à Port 
Hawkesbury.
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[Texte]
Costs for caustic transportation from 

Shawinigan were equally disturbing and 
unrealistic from our point of view. In 1961 
we had a rate of 57 cents and in August 1961 
a rate of 43 cents was established for Port 
Hawkesbury. In 1967 our rate was increased 
to 63 cents while rates of 47 cents and 52 
cents, depending on the size of the railcars, 
were established for Port Hawkesbury. In 
August 1968 a rate of 44 cents was estab
lished for Port Hawkesbury by using 190,000 
pound cars. In August 1968 there was no 
applicable rate for Shawinigan to West Saint 
John because by that time we had been 
forced to obtain our caustic from other 
sources and by other means of transportation.

I would like to bring to your attention the 
rail rates for pulp transported from Saint 
John to New Milford, Conn., a distance of 
810 miles compared to a rate for pulp trans
ported from Abercrombie, N.S. to Chester, 
Pa., a distance of 1,720 miles. The current 
rate on the shorter haul from Saint John 
to New Milford is $8.56 per ton or $1.05 
cents per ton-mile. The rate on Abercrombie- 
Chester haul is $8.63 per ton or .68 cents per 
ton-mile. It is quite possible that someone 
will have an explanation for this policy and 
for these rates, but quite frankly, gentlemen, 
both the policy and the rates are beyond our 
understanding.

I have referred to the need for greater 
co-operation by the railways within the 
Province of New Brunswick and I have sug
gested that more time and energy should be 
devoted to creating incentive rates to encour
age industrial development.

I think our experience in the movement of 
wood chips is pertinent to your study. The 
most direct CNR route for the movement of 
chips from Veneer is via St. Leonard, McGiv- 
ney, Fredericton to Saint John, a distance of 
248.2 miles. The most direct route via CNR to 
St. Leonard via CPR to Saint John via Fred
ericton, is a distance of 229.2 miles. The 
all-CNR route being used is via Moncton, a 
distance of 315.5 miles. The ton-mile rate is 
1.06 cents using the shortest all-CNR route, 
but the CNR travels an extra 67 miles on its 
own lines and, as you can see, there would 
be a saving of approximately 86 miles if the 
cars were moved over a combination of CNR 
and CPR lines.

[Interprétation]
Le coût pour le transport du caustique de 

Shawinigan était tout aussi inquiétant et 
irréaliste, à notre avis. En 1961, nous avions 
un taux de $0.57 et au mois d’août 1961, un 
taux de $0.43 fut établi pour Port Hawkes
bury. En 1967, notre taux fut porté à $0.63, 
alors que les taux de $0.47 et de $0.52, sui
vant les wagons, furent établis pour Port 
Hawkesbury. Au mois d’août 1968, un taux 
de $0.44 fut établi pour Port Hawkesbury en 
utilisant des wagons de 190,000 livres. Au 
mois d’août 1968, il n’y avait pas de taux 
valable pour Shawinigan à Saint-Jean ouest, 
parce qu’alors, nous aurions dû obtenir notre 
caustique d’autres sources et en vertu d’au
tres moyens de transport.

Je voudrais vous signaler le taux ferro
viaire pour le transport de la pâte à papier à 
partir de Saint-Jean à New Milford, Connec
ticut, soit un parcours de 810 milles, compa
rativement au taux pour le transport du 
même produit de Abercrombie, Nouvelle- 
Écosse, à Chester, Pennsylvanie, soit un 
parcours de 1,270 milles. Le taux pour le 
parcours moins long de Saint-Jean à New 
Milford est de $8.56 la tonne ou 1.05 cent par 
tonne-mille. Le taux pour le parcours de 
Abercrombie à Chester est de $8.63 la tonne 
ou de .68 cent par tonne-mille. Il est donc 
possible que quelqu’un puisse expliquer cette 
politique et ces taux mais, sincèrement, Mes
sieurs, cette politique et ces taux, nous ne 
parvenons pas vraiment à les comprendre.

Je vous ai parlé de la nécessité d’avoir une 
plus ample collaboration des services ferro
viaires dans la province du Nouveau-Bruns
wick, et je vous ai dit qu’on devait consa
crer plus de temps et d’énergie afin de créer 
des taux plus encourageants, afin d’entraîner 
un développement industriel plus grand.

Je crois que notre expérience pour le 
transport des copeaux de bois est très perti
nente à l’égard de votre étude. Le parcours le 
plus direct par le National-Canadien, à partir 
de Veneer, via Saint-Léonard, McGivney, 
Fredericton, Saint-Jean, ce qui fait un par
cours de 248.2 milles. Le parcours le plus 
direct par le National-Canadien à Saint-Léo
nard, par le CPR, à Saint-Jean, par Frederic
ton, donne un parcours de 229.2 milles. La 
route qui fait exclusivement partie du Natio
nal-Canadien se fait par Moncton, soit un 
parcours de 315.5 milles. Le taux tonne-mille 
est de 1.06 cent, utilisant la route la plus 
courte du National-Canadien, mais le Natio
nal-Canadien parcourt 67 milles additionnels 
le long de sa propre ligne, et comme vous 
pouvez voir, on pourrait gagner environ 86 
milles si les wagons utilisaient les lignes du 
National-Canadien et du Pacifique-Canadien.

29690—8
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[Text]
A similar situation is in existence on ship

ments from Deersdale to Saint John and I 
will give you copies of a report containing 
details on these routes. That, again, is in the 
appendix to this material, gentlemen.

There are examples in Canada today of 
unusual and even historic co-operation with 
industry in order to provide highly attractive 
transportation rates. For instance, it is my 
understanding that the Pacific Great Eastern 
Railway owned by the British Columbia 
Government follows a freight rate policy to 
promote development of the interior of Brit
ish Columbia. Accordingly, pulp mills located 
at any point along this line pay the same 
freight rate on shipments to tidewater at 
Vancouver. The Pacific Great Eastern deliv
ers wood chips from 75 to 150 miles from the 
mill at a flat rate of $2.31 per unit of chips 
containing approximately 100 cubic feet of 
solid wood. This represents a rate ranging 
from .56 cents to .64 cents per ton-mile on a 
150 mile haul.

In New Brunswick the cost of shipping 
wood chips from Deersdale to Saint John via 
the shortest all-CN route would be $1.75 per 
ton-mile. The most direct available route 
from Deersdale to Saint John on CNR lines is 
148.1 miles while the most direct rail route 
using CN and CP lines is 131.3 miles. The 
route used via Moncton is 215.4 miles.

However, perhaps the most notable exam
ple of co-operation is that which has made 
possible a rebirth of the coal industry in 
Alberta and shipment to British Columbia for 
trans shipment through the soon-to-be-estab- 
lished super port at Roberts Bank to Japan. 
It is my understanding that special railcars 
have been designed and are being built for 
this very purpose and it is also my under
standing that the CPR freight rate for coal of 
$5.00 per ton was considered $1.50 per ton 
too high for the Japanese steel makers. There 
were negotiations which led to the establish
ment of a $3.50 rate. This apparently is 
equivalent to .5 cents per ton-mile. Jack L. 
Ashley, President of Kaiser Steel, described 
the rate as historic. In this section of Canada 
I think we would describe it as unbelievable.

In my view this is co-operation and incen
tive at their best. Is there any reason why 
the same type of co-operation and the same 
degree of incentive for industry cannot be 
afforded on the east coast of Canada? Is it

[Interpretation]
Une situation analogue se présente pour les 

expéditions à partir de Deersdale à Saint- 
Jean, et je vous fournirai copie des rapports 
qui vous donnent le détail de ces routes. Une 
fois de plus, cela se trouve en annexe à ce 
mémoire.

Il y a des exemples au Canada, aujour
d’hui, de cette collaboration sur le plan histo
rique avec l’industrie, afin d’assurer des taux 
de transport vraiment intéressants. Ainsi, si 
je comprends bien, le Pacific Great Eastern 
Railway, propriété du gouvernement de la 
Colombie-Britannique, a suivi une politique 
du tarif ferroviaire afin d’encourager le déve
loppement de l’intérieur de la Colombie-Bri
tannique. En conséquence, les usines de pâte 
à papier qui sont le long de cette ligne paient 
le même taux pour les expéditions à Vancou
ver. Le Pacific Great Eastern Railway fait 
l’expédition des copeaux à partir d’une dis
tance de 75 à 150 milles de l’usine, à un taux 
fixe de $2.31 l’unité, contenant environ 100 
pieds cubes de bois solide, ce qui représente 
un taux allant de .56 cent à .64 cent la 
tonne-mille, pour un parcours de 150 milles.

Au Nouveau-Brunswick, l’expédition des 
copeaux de bois de Deersdale à Saint-Jean 
par la route la plus courte du National-Cana- 
dien serait de $1.75 la tonne-mille. La route 
la plus directe disponible de Deersdale à 
Saint-John par la ligne du CNR est de 148.1 
milles, alors que la route la plus directe par 
rail, utilisant les lignes du National et du 
Pacifique-Canadien, est de 131.3 milles. La 
route utilisant le parcours par Moncton est 
de 215.4 milles.

Mais le meilleur exemple de collaboration 
est peut-être celui qui a donné lieu à la 
renaissance de l’industrie des charbonnages 
de l’Alberta et de leur expédition vers la 
Colombie-Britannique, une grosse expédition 
à la suite de l’aménagement du port de 
Roberts Bank, vers le Japon. Des wagons 
spéciaux ont été conçus et sont en construc
tion à cette fin. Si je comprends bien, le taux 
de transport du Pacifique-Canadien pour le 
charbon est de $5.00 la tonne et fut considéré 
comme étant de $1.50 trop élevé, par les 
fabricants d’acier japonais. On a négocié, ce 
qui a donné lieu à l’tablissement d’un taux 
de $3.50 ce qui représente .5 cent la tonne- 
mille. M. Jack L. Ashley, président de Kaiser 
Steel, a dit qu’il s’agissait là d’un taux vrai
ment historique. Dans cette région du Canada 
je pense que nous dirions que c'est à peu 
près incroyable.

Mais, à mon avis, il s’agit là d’un encoura
gement, et d’une collaboration vraiment 
excellente. Alors, pourquoi ne pas avoir ce 
même genre de collaboration et d’encourage
ment pour l’industrie le long du littoral est
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[Texte]
not reasonable that we should expect in this 
economically depressed section of Canada the 
same type of imaginative thinking and the 
same beneficial rates which have been made 
available to the resource-rich provinces of 
Alberta and British Columbia, not to mention 
the Japanese steel makers.

The Chairman: I want to thank you for the 
comments on your brief. Mr. Skoberg.

Mr. Skoberg: Mr. Chairman, it is 12.30. Do 
you want to start the questioning now?

The Chairman: One moment, please. May I 
have a little order, please. What is your point 
of order?

Mr. Rock: Mr. Chairman, I believe a brief 
like this does not have much relevance with 
what we are here for except that this brief— 
just a minute. Now, wait...

The Chairman: Order.

Mr. Rock: ...is basically a complaint on 
rates and rates are supposed to be settled by 
the Canadian Transport Commission. Well, 
they are supposed to be.

An hon. Member: What are we here for?

Mr. Rock: This Committee is here for a 
different purpose completely. We are not 
here to discuss the rates themselves.

The Chairman: Make your point of order, 
Mr. Rock.

Mr. Rock: Mr. Chairman, we can do noth
ing about the rates themselves. When anyone 
has a complaint about the rates he is sup
posed to make a submission to the Canadian 
Transport Commission and the matter is set
tled there.

Mr. Horner: Mr. Chairman, if I may speak 
on the point of order? This brief is right to 
the core of the problems that the Maritimes 
are faced with in the application of Bill 
C-231. I say this brief is right to the core of 
the problem.

The Chairman: Gentlemen, I think this is 
the time to adjourn until after lunch. Just a 
minute please, before we adjourn, Mr. Craig 
and Mr. Dickson from the Maritimes Trans
portation Commission will be with us this 
afternoon to observe our proceedings. Do not 
forget we resume at 2.00 o’clock.

[Interprétation]
du Canada? Est-ce qu’on ne peut pas aussi 
s’attendre dans cette région de marasme éco
nomique d’avoir la même imagination créa
trice et les mêmes taux bénéfiques qui ont été 
mis à la disposition des provinces riches en 
ressources que sont l’Alberta, la Colombie- 
Britannique, pour ne pas mentionner les 
fabricants d’acier japonais.

Le président: Je désire vous remercier 
pour votre mémoire. Monsieur Skoberg.

M. Skoberg: Monsieur le président, il est 
midi et demi. Voulez-vous commercer l’inter
rogatoire dès maintenant?

Le président: Un instant, s’il vous plaît. Un 
peu d’ordre s’il vous plaît. Quel est votre 
rappel au Règlement?

M. Rock: Monsieur le président, je crois 
que ce mémoire n’a vraiment pas trait à la 
raison d’être de notre réunion ici. Non... un 
instant s’il vous plaît...

Le président: A l’ordre.

M. Rock: Il s’agit, au fond, d’une plainte 
sur les taux, et les taux sont censés être 
établis par la Commission canadienne des 
transports. Us sont censés l’être.

Une voix: Pourquoi sommes-nous ici?

M. Rock: En fait, notre Comité a des objets 
tout à fait différents, nous ne sommes pas ici 
pour discuter les taux mêmes.

Le président: Faites votre rappel au Règle
ment, monsieur Rock.

M. Rock: Monsieur le président, nous ne 
pouvons rien faire au sujet des taux eux- 
mêmes. Lorsque quelqu’un a une plainte à 
faire au sujet des taux, il est censé la faire 
auprès de la Commission canadienne des 
transports et c'est là que la question est 
réglée.

M. Horner: Monsieur le président, puis-je 
dire quelque chose au sujet de ce rappel au 
Règlement? Ce mémoire touche à la racine 
même du problème des transports auquel 
font face les provinces de l’Atlantique pour 
ce qui est de l’application du Bill C-231.

Le président: Messieurs, je crois que le 
temps est venu de lever la séance; nous 
reviendrons après le déjeuner. Un instant, s’il 
vous plaît. Avant de lever la séance, M. Craig 
et M. Dickson, de la Commission des trans
ports des Maritimes, assisteront à la séance 
de cet après-midi, à titre d’observateurs. 
N’oubliez pas que la séance reprend à 14 
heures.

29690—61
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[Text]
AFTERNOON SITTING

The Chairman: Gentlemen, I understand 
that you would like a little more information 
on Mr. Irving’s brief, so I would ask that he 
read the summary of it.

Mr. Rock: Mr. Chairman, before you do 
that and in reference to my earlier point of 
order...

The Chairman: Order, please. I do not 
think I recognized your point of order, Mr. 
Rock.

Mr. Rock: It is actually against my princi
ples to be restricted in any way.

Mr. K. C. Irving: Mr. Chairman, may I ask 
Mr. Lawson to read the summary of the brief 
that we proposed submitting last April.

Mr. G. B. Lawson: This is a summary of the 
brief prepared for submission to the Standing 
Committee on Transportation and Communi
cations of the House of Commons dated April 
26, 1968. Most of the points set out here 
remain appropriate today. You will recognize 
that since April, 1968, there have been some 
changes. In any event, these remain Mr. Irv
ing’s views.

1. Freight Rates. The Atlantic Provinces 
are entitled to freight rates which will enable 
manufacturers to operate within the province 
and to reach the markets of central Canada 
at a competitive price. Freight rate adjust
ments alone will not solve our economic 
problems. These problems are tied to federal 
transportation, monetary and tariff policies.

2. Railway Co-operation. There should be 
much more co-operation between the two 
rialways in the use of existing rail lines in 
New Brunswick.

3. Unfair Competition.
A. While the railway may have to operate 

at a loss in order to serve some isolated areas 
the CNR should not be able to use the tax
payers’ money to cut rates for the express 
purpose of forcing railways competition out 
of business. There is clear evidence the CNR 
has done just that.

B. When faced with competition from 
coastal shipping or river shipping CNR rates

[Interpretation]
SÉANCE DE L'APRÈS-MIDI

Le président: A l’ordre, messieurs. Je pré
sume que vous aimeriez avoir un peu plus de 
renseignements sur le mémoire de M. Irving; 
aussi je lui demanderais de vous en lire le 
résumé.

M. Rock: Monsieur le président, avant que 
vous ne le fassiez, et eu égard au point que 
j’avais soulevé précédemment...

Le président: A Tordre, s’il vous plaît. Je 
ne crois pas avoir reçu votre rappel au 
Règlement.

M. Rock: C’est tout simplement contre mes 
principes d’être limité; c’est tout.

M. K. C. Irving: Est-ce que je pourrais 
demander à M. Lawson de vous lire le 
résumé du mémoire que nous avions l’inten
tion de vous soumettre au mois d’avril 
dernier?

M. G. B. Lawson: Il s’agit du résumé d’un 
mémoire à présenter au Comité permanent 
des Transports et communications de la 
Chambre des communes, en date du 26 avril 
1968.

La plupart des points qui y sont soulevés 
sont toujours d’actualité. Vous constaterez 
que, depuis le 26 avril 1968, il y a eu des 
changements, du moins selon l’avis de M. 
Irving.

Premièrement, toutes les marchandises des 
Provinces de l’Atlantique ont droit à un tarif 
marchandise, qui permettra aux fabricants de 
fonctionner dans leur province et d’atteindre 
les marchés du Canada central à des prix 
compétitifs.

A eux seuls, les ajustements de tarif du 
fret ne résoudrons cependant pas tous nos 
problèmes économiques. Ceux-ci sont liés aux 
transports fédéraux, à la monnaie et à la 
politique tarifaire.

Deuxièmement, collaboration avec les che
mins de fer. Il devrait y avoir une beaucoup 
plus grande collaboration entre les deux sys
tèmes ferroviaires pour les lignes de chemins 
de fer existantes au Nouveau-Brunswick.

Troisièmement, concurrence déloyale.
A) Bien que les chemins de fer soient parfois 
amenés à fonctionner à perte afin de desser
vir des régions isolées, le CNR ne devrait pas 
pouvoir employer les fonds des contribuables 
à couper les prix dans le but spécifique de 
rendre impossible la concurrence avec les 
chemins de fer. Il est pleinement évident que 
c’est justement ce qu’a fait le CNR.
B) Placé devant la concurrence des transports 
maritimes ou fluviaux, il a réduit ses tarifs
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[Texte]
have been reduced to meet that competition 
and to eliminate it. I question whether 
attempts to eliminate coastal and river ship
ping is in the public interest, especially when 
Canadian taxpayers, including those in the 
Atlantic Region, must finance the CNR’s defi
cit operations.

4. Harbour Development. The development 
of Saint John harbour must be undertaken to 
assure the future importance and growth of 
Saint John, New Brunswick’s largest city. 
Consideration should be given to the study of 
a new breakwater with the aim of greatly 
expanding the area of the existing harbour 
and providing protected anchorage area in 
what is now the outer harbour. The people of 
New Brunswick should be assured of the 
development of Saint John harbour to its 
fullest potential.

5. Designated Areas. The cities of Saint 
John and Fredericton are not included in the 
governments industrial incentive program 
for so-called designated areas. In the Atlantic 
Provinces, long recognized as a depressed 
area of Canada, the major cities should not 
be deprived of this growth incentive. The 
City of Saint John must quickly more than 
double in size if it is to attain the position 
that would enable it, on its own, to stimulate 
its own growth and develop, and in doing so 
enhance the economy of the province.

6. Chignecto Canal.
A. The Chignecto Canal, the long-promised 

canal through the isthmus of Chignecto close 
to the New Brunswick-Nova Scotia border, 
must be built to link the Bay of Fundy area 
with the St. Lawrence Seaway, creating 
entirely new traffic and trading patterns 
involving the industrial centres of central 
Canada and the United States on the Great 
Lakes and the Atlantic seaboard. Construc
tion of the canal should be accorded top 
priority.

B. If the Chignecto Canal had been built as 
promised at the time of Confederation this 
section of Canada would still enjoy the thriv
ing economy it then enjoyed. The competition 
provided by coastal shipping would have 
kept the rail freight rates in line and provid
ed an alternative means of reaching the cen
tral Canada markets at a reasonable cost.

C. Profits. The profit factor cannot be 
ignored by the railways but we must remem
ber that billions of dollars have been spent in 
Canada to build a great system of rail lines

[Interprétation]
pour pouvoir la supporter, et par là même 
l’éliminer. Je me demande pourtant si les 
tentatives d’élimination des transports côtiers 
et fluviaux servent les intérêts du public, 
surtout quand les contribuables canadiens, y 
compris ceux de la région atlantique, doivent 
financer les déficits du CNR?

Quatrièmement, dispositions portuaires. Le 
développement du Port Saint-Jean doit être 
entrepris de façon à ce que soient assurés la 
croissance et l’importance future de la ville 
de Saint-Jean, la plus grande du Nouveau- 
Brunswick. Il y a lieu d’envisager l’étude 
d’une nouvelle jetée en vue d'étendre la zone 
portuaire actuelle et d’offrir une aire de 
mouillage protégée dans ce qui est actuelle
ment l’avant-port. La population du Nou
veau-Brunswick doit avoir l’assurance que le 
développement du Port Saint-Jean sera réa
lisé au maximum des possibilités.

Cinquièmement, régions désignées. Les vil
les de Saint-Jean et de Frédéricton ne font 
pas partie des programmes d’industrialisation 
du gouvernement s’appliquant aux régions 
dites désignées. Or les grandes villes des Pro
vinces Atlantiques—depuis longtemps recon
nues comme étant une région économique
ment faible du Canada—ne devraient pas 
être privées d’une telle impulsion. La ville de 
Saint-Jean doit presque doubler de volume 
en peu de temps pour accéder au niveau à 
partir duquel elle pourrait, d’elle-même, 
relancer son propre développement, et ce 
faisant celui de toute la province.

Sixièmement, le canal de Chignecto. Ce 
canal à travers l’isthme de Chignecto près de 
la frontière de la Nouvelle-Écosse, doit être 
construit pour relier la région de la Baie de 
Fundy à la Voie maritime du Saint-Laurent, 
créant ainsi un courant de circulation entiè- 
entièrement nouveau ainsi qu’un système 
d’échanges commerciaux touchant le centre 
industriel du Centre du Canada et des États- 
Unis, grand lac de la côte Atlantique, c’est 
donc une haute priorité qui devrait être 
accordée à la construction du canal.

B) Si le canal de Chignecto avait été creusé 
comme promis au moment de la Confédéra
tion, cette partie du Canada jouirait encore de 
l’économie florissante qu’elle connaissait à 
ce moment-là.

Sous l’influence de la concurrence de trans
ports maritimes, les tarifs du fret ferroviaire 
fussent demeurés normaux, doublant la pos
sibilité d’atteindre les marchés centraux 
moyennant un coût raisonnable.

C) Profits. Le facteur «profit» ne peut être 
délaissé par les compagnies ferroviaires, mais 
il faut bien se rappeler que des milliards de 
dollars ont été dépensés au Canada pour
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[Text]
and canals. Under these circumstances the 
Atlantic provinces must not be told that 
because of rail costs we cannot have access 
to the markets of central Canada.

D. Economic climate. The economic cli
mate of New Brunswick must be changed to 
encourage new industry, growth and popula
tion which in turn will create more traffic for 
the railways and other forms of transport. 
That is the foundation on which the elimina
tion of existing disparity with central Canada 
must rest.

The Chairman: Thank you very much.

Mr. Portelance: Mr. Irving, according to 
this brief you had to pay more for transpor
tation than other places. During this period of 
time did your firm guarantee certain mini
mums in respect of transportation, once you 
had a price from the CNR? Also, do you 
figure the bottom price was offered to you or 
did you get just the regular rate for non
guarantee arrangements?

Mr. Irving: Well, we were told it was the 
best price they would give us. We knew it 
was not their best price because other places 
were being accorded much better treatment. 
So they were giving better rates to other 
areas even within the Atlantic provinces. It 
was just a matter of them not applying the 
lower rates to our area.

Mr. Portelance: And would not the main 
reason for this, Mr. Irving, be that perhaps 
other firms were guaranteeing a minimum of 
transportation.. .

Mr. Irving: I could not tell you the reason. 
It never made any sense to me. Although we 
had much discussion on the various points 
and rates, I never got a satisfactory answer. 
If they could give a more attractive or lower 
rate in one section why could they not give it 
to us, particularly when the haul was 
shorter?

Mr. Portelance: Well, as an example, 
would your own firm offer incentive quantity 
discounts to your customers across the 
country?

Mr. Irving: Well I have always advocated 
that you could not sell to one customer at a 
lower price than another for the same type of 
delivery. I have always advocated that but 
sometimes competitors will force you to do 
things that make you feel rather cheap.

[Interpretation]
construire un vaste système de chemins de 
fer et de canaux.

Ce qui fait qu’on ne peut dire aux Provin
ces Atlantiques que l’accès au centre du 
Canada nous est interdit du fait du coût 
élevé du transport par rail.

D) Climat économique. Le climat économi
que du Nouveau-Brunswick doit être changé 
afin d’encourager de nouvelles industries et un 
accroissement de la population, ce qui donne
rait plus d’activité aux chemins de fer et aux 
autres moyens de transport. C’est sur cette 
base que repose la suppression de la disparité 
existante avec le centre du Canada.

Le président: Merci beaucoup.

M. Portelance: Monsieur Irving, aux ter
mes de ce mémoire, vous avez dû payer plus 
pour les transports qu’en d’autres endroits. 
Durant cette période, avez-vous fermement 
garanti des minimums sûrs en ce qui concerne 
le transport une fois les prix fixés par le 
CNR? Considériez-vous que le tarif minimum 
vous était offert, ou était-ce le tarif normal 
sans garantie?

M. K. C. Irving: On nous a dit que c’é
taient le meilleurs prix qui pouvait nous être 
faits. Nous savions que ce n’étaient pas leurs 
meilleurs prix, car d’autres se voyaient bien 
mieux traités. C’est ainsi qu’ils accordaient 
de meilleurs tarifs à d’autres régions, même à 
l’intérieur des provinces de l’Atlantique. C’est 
tout simplement qu’elles n’appliquaient pas 
les tarifs réduits à notre région.

M. Portelance: Et la raison principale de 
cet état de choses, ne serait-ce pas que d’au
tres compagnies garantissaient peut-être un 
minimum de transport?

M. K. C. Irving: Je ne pourrais vraiment 
vous en donner la raison; cela n’a jamais eu 
beaucoup de sens pour moi. Bien que vous 
ayons souvent discuté de ces différents points 
et des tarifs, je n’ai jamais eu de réponse 
satisfaisante. S’ils étaient à même d’accorder 
un tarif préférentiel, pourquoi ne pas nous 
le donner à nous, spécialement quand le 
camionnage était réduit?

M. Portelance: Est-ce que vous auriez donné 
des escomptes avec vos clients à travers le 
Canada?

M. K. C. Irving: J’ai toujours prétendu 
qu’il était impossible de vendre à un client à 
un prix réduit par rapport à un autre avec le 
même type de livraison. C’est toujours ce que 
j’ai prétendu, mais il arrive que des concur
rents vous forcent à agir de façon plutôt 
mesquine.
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[Texte]
Mr. Portelance: But you do not offer 

volume discounts?

Mr. Irving: Oh, yes. In respect of oil, for 
instance, you have different types: you have 
tanker rates, pipeline rates, tank car rates, 
truck rates; tank wagon rates and service 
station rates, and the charges for the same 
product all differ because there is a different 
method of delivery. Different expenses are 
involved so different prices are justified.

Mr. Portelance: Thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Chairman and Mr. Irv
ing, of course I realize that the major indus
trialists as well as the railways in the prov
ince should be primarily concerned about the 
provinces they are in and working out of, but 
is it your opinion that railways should 
receive a heavy subsidization in order to cre
ate the incentive that you refer to in your 
brief?

Mr. Irving: Well, you know, it is just a 
matter of business. First, you should operate 
as economically as possible, and after you 
have done your best—taken your shortest 
line haul, made the best arrangements you 
can as far as costs and various expenses are 
concerned—and found that you are still una
ble to operate then I would say, yes, you 
might be justified in subsidization or some
thing of that kind. But, basically, first get 
your costs down to as low a figure as possi
ble, and then after you do that you could get 
a subsidy or whatever may be necessary.

Mr. Skoberg: What amount of shipping do 
you do by rail at this particular time?

Mr. Irving: What amount?

Mr. Skoberg: Yes.

Mr. Irving: Oh, considerable.

Mr. Skoberg: I notice in your brief—and 
that is why I raise the question—that you 
refer to the wood chips and lumber and the 
availability of cars. I am wondering whether 
you have found the same trouble to date 
with the shipping that you have entered into 
with the railroads?

Mr. Irving: Yes. I can take Chipman, CPR, 
and there is no problem. They have a saw
mill there and a chipmill. About 70 miles 
away at Deersdale, a CNR point, we have 
experienced some problems in getting wide
doored cars and lumber cars.

[Interprétation]
M. Portelance: Mais le volume, un 

escompte pour le volume?

M. K. C. Irving: Oui, certainement, mais 
vous avez des tarifs de toute sorte: Vous avez 
les taux pour les pétroliers pour les pipe-lines, 
pour les camions-citernes, les wagons-citernes, 
vous en avez pour les stations-services, 
et les frais pour un même produit diffèrent 
tous car les moyens de livraison ne sont 
pas les mêmes. Des frais variés sont encou
rus, ce qui explique la diversité des prix.

M. Portelance: Merci.

Le président: M. Skoberg.

M. Skoberg: Je comprends évidemment 
que les principaux industriels ainsi que les 
chemins de fer de la province devraient en 
premier heu s’intéresser aux provinces où ils 
se trouvent et travaillent, mais êtes-vous d'a
vis que les chemins de fer devraient se voir 
largement subventionner afin de promouvoir 
la relance dont vous faites mention dans 
votre mémoire?

M. K. C. Irving: Savez-vous, c’est juste une 
question d’affaires. Tout d’abord, vous devriez 
procéder de la façon la plus économique 
possible, et une fois que vous avez fait de 
votre mieux, réduit le camionnage et pris les 
meilleures dispositions pour abaisser les diver
ses dépenses, si vous vous trouvez toujours in
capable d’exploiter votre affaire, je dirais oui, 
vous êtes justifié de recevoir une subvention 
ou une chose du genre. Mais, avant tout, il 
vous faut réduire les frais au minimum; 
après quoi il vous serait loisible de voir à une 
subvention ou à tout autre moyen nécessaire.

M. Skoberg: Quelle est la quantité d’expé
ditions par rail que vous faites à l’heure 
actuelle?

M. K. C. Irving: La quantité?

M. Skoberg: Oui.

M. Irving: Elle est considérable.

M. Skoberg: J’ai remarqué dans votre 
mémoire que vous parlez de copeaux de bois, 
de bois d’œuvre et des wagons disponibles. 
Et, je me demande si, jusqu’ici, vous avez 
éprouvé les mêmes difficultés à l’égard de vos 
expéditions par chemin de fer?

M. Irving: Oui. Je pourrais dire qu’actuel- 
lement il n’y a aucun problème. A 70 milles 
d’ici, à Deersdale, desservi par le CN, nous 
avons éprouvé certains problèmes, pour obte
nir des wagons à portes larges et les wagons 
destinés au transport du bois.
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[Text]
Deersdale is not too bad but up at Veneer 

where we have a hardwood mill, a softwood 
sawmill and a chipmill we have been 
experiencing great trouble. The CNR is unable 
to supply us with cars of the right quantity 
or type. In fact, I do not think they have 
any chain binder cars which are the modern 
type of cars for shipping lumber. At least, if 
they have we get very few of them if any.

When it comes to chips I think there are 
supposed to be 80 cars in that service, but 
about 10 of them as a rule are in the shops 
for repairs; we are short. To remedy our 
shortage we are trucking much of our lum
ber across to Van Buren and loading it on 
the Bangor Aroostock railway and shipping 
it down to Boston and the United States by 
that method. To get rid of our lumber we 
have also been forced, within the last two or 
three months, to buy several trucks and trail
ers to haul lumber to the U.S. Right now we 
are very short of cars.

Mr. Skoberg: You have made representa
tions to the management of the CNR to no 
avail?

Mr. Irving: Oh, yes. They are doing the 
best they can. They should be allotted more 
money to buy some new cars for use in this 
part of the country.

Mr. Skoberg: I have another question, Mr. 
Chairman. It is noted that on page 2 of the 
brief of February 12 there is a statement 
concerning extensive changing of crews on 
short provincial hauls and whether this has 
any bearing, I will ask the question now. 
You referred to the changing of crews. Has 
this any bearing on the routing of a shipment 
within the province and why did you bring 
that into the picture? I would presume this 
should be a management-labour consultation.

Mr. Irving: My information on this per
haps is a year old but we will take Deersdale 
as an example. To ship by way of Frederic
ton to Saint John I was told that one crew 
would pick it up at Deersdale; they would 
change crews at Napadogan; that crew would 
bring it into Fredericton and another crew 
would take it from there to Saint John.

That has changed somewhat and perhaps 
that is one of the reasons they are hauling 
this 83 miles farther, or whatever the mile
age is, to Moncton. They can go right 
through on their line to Moncton and then 
haul back but it is a great many more miles. 
That may be one of the reasons for that.

[Interpretation]
A Deesrdale la situation n’est pas trop 

grave, mais à Veneer où nous avons une 
usine de bois dur, une usine de bois mou et 
ensuite une usine de copeaux de bois, nous 
avons vraiment beaucoup de difficultés. Le 
CN est incapable de nous fournir la quantité 
et le genre de wagons nécessaires. En fait, je 
ne crois pas qu’ils aient les wagons spéciaux 
qui nous sont nécessaires pour l’expédition 
du bois. S’ils en ont, nous en obtenons très 
peu.

Quant aux sciures, je crois que 80 wagons 
sont prévus pour ce service, mais d’habitude 
il y en a 10 dans les ateliers de réparation. 
Pour remédier à cette lacune, il nous faut 
expédier une quantité considérable de bois 
par camion jusqu’à Van Buren et ensuite 
nous l’expédions par le chemin de fer Ban
gor-Aroostook et par bateau jusqu’à Boston 
aux États-Unis. Depuis 2 ou 3 mois, afin de 
nous débarrasser du bois, nous avons dû 
acheter plusieurs camions et remorques afin 
d’expédier les sciages aux États-Unis. A 
l’heure actuelle, il nous faudrait beaucoup 
plus de wagons.

M. Skoberg: Vous en avez avisé la direc
tion du CN, mais sans succès?

M. Irving: Oui. Mais ils font de leur mieux. 
Il leur faudrait plus d’argent pour acheter 
plus de wagons et les mettre au service de 
cette région du pays.

M. Skoberg: Dans votre mémoire du 12 
février, à la page 2, il y a une déclaration 
visant les répercussions des changements fré
quents d’équipes sur les faibles parcours. Je 
vous demanderais, est-ce que cela a des 
répercussions sur les expéditions dans la pro
vince? Et, alors, pourquoi l’avez-vous men
tionné? Cela relève plutôt d’une consultation 
patronale-ouvrière.

M. Irving: Mes renseignements remontent 
à un an, mais prenons Deersdale. Si j’ai bien 
compris, afin d’expédier à Saint-Jean en 
passant par Fredericton, on nous a dit qu’une 
équipe prendrait la marchandise à Deersdale; 
l’équipe serait changée à Napadogan, et se 
rendrait jusqu’à Fredericton, et une autre 
équipe se rendrait à Saint-Jean.

Mais, cela a changé quelque peu, et il se 
peut que ce soit une des raisons pour lesquel
les on a prolongé le parcours de 83 milles, 
jusqu’à Moncton. C’est parce qu’ils peuvent 
aller directement jusqu’à Moncton et ensuite 
revenir sur leur route, bien que la distance 
soit beaucoup plus longue. Voilà peut-être 
une des raisons.
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[Texte]
Mr. Skoberg: But in effect, Mr. Irving, the 

changing of crews really has nothing to do 
with the distance. This is strictly an internal 
situation.

Mr. Irving: At the present time?
Mr. Skoberg: The changing of crews no 

matter where the train may be running does 
not come into the transportation problem, if I 
am correct.

Mr. Irving: Well, it is past as far as we are 
concerned. It is a matter of divisional points.
I think in the last year or so there has been 
some adjustment in these divisional points, 
but still this matter, if it still remains, and I 
think it does to some degree ...

Mr. Skoberg: I would suggest that actually 
this is a management-labour matter and we 
will not concern ourselves here today with it.
I notice you did make a statement that the 
CNR was cutting rates to force competition 
out of business and I would like to know 
whether this is based on your experience of 
quite some number of years ago or whether 
this is current, and whether you really do 
believe that the CNR is cutting rates to force 
competitive people out of business.

Mr. Irving: I would say so, yes. That is 
why I made the statement in the brief. Why 
do they give rates to Port Hawkesbury much 
lower than those quoted for Saint John? It 
must be to compete with water transporta
tion or something like that. We have been 
given those reasons. How authentic they are 
I am not sure, but that would be the policy. I 
think that had a great deal to do with it—at 
least we were told this.

Mr. Skoberg: You also referred to the fact 
that the CNR attempted to eliminate coastal 
shipping. I just wonder whether somewhere 
in your brief you could indicate in what 
areas this elimination was entered into and 
also what shipments it did affect at that 
particular time?

Mr. Irving: Yes, I can give you a complete 
list of that.

Mr. Skoberg: If you will just refer to the 
table that you have there I will look it up at 
a later time, Mr. Irving.

[Interprétation]
M. Skoberg: Mais, en fait, le changement 

d’équipe n’a rien à voir avec la distance. 
C’est une situation interne.

M. Irving: A l’heure actuelle?
M. Skoberg: Le changement d’équipe, peu 

importe le parcours du train, n’a rien à faire 
au problème des transports à moins que je 
me trompe.

M. Irving: Il en fait partie selon nous. C’est 
une question de points divisionnaires. Depuis 
environ un an, il y a eu un certain ajuste
ment de ces points divisionnaires. Mais, il 
reste toujours, que, si cette situation 
demeure, et elle demeure dans une certaine 
mesure...

M. Skoberg: Je crois qu’il s’agit d’une 
question de relations ouvrières dont nous n’a
vons pas à nous occuper. Mais, j’ai constaté 
que dans votre déclaration vous dites que le 
CN baisse les prix afin d’éliminer la concur
rence. Je me demande si vous vous fondez 
sur votre expérience d’il y a plusieurs années 
ou si c’est encore en cours aujourd’hui. 
Croyez-vous vraiment que le CN réduit ses 
taux afin d’éliminer les concurrents?

M. Irving: Je crois que oui. C’est la raison 
pour laquelle j’ai fait cette déclaration dans 
le mémoire. Pourquoi les taux du CN à Port 
Hawkesbury sont-ils beaucoup plus bas que 
ceux de Saint-Jean? C’est probablement pour 
faire concurrence aux transports maritimes. 
Ce sont là les raisons qu’on nous a données. 
Mais je ne suis pas certain si elles sont véri
diques. Ce serait leur politique, Du moins, 
c’est ce qu’on nous a dit.

M. Skoberg: Et, vous avez aussi mentionné 
le fait que le CN a tenté d’éliminer le trans
port maritime côtier. Pourriez-vous nous dire 
dans quelles régions on a procédé ainsi et 
aussi quelles étaient les expéditions en cause?

M. Irving: Oui, je pourrais vous donner 
une liste complète.

M. Skoberg: Pourriez-vous me donner la 
référence du tableau afin que je puisse l’étu
dier plus tard?

Mr. Irving: The happening in 1932 was the M. K. C. Irving: Oui, en 1932, ce qui s’est 
increasing of the rate from Halifax to points produit, c’est que l’augmentation du taux 
along the south shore of Nova Scotia... entre Halifax et la côte sud de la

Nouvelle-Écosse.
Mr. Skoberg: I beg your pardon; may we M. Skoberg: Je m’excuse. Mais, est-ce que 

come up to date? Is this happening today, in vous pourriez nous dire ce qui en est 
your opinion? aujourd’hui? Est-ce que cela se produit

aujourd’hui, à votre avis?
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[Text]
Mr. Irving: Yes, I would think so. You 

know, perhaps people do not express them
selves as clearly, but I am sure it is.

Mr. Skoberg: Will you substantiate at some 
later time—possibly in a letter to the Chair
man—cases that you know of where this is 
happening today? I believe it is of great 
concern to this Committee that we do know 
of these cases if such exist.

Mr. Irving: All right. I can bring you up to 
the late thirties, very definitely, right here in 
Fredericton.

Mr. Skoberg: I am more concerned with 
the late sixties, Mr. Irving.

Mr. Irving: In the sixties?

Mr. Lawson: There is no question about 
that. All you have to do to get a better rate 
is to take it in, say, by transport or take it in 
by water.

Mr. Skoberg: With all due consideration 
the statement has been made, and I think it 
should be substantiated in order that this 
Committee can look at the facts as they actu
ally are.

I have another question, Mr. Chairman, 
and I will be very brief. In what form and to 
what industry should special incentive rates 
be provided? It is suggested in your submis
sion that special incentives should be pro
vided. I am wondering which industry should 
be included.

Mr. Irving: Mr. Chairman, in answer to 
that question I would say the pulp and paper 
industry. When I say incentive rates there is 
a good opportunity for multiple car ship
ments or large quantities in trains, and that 
sort of thing, and I think those are the kinds 
of things that should be done so that we can 
get the raw material to the pulp mills at a 
better price.

Mr. Skoberg: In your consideration, Mr. 
Irving, are you in favour of nationalization 
of the CPR in order to have a co-ordinated 
transportation policy in Canada?

Mr. Irving: You would not expect me to 
answer that question!

Mr. Skoberg: I only asked it, Mr. Chair
man, because...

Mr. Irving: If I could answer that I would 
be superhuman.

The Chairman: You had better have a bet
ter question, because I am going to cut you 
off, Mr. Skoberg.

[Interpretation]
M. Irving: Je crois que oui. Peut-être que 

les gens ne s’expriment pas aussi clairement, 
mais je suis sûr que cela se produit.

M. Skoberg: Pourriez-vous le prouver un 
peu plus tard, peut-être dans une lettre au 
président, mentionnant les cas que vous con
naissez où cela se produit? Je crois qu’il est 
important pour le Comité d’être au courant 
de ces cas, s’il y en a.

M. Irving: Je pourrais vous dire ce qu’il en 
est jusqu’à la fin des années trente, ici à 
Fredericton.

M. Skoberg: Les années soixante m’intéres
sent beaucoup plus.

M. Irving: Les années soixante?

M. Lawson: Il n’est pas question de cela. 
Pour obtenir un meilleur taux, nous n’avons 
qu’à recourir au transport maritime.

M. Skoberg: Sauf votre respect, la déclara
tion a été faite et je crois qu’on devrait avoir 
les faits à l’appui afin de pouvoir les exami
ner tels qu’ils existent. Une autre question, 
monsieur le président, et je serai bref. Quelle 
forme les taux spéciaux d’encouragement 
doivent-ils prendre? Vous en avez exprimé le 
désir dans votre exposé. Dans quelles indus
tries est-ce qu’on devrait appliquer les 
stimulants?

M. K. C. Irving: Monsieur le président, en 
réponse à cette question, je dirais l’industrie 
de la pâte et du papier. Et, quand je parle de 
taux d’encouragements, c’est une bonne occa
sion d’obtenir des expéditions de plusieurs 
wagons ou de grande quantité dans les 
trains, et ainsi de suite. C’est le genre de 
choses que nous pourrions faire pour permet
tre de transporter les matières premières aux 
usines de pâte et papier, à un meilleur taux.

M. Skoberg: Est-ce que vous êtes en faveur 
de nationalisation du CP afin d’avoir une 
politique coordonnée de transports au 
Canada?

M. Irving: Vous ne vous attendez sûrement 
pas que je réponde à cette question.

M. Skoberg: Je pose la question, monsieur 
le président, parce que...

M. K. C. Irving: Si j’étais capable de 
répondre à cette question, je serais 
surhumain.

Le président: Si vous n’avez pas de meil
leure question, je donne la parole à quel
qu’un d’autre.
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[Texte]
Mr. Skoberg: All right; this is the last one. 

I am sure the previous questions could be 
answered if we are interested in the co-ordi
nation of transportation. Concerning the 
canal, you suggest here that it was promised 
at the time of Confederation and I would 
appreciate knowing where I can obtain that 
in print for my own information.

Mr. Irving: Sir John A. Macdonald 
confirmed that several times. Bids were 
called just shortly after Confederation. After 
Sir John A. Macdonald’s first defeat after 
Confederation he brought this up in the 
House of Commons. You will find a record of 
it there. At that time he said this was prom
ised at the time of Confederation. The gov
ernment went so far as to call for bids and 
did receive bids for the building of the canal 
but they never let the contract, and Sir John 
A. Macdonald was very much put out at that.

Mr. Skoberg: I wonder whether your 
research people would provide the date for 
me at a later time, Mr. Irving?

Mr. Irving: Yes, I can get you the date.

The Chairman: Mr. Nesbitt?

Mr. Nesbitt: Mr. Chairman, in view of the 
very startling information given to us this 
morning by Mr. Irving in his brief there are 
one or two questions I would like to ask of 
him.

How many times in the last five or six 
years have either you or members of your 
company made representations to the CNR 
and the former Board of Transport Commis
sioners—now the Canadian Transport Com
mission—or, indeed, the government direct to 
the Minister of Transport concerning these 
rate problems you have encountered and also 
the rate problems that you use as illustra
tions in your brief?

Mr. Irving: Mr. Chairman, in respect of 
that question it is a continuous matter of 
conversation between us and the railways. 
When it comes to making representations to 
the government, we have done this on many 
occasions. I have not been to see the Board of 
Transport Commissioners but we have gone 
to all the powers that be to try to have things 
adjusted.

[Interprétation]
M. Skoberg: Une dernière question. Je suis 

certain qu’on pourrait répondre à la question 
précédente si l’on s’intéressait vraiment à la 
coordination des transports. Mais, en ce qui 
concerne les canaux, vous avez laissé enten
dre qu’on vous l’avait promis au moment de 
la Confédération. Je serais curieux de savoir 
où je pourrais trouver cela par écrit, pour ma 
propre gouverne.

M. Irving: Sir John A. Macdonald l’a 
confirmé plusieurs fois. Il y a eu des appels 
d’offre immédiatement après la Confédéra
tion. Et, après la première défaite de Sir 
John A. Macdonald, après la Confédération, 
il a soulevé la question à la Chambre des 
communes. Vous en trouverez certainement 
la preuve là. A ce moment-là, il a dit que 
cela avait été promis au moment de la Confé
dération. Le gouvernement avait même fait 
un appel d’offre et avait reçu des soumissions 
pour la construction du canal. Mais en fait, 
ils n’ont jamais donné le contrat et Sir John 
A. Macdonald était très mécontent.

M. Skoberg: Est-ce que vous pourriez me 
donner la date de cela?

M. K. C. Irving: Oui, je pourrais vous 
donner la date.

Le président: Monsieur Nesbitt.

M. Nesbitt: Monsieur le président, vu les 
renseignements des plus intéressants et même 
très étonnants que M. Irving nous a fournis 
ce matin dans son mémoire, je voudrais lui 
poser quelques questions.

Combien de fois, au cours des 5 ou 6 der
nières années, avez-vous vous-même ou des 
employés de votre compagnie fait des instan
ces auprès du National-Canadien ou encore à 
l’ancienne Commission des transports, main
tenant la Commission canadienne des trans
ports ou encore directement au gouvernement, 
à l’égard de ce problème des différences 
de taux que vous avez constatées ainsi que 
l’exemple que vous fournissez dans votre 
mémoire?

M. Irving: Monsieur le président, à l’égard 
de ces deux questions, je dois vous dire que 
c’est toujours une question d’entretiens entre 
nous et les chemins de fer. Lorsque le 
moment vient de faire des instances auprès 
du gouvernement, nous l’avons fait à plus 
d’une reprise. Quant à la Commission des 
transports, je ne les ai pas rencontrés moi- 
même. Mais nous sommes allés voir tous les 
différents organismes afin d’essayer d’avoir 
un ajustement possible.
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[Text]
Mr. Nesbitt: So far as you can recall, then, 

you have not done direct to the Board of 
Transport Commissioners or its successor, 
the Canadian Transport Commission.

Mr. Irving: I am not certain of that; per
sonally I have not been, but perhaps some of 
the others have.

Mr. Nesbitt: When you are dealing with 
the CNR I take it you deal with very senior 
officials in Montreal, the President or the 
Vice President. When would be the last time 
you spoke to them about these rates?

Mr. Irving: We are talking about rates at 
the moment in respect of establishing a new 
industry. We are talking to officials in Monc
ton. We have been to Montreal many times 
in respect of some of these matters. They 
negotiate direct with their people in Montreal 
and sometimes we do see their officers in 
Montreal.

Mr. Nesbitt: For the purpose of the record, 
because some members of the Committee 
may wish to carry this on when other peo
ple are before us as witnesses, could you give 
us any idea of how recently and how many 
times, say in the last two or three years, that 
you or your immediate colleagues in your 
company have had conversations with people 
of the presidential or vice-presidential level of 
the CNR concerning these rates?

Mr. Irving: I have been to Montreal about 
four or five times in that time. I am sure 
other members of our organizations have 
been there several times. We are in constant 
communication with Moncton, I would say, 
in respect of rates.

Mr. Nesbitt: What sort of answers would 
you get from these senior officials—I presume 
it would be the President or the 
Vice-President?

Mr. Irving: Oh, a wonderful reception but 
no action.

Mr. Nesbitt: What kind of explanations, 
Mr. Irving, if any?

Mr. Irving: The freeze, for instance, that 
there is on freight rates—we hope it never 
goes off because we have been told that some 
of these 11 to 9 cent rates that are in exist
ence now will go up to perhaps 38 to 52— 
that is right; from 11 to 17 cents to 38 
to 52 cents if the freeze goes off. We have 
been told that.

Mr. Nesbitt: Have they ever indicated that 
they might be prepared to change some of

[Interpretation]
M. Nesbitt: Alors, dans la mesure où vous 

pouvez vous en souvenir, vous ne vous êtes 
pas présenté à la Commission des transports 
ou encore à la CCT?

M. Irving: Non, pas en ce qui me concerne 
personnellement.

M. Nesbitt: Pour ce qui est du National- 
Canadien, je pense que lorsque vous les ren
contrez, c’est avec les hauts fonctionnaires de 
Montréal, le président ou le vice-président. 
Quelle est la dernière fois que vous leur avez 
mentionné le sujet des taux?

M. Irving: Nous parlons des taux actuelle
ment en vue de l’établissement d’une nou
velle industrie, avec les fonctionnaires de 
Moncton. Nous nous sommes rendus à Mont
réal plus d’une fois pour certaines de ces 
questions. Ils négocient directement avec 
leurs représentants à Montréal, et parfois 
nous rencontrons les fonctionnaires de 
Montréal.

M. Nesbitt: Pour le compte rendu, comme 
certains membres du Comité voudront peut- 
être reprendre cette ligne de pensée avec 
d’autres témoins, pourriez-vous nous dire si 
vous les avez rencontrés récemment et com
bien de fois au cours des 2 ou 3 dernières 
années vous ou vos collègues immédiats de 
votre compagnie avez eu des entretiens avec 
le président ou vice-président du National- 
Canadien à l’égard de ces taux?

M. Irving: Je me suis rendu à Montréal, 4 
ou 5 fois. Je suis sûr que d’autres membres 
de nos organisations s’y sont rendus plus 
d’une fois. Nous communiquons continuelle
ment avec Moncton, pour ce qui est des taux.

M. Nesbilt: Quel genre de réponse obtien
driez-vous des hauts fonctionnaires, soit du 
président ou du vice-président?

M. Irving: Une excellente réception, mais 
sans suites.

M. Nesbitt: Mais alors, quel genre 
d’explications?

M. K. C. Irving: Du gel du tarif ferroviaire. 
Nous espérons qu'il ne disparaisse jamais, 
parce que, les taux de 9 cents et 11 cents 
qui sont présentement en vigueur seront 
peut-être portés à 38 ou 59 cents, c’est exact, 
de 11 à 17 cents ils seront portés à 38 
et 52, si le gel est enlevé. C’est ce qu’on 
nous a dit.

M. Nesbitt: Est-ce qu’ils ont indiqué qu’ils 
seraient prêts à changer certains de ces taux
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[Texte]
these astonishing rates that you have given 
us this morning, for instance from Saint John 
to one point in the United States and another 
point in the United States, and the port the 
States have cancelled?

Mr. Irving: I beg your pardon?
Mr. Nesbitt: Have they indicated they 

might be prepared to make some changes in 
these very unusual charges that you have 
given us?

Mr. Irving: Not recently.
Mr. Nesbitt: They have not made any 

changes. Have you or your officials ever 
made any representations direct to the Minis
ter of Transport?

Mr. Irving: No; perhaps he has heard our 
complaints but we have not made representa
tions to him direct.

Mr. Nesbitt: In other words, your chief 
conversations in this matter have been with 
the President or Vice-President of the CNR.

Mr. Irving: That is correct.

Mr. Nesbitt: Thank you, Mr. Chairman.
Mr. Nowlan: Mr. Chairman, may I ask a 

supplementary on this particular point? I 
wonder, Mr. Chairman, if Mr. Irving or his 
accountants could figure out what extra cost 
there has been on the examples he cited in 
his brief this morning because of this differ
ential rate?

Mr. Irving: Mr. Chairman, we would be 
very glad to have that figured out and let 
you know. For instance, we discontinued 
buying in Canada. We bought in the Gulf of 
Mexico, brought it in by tanker and now we 
are bringing it from Europe by tanker. We 
could not get an adjustment in the rates.

Mr. Nowlan: But in the three or four 
examples you gave us this morning in your 
brief there is no over-all total cost nor cost 
by product of what you had to pay out 
because of the differential.

Mr. Irving: We could work that out for 
you very well, but does it matter much? It is 
all water under the bridge. We have showed 
a loss or a profit in the past. Pulp and paper 
is very poor earnings as you know right now, 
and that applies right across the country 
pretty much, particularly here where the 
business has never been very profitable. We 
have always been working on a close margin 
here in New Brunswick in the production of 
pulp.

[Interprétation]
plutôt étonnants, que vous avez mentionnés 
ce matin, par exemple, le Saint-Jean et un 
autre point aux États-Unis au port que les 
États-Unis ont supprimé?

M. Irving: Pardon?

M. Nesbilt: Ont-ils indiqué qu’ils seraient 
prêts à modifier ces taux inusités que vous 
avez mentionnés?

M. Irving: Pas récemment.
M. Nesbitt: Ils n’ont pas apporté de chan

gements. Est-ce que vous ou vos représen
tants avez présenté des instances directement 
au ministre des Transports?

M. Irving: Peut-être a-t-il entendu parler 
de nos griefs, mais on ne lui a pas présenté 
des instances directement.

M. Nesbitt: En d’autres mots, vos princi
paux entretiens ont été avec le président et le 
vice-président du National-Canadien?

M. K. C. Irving: C’est exact.

M. Nesbilt: Merci beaucoup.
M. Nowlan: Une question complémentaire 

sur ce point, monsieur le président. M. Irving 
ou ses comptables pourraient-ils nous dire 
quels coûts additionnels cela présente pour 
les exemples qu’il nous a donnés dans son 
mémoire ce matin, vu le taux différentiel?

M. Irving: Oui, nous nous ferons un plaisir 
de faire faire ce calcul et de vous en faire 
part. Par exemple, nous avons cessé d’acheter 
au Canada. Nous achetons plutôt dans le 
Golfe du Mexique, et nous faisons le trans
port par pétrolier, de même que de l’Europe. 
Il est impossible de rectifier les taux.

M. Nowlan: Mais dans les trois ou quatre 
exemples que vous nous avez donnés dans 
votre mémoire ce matin, il n’est pas question 
de coût global ni de coût par produit de ce 
que vous devez payer à cause du taux 
différentiel.

M. Irving: Nous pourrions également faire 
ces calculs pour vous, mais, est-ce que cela 
importe tellement? C’est du passé. Nous 
avons exploité à perte ou à profit par le 
passé. La pâte et le papier représentent des 
gains appréciables dans l’ensemble du pays, 
surtout ici où cette industrie n’a jamais été 
tellement rentable. La marge des bénéfices de 
la production de la pâte à papier a toujours 
été très étroite au Nouveau-Brunswick.
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[Text]
Mr. Trudel: Mr. Chairman, I would like to 

ask the witness whether the main area of 
concern seems to be on wood chips and lum
ber at present.

Mr. Irving: Yes, that is so; I would say, 
yes.

Mr. Trudel: This leads to my next ques
tion. Where you have tankers that you are 
using oil, and so on, you are not as much 
concerned as you would be with this other 
type of service that you are securing.

Throughout your brief you have been 
using the example of ton per mile—on a ton 
per mile basis. In setting up rates I would 
like to suggest to you, Mr. Irving, that this is 
not the entire story. If you are going to use 
that we might as well use unit trains, and so 
on, because you are now using a service 
where you are paying the maximum rate 
that can be obtained for that special service 
you require. If you are talking about unit 
trains from these various points you would 
be in the lower rate that you claim to have 
been deprived of.

Mr. Irving: Mr. Chairman, we made that 
very suggestion to the CNR—unit trains to 
move goods. We have covered that ground 
thoroughly.

Mr. Trudel: On unit trains I am sure you 
would not use ton per mile with the same 
emphasis you give it throughout your brief, 
because then you would be obtaining the 
lowest possible rate that is being offered 
possibly to some of your competitors.

Mr. Irving: Would you repeat that again 
please?

Mr. Trudel: You are claiming that at the 
present time on this ton per mile basis you 
are paying a much higher rate than you 
should be paying. I suggest to you that unless 
my interpretation is wrong some of the rates 
you mention in your presentation as being 
lower rates are possibly the rates that are 
being given as unit train rates or on a max
imum rate.

Mr. Irving: It could be, but take the Pacific 
Great Eastern; I do not think that is correct. 
In any case, we could supply many cars at a 
time. We could even supply ship and train 
loads.

Mr. Trudel: This is the point that I was 
trying to make. I have one more question,

[Interpretation]
M. Trudel: Monsieur le président, je vou

drais demander au témoin si la principale 
préoccupation en ce moment est les copeaux 
et les sciages.

M. Irving: Oui, il en est ainsi.

M. Trudel: J’en arrive donc à mon autre 
question. Il semble que lorsque vous avez des 
pétroliers que vous utilisés pour le pétrole, 
vous n’êtes pas tellement intéressés que vous 
le seriez pour les autres genres de service 
que vous obtenez.

Tout au long de votre mémoire vous parlez 
de tonnes au mille. Je crois que lorsqu’il 
s’agit d’établir les taux, monsieur Irving, ce 
n’est pas tout ce qui est en cause. Si on 
utilise la tonne-mille, alors aussi bien parler 
de trains unitaires parce que vous utilisez un 
service pour lequel vous payez le taux maxi
mum qu’on peut exiger pour ce service parti
culier, dont vous avez besoin. Si vous parlez 
du train unitaire pour ces différents points, 
vous auriez alors un taux moins élevé que 
celui dont vous prétendez avoir été privé.

M. Irving: Monsieur le président, nous 
avons aussi fait cette proposition au Cana- 
dien-National, c’est-à-dire de se servir de 
trains unitaires pour transporter les mar
chandises. Nous avons étudié cette question 
avec soin.

M. Trudel: Pour ce qui est de trains unitai
res, je suis certain que vous n*insisteriez pas 
autant sur les tonnes-milles que vous le faites 
tout au long de votre mémoire parce que 
vous auriez alors le taux le moins élevé qui 
est offert à certains de vos concurrents.

M. Irving: Pourriez-vous répéter une fois 
de plus?

M. Trudel: Vous prétendez qu’en ce 
moment, en parlant en termes de tonnes-mil
les, vous payez un taux beaucoup plus élevé 
que ce que vous devriez payer. Mais, à moins 
que mon interprétation soit fausse, je crois 
que certains des taux dont vous avez dit dans 
votre mémoire qu’ils sont moins élevés, sont 
peut-être les taux de trains unitaires ou les 
taux maximums.

M. Irving: Oui, peut-être, mais pour le 
Pacific Great Eastern; je ne crois pas que ce 
soit exact. De toute façon, nous pourrions 
fournir un grand nombre de wagons à un 
moment donné, et même des navires et des 
chargements.

M. Trudel: C’est ce à quoi je voulais en 
arriver. Et, une autre question, si vous me le
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[Texte]
Mr. Chairman, if you will allow me. You 
have mentioned various rate structures to 
different points but are not Veneer and some 
of your other operations off the main rail line 
and, therefore, having one or two cars to be 
picked up would cause a different rate.

Mr. Irving: You might say they are off to 
some extent, out of St. Leonard about 23 
miles, but the INR runs across the top of the 
province right into St. Leonard so they just 
pick them up on their way by. At Deersdale 
we are right on the main through line—the 
best line in New Brunswick. A 2 per cent 
grade, or something like that, is the max
imum grade they have on the line.

Mr. Trudel: Fine, but if they only stopped 
to pick up one car you would expect to pay a 
higher rate than if they had to pick up a unit 
train or form a unit train.

Mr. Irving: Well, wonderful; if they will 
give it us on two or three or half a train load 
or whatever it is, why yes. We have dis
cussed all that with the CNR.

Mr. Trudel: Would you agree, then, that 
the ton per mile would change if you were 
using the basis that I have been mentioning?

Mr. Irving: It would change if I had the 
power to change it but the CNR will not 
change it

Mr. Trudel: Well, this is something for us 
to consider after. Thank you.

The Chairman: Mr. Horner?
Mr. Horner: I understand, Mr. Irving, that 

these rates you are speaking of are now frozen 
with regard to caustic and pulp.

Mr. Irving: May I just take a minute? I do 
not think they are but I would like to check. 
The rates on chlorine and caustic that we are 
talking about are not frozen?

Mr. Horner: They are not frozen?
Mr. Irving: That is correct. Possibly the 

wood rates within the province may be but I 
am not sure.

Mr. Horner: Then you would suggest, par
ticularly with caustic and chlorine, that there 
is not enough competition really with regard 
to the CNR in order to hold their rates on an 
even keel or in a competitive area?

Mr. Irving: Well, you cannot have the 
whole province on water. No, I do not think

[Interprétation]
permettez. Vous avez parlé des divergences 
dans la structure des taux entre différents 
points, mais, est-ce que certaines de vos 
autres opérations, en Veneer en particulier, 
ne se trouvent pas loin de la ligne ferroviaire 
principale, de sorte que le taux serait diffé
rent s’il n’y a qu’un ou deux wagons à aller 
chercher.

M. Irving: Oui, dans une certaine mesure, 
il se trouve à 23 milles de Saint-Léonard, 
mais le INR passe au nord du Nouveau- 
Brunswick pour se rendre à Saint-Léonard et 
les prend donc en passant. A Deersdale nous 
sommes directement sur la voie principale, la 
meilleure ligne du Nouveau-Brunswick, dont 
la pente est de 2 p. 100 au maximum.

M. Trudel: Excellent, mais si on arrête 
pour un seul wagon, vous devez vous atten
dre que le taux soit plus élevé que si vous 
constituez tout un train ou si on s’arrête pour 
tout un train unitaire.

M. Irving: Oui, si on nous le donne pour 
deux ou trois trains ou la moitié d’un train, 
d’accord. Nous avons discuté toute la ques
tion avec le National Canadien.

M. Trudel: Alors, est-ce que vous êtes d’ac
cord que la tonne-mille sera différente si on 
utilise cette autre norme?

M. Irving: Oui, si je pouvais le faire moi- 
même. Mais, le National Canadien ne veut 
pas le faire.

M. Trudel: Alors, on pourra voir ce qu’il 
en est plus tard. Merci.

Le président: Monsieur Homer?

M. Horner: Si je comprends bien, monsieur 
Irving, les taux dont vous parlez sont gelés, 
c’est-à-dire ceux de l’acide caustique, et de la 
pâte.

M. Irving: Un instant, s’il vous plaît. Je ne 
crois pas qu’ils le soient, mais je voudrais 
vérifier. Les taux de l’acide caustique et du 
chlore ne sont pas gelés.

M. Horner: Ils ne se sont pas gelés?
M. Irving: Non, peut-être que le taux sur 

le transport du bois à l’intérieur de la pro
vince l’est, mais je n’en suis pas certain.

M. Horner: Donc, pour ce qui est du chlore 
et de l’acide caustique, vous diriez qu’il n’y a 
pas suffisamment de concurrence pour que le 
National Canadien maintienne ses taux à un 
niveau donné ou à un niveau concurrentiel.

M. Irving: Vous ne pouvez pas maintenir 
toute la province comme cela. Non, je ne
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it is enough competition; it is not enough 
agreement or understanding.

Mr. Horner: Then why do you suggest in 
your brief that the rate should be cheaper 
per ton mile from Port Hawkesbury than it 
is from Saint John?

Mr. Irving: Well, it is cheaper.

Mr. Horner: Why is it cheaper if it is not 
competition?

Mr. Irving: Well, competition—now, they 
tell you water transportation, but you know 
some of these places are frozen up and the 
answer is that is a grey area because the 
Gulf of St. Lawrence is pretty hard to navi
gate in the winter time and the St. Lawrence 
River is, too, for barges. So it is very ques
tionable whether they could have water trans
portation the year round.

Mr. Horner: The two rates that you sug
gested, through, and the differences are both 
going into Shawinigan which is in the same 
area.

Mr. Irving: That is right.

Mr. Horner: It is only the difference in the 
haul between the length of mileage from Port 
Hawkesbury as yours is to Saint John. Is 
there not enough competition in order to 
lower this? The reason I asked this question 
is that during the transport committee inqui
ry into the application of Bill C-231 the CNR 
and CPR both maintained that in no area of 
Canada that they could think of was there 
not effective competition. They excluded, per
haps, the grain question of the West but they 
said in other parts of Canada and in other 
commodities there is ample competition to 
keep rates in line.

Mr. Irving: The rates should be reasonable 
at all times. If you sell somebody down the 
street something at a 25 or 30 per cent dis
count you should be able to sell to his neigh
bour, who is a little closer to you, for the 
same price, not charge him more.

Mr. Horner: Or less.

Mr. Irving: Well, you should charge him 
less.

Mr. Horner: If competition is ample, why 
is it—and I may be wrong—that you can get

[Interpretation]
crois pas qu’il y ait suffisamment de concur
rence, ni suffisamment d’entente et de 
compréhension.

M. Horner: Alors pourquoi dites-vous que 
le taux par tonne-mille serait moins élevé à 
partir de Port Hawkesbury qu’à partir de 
Saint-Jean?

M. Irving: Mais il est moins élevé.

M. Horner: Pourquoi si ce n’est pas à cause 
de la concurrence?

M. K. C. Irving: La concurrence! On nous 
parle de transport maritime mais certains de 
ces endroits sont couverts de glace et de fait 
c’est une zone grise. La navigation est assez 
difficile dans le Golfe et le Fleuve Saint-Lau
rent pour les chalands en hiver. Il est donc 
douteux qu’on puisse recourir au transport 
maritime à l’année longue.

M. Horner: Pour les deux taux dont vous 
parlez et les écarts, il s’agit de transport vers 
Shawinigan, qui se trouve dans la même 
région.

M. Irving: Oui, c’est exact.

M. Horner: Ce n’est qu’un écart entre le 
nombre de milles de Port Hawkesbury, com
parativement à la distance entre votre entre
prise et Saint-Jean. Est-ce qu’il n’y a pas 
suffisamment de concurrence pour faire bais
ser ce taux? La raison pour laquelle je vous 
pose cette question c’est qu’au cours de l’en
quête du Comité des transports sur l’applica
tion du Bill C-231 le National Canadien et le 
Pacifique Canadien prétendaient l’un et l’autre 
qu’il n’y avait pas, selon eux, de région du 
Canada où il n’y avait pas de concurrence 
vraiment efficace. Ils n’incluaient peut-être pas 
la question des céréales de l’Ouest, mais ils 
disaient que dans les autres régions du 
Canada et pour les autres marchandises il y 
avait suffisamment de concurrence pour 
maintenir les taux à un niveau normal.

M. Irving: Il faut que les taux soient 
raisonnables en tout temps. Si vous vendez 
quelque chose à quelqu’un avec un escompte 
de 25 ou 30 p. 100, vous devriez être en 
mesure de vendre à son voisin, qui est plus 
rapproché de nous, au même prix, et non pas 
lui réclamer davantage.

M. Horner: Ou à un prix inférieur.

M. Irving: Oui, lui réclamer moins en fait.

M. Horner: S’il y a suffisamment de con
currence, comment se fait-il, et je puis me
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caustic from Europe cheaper than you can 
from Quebec? Is this what I understood you 
to say a little while ago?

Mr. Irving: Yes, we are; 12,000 tons per 
year—maybe 15,000 tons per year—from 
Europe.

Mr. Horner: Basically is it the transporta
tion part of it that is cheaper or is it the cost 
of the caustic at the point of origin?

Mr. Irving: Well, when we were faced with 
a disadvantage in respect of a competitor 
who has pulp the same as we to sell, we have 
to look for some source of supply where we 
could at least get the same price. By investi
gating and building tanks and spending 
money and buying it in large lots of 5,000 
tons at a time—which is 10,000 tons of 50 per 
cent caustic—we are able to get a better 
price. The freight cost, I suppose is greater, 
but the basic cost of the caustic is less.

Mr. Horner: The total cost is greater.

Mr. Irving: No; the total cost is less. Trans
portation might be more but the basic cost 
of the caustic is less, so it gives us a less 
finished cost.

Mr. Horner: I meant the cost is greater in 
Quebec—the total cost. But if you took that 
same quantity and moved it by boat via the 
St. Lawrence Seaway, could you then not get 
it as cheap?

Mr. Irving: Via the Chignecto Canal we 
might.

Mr. Horner; Without the Chignecto Canal 
you could not? You are then suggesting that 
in order for there to be competitive rates into 
this part of New Brunswick the Chignecto 
Canal is necessary.

Mr. Irving: I beg your pardon?

Mr. Horner: You are then suggesting that 
in order for competition to be the full rate
setting force the Chignecto Canal into this 
part of New Brunswick is necessary.

Mr. Irving: Oh, most essential. It has been 
for 100 years.

Mr. Horner: If I may ask one or two more 
questions, Mr. Chairman, I think it is impor- 

29690—7

[Interprétation]
tromper, que vous puissiez obtenir de l’acide 
caustique à un prix moins élevé en Europe 
qu’au Québec? Est-ce bien ce que vous avez 
dit il y a un instant?

M. Irving: Oui, nous importons peut-être 
12 ou 15 mille tonnes par année de l’Europe.

M. Horner: Mais, au fond est-ce que c’est 
le coût du transport ou le prix d’achat de 
l’acide caustique qui est moins élevé?

M. Irving: Lorsque nous nous trouvions en 
face d’un désavantage vis-à-vis d’un concur
rent qui vend du bois de pâte, tout comme 
nous, nous avons dû chercher une source 
d’approvisionnement qui nous permettrait de 
vendre au moins au même prix. Grâce à des 
études et la construction de réservoirs, en 
dépensant de l’argent et en achetant par lots 
de 5,000 tonnes à la fois, soit 10,000 tonnes de 
bois d’une teneur de 50 p. 100 de caustique, 
nous avons pu obtenir un meilleur prix. Le 
coût de transport est plus élevé j’imagine, 
mais le coût de base de l’acide caustique est 
moins élevé.

M. Horner: Le coût total est plus élevé.

M. Irving: Non, le coût total est moindre. 
Les frais de transport sont peut-être plus 
élevés, mais le coût de base est moins élevé, 
de sorte que le coût du produit fini est moins
élevé.

M. Horner: Je voulais dire que le coût est 
plus élevé au Québec, le coût total est plus 
élevé. Mais, si vous preniez la même quantité 
et que vous la transportiez par navire en 
empruntant la voie maritime, du Saint-Lau
rent, est-ce que vous ne pourriez pas l’obtenir 
à un prix aussi avantageux?

M. K. C. Irving: En empruntant le canal de 
Chignecto, peut-être.

M. Horner: Mais, sans ce canal vous ne 
pourriez pas le faire? Alors, vous laissez 
entendre que pour qu’il y ait des taux con
currentiels dans cette région du Nouveau- 
Brunswick, le canal de Chignecto est 
essentiel?

M. Irving: Pardon?

M. Horner: Est-ce que vous dites que pour 
que la concurrence soit la force qui régisse 
les taux, le canal de Chignecto est essentiel?

M. Irving: Oui, tout à fait, et depuis 100 
ans déjà.

M. Horner: Je voudrais poser une ou deux 
autres questions de plus que je pense impor-
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tant under this study, because under the new 
application of Bill C-231 competition alone is 
the basic rate setter. This is the principle of 
the Bill. If the Chignecto Canal was neces
sary 100 years ago it would be more than 
necessary today under this new rate setting 
business. Would you agree with that?

Mr. Irving: It is wonderful to hear.

M. Horner: I just wanted to find out your 
opinion of that. I have one other question. 
Under the application of the new Bill you 
suggested in your brief, particularly in the 
latter part of it, that you believed many of 
the rates set by the CNR are not 
compensatory.

In other words, they are not covering the 
basic cost of moving of the goods; they are 
doing it at a loss, really, in order to maintain 
the business they carry on.

Mr. Irving: Well, I would not say that. 
The lower we sink as far as industrial activity 
goes here, the less traffic we are going to 
have. They have the road beds, they have the 
rights-of-way, and they have all these facili
ties. If they can increase, then down goes 
their cost of operation.

Mr. Horner: In the last part of your brief, 
you said:

While railroads may operate at a loss 
in order to serve isolated areas, the CNR 
should not use taxpayers money to cut 
rates at the expense of forcing railway 
competition out of business.

This is what you say and this is what I 
meant. Do you believe the railroads are, in 
effect, still doing that?

[Interpretation]
tantes dans le cadre de cette étude, car en 
vertu de la nouvelle application du Bill 
C-231, seule la concurrence régit les taux. 
C’est le principe du projet de loi. Si le canal 
de Chignecto était essentiel il y a 100 ans, il 
est d’autant plus essentiel aujourd’hui dans le 
cadre du nouveau processus pour établir le 
tarif. N’est-ce pas?

M. Irving: C’est merveilleux de vous 
entendre.

M. Horner: Je voulais simplement savoir ce 
que vous en pensiez. J’ai une autre question 
à poser. En vertu de l’application de ce nou
veau projet de loi, vous laissez entendre dans 
votre mémoire, et surtout dans la dernière 
partie que, selon vous, bon nombre des taux 
établis par le National-Canadien ne sont pas 
compensatoires.

En d’autres mots, qu’ils ne couvrent pas le 
coût de base du transport des marchandises. 
On travaille vraiment à perte de façon à 
poursuivre leur entreprise.

M. Irving: Je n’irais pas jusque-là. Plus 
l’activité industrielle sera faible moins il y 
aura de circulation. Ils ont les structures, ils 
ont les droits et ils ont les moyens. S’ils 
peuvent augmenter ils diminuent le coût de 
fonctionnement.

M. Horner: Dans la dernière partie de 
votre mémoire, vous dites:

Bien que les chemins de fer puissent être 
exploités à perte pour desservir les 
régions isolées, le National-Canadien ne 
devrait pas utiliser l’argent des contri
buables pour baisser les taux afin de 
faire disparaître toute concurrence ferro
viaire.

Voilà ce que vous dites et c’est ce que je 
voulais dire. Croyez-vous que les chemins de 
fer le font toujours?

Mr. Irving: They are on the edge, in cer- M. Irving: Ils sont sur le point, 
tain places. pratiquement.

Mr. Horner: Are you or your company M. Horner: Est-ce que vous ou votre corn- 
knowledgeable as to the application of a cap- pagnie savez ce qu’il en est de la clause du 
tive shipper clause into the new bill, and nouveau bill concernant l’expéditeur captif et 
your ability to apply for captive shipper’s votre possibilité de demander le tarif de l’ex
rate? péditeur captif?

Mr. Irving: No, I am not sir. M. Irving: Non, je ne sais pas.

Mr. Horner: Your lawyers are not. I would M. Horner: Vos avocats ne sont pas au 
suggest, as I suggested during the Committee, courant. Je suggérerais, comme je l’ai déjà 
it would not be of much help. But I was told fait au comité, que cela n’aiderait pas beau- 
that it would, and I wondered whether you coup. Mais on m’a dit que ça aiderait, et je 
had actually tried to apply for that clause. me demande si vous aviez demandé l’applica

tion d’une telle clause.
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[Texte]
Mr. Irving: Well, we will look into it.

M. Thomas (Moncton): Mr. Chairman, in 
reading Mr. Irving’s letter of February 12th,
I was interested in these comments on page 
2:

We should familiarize ourselves with the 
circumstances surrounding the removal 
of the Moncton-Buctouche railway.

For the benefit of the members of the Com
mittee who may not know where Buctouche 
is, I wonder if he could tell us just what 
assurances were given, and by what levels of 
government, that an adequate service would 
be provided as replacement for the rail line 
which was abandoned. And he also goes on 
to say that these commitments have not been 
honoured. Could you enlarge upon that, Mr. 
Irving?

Mr. Irving: Mr. Chairman, if I may, I 
would like to just read something on this.

We were persuaded not to oppose the 
discontinuance of the operation of the 
Moncton-Buctouche railway. This was 
against our better judgment. E. V. Shore, 
who represented a group of local busi
ness people in opposing abandonment of 
the line, was the area’s only spokesman 
at the second hearing, and the only per
son who made a determined effort to 
retain the line. He could not understand 
why we did not appear at the hearing to 
voice our opposition to loss of the 
service.

It was because we had been assured 
that the area would be placed at no 
disadvantage and that the CNR would 
deliver freight at no added cost if the 
line was discontinued. A commitment 
was made with full authority, on behalf 
of the Provincial Government, the par
ties claiming he was also speaking for 
the Hon. J. W. Pickersgill, then Minister 
of Transport.

No sooner was the hearing over, than 
we were told we would have to pick up 
our carload shipments at Shediac, Har
court, or Rexton, which we have been 
forced to do ever since. This has been a 
tremendous blow to the community of 
Buctouche as they now have an added 
transportation cross barrier which dis
courages the establishment of a new 
industry.

This will be corrected only when the CNR
provides service equivalent to that which 

29690—71

[Interprétation]
M. Irving: Nous verrons ce qu’il en est.

M. Thomas (Moncton): Monsieur le prési
dent, à la lecture de la lettre de M. Irving en 
date du 12 février, je me suis intéressé aux 
commentaires qu’il a faits, en page 2:

On devrait se familiariser avec les cir
constances qui ont entraîné la disparition 
du chemin de fer de Moncton-Buctouche.

Pour la gouverne des honorables députés 
qui ne savent peut-être pas où se trouve 
Buctouche, pourriez-vous nous dire au juste 
quelles assurances furent données, et par 
quel niveau de gouvernement, qu’un service 
adéquat serait assuré pour remplacer cette 
ligne qui était abandonnée? Vous poursuivez 
en disant que ces engagements n’ont pas été 
honorés. Est-ce que vous pourriez élaborer 
un peu plus là-dessus, M. Irving?

M. Irving: Monsieur le président, si on 
veut bien me le permettre, je vais seulement 
lire quelque chose à ce sujet:

On nous a persuadé de ne pas nous 
opposer à l’abandon de la ligne ferro
viaire Moncton-Buctouche. C’était contre 
notre meilleur jugement. E. V. Shore qui 
représentait un groupe d’hommes 
d’affaires locaux s’opposant à l’abandon 
de cette ligne ferroviaire, était le seul 
porte-parole de la région à la deuxième 
audience, et le seul qui ait déployé des 
efforts pour maintenir cette ligne. Il ne 
pouvait pas comprendre pourquoi nous 
n’avions pas comparu à cette audience 
pour faire part de notre position à cette 
cessation de service.

C’était simplement parce que nous 
avions reçu l’assurance que cette région 
ne se trouverait pas désavantagée et que 
le National-Canadien assurerait la livrai
son des marchandises au même tarif si la 
ligne était fermée. Cet engagement avait 
été fait avec l’autorisation de l’autorité, 
au nom du gouvernement provincial et 
on prétendait parler au nom de l’honora
ble J. W. Pickersgill qui était alors minis
tre des Transports.

A peine les audiences terminées, on 
nous a dit que nous devrions aller cher
cher nos expéditions à Shédiac, Harcourt 
ou Rexton, ce que nous avons dû faire 
depuis lors. Ce fut un coup terrible pour 
la collectivité de Buctouche parce que 
maintenant il y a cette barrière de l’aug
mentation du coût de transport qui 
empêche l’établissement de toute nou
velle industrie.

Ce sera réglé simplement lorsque le Natio
nal-Canadien fournira un service équivalent
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existed before the line was abandoned, and 
at no extra cost.

Mr. Thomas (Moncton): Has your company 
made further representations to the CNR or 
the Canadian Transport Commission to ask 
them to honour their commitments to provide 
this service?

Mr. Irving: Yes, we do have an industry in 
Buctouche and we do bring many carloads of 
freight into Buctouche. We have been told by 
the CNR that if we want our freight, we 
must pick it up at Rexton, Shediac or 
Moncton.

Mr. Thomas (Moncton): In other words, 
they still have not provided the service that 
you were promised.

Mr. Irving: They have not provided us 
with the service we were promised.

The Chairman: Mr. Corbin.

Mr. Corbin: I have no question, Mr. Chair
man, but this is a point of order of sorts. Just 
to set the records straight, Mr. Irving in the 
summary of his brief, in paragraph 5, says: 

Saint John and Fredericton are not 
included in the federal government 
designated areas.

But I think they are now, since last fall. I 
think we should set the records straight on 
that.

Mr. Irving: Mr. Chairman, may I answer 
that this way. We were greatly encouraged 
by what Prime Minister Trudeau told us 
when he was down here last year. We 
expected that Saint John would be included.

However, to date. Saint John is not includ
ed, as I understand. Our Atlantic Develop
ment Board has been cut down. But, Mr. 
Jean Marchand, the Minister, in his state
ment last Friday, I think it was, mentioned 
and referred to this area. That encouraged us 
greatly. It has been our opinion for four or 
five years that Saint John should be included 
in these centres.

The situation is going to change, but it 
actually has not changed to this moment, as 
far as I know.

Mr. McGrath: I have one or two questions 
that have already been answered by Mr. 
Irving. Perhaps he could answer this one.

[Interpretation]
à celui qui existait avant qu’on abandonne 
cette ligne ferroviaire et sans coût 
additionnel.

M. Thomas (Moncton): Est-ce que votre 
Société a présenté d’autres instances au 
National-Canadien ou à la Commission cana
dienne des transports pour leur demander 
d’honorer leurs engagements de fournir ce 
service?

M. Irving: Oui, nous avons une industrie à 
Buctouche et nous avons pas mal de trans
ports à assurer. Le National-Canadien nous a 
dit que si nous voulions avoir nos expédi
tions, nous devions les prendre à Rexton, 
Shédiac et Moncton.

M. Thomas (Moncton): En d’autres termes, 
ils n’ont toujours pas assuré le service qu’on 
vous avait promis.

M. Irving: Non.

Le président: M. Corbin.

M. Corbin: Je n’ai pas de questions à poser, 
monsieur le président, mais j’en appelle au 
règlement, plus ou moins. Simplement pour 
la clarté du compte rendu, M. Irving, dans le 
résumé de son mémoire, à l’alinéa 5 dit que: 

Saint-Jean et Fredericton ne sont pas 
incluses dans les régions désignées du 
gouvernement fédéral.

Mais je pense qu’elles le sont maintenant 
depuis l’automne dernier. Je pense que nous 
devrions rétablir le compte rendu sur ce 
point.

M. Irving: Monsieur le président, si on 
veut bien me permettre de répondre à cette 
observation de la façon suivante. Nous avons 
été vraiment encouragés par ce que M. Tru
deau nous a dit lorsqu’il est venu nous ren
dre visite l’année dernière. Nous nous atten
dions à ce que Saint-Jean soit inclus.

Cependant, jusqu’ici Saint-Jean n’est pas 
inclus dans une telle région désignée. De plus 
le plan développement de l'Atlantique a été 
ralenti. M. Jean Marchand, le ministre, dans 
sa déclaration de vendredi dernier, je pense, 
en a parlé. Cela nous a vraiment encouragés. 
Notre point de vue depuis déjà 4 ou 5 ans, 
était que Saint-Jean soit inclus dans ces cen
tres de régions désignées. La situation va 
changer, mais elle ne l’a pas été encore jus
qu’ici. Du moins, pour autant que je sache.

M. McGrath: Monsieur Irving a déjà 
répondu à une ou deux questions que je 
voulais poser. Peut-être pourrait-il répondre
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What would be the consequences to his 
organization if the freeze is lifted and the 
anticipated escalation of rates to which he 
has already referred takes place?

Mr. Irving: There have been changes in 
New Brunswick. Mactaquac Dam has been 
built. We have timber holdings in the State 
of Maine. That lumber was always processed 
in Saint John. The Mactaquac Dam has 
created a 65-mile stretch of dead water. It 
has affected the flow below the dam to Fred
ericton. That dam, by the way, is about 12 
miles from here up the river. So we have 
been affected greatly. Would you mind 
repeating your question?

Mr. McGrath: What consequences to your 
organization would follow the anticipated 
escalation of the rates to which you referred, 
if and when the freeze is lifted?

Mr. Irving: We are being forced now to 
relocate plants to handle this lumber from 
the State of Maine. It can no longer come 
down to Saint John. We have rates now in 
existence that run from 11 to 17 cents. We 
understand that if the freeze is lifted—and 
we have been told this, I believe, or there is 
good indication—those rates will go from 38 
to 52 cents, instead of 11 to 17 cents which 
now exist. That is very important to us.

Mr. McGrath: My question, sir, is what 
immediate effect would this have on your 
operation?

Mr. Irving: It would wreck what we are 
planning on doing.

The Chairman: Mr. Breau.
Mr. Breau: Mr. Irving, you mentioned in 

your brief quite a disparity between the rates 
for pulp and paper from Nova Scotia to a 
point in Pennsylvania and Saint John to a 
point in Connecticut. You recall what I 
mean? Is there a danger that the difference 
you have to pay in the freight—or maybe 
you are hauling it some other way—but is 
danger that the difference in price that you 
will have to pay would result in a reduction 
in price paid to the lumbermen?

Mr. Irving: Oh yes, that works right back. 
Any pulp mill in New Brunswick today, any 
straight pulp mill, is having great difficulty to 
operate. We have a mill in Saint John. We 
have increased its capacity by 700 or 800 per 
cent since we took it over in 1946. We have 
not closed a day. And we have operated 
continuously with the exception of three or 
four days last week when we had a short
lived strike. But barring that, we have run

[Interprétation]
à celle là. Quelles seraient les conséquences 
pour sa compagnie si le gel était levé et si 
l’escalade des taux qu’il a mentionné avait 
lieu?

M. Irving: Il y a eu des modifications au 
Nouveau-Brunswick. Le barrage Mactaquac 
a été construit. Nous avons des concessions 
forestières dans l’état du Maine, du bois qui 
a toujours été transformé à Saint-Jean. Le 
barrage Mactaquac a créé un plan d’eau de 
65 milles et il a affecté le débit vers Frederic
ton. Ce barrage se trouve à 12 milles en 
amont sur la rivière. Nous avons donc été 
affecté. Pourriez-vous répéter votre question?

M. McGrath: Quelles seraient les consé
quences pour votre organisation de l’escalade 
prévue des taux dont vous avez parlé, lors
que le gel sera levé?

M. Irving: Nous devons maintenant réins
taller nos usines pour s’occuper de ce bois de 
l’état du Maine. Il ne peut plus venir jusqu’à 
Saint-Jean. Nous avons maintenant des taux 
qui vont de onze à dix-sept cents. Si ce gel 
était levé, c’est ce qu’on nous a dit et je 
pense, que tout nous indique que ce taux 
irait de trente-huit à cinquante-deux cents 
plutôt que de onze à dix-sept cents tel qu’il en 
est maintenant. C’est très important pour 
nous.

M. McGrath: Ma question, monsieur, est 
quel serait les résultats immédiats sur votre 
exploitation?

M. Irving: Cela ruinerait ce que nous 
avons l’intention de faire.

Le président: Monsieur Breau.
M. Breau: Monsieur Irving, vous avez 

mentionné dans votre mémoire, la disparité 
qui existe dans les taux de la pâte et du 
papier, entre la Nouvelle-Écosse et un point 
en Pennsylvanie et Saint-Jean et un point du 
Connecticut. Vous vous en souvenez, n’est-ce- 
pas? Y a-t-il un danger que la différence que 
vous devez payer dans le tarif marchandises, 
que cette différence dans les prix entraîne 
une réduction des prix payés aux bûcherons?

M. Irving: Oh oui. Tout cela a des réper
cussions tout le long de la ligne. N’importe 
quelle usine de pâte à papier du Nouveau- 
Brunswick aujourd’hui, n’importe laquelle, a 
beaucoup de difficultés à fonctionner. Nous 
avons une usine à Saint-Jean. Nous avons 
augmenté la capacité de 700 ou 800 pour cent 
depuis que nous l’avons prise en main en 
1946. Nous n’avons pas fermé une seule jour
née. Notre exploitation a été constante sauf 3
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[Text]
continuously since 1946 at capacity. We 
rebuilt the mill and we increased capacity 
700 or 800 per cent and never lost a day.

Of course it could have a great effect. The 
question now is, can we now absorb these 
freight charges. It is just on the edge, as I 
said some place here. We work on 1% here, 
in B.C. on equity. B.C. works on 25 per cent 
profit.

Mr. Breau: Concerning your retail organi
zation, or the sector retailing your oil busi
ness, from many of the briefs we have 
received this morning, I take it you deliver 
most of your oil by truck, even outside Que
bec? What I am getting at is, supposing that 
the Maritime Freight Rates Act would apply 
to other modes of transportation, other than 
rail, would it help your retail organization to 
penetrate better in Quebec and Ontario?

Mr. Irving: No, I do not think we could 
say that that would have any effect as far as 
oil is concerned, because you either have a 
change agreement or you transport your oil 
there by large tankers, and your railway or 
truck transport would be done from local 
distributing points in the Province of Quebec.

Mr. Breau: So it would not necessarily 
result in a better price delivered in Quebec 
for you.

Mr. Irving: No.
Mr. Breau: Now concerning the Chignecto 

Canal, I think that about maybe 10 years ago, 
if I recall, you made some kind of commitment 
or you said that you would make a commit
ment if the various governments would make 
a definite commitment. Would you be ready 
to tell this Committee, or make public, what 
your intentions would be, supposing the gov
ernment would go ahead now? What would 
you propose?

Mr. Irving: Well, at that time, we said we 
would spend 100 million on industry. It 
depends when you draw the line, but that 
would be so still. Time is running out as far 
as I am concerned, but that is quite possible, 
yes.

[Interpretation]
ou 4 jours la semaine dernière, où nous 
avons eu une grève de courte durée. Mais, à 
cette exception près, nous avons exploité l’u
sine continuellement depuis 1946 à pleine 
capacité. Nous avons reconstruit l’usine et 
nous avons augmenté sa capacité de 700 ou 
800 pour cent sans perdre une seule journée.

Évidemment, cela pourrait avoir de grands 
résultats. La question est de savoir si nous 
pouvons vraiment absorber ces frais de 
transport. C’est juste à la limite, comme je 
l’ai déjà dit Nous avons une marge d’un 
pour cent ici tandis que la Colombie-Britan
nique a une marge de vingt-cinq pour cent 
de profit.

M. Breau: En ce qui concerne votre organi
sation de vente au détail ou le secteur qui 
s’occupe de la vente au détail des produits 
pétroliers, je crois comprendre, d’après de 
nombreux mémoires que nous avons reçus ce 
matin, que la plus grande partie de votre 
pétrole est livré par camion, même à l’exté
rieur du Québec. Je veux en venir au point 
suivant: supposons que la Loi sur les taux de 
transport des marchandises dans les provin
ces Maritimes soit modifiée pour inclure les 
autres modes de transport, en plus du rail, 
est-ce que cela aiderait votre organisation de 
vente au détail à mieux pénétrer les marchés 
du Québec et de l’Ontario?

M. Irving: Je ne crois pas que l’on puisse 
dire que cela aurait une influence en ce qui 
concerne le pétrole. Ou bien vous avez un 
changement dans l'entente, ou bien vous 
transportez votre pétrole par navires citernes 
et vous le distribuez ensuite sur le marché de 
la province de Québec par rail aux camions à 
partir de centres locaux de distribution.

M. Breau: Alors, cela ne donnerait pas 
nécessairement un meilleur prix peur le 
pétrole que vous livrez au Québec?

M. Irving: Non.
M. Breau: Au sujet du canal de Chignecto, 

il y a environ 10 ans je crois, vous vous étiez 
engagé ou vous aviez dit que vous vous enga
geriez, si les divers gouvernements voulaient 
aussi s’engager. Pourriez-vous révéler à notre 
Comité ou au public ce que vous entendez 
faire si le gouvernement se décide à aller de 
l'avant?

M. Irving: A ce moment-là, nous avions dit 
que nous dépenserions 100 millions de dollars 
pour l’industrie. Cela dépend des projets du 
gouvernement, mais notre proposition tient 
toujours. Évidemment le temps passe, en ce 
qui me concerne, mais c’est toujours possible, 
je crois.
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[Texte]
Mr. Breau: But you would still invest 100 

million dollars?

Mr. Irving: You would have to give me a 
minute to think that over, how I was going 
to raise it. But basically that is right. I can 
almost give you an off-the-cuff answer on 
that, and the answer would be yes.

Mr. Breau: I saw by some press reports 
last summer, I think, that you were interested 
in setting up a super-port in and around 
Saint John, was it?

Mr. Irving: Correct. It is right in Saint 
John city now, on the East Side.

Mr. Breau: Hou would this help your trans
portation by super-tankers from New Bruns
wick? As far as you are concerned, would it 
help to alleviate the problems you have had, 
in maybe importing some raw materials or 
getting something from Quebec, even if you 
do not get the Chignecto Canal?

Mr. Irving: Oh yes. It would be a wonder
ful thing. It would augment the benefit great
ly. You see, the reasons for these super-tank
ers are two. The Suez Canal was closed in 
1967, was it not? The first time was in the fall 
of 1956. But this last time was 1967, right? 
So, from that time on we have had to come 
around by the Cape, all around Africa. It has 
increased the distance from about 8 thousand 
miles to we will say 12 thousand miles for 
the haul. So that just rushed the matter of 
building these super-tankers, because the 
cost was so great.

I am trying to rush through this; I could 
tell a whole story. But anyway, you have got 
to have these larger tankers in order to trans
port oil from the Persian Gulf to Saint John. 
In order to bring it to Saint John, you have 
to have deep water, and we are putting this 
terminal outside of Saint John, or I guess it 
is in the city, in a way. We have 130 feet of 
water, so we have no trouble. That is why 
we are building.

Mr. Chairman: Mr. Nowlan.
Mr. Nowlan: My questions have been 

answered, other than the one I am going to 
ask. May I ask seriously, sir, a supplemental 
on the Chignecto Canal. Looking at the 
Atlantic area, is it more economic to join 
P.E.I. to the mainland, compared to separat
ing Nova Scotia from the mainland?

Mr. Irving: Well, I have many friends in 
Prince Edward Island, and I will say this. It 
is most important to the Bay of Fundy and 
the Gulf of St. Lawrence to have the Chig
necto Canal.

[Interprétation]
M. Breau: Mais, vous seriez toujours prêt à 

investir 100 millions?

M. Irving: Il faudrait me donner une 
minute pour que je sache où je vais les 
trouver. Mais en principe, oui. Je peux prati
quement vous donner une réponse immédiate 
et c’est -oui».

M. Breau: J’ai vu dans les journaux, l’été 
dernier je crois, que vous étiez intéressé à 
établir un super-port, dans les environs de 
Saint-Jean, n’est-ce pas?

M. Irving: Oui, à saint-Jean, dans la ville 
même de Saint-Jean, du côté est.

M. Breau: Comment cela aiderait-il par 
exemple votre transport par pétroliers géants 
jusqu’au Nouveau-Brunswick. En ce qui vous 
concerne, est-ce que cela allégerait le pro
blème que vous avez eu pour l’importation 
des matières premières du Québec, même si 
vous n’obtenez pas le canal de Chignecto?

M. Irving: Ah oui, il nous faut l’obtenir. 
Cela augmenterait beaucoup les avantages. 
La raison de ces pétroliers géants est double. 
Le canal de Suez a été fermé en 1967, 
n’est-ce pas? Une première fois l’automne 
1956, mais la dernière fois c’était en 1967, 
exact? Et alors, à partir de ce moment, nous 
avons dû faire tout le tour de l’Afrique par le 
Cap. Ce qui a augmenté la distance de 8,000 
milles à 12,000 milles pour un seul parcours. 
Ce qui a tout simplement fait accélérer cette 
question des pétroliers géants car le coût 
était tellement considérable.

Je pourrais vous conter toute une histoire, 
mais j’essaie de raccourcir un peu. Il faut 
absolument avoir ces pétroliers géants pour 
transporter le pétrole du golf Persique 
jusqu’à Saint-Jean. A Saint-Jean il faut évi
demment un port en eau profonde et c’est 
pourquoi nous construisons ce port. Nous 
avons maintenant 130 pieds d’eau, il n’y a 
donc aucune difficulté. C’est la raison pour 
laquelle nous construisons.

Le président: M. Nowlan.
M. Nowlan: Mes questions ont trouvé 

réponse, sauf celle que je vais poser. Puis-je 
poser sérieusement une question à propos du 
canal de Chignecto. En examinant la région 
de l’Atlantique, est-ce qu’il est plus économi
que de relier l’île du Prince-Édouard à la 
terre ferme, plutôt que de séparer la Nouvel
le-Écosse de la terre ferme?

M. Irving: J’ai beaucoup d’amis à l’île du 
Prince-Édouard et je puis dire qu’il est très 
important pour la baie de Fundy et le golfe 
du Saint-Laurent d’avoir le canal de 
Chignecto.



324 Transport and Communications February 17, 1969

[Text]
Mr. Nowlan: But it the Northumberland 

Strait went ahead, which is a big if, is that 
going to affect negatively any inland sea 
routes?

Mr. Irving: Well, it would have to be a 
tunnel or a bridge, because I think more 
people than in shipping would be affected. 
The fisheries, ice, and everything else have 
to be taken into account. I presume that is all 
figured out. But I would not want to deprive 
Prince Edward Island of anything that they 
want.

Mr. Nowlan: You have a Canso causeway 
now, linking Cape Breton and Nova Scotia. 
You have a Northumberland Strait linking 
P.E.I. and the mainland. This makes a Chig- 
necto canal—each time you have another 
appendage to the mainland you are going to 
have more difficulty getting the canal 
through, are you not?

Mr. Irving: Well, I think we were the only 
people who opposed the causeway being built 
as it is. We claimed that it could be left 
opened, that it should be bridged rather 
than having a causeway. That has increased 
our distance getting into the Gulf of St. Law
rence by 160 miles with large ships. You can 
take up to 10,000 tonners through the canal 
at Canso. But you cannot take a larger boat. 
There is also Georges Bay in the north end 
of the Strait. It freezes up early in the fall 
generally speaking, although this year has 
been a good year. And I claimed that the 
time was going to cut navigation by at least 
three weeks in the Northumberland Strait in 
that area. And it has. Some years it has cut it 
down as much as five weeks.

Mr. Chairman: Mr. Perrault.

Mr. Perrault: Mr. Chairman, this brief sug
gested that the kind of action required here 
is the kind that has been taken on the West 
Coast. Is there any reason why that same 
type of co-operation with the same degree of 
incentive for industry cannot be effected on 
the East Coast of Canada?

Reference is made to the shipment of chips 
from Northern British Columbia via P.G.E., 
which is a good railway, and there is refer
ence to the Japanese coal-steel agreement. I 
would just respectfully point out, Mr. Chair
man, that one of the reasons why the Japa
nese coal-steel agreement is in effect, is not 
to reap a great profit for the people of Cana
da—I think it is a very marginal proposition 
from that standpoint—but precisely because 
this is one way that we can remove the need 
for subsidies and all designated area 
incentives.

[Interpretation]
M. Nowlan: Oui, mais si on procédait à la 

construction du projet du détroit de Nor
thumberland, est-ce que cela affecterait cette 
route intérieure par mer?

M. Irving: Il faudrait un tunnel ou un 
pont, car je crois qu’il y aurait beaucoup plus 
de gens en cause que ceux des transports. Il 
faudrait tenir compte des pêches, de la glace, 
et tout le restant. J’imagine qu’on a tenu 
compte de tout cela. Mais je ne voudrais pas 
priver l’île du Prince-Édouard de quoi que ce 
soit qu’ils veuillent.

M. Nowlan: Vous avez la chaussée Canso à 
l’heure actuelle visant à relier Cap-Breton à 
la Nouvelle-Écosse. Vous avez aussi le projet 
du détroit de Northumberland visant à relier 
l’île du Prince-Édouard à la terre ferme. 
Chaque projet que vous ajoutez diminue les 
chances d’obtenir le canal, n’est-ce pas?

M. Irving: Je crois que nous sommes les 
seuls à nous opposer à la construction de la 
chaussée telle que prévue. Nous avons dit 
qu’on devrait construire un pont plutôt 
qu’une chaussée. Cela augmente de 160 milles 
la distance que les gros bateaux devront par
courir pour se rendre dans le golfe du Saint- 
Laurent. Par le canal de Canso on peut faire 
passer des navires de 10,000 tonnes, mais pas 
plus. Vous avez aussi la baie Georges qui se 
trouve juste au nord du détroit, la glaciation 
s’y produit tôt à l’automne généralement J’a
vais prétendu, à ce moment-là, que cela 
réduirait la saison de navigation de trois 
semaines au moins dans le détroit de 
Northumberland. Et c’est ce qui est arrivé 
même jusqu’à cinq semaines.

Le président: M. Perrault.

M. Perrault: Monsieur le président dans le 
mémoire on suggère que les mesures néces
saires ici sont du même genre que celles qui 
ont été prises sur la côte de l’Ouest. Y a-t-il 
une raison pour laquelle le même genre de 
collaboration ne pourrait pas avoir lieu sur la 
côte Est du Canada?

On mentionne les copeaux du nord de la 
Colombie-Britannique qui sont expédiés par 
le PGE qui est une excellente compagnie fer
roviaire et on parle aussi de l’accord char
bon-acier avec le Japon. J’aimerais faire re
marquer, monsieur le président, qu’une des 
raisons pour lesquelles l’accord charbon-acier 
avec le Japon est en vigueur, n’est pas que 
cela rapporte beaucoup au peuple canadien, 
je pense que c’est très marginal, mais préci
sément parce que c’est un moyen de pouvoir 
éliminer le besoin de subventions et 
d’assistance.
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[Texte]
The coal is coming from British Columbia, 

not Alberta. Femie has been a very 
depressed area in our province. It has now 
been re-designated and is no longer regarded 
as a slow-growth area. The facts quoted are 
not strictly speaking correct. When the steel 
is put together there will not be any govern
ment subsidy paid. The Robert’s Bank facil
ity is being built as a result of federal-provin
cial co-operation, but Vancouver harbour is 
one of the few facilities in all of Canada 
which has consistently been showing a profit

I think it is a good example of how, if we 
get co-operation on the part of business, gov
ernment and labour, we can remove the need 
for subsidies in certain areas. So I would not 
quote the West Coast as the kind of pattern 
that the Maritimes should follow, at least in 
the immediate future.

Mr. Irving: Mr. Chairman, I do not agree 
with that thinking. Perhaps not subsidy, but 
get the cost down. Provide us with compara
tive rates. I think that rate worked out to 66 
cents, 67 cents, on the West Coast, per ton 
mile?

Mr. Perrault: What document are you 
quoting from? You are talking about the 
shipment of pulp chips.

Mr. Irving: Yes. $2.31.

Mr. Perrault: That is on the Pacific Great 
Eastern.

Mr. Irving: Yes, that is correct. That rate 
runs from .56 to .64 per ton mile. Now, com
pare that with the rates that we are paying. 
There is just no comparison at all.

Mr. Perrault: I do not think they are 
directly comparable though.

Mr. Irving: Oh yes.

Mr. Perrault: There is different typogra
phy. All sorts of factors enter into it. The 
P.G.E. has been extended into Norther Brit
ish Columbia as a result of the railway’s plan 
to expand. Pulp mills have been established 
along the right-of-way. It is far easier to 
load.

Mr. Irving: But. ..

Mr. Perrault: Mr. Chairman, the second 
point I was making about this Japanese coal 
contract is that there is no give-away of 
the peoples’ resources involved in this deal, 
and I know that my friends from B. C. admit

[Interprétation]
Le charbon vient de Colombie-Britannique, 

pas d’Alberta. Femie est une région très 
déshéritée de notre province. Elle n’est plus 
maintenant considérée comme une région de 
sous-développement. En fait, ce n’est pas 
vraiment exact. Lorsque l’accord entrera en 
vigueur, il n’y aura plus de subventions 
payées. La coopération fédérale-provinciale a 
permis la construction de Robert’s Bank mais 
le port de Vancouver est une des rares instal
lations au Canada qui ait toujours été 
rentable.

Je crois que c’est un excellent exemple de 
collaboration entre l’industrie, le gouverne
ment et la main-d’œuvre et grâce à cette 
collaboration nous supprimons le besoin de 
subventions dans certaines régions. Par con
séquent, je ne donnerais pas la côte ouest 
comme modèle pour les Maritimes, du moins 
dans un avenir rapproché.

M. Irving: Monsieur le président, je ne suis 
pas d’accord avec cette façon de penser. 
Peut-être non pas des subventions, mais une 
réduction des coûts tout de même. Nous assu
rer des taux comparables. Je crois que le 
taux était de 66 ou 67 cents, par tonne-mille, 
pour la côte ouest.

M. Perrault: De quel document sortez-vous 
ces chiffres? Vous parlez des expéditions de 
copeaux?

M. Irving: Oui, à $2.31.

M. Perrault: Par le Pacific Great Eastern.

M. Irving: Oui c’est exact. Le taux par 
tonne-mille va de $.56 à $.64. Comparez cela 
aux taux que nous payons. Il n’y a pas de 
comparaison valable.

M. Perrault: Je ne crois pas que l’on puisse 
les comparer vraiment.

M. Irving: Oh, si!

M. Perrault: Il y a toutes sortes d’éléments 
qui entrent en ligne de compte. Les chemins 
de fer PGE a été étendu vers le nord de la 
Colombie-Britannique en raison des projets 
d’expansion des chemins de fer. Les usines 
de pâte à papier se sont installées le long de 
la voie et c’est beaucoup plus facile de faire 
l’expédition.

M. Irving: Mais...

M. Perrault: Mais le deuxième point, mon
sieur le président, que je voulais soulever au 
sujet du contrat de charbon-acier avec le 
Japon, c’est qu’il n’y a pas de ressources que 
l’on donne dans cette affaire. Je sais que c’est
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[Text]
it is a pretty slim marginal economic proposi
tion. But at least, it removes the needs for 
incentives.

Mr. Irving: Mr. Chairman, I am not sug
gesting a give-away. That is a matter of 
operation for the CNR to work out, and we 
are asking for competitive rates. Now do not 
tell me that we do not have, in the Northern 
part of New Brunswick, as serious problems 
as B.C. We have.

Mr. Perrault: Mr. Chairman, I am just 
simply saying this. I do not think it is wise to 
suggest that this is the kind of pattern that is 
required in New Brunswick today, because 
this is a plan in British Columbia which does 
not require heavy government subsidies. I 
think that subsidies are going to be required 
in the Maritimes for some period to come.

Mr. Irving: Mr. Chairman, regardless of 
how it comes about, we do require the lower 
per ton mile rate.

Mr. Chairman: Gentlemen, as you know, 
we are running about 1 hour and 10 minutes 
behind our time. Once again I would ask the 
members to try to be as brief as they can, 
and I would ask Mr. Irving to be as quick as 
he can to answer. Mr. Rock.

Mr. Rock: Mr. Irving, first of all, I do not 
know from where you have your oil shipped, 
your crude oil. What I want to know from 
you is have you ever thought of, or have 
you ever studied the possibility of the pipe
line being extended from Toronto through to 
Montreal and through to here, and getting oil 
from the western provinces? And secondly, 
you were talking about chips, pulp chips 
being shipped. And also there is talk of 
building pipelines for chips. Have you ever 
looked into the possibility of building pipe
lines for the transportation of pulp chips?

Mr. Irving: Yes, we were a party to that 
experiment. It was on the Pink River, I 
believe, the Marathon Pulp mill. We were 
one of the group that carried on some experi
ments there in respect to the pipelining of 
chips. We have developed that to a point, and 
unless the railways do something, maybe that 
might be the answer. I do not know for sure.

Mr. Horner: Mr. Irving, with regards to 
maintenance of the Maritimes Freight Rates

[Interpretation]
que mes amis en C.-B. disent que c’est une 
question économique marginale. Mais au 
moins on enlève le besoin de stimulants.

M. Irving: Monsieur le président, je ne 
suggère pas du tout qu’on nous subventionne. 
C’est une question d’exploitation que le 
National-Canadien doit étudier et nous 
demandons tout simplement des taux concur
rentiels. Ne me dites pas alors que dans le 
nord du Nouveau-Brunswick nous n’avons 
pas un problème aussi grave que celui de la 
Colombie-britannique, nous en avons un.

M. Perrault: Je ne suis pas en désaccord, 
monsieur le président, je dis simplement que 
ce n’est pas prudent de suggérer que c’est la 
seule solution aux problèmes du Nouveau- 
Brunswick aujourd’hui car, c’est un plan en 
Colombie-Britannique qui n’exige pas de 
grandes subventions gouvernementales. Et je 
crois que les Maritimes, vraiment, auront 
besoin de subventions pendant un certain 
temps.

M. Irving: Peut importe comment on pro
cède, nous avons vraiment besoin du tarif 
par tonne-mille le plus bas.

Le président: Messieurs comme vous le 
savez nous avons environ une heure et dix 
minutes de retard sur notre horaire. Encore 
une fois je demanderais aux députés d’être 
aussi brefs que possible et je demanderais à 
M. Irving aussi, de répondre le plus rapide
ment possible. Monsieur Rock?

M. Rock: Monsieur Irving, tout d’abord, je 
ne sais pas d’où vous importez votre pétrole 
brut. Ce que je veux savoir, c’est, est-ce que 
vous avez déjà songé, ou avez-vous déjà étu
dié la possibilité d’étendre l’oléoduc de 
Toronto à Montréal et jusqu’ici, et obtenir 
le pétrole des provinces de l’Ouest? Et, deu
xièmement, vous avez aussi mentionné les 
copeaux de bois, et la pâte à papier que l’on 
expédie. Il a aussi été question de construire 
des conduites pour les copeaux. Avez-vous 
examiné la possibilité de construction d’une 
conduite de transport des pulpes?

M. Irving: Oui. En fait, nous participions à 
cette expérience. C’était à Pink River, je 
crois l’usine à papier Marathon. Nous faisions 
partie du groupe qui a fait certaines expé
riences en ce qui concerne le transport par 
conduites des pulpes de bois. Nous l’avons 
développé jusqu’à un certain point et à moins 
que les chemins de fer ne fassent quelque 
chose, ce sera probablement la solution. Je 
n’en suis pas sûr.

M. Horner: Monsieur Irving, en ce qui con
cerne la Loi des taux de transport des mar-
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[Texte]
Act, which, in a sense, if it is maintained for 
years from now, may well be a subsidy to 
the transportation industry in the Maritimes. 
I think you will agree with that. Is it not 
better, from the taxpayers point of view, to 
pay that subsidy to a specific part of the 
economy like transportation rather than raise 
the equalization payments to the Maritimes.

Mr. Irving: Raise the which?

Mr. Rock: The equalization payments 
between the provinces. For example, we in 
Alberta get nothing under the equalization 
grants from the federal gouvemment, but the 
Maritimes get something. Would it not be 
better to pay the subsidy to a specific part of 
the economy rather than holus-bolus to the 
governments?

Mr. Irving: Well, Mr. Chairman, if I may 
say in answer to that question, I think how 
the federal government spends their money is 
very important; and I think they should study 
these matters and make sure that they are 
going to get the best value for what they do 
spend, and going to get the results they think 
are needed.

Mr. Horner: From an industrialist like 
yourself in the development of the Mari
times, surely you would rather see it go to a 
specific segment of the economy rather than 
to the government to spend on any project it 
might like to.

Mr. Irving: It all depends on the govern
ment; it depends on the people who have to 
do with the spending of it. But I could not 
answer that.

It is very good to have, as far as our rail 
rates are concerned, and if it takes subsidies 
to get the rail rates down to earth so that we 
can carry on and develop industry here, well 
then it would be great to have the federal 
government decide that they are going to 
subsidize us, if that is necessary, to get these 
rates down to where we can be competitive.

Mr. Chairman: One last question from Mr.
Bell.

Mr. Bell: Mr. Chairman, I am encouraged 
to ask this question because of the support 
and interest of some of the members in the 
Chignecto Canal, particularly Mr. Horner, 
who is one of the leading transportation 
experts in the House of Commons. I am also 
anticipating, Mr. Chairman, what one of the 
Saint John groups has in its brief. But as Mr. 
Irving has said, time is running out, and I 
am wondering if Mr. Irving would agree that

[ I nterprétation ]
chandises des Maritimes, si on le maintient 
pendant des années encore, il y aura en quel
que sorte une subvention à l’industrie des 
transports dans les Maritimes. Vous serez 
d’accord, je pense. Du point de vue du contri
buable, est-ce qu'il ne serait pas préférable 
de subventionner un secteur particulier de 
l’économie plutôt que d’augmenter les paie
ments de la péréquation pour les Maritimes.

M. Irving: Augmente quoi?

M. Rock: Les paiements de péréquation 
entre les provinces. Par exemple, nous en 
Alberta, nous ne recevons rien en vertu de la 
péréquation fédérale, mais les Maritimes 
elles, en reçoivent. Est-ce qu’il ne serait pas 
préférable de subventioner un secteur de 
l’économie, plutôt que de tout donner aux 
gouvernements?

M. Irving: En réponse à cette question, 
monsieur le président, si vous me le permet
tez, je dirais que la façon dont le gouverne
ment fédéral dépense son argent, est très 
importante. Et je crois que le gouvernement 
devrait étudier ces questions et s’assurer qu’il 
va obtenir le meilleur usage des fonds à 
dépenser et essayer d’obtenir les résultats 
attendus et nécessaires.

M. Horner: Mais un industriel comme vous, 
dans le développement et l’expansion des 
Maritimes, préféreriez voir un secteur parti
culier de l’économie recevoir la subvention 
plutôt que voir le gouvernement dépenser les 
fonds pour n’importe quel projet qu’il désire?

M. Irving: Tout dépend du gouvernement. 
Tout dépend des gens qui devront effectuer 
les dépenses. Je ne pourrais pas répondre à 
cette question.

En ce qui concerne les taux de transport 
par chemins de fer, si la réduction des tarifs 
de transport par chemin de fer exige des 
subventions afin que nous puissions continuer 
à progresser et développer l’industrie, alors, 
je serais en faveur des subventions afin de 
réduire les taux de façon que nous puissions 
être concurrentiels.

Le président: Une dernière question, mon
sieur Bell.

M. Bell: Je pose cette question en raison de 
l’intérêt manifeste de certains membres pour 
le canal de Chignecto, notamment M. Homer, 
qui est un des experts en matière de trans
port à la Chambre. Je prévois aussi, monsieur 
le président, quelque chose présenté par l’un 
des groupes de Saint-Jean. Mais comme l’a 
dit M. Irving le temps passe et je me 
demande si M. Irving ne serait pas d’accord 
si ce Comité décidait de formuler une recom-
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[Text]
this Committee should make as one of its 
recommendations, after we finish this tour, a 
final last ditch giant economic survey of the 
Chignecto Canal to settle once and for all its 
possibilities and future in the light of all the 
new aspects of it, the power, the pleasure 
craft industry, and everything else connect
ed with it.

Would this not satisfy him and his asso
ciates from an industrial standpoint?

Mr. Irving: A study?

Mr. Bell: A final up-to-date economic study 
of some kind in the light of all the new 
possibilities, if this Committee recommended 
it.

Mr. Irving: Mr. Chairman, we have had 
five or six studies now. They have all said it 
was possible and could very well be built. 
One or two said that perhaps we are short of 
money now, and we should build it later. But 
it has been well studied and it is practical. So 
I would say, the building of it is the next 
thing. But if somebody would like to take 
another look at it, that is alright with me, but 
let us look at it immediately.

Mr. Bell: This is what they call in Ottawa 
now a study in depth. It comes after you 
have had about five ordinary surveys.

Mr. Nowlan: I have a question, not on the 
subject of the Chignecto Canal, but the 
M.F.R.A. I do not see it in Mr. Irving’s brief 
and I do not think he has been asked the 
question. Is he in favor of extending the 
M.F.R.A. to trucks, the truck industry as a 
subsidy? And if not, why not?

Mr. Irving: Now, do not ask me to advise 
you...

Mr. Nesbitt: No, I am only asking because 
there is an absolute silence in your brief. 
You have covered a multitude of other areas. 
You are concerned with the Maritime Freight 
Rates Act, and I would like to know if you 
are in favor, from an economic point of view, 
of extending the benefits, if there are 
benefits, in that Act to the trucking industry, 
and if not, why not?

Mr. Irving: I think the people in the truck
ing business know what they should have, 
or they should know what they need and if 
they can justify it, extend it to them. I 
am not here for the purpose of supporting or 
being against that because I have not got the

[Interpretation]
mandation ou un vœu à la fin de notre tour
née, pour essayer de faire une dernière étude 
économique du canal de Chignecto quant aux 
possibilités et quant à son avenir à la lumière 
de tous les nouveaux aspects, du programme 
hydro-électrique, de l’industrie de plaisance 
et autres.

Est-ce que cela ne le satisferait pas, lui et 
ses associés, du point de vue industriel?

M. Irving: Une étude?

M. Bell: Une dernière étude économique à 
jour, à la lumière de toutes les nouvelles 
possibilités, si le Comité le recommandait.

M. Irving: Monsieur le président, nous 
avons eu cinq ou six études jusqu’à ce jour. 
Toutes les études ont dit que c’était possible, 
que le canal pourrait très bien être construit. 
Une ou deux études ont dit que nous man
quions peut-être de fonds à l’heure actuelle 
et que nous pourrions le construire plus tard. 
On l'a étudié à fond et c’est réalisable. Par 
conséquent je dirais que la construction doit 
être la prochaine étape. Mais si on veut l’exa
miner de nouveau, très bien, je suis d’accord, 
mais, examinons le tout de suite.

M. Bell: Ce serait ce que nous appelons 
maintenant à Ottawa, une étude en profon
deur. Cela vient après cinq études ordinaires.

M. Nowlan: J’ai une question qui n’a pas 
trait au canal de Chignecto, mais à la Loi sur 
les transports des marchandises dans les 
Maritimes. Je ne le vois pas dans le mémoire 
de M. Irving et je ne crois pas qu’on ait posé 
la question. Est-ce qu’il serait en faveur d’é
tendre la Loi pour couvrir l’industrie du 
camionnage? Subventionner le camionnage? 
Et si non, pourquoi?

M. Irving: Ne me demandez pas de 
conseils.

M. Nesbitt: Je pose seulement la question 
parce que vous n’en parlez pas dans votre 
mémoire. Vous avez couvert toute une 
gamme de sujets. J’aimerais donc savoir si 
vous êtes en faveur du point de vue économi
que, d’étendre ces avantages, si avantages il 
y a, dans la Loi du transport des marchandi
ses par camions et si non, pourquoi pas?

M. Irving: Je pense que les personnes qui 
s’occupent des transports par camion savent 
ce qu’il leur faut, ou au moins devraient le 
savoir; s’ils peuvent le justifier, très bien, 
étendons la portée de la Loi. Mais je ne suis 
pas ici afin d’appuyer cela ou de m’y opposer.
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information on that, but if the people who car je n’ai pas les renseignements voulus. Si 
are in the trucking business say, “Give us the toutefois ceux qui sont dans l’industrie du 
thing” and can back it up with facts and it camionnage trouvent que c’est là une bonne 
can be handled in a satisfactory way, then chose et qu’ils peuvent le soutenir par des 
that is all right. preuves et des chiffres, et qu’on puisse le

faire de façon satisfaisante, très bien, fai- 
sons-le.

The Chairman: Gentlemen, I think we 
have had a fairly good debate and I think we 
want ... Yes, Mr. Nesbitt?

Mr. Nesbitt: Just one supplementary I 
made a note of. Could Mr. Irving tell us what 
the approximate cost at the present time 
would be of the Chignecto Canal?

Mr. Irving: I understood there was a study 
made four or five years ago and that the 
estimated cost was $80 million. I think that 
was for a 27-foot depth of water over the 
sills and I think that was a one-lock canal. 
That might not be the price—you might want 
a two-lock canal. Then, too, there is talk of 
power development at the head of the Bay of 
Fundy and this area lends itself. The Cum
berland Basin and Shepody Bay are ideal for 
that sort of development.

I am not sure just what that figure would 
be today but for a single lock about $80 
million was suggested as taking care of it, 
but it could very well be more than that 
today.

Mr. Nesbitl: That would be about $80 mil
lion or so.

Mr. Irving: It could be over $100 million, 
well over $100 million, to put in two locks. I 
am not sure.

Mr. Nesbitt: That would still be about the 
amount of the recent annual deficit of the 
CBC.

The Chairman: I want to thank you, Mr. 
Irving. You have been very kind.

I will call upon the Saint John Port and 
Industrial Development Commission.

Gentlemen, we have with us here Mr. 
Gland, Mr. Mooney, Mr. McCavour and Mr. 
MacDonald.

Now we will have a resume of the brief of 
the Saint John Port and Industrial Develop
ment Commission.

Le président: Messieurs, je crois que nous 
avons eu une discussion utile. Monsieur 
Nesbitt?

M. Nesbitt: Une question supplémentaire. 
Monsieur Irving, pourriez-vous nous donner 
le coût approximatif du canal de Chignecto?

M. Irving: Il y a quatre ou cinq ans, on 
avait fait une étude et le coût estimatif était 
de $80 millions. Je crois qu’il s’agissait de 27 
pieds d’eau et d’une seule écluse. Mais ce 
n’est peut-être pas le genre de canal qu’on 
voudrait maintenant. On voudrait peut-être 
deux écluses. On parle aussi d’un développe
ment hydroélectrique au fond de la Baie de 
Fundy, endroit idéal pour ce genre de déve
loppement. Le bassin de Cumberland et la 
baie de Shepody se prêtent aussi à cela.

On m’avait dit qu’environ 80 millions de 
dollars couvriraient une seule écluse, mais il 
se peut fort bien que ce soit plus que cela 
aujourd’hui.

M. Nesbitt: Environ 80 millions de dollars.

M. Irving: Cela pourrait dépasser pour 
deux écluses, $100 millions. Je n’en suis pas 
sûr.

M. Nesbitt: Ce serait environ le dernier 
déficit annuel de Radio-Canada, de toute 
façon.

Le président: Je veux vous remercier, 
monsieur Irving. Je demanderais à la Saint 
John Port and Industrial Development Com
mission de présenter son mémoire.

Messieurs, nous avons comme témoins M. 
Oland, M. Mooney, M. MacDonald et M. 
McCavour.

Nous aurons maintenant un bref résumé 
du mémoire de la Commission du développe
ment industriel et portuaire de Saint-Jean.

Mr. Philip W. Oland (Chairman of the M. Philip W. Oland (président de la Corn-
Commission): Mr. Chairman, the Saint John mission): Monsieur le président, la Commis- 
Port Industrial Development Commission sion du développement industriel et portuaire 
wishes to express its thanks for the oppor- de Saint-Jean veut exprimer ses remercie- 
tunity of presenting this brief and appearing ments d’avoir eu l’occasion de présenter son 
before your Committee during your visit to mémoire et de comparaître devant votre 
Fredericton. comité au cours de sa visite à Fredericton.

This Commission, created by an act of the La Commission, créée par une loi de la 
Legislature, is a fully corporate body estab- législature, est un organisme incorporé établi
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[Text]
lished in 1961 to improve the maintenance, 
equipment, administration, development and 
prosperity of the port and the industrial 
development and prosperity of the city.

Our brief was submitted more than a 
year ago and you have it before you. I have 
also distributed copies of this summary and a 
map of the Port of Saint John. I am happy to 
say that two important items contained in 
our original brief have been resolved within 
the past year. I refer to designated areas and 
Saint John is about to qualify for the benefits 
offered by the Area Development Agency.

The other important item is the recent 
announcement of a new Saint John-Digby 
ferry service by the Canadian Pacific Rail
way and the building by the federal govern
ment of modern terminals for this vessel on 
both sides of the Bay of Fundy.

The most striking needs in transportation 
are the inadequate facilities of the Port of 
Saint John. During this current shipping sea
son up to 10 vessels have laid at anchor 
outside the harbour awaiting a berth. Mean
while 28 to 30 vessels have been tied up at 
pierside. There were seven vessels there this 
morning, gentlemen.

Ships are being seriously delayed...
The Chairman: Please, it is very, very 

noisy and the interpreters are having a very 
hard time hearing the speakers.

Mr. Oland: Ships are being seriously 
delayed in being loaded because a short
age of docks, shed space and suitable cranes 
and shore handling equipment, particularly 
for containers. Saint John has had an oppor
tunity to prove its worth during the current 
shipping season, perhaps because United 
States coast ports have been tied up with 
labour unrest and Montreal has been con
gested and subject to delays because of labour 
conditions.

The National Harbours Board policy for 
the construction of wharfs and provision of 
unloading facilities is hard to believe. For 
example, Saint John has been requesting 
unloading equipment for grain and bulk 
materials for many years. The National Har
bours Board say, “You have no record of any 
volume of bulk commodities being unloaded 
so there is no need." All export grain comes 
to Saint John by costly railroad and we are 
unable to benefit from the St. Lawrence Sea
way to bring it more economically from the 
west.

[Interpretation]
en 1961 afin d’améliorer le maintien, l’équipe
ment, l’administration, le développement et la 
prospérité du port, ainsi que le développe
ment industriel et la prospérité de la ville.

Notre mémoire a été soumis il y a plus 
d’un an. Vous l’avez maintenant devant vous. 
J’ai aussi distribué des exemplaires du 
résumé, ainsi qu’une carte du port de Saint- 
Jean. Je suis heureux de dire que deux 
points importants de ce mémoire ont été réso
lus depuis un an. Je parle des régions dési
gnées et Saint-Jean est à la veille d’être 
admissible aux avantages offerts par l’Agence 
de développement régional.

L’autre question importante, c’est la déci
sion récente d’instaurer un service de trans
bordeur de Saint-Jean à Digby, par le Paci
fique Canadien, et la construction par le 
gouvernement fédéral d’un terminus moderne 
pour les navires sur les deux rives de la Baie 
de Fundy.

Les besoins les plus marquants dans le 
transport viennent des installations insuf
fisantes du port de Saint-Jean. Au cours de 
la saison de navigation courante, jusqu’à dix 
navires ont dû être ancrés à l’extérieur du 
port en attendant un poste à quai. De vingt- 
huit à quarante navires ont été retenus au 
quai. Ce matin, il y avait là sept navires.

Le président: Il y a beaucoup de bruit et 
les interprètes ont de la difficulté à compren
dre celui qui parle.

M. Oland: Il y a beaucoup de retard pour 
les navires en raison d’un manque de quais, 
d’entrepôts, ainsi que les grues nécessaires, 
particulièrement pour les conteneurs. Saint- 
Jean a eu l’occasion de prouver sa valeur au 
cours de la saison de navigation actuelle, 
peut-être en raison du fait que les ports de la 
côte Est des États-Unis ont connu des grèves, 
et que le port de Montréal a été très conges
tionné et a subi des retards en raison des 
conditions des relations ouvrières.

La politique du Conseil des ports natio
naux quant à la construction des quais et des 
installations de débardage est très difficile à 
croire. Par exemple, Saint-Jean demande de 
l’équipement pour décharger le grain et le 
matériel en vrac depuis plusieurs années. Le 
Conseil des ports nationaux dit qu’il n’existe 
pas de rapports sur les marchandises en 
vrac qui sont déchargées effectivement, et 
que par conséquent aucun besoin n’existe. 
Toutes les céréales destinées à l’exportation 
viennent à Saint-Jean par chemin de fer, ce 
qui est très coûteux; par conséquent, nous 
sommes incapables de profiter de la Voie 
maritime du Saint-Laurent pour le transpor
ter de façon plus économique de l’Ouest.
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[Texte]
This also applies to feed grains and brew

ers malt, which are extensively used in the 
province. The same chicken-or-egg principle 
applies to the provision of container terminal 
facilities. The National Harbours Board say, 
“Guarantee us the business and how the 
cranes and so forth will be paid for first.” 
The shipping companies say, “We would not 
send a vessel to Saint John unless the facili
ties were there.”

We believe it is the responsibility of the 
National Harbours Board to develop fully the 
Port of Saint John by changing their policy 
on port facilities. Large ports such as Rotter
dam, Antwerp and Hamburg have complete 
facilities to load and unload ships quickly 
and efficiently, while in Canada the National 
Harbours Board expects ships to load and 
unload with their own ship’s gear which, by 
comparison, is slow and inefficient and nor
mally used only on small islands and 
outports.

Mr. Mahoney: Mr. Chairman, on a point of 
order. I wonder if the Committee would pre
fer to ask questions rather than to have read 
to them a document that they have in front 
of them. In any case, we have used up an 
awful lot of time here today and we do have 
the document. It is a thing of beauty and I 
wonder if we should not perhaps get on with 
the questions.

Mr. Oland: Mr. Chairman, that is fine. This 
has been distributed and we are ready to 
answer any questions that you may have.

Mr. Rock: Could I request that that be 
printed then?

The Chairman: It is printed already. It was 
distributed. It was printed a year ago.

Mr. Oland: This is a summary printed very 
recently.

The Chairman: It is just a resumé of the 
original brief. Are there any questions? Mr. 
Horner.

Mr. Horner: What is the National Harbours 
Board’s answer? Is it a shortage of cash? 
Why have they not gone ahead with modern
ization of the Port of Saint John? What is 
their reply to your request that you make 
again in this brief?

Mr. Oland: They allot so much money each 
year. If you will look at page four, third 
paragraph of the supplementary document,

[Interprétation]
Ceci s’applique aussi à la provende et au 

houblon, qui sont employés considérablement 
dans la province. Le même principe s’appli
que quant aux installations d’arrivée pour les 
conteneurs. Voici ce que dit le Conseil des 
ports nationaux: «Garantissez-nous des affai
res et un moyen de payer l’équipement.» 
D’autre part, les compagnies de navigation 
nous disent qu’elles n’enverront pas de navi
res à Saint-Jean à moins que les installations 
ne soient là.

Nous croyons qu’il est du ressort du Con
seil des ports nationaux de développer plei
nement le port de Saint-Jean, en changeant 
sa politique quant aux installations por
tuaires. Les grands ports comme Rotterdam, 
Anvers et Hambourg ont toutes les facilités 
voulues pour charger et décharger les navires 
rapidement et de façon efficace alors qu’au 
Canada le Conseil des ports nationaux s’at
tend que les navires chargent et déchargent 
leur cargaison avec leur propre équipement 
ce qui, en comparaison, est lent, inefficace et 
sert normalement seulement pour les petites 
îles et les ports locaux.

M. Mahoney: Monsieur le président, un 
rappel au Règlement. Est-ce qu’on ne préfé
rerait pas poser des questions plutôt que tout 
simplement se faire lire les documents que 
nous avons déjà devant nous. Nous avons 
déjà pris beaucoup de temps et nous avons 
déjà le document devant nous. C’est un beau 
texte, mais je me demande si on ne devrait 
pas tout simplement poser des questions.

M. Oland: Très bien. Le texte a été distri
bué et nous sommes prêts à répondre aux 
questions.

M. Rock: Nous pourrions peut-être le faire 
imprimer.

Le président: Cela est chose faite, et depuis 
un an.

M. Oland: Le texte-ci est un résumé que 
nous avons fait imprimer tout récemment.

Le président: Il s’agit d’un résumé du 
mémoire original. Auriez-vous des questions? 
Monsieur Homer.

M. Horner: Quelle est la réponse du Con
seil des ports nationaux? Dit-il qu’il y a in
suffisance d’argent. Pourquoi n’a-t-il pas 
modernisé le port de Saint-Jean? Quelle 
réponse a-t-on fournie à votre demande?

M. Oland: On prévoit une somme chaque 
année. Si vous consultez la page 4 du docu
ment supplémentaire, au troisième alinéa, on
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[Text]
they are spending $27 million this year in six 
ports and Saint John is not even mentioned.

They do it by turn, apparently.

Mr. Horner: When was the last time an 
expenditure was made on Saint John?

Mr. Oland: Last year and the year 
before—an extension to one wharf at the cost 
of $1.2 million.

Mr. Horner: But as yet there is no sugges
tion that the modernization of the handling 
facilities at the port will be gone ahead with?

Mr. Oland: They say this is not their 
responsibility.

Mr. Horner: Have the shipping companies 
using the port made any suggestion of getting 
together under an association or a corpora
tion and building the port handling facilities?

Mr. Oland: No, they have not, Mr. 
Chairman.

Mr. Horner: I will forego any more ques
tions, Mr. Chairman.

The Chairman: Mr. Corbin.

Mr. Corbin: My question concerns the rela
tion that could develop between the corridor 
road, the main corridor road, and an east- 
west highway through the States in relation 
to the development of the Port of Saint John. 
I wonder, sir, if you would have any com
ments to make along that line? Would there 
be advantages or disadvantages?

Mr. Oland: This would be a great advan
tage, Mr. Chairman. This would be a road 
right through to Chicago right to the Port of 
Saint John. This would be a tremendous 
advantage to the Port of Saint John.

Mr. Corbin: In what way precisely would 
that be an advantage?

Mr. Oland: It could be a high-speed tractor 
trailer thoroughfare from Saint John.

Mr. Corbin: Year round?

Mr. Oland: Year round. We have quite a 
few tractor trailers from the United States 
right now that come into our port.

Mr. Corbin: Thank you.
The Chairman: Mr. Horner, a supplemen

tary question?
Mr. Horner: Following up the questions I 

asked earlier, has any request been made or

[Interpretation]
y dit qu’on dépense cette année $27 millions 
dans six ports, et Saint-Jean n’y était pas 
mentionnée.

Ils le font à tour de rôle, apparemment.

M. Horner: Depuis quand a-t-on fait des 
dépenses pour Saint-Jean?

M. Oland: L’année dernière et l’année pré
cédente, on a prolongé un quai, pour la somme 
de $1,200,000.

M. Horner: Mais on n’a pas encore proposé 
la modernisation des services de manutention 
au port de Saint-Jean.

M. Oland: Le Conseil dit que ce n’est pas 
de son ressort.

M. Horner: Est-ce que les armateurs qui 
ont recours aux services de ce port ont pro
posé qu’ils pourraient constituer une associa
tion ou encore une corporation pour aména
ger le service de manutention?

M. Oland: Non, monsieur le président.

M. Horner: Je renonce à mes autres ques
tions, monsieur le président.

Le président: Monsieur Corbin?

M. Corbin: Je voudrais poser une question 
qui a trait au rapport qui pourrait exister 
entre la route corridor et la route est-ouest 
par les États-Unis, et le développement du 
port de Saint-Jean. Est-ce que vous auriez 
des commentaires à faire sur le sujet? Est-ce 
qu’il y aurait des avantages ou des 
désavantages?

M. Oland: Ce serait un très grand avan
tage, monsieur le président. Il s’agirait d’une 
route qui irait à partir de Chicago jusqu’au 
port de Saint-Jean et ce serait un très grand 
avantage pour le port de Saint-Jean.

M. Corbin: Comment cela serait-il un 
avantage?

M. Oland: Ce serait une grand’route 
jusqu’à Saint-Jean pour les camions-re
morques.

M. Corbin: A l’année longue?
M. Oland: Oui; nous avons déjà beaucoup 

de camions-remorques qui viennent des 
États-Unis jusqu’au port de Saint-Jean.

M. Corbin: Merci beaucoup.
Le président: Monsieur Horner, question 

complémentaire.
M. Horner: Oui, pour reprendre une des 

questions que j’ai posées plus tôt, est-ce qu’on
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[Texte]
any offer of help been made by the provincial 
government to establish handling facilities at 
the port?

Mr. Mooney: If I may answer that, Mr. 
Chairman, at our last meeting with the 
National Harbours Board on September 23 
last, provincial representatives were present 
at that meeting and the Province of New 
Brunswick displayed a keen interest in the 
future of the Port of Saint John. This is the 
situation at the moment.

We do feel in Saint John that there is a 
willingness on the part of the provincial gov
ernment to participate in any arrangements 
or in any improvements that may come about 
and which are badly needed at this time, as 
Mr. Oland has pointed out.

The Chairman: Mr. Mahoney? Mr. 
Allmand?

Mr. Allmand: Sir, does most of the freight 
coming into the Port of Saint John come via 
Canadian Pacific through Maine, or does it 
come by CNR down from the north of New 
Brunswick?

Mr. Oland: More comes from the Canadian 
Pacific, but the Canadian National does par
ticipate in about 45 per cent of the traffic, 
which comes on the Canadian route. The 
Canadian Pacific uses the Maine Central 
Railway.

Mr. Allmand: Yes, the Canadian Pacific 
goes through Maine towards Montreal.

Mr. Oland: That is right.

Mr. Allmand: Since it appears to be a much 
quicker route, would it be used for more 
perishable products? How does most of the 
wheat come to Saint John? Over Canadian 
Pacific?

Mr. Oland: It comes on both railways. 
There are both the National Harbours Board 
grain terminals on the west side of the har
bour and the Canadian National terminal on 
the east side. You can see that on the map 
which you have before you.

Mr. Allmand: Yes, I was looking at that.

Mr. Oland: The white area that you see on 
the west side is served by the Canadian 
Pacific—if you open up the map.

Mr. Allmand: Yes.

Mr. Oland: This white area is all controlled 
by the National Harbours Board. The Canadi
an Pacific serve the west side and the Canadi- 
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[Interprétation]
a formulé une demande ou est-ce que le gou
vernement provincial a offert de l’aide pour 
aménager le service de manutention au port?

M. Mooney: Monsieur le président, au 
cours de notre dernière réunion avec le Con
seil des ports nationaux, soit le 23 août der
nier, la province du Nouveau-Brunswick a 
fait preuve d’un intérêt dans l’avenir du port 
de Saint-Jean. Voici la situation telle qu’elle 
se présente maintenant.

Nous sommes d’avis, à Saint-Jean, que le 
gouvernement provincial est prêt à participer 
à tout aménagement ou amélioration qui 
pourraient être utiles. C’est ce que M. Oland a 
dit.

Le président: Monsieur Mahoney. Monsieur 
Allmand?

M. Allmand: Est-ce que la plupart des 
marchandises qui arrivent au port de Saint- 
Jean viennent par le Pacifique-Canadien du 
Maine ou par le National-Canadien du nord 
de la province?

M. Oland: Une grande partie par le Paci
fique-Canadien, mais le National-Canadien 
en transporte dans une proportion de 45 p. 
100 sur l’ensemble du trafic qui vient le long 
de la route canadienne. Le Pacifique-Cana
dien utilise le Maine Central Railway.

M. Allmand: Le Pacifique-Canadien passe 
par le Maine pour aller à Montréal.

M. Oland: C’est cela.

M. Allmand: Vu qu’il semble que ce soit 
une route beaucoup plus rapide, est-ce que ce 
serait utilisé plutôt pour les denrées périssa
bles? De quelle façon le blé est-il acheminé 
à Saint-Jean? Par le Pacifique-Canadien?

M. Oland: Par les deux chemins de fer. Il 
y a un terminus du Conseil des ports natio
naux du côté ouest du port et le National- 
Canadien a son propre terminus du côté est. 
Vous pouvez le voir sur la carte que vous 
avez devant vous.

M. Allmand: Oui, c’est ce que je regardais.

M. Oland: Le secteur blanc du côté ouest 
est desservi par le Pacifique-Canadien ; si 
vous ouvrez la carte, vous le verrez.

M. Allmand: Oui. M. Oland. Ce qui est en 
blanc est contrôlé par le Conseil des ports 
nationaux. Le Pacifique-Canadien dessert la
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[Text]
an National the east side, but Canadian 
National cars are unloaded on the west side 
of the harbour as well.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Chairman, Mr. Oland, on 
page 6 in the third paragraph in the middle 
of the page you suggested the Commission 
has had this area surveyed by an engineering 
firm to determine the cost of filling this site. 
Would you have those figures available—the 
amount of money that has been spent in this 
survey—or would you care to divulge that?

Mr. Oland: Yes, I have that figure. It was 
$530; and I must say that the National Har
bours Board paid half of the cost after we 
approached them.

Mr. Skoberg: On page 8, then, Mr. Oland, 
in the second paragraph you suggest that will 
make the procurement of low-cost petroleum 
products to industry, not only to New Brun
swick but also in the Atlantic Provinces. 
Where do the petroleum products come from 
now? In what way would they be reduced?

Mr. Oland: It is presumed that if larger 
shipments of crude oil came in it would 
lower the cost of petroleum products.

Mr. Skoberg: From overseas?

Mr. Oland: Yes, larger vessels would bring 
it in at a cheaper rate.

Mr. Skoberg: I expect this would be passed 
on down the line?

Mr. Oland: This is anticipated, Mr. 
Chairman.

Mr. Skoberg: Thank you.

The Chairman: Are there any more ques
tions? Mr. Mahoney.

Mr. Mahoney: Mr. Chairman, representa
tions were made in favour of an internation
al airport at Saint John. I do not feel I 
should discriminate by not asking the same 
questions I asked the previous two. Have you 
in fact done any studies, or do you know of 
any studies having been done to determine 
the requirement for an international airport 
in the sense of what an international airport 
is, with the provision of 24-hour, seven-day- 
a-week, customs, immigration and health ser
vices? Have you any information on that?

[Interpretation]
partie ouest et le National-Canadien la partie 
est, mais le National-Canadien décharge aussi 
du côté ouest.

Le président: Monsieur Skoberg.

M. Skoberg: Monsieur Oland, à la page 6, 
Sème alinéa, vers le milieu de la page, dit 
que la Commission a fait faire un relevé par 
une société afin de déterminer le coût du 
remplissage de cet emplacement. Est-ce que 
vous pourriez nous dire quel montant a été 
dépensé?

M. Oland: Oui, j’ai ce chiffre, soit $530.00 
mais je dois ajouter que le Conseil des ports 
nationaux en a payé la moitié lorsque nous 
leur avons demandé.

M. Skoberg: A la page 8, 2ième alinéa, 
monsieur Oland, vous dites que cela donnera 
accès au pétrole a bas prix, non pas simple
ment pour le Nouveau-Brunswick, mais aussi 
pour la région de l’Atlantique. D’où viennent 
les produits du pétrole maintenant? De quelle 
façon peut-on réduire le coût?

M. Oland: On pourrait conclure que si des 
expéditions plus grandes de pétrole brut 
étaient faites, on pourrait ainsi en diminuer 
le coût.

M. Skoberg: D’outre-mer?

M. Oland: Oui. Des navires plus grands 
pourraient l’acheminer à un taux moins 
élevé.

M. Skoberg: Je suppose que ce serait 
réparti partout.

M. Oland: On s’y attend, monsieur le prési
dent.

M. Skoberg: Merci.

Le président: Auriez-vous d’autres ques
tions à poser, monsieur Mahoney?

M. Mahoney: Monsieur le président, on a 
fait trois demandes pour avoir un aéroport 
international à Saint-Jean. Je ne crois pas 
faire de distinction injuste en ne posant pas 
la même question que j’ai posée aux deux 
autres. Est-ce que vous avez fait des études 
ou est-ce que vous êtes au courant d’études 
qui auraient été faites afin de déterminer les 
exigences en vue d’y aménager un aéroport 
international suivant la définition même de 
l’aérogare internationale, soit un service de 
vingt-quatre heures de sept jours par semaine, 
des services de santé, des services douaniers, 
et autres. Avez-vous des renseignements, 
monsieur Oland?
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[Texte]
Mr. Oland: We have not made a detailed 

study, Mr. Chairman. We know it depends on 
the amount of traffic and on the availability 
of suitable quantities of land and upon the 
weather. We do know that an international 
airport will be built. We just want to have it 
as close to Saint John as possible.

Mr. Mahoney: You do know one will be 
built?

Mr. Oland: We expect and hope one will 
be built.

Mr. Mahoney: Thank you, Mr. Chairman.

The Chairman: Mr. Bell.

Mr. Bell: Mr. Oland, this seems to be one 
of the strongest endorsements of a Saint 
John organization of the Chignecto Canal 
that I have seen. I realize we have always 
been in favour of it, but it seems to go even 
further and more strongly than before and I 
gather that this is because of the new pos
sibilities that exist. You have referred to 
some of them. Have you any further 
thoughts as to what this survey might 
include or how we should go about it so as to 
avoid another stall or repetitious survey in 
that regard?

Mr. Oland: Mr. Chairman, if you look at 
the last paragraph on page 7, we describe 
how this might be done. We say that any 
such survey only needs to compile a list and 
interview those shipowners to determine the 
potential use of such a waterway. Then a 
further and more thorough feasibility study 
might be made if warranted.

On the next page we say that the Chignec
to Canal would place Saint John and Ameri
can ports 500 miles closer to the large 
Canadian markets by water.

Mr. Bell: I am not trying to put words in 
your mouth, but in other words you envisage 
a sort of immediate task force, possibly in 
conjunction with the provincial and other 
bodies, to get moving on it right away.

Mr. Oland: Yes, I do. Mr. Chairman. This 
could be done very quickly.

Mr. Rock: Is there any objection from the 
ports of Nova Scotia such as Halifax because 
they will be bypassed?

Mr. Oland: I cannot say, Mr. Chairman.

The Chairman: Mr. Homer, on a 
supplementary.
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[Interprétation]
M. Oland: Nous n’avons pas fait d’étude 

détaillée, monsieur le président. Nous savons 
que cela dépend du trafic, du terrain et des 
conditions du temps; nous savons qu’une aéro
gare internationale sera aménagée, mais nous 
voulons simplement qu’elle soit le plus près 
possible de Saint-Jean.

M. Mahoney: Vous savez qu’un aéroport 
sera construit?

M. Oland: Nous l’espérons et nous nous y 
attendons.

M. Mahoney: Merci, monsieur le président.

Le président: Monsieur Bell.

M. Bell: Monsieur Oland, je voudrais sim
plement faire une observation et vous dire 
que cela semble être un appui des plus forts 
qu’une organisation de Saint-Jean puisse 
donner au canal de Chignecto. Je me rends 
compte que nous avons toujours été en 
faveur d’un tel canal, mais je pense qu’on le 
fait avec beaucoup plus de fermeté qu’autre- 
fois probablement en raison des nouvelles 
possibilités. Vous en avez mentionné quel
ques-unes déjà. Avez-vous d’autres pensées à 
énoncer quant à ce qu’on pourrait inclure 
dans le relevé ou de la façon dont on pour
rait procéder pour éviter de répéter le travail 
déjà fait ou causer des délais?

M. Oland: Au dernier alinéa de la page 16, 
où nous décrivons la façon de procéder, nous 
disons que tout relevé de ce genre n’a qu’à 
établir une liste et ensuite faire des entrevues 
avec les armateurs afin de déterminer l’utili
sation possible d’une telle canalisation, et 
qu’ensuite une autre étude plus poussée 
pourrait être faite si elle était nécessaire.

A la page suivante, nous disons que le 
canal de Chignecto placerait Saint-Jean et les 
ports américains à 500 milles plus près des 
débouchés canadiens.

M. Bell: Je n’essaie pas de vous prêter des 
paroles, mais vous prévoyez une équipe de 
travail qui pourrait, de concert avec les orga
nismes provinciaux et d’autres, s’y mettre 
immédiatement.

M. Oland: Oui. Cela pourrait être fait 
rapidement.

M. Rock: Est-ce qu’on s’oppose, dans les 
ports au sud, tel Halifax, parce qu’on n’arrê
tera plus à ces ports?

M. Oland: Je ne saurais vous le dire.

Le président: Monsieur Horner, question 
complémentaire.
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[Text]
Mr. Horner; My supplementary dealt 

primarily with the question touched on by 
Mr. Rock. To your knowledge are both pro
vincial governments, the New Brunswick 
government and the Nova Scotia government, 
wholeheartedly behind and prepared to con
tribute to the building of the Chignecto 
Canal?

Mr. Gland: I cannot answer that either, 
Mr. Chairman.

The Chairman: Mr. Rose.

Mr. Rose: My question might be irrelevant, 
but I notice that there have been a great 
number of briefs in support of this particular 
canal and what interested me was the com
parison of a possible toll charge through the 
canal to a ship travelling 500 extra miles.

Of course you would have no way of 
knowing the precise amount of the toll 
charges or whatever might be imposed, but I 
thought that travelling greater distances by 
water was relatively cheaper and that was 
one of the reasons that water transportation 
was used. It seems to me that if you add a 
toll charge there you might save some in 
kind, but have you any indication, or has 
there been any study to indicate that it 
would in fact be more economical to do it 
that way?

Mr. Gland: No. I do know that it costs 
about $2000 a day to run a ship and it is 
unlikely that the tolls would amount to that. 
They are based on a tonnage basis—this is 
the way the Panama Canal operates. But it 
would be a question of the time saved and 
the fuel saved and staid economics, Mr. 
Chairman.

Mr. Rose: Would a different type of vessel 
have to be built to use this particular canal?

Mr. Gland: No. There would have to be 
sufficient depth in the canal and it would 
have to be wide enough to take current ves
sels. Mr. Irving is here and perhaps he could 
answer that question. He is a shipowner.

Mr. Rose: I would be interested to know 
the tonnage. I think the largest ship, bulk 
carrier, now is about 250,000 tons. They are 
anticipating them up to 500,000 tons.

Mr. Gland: I do not think the canal could 
ever handle ships that draw 100 feet of 
water. Mr. Irving.

Mr. Irving: The most important thing 
about the building of the Chignecto Canal is 
that it would permit us to use the laker type

[Interpretation]
M. Horner: Je voudrais revenir en partie à 

la question posée par M. Rock. Est-ce que les 
gouvernements provinciaux de la Nouvelle- 
Ecosse et du Nouveau-Brunswick sont-ils vrai
ment prêts à appuyer le projet et contribuer 
à l’aménagement du canal de Chignecto?

M. Gland: Je ne saurais répondre à cette 
question, monsieur le président.

Le président: Monsieur Rose.

M. Rose: Ma question n’est peut-être pas 
pertinente, mais je vois qu’un bon nombre de 
mémoires sont à l’appui du canal de ce qui 
m’intéresse, c’est de comparer le coût de 
péage pour les navires qui emprunteraient ce 
canal, et le coût de parcourir 500 milles de 
plus.

Vous ne pouvez pas dire au comité quel 
serait le péage qu’on pourrait prélever, mais 
j’ai pensé qu’il était moins cher de parcourir 
une plus grande distance en mer, et que 
c’était là l’avantage du transport par mer. On 
peut épargner un certain montant avec le 
péage, mais je me demande si une étude a 
été faite pour indiquer que ce serait plus 
rentable de procéder ainsi?

M. Gland: Non, mais je sais qu’il en coûte 
environ $2000 par jour pour exploiter un 
navire, et j’imagine que le péage n’atteindrait 
pas cette somme. Cela se fait suivant le ton
nage. C’est la façon dont on procède au canal 
de Panama. Il s’agirait de voir le temps 
épargné, le pétrole, la bonne économie.

M. Rose: Est-ce qu’on prévoit un différent 
genre de navire pour utiliser ce canal?

M. Gland: Non, il faudrait que le canal 
soit assez profond et assez large pour que les 
navires actuels puissent l’emprunter. Si M. 
Irving est toujours ici, peut-être pourrait-il 
répondre. Il est armateur.

M. Rose: J’aimerais connaître le tonnage. 
Je pense que le plus grand transporteur en 
vrac est de 250,000 tonnes, mais on prévoit en 
construire jusq’à 500,000 tonnes.

M. Gland: Je ne crois pas que le canal 
puisse jamais avoir des navires d’un tirant 
d’eau de 100 pieds. M. Irving?

M. Irving: Ce qui importe le plus pour ce 
qui est de l’aménagement du canal, c’est qu’il 
nous permettrait d’utiliser le genre de navi-
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[Texte]
of ship. There is just no comparison. A 33,000- 
ton ship whose dimensions will permit it 
to go through the Seaway will only carry 
about 17,000 tons.

Where you build a ship purposely for the 
Seaway, to navigate the Seaway, it will carry 
27,000 tons. There is all the difference in the 
world and your cost of operating the laker is 
much less. That is where we were let down 
in the old days when they had these 258-foot 
ships, 43 feet 10 inches wide with a 14-foot 
draught. They could carry through the 
Lachine Canal, we will say, 2,400 to 2,700 
tons, but there was no ocean-going ship 
which was required to go around Nova 
Scotia that could carry a payload through the 
canal.

Mr. Rose: Just for the record, Mr. Chair
man, it does anticipate a different type of 
vessel. You use a laker type vessel—a differ
ent type of vessel. Thank you.

[Interprétation]
res utilisés dans les Grands Lacs. Il n’y a pas 
de comparaison possible. Un navire de 33,000 
tonnes dont les dimensions pourraient lui 
permettent d’emprunter la Voie maritime ne 
peut transporter que 17,000 tonnes.

Si vous construisez un navire prévu pour 
la Voie maritime, il peut transporter 27,000 
tonnes; cela fait toute la différence au monde 
et les coûts d’exploitation, alors, pour un tel 
navire, sont beaucoup moins élevé. C’est là 
qu’était le problème, autrefois, lorsqu’on 
avait ces navires de 258 pieds de long et de 
43 pieds de large avec un tirant de 14 pieds. 
Ils pouvaient passer, par le canal Lachine 
portant de 2,400, à 2,500 tonnes, mais il n’y 
avait pas de navires océaniques qui devaient 
contourner la Nouvelle-Écosse qui auraient 
pu passer par le canal Lachine.

M. Rose: Simplement pour le compte 
rendu, monsieur le président, on prévoit un 
genre différent de navires. On utiliserait un 
genre de navires différent de ceux des 
Grands Lacs.

Mr. Oland: Mr. Chairman, the fire I 
referred to which destroyed piers 4, 5, 6 and 
7 in Saint John took place 36 years ago and 
these docks have never been properly re
stored. They were repaired temporarily at 
that time. That is also in our supplementary 
brief. This 31-acre site would make an ideal 
new location for a container and heavy lift 
terminal at our Port of Saint John.

Mr. Perrault: Is anyone making money at 
this port at the present time?

Mr. Oland: No, they are not, Mr. Chairman.

The Chairman: I want to thank you gen
tlemen for the briefing. Thank you very 
much.

Our next meeting will be with the Govern
ment of the Province of New Brunswick. Mr. 
Higgins.

Hon. Robert J. Higgins (Minister of Eco
nomic Growth, Province of New Brunswick):
Thank you, Mr. Chairman. May I introduce 
Mr. R. E. Tweedale, my Deputy Minister, and 
Mr. Craig S. Dickson, who is the Executive 
Manager of the Maritime Transportation 
Commission. I am Bob Higgins, Minister of 
Economic Growth of New Brunswick.

The Chairman: I imagine you have a 
resumé of your brief. As the brief was deliv
ered about a year ago you may want to go 
ahead with the short version.

M. Oland: L’incendie qui a ravagé les 
quais 4, 5, 6 et 7 à Saint-Jean a eu lieu il y a 
trente-six ans, et on n’a jamais vraiment très 
bien restauré ces quais. On a fait que des 
réparations temporaires à ce moment-là. C’est 
aussi indiqué dans le mémoire supplémen
taire. Cet emplacement serait idéal pour un 
terminus de containers et de marchandise 
lourde au port de Saint-Jean.

M. Perrault: Le port est-il profitable, en
ce moment?

M. Oland: Non, monsieur le président.

Le président: Je désire vous remercier, 
messieurs, de votre présentation. Merci 
beaucoup.

Notre mémoire suivant nous vient du gou
vernement de la province du Nouveau- 
Brunswick. Monsieur Higgins.

L'hon. R. J. Higgins (ministre, ministère de 
l'Expansion économique du Nouveau-Bruns
wick): Merci beaucoup, monsieur le prési
dent. Je vais vous présenter mes collègues, 
M. R. E. Tweedale, le sous-ministre; et M. 
Craig S. Dickson, directeur exécutif de la 
Commission des Transports maritimes. Je 
suis Bob Higgins, ministre de l’Expansion 
économique du Nouveau-Brunswick.

Le président: Vous avez un mémoire très 
court. J’imagine que la plupart des membres 
sont au courant du mémoire de la province, 
parce que ce mémoire nous fut présenté il y 
a environ un an. Si vous voulez faire un bref 
résumé.
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[Text]
Mr. Higgins: I have a few remarks to 

make to the Committee. First of all I want to 
welcome you all here to the Province of New 
Brunswick. It certainly shows the urgency 
with which you are treating this problem.

A year ago the four Atlantic premiers met 
with the Hon. Paul Hellyer in Ottawa and 
presented some views to the federal govern
ment. Mr. Hellyer chaired the meeting and it 
included federal Cabinet ministers.

At that meeting and after we concluded 
our submission, Mr. Hellyer threw out a 
challenge to the four Atlantic provinces ask
in'; what our views from our point of view
would be on a new national transportation act.

That was a little over a year ago and after 
that meeting the four Atlantic premiers 
decided that they would propose a joint and 
hopefully positive submission to Ottawa on 
the transportation policy, especially as it con
cerns the Atlantic provinces. It is the type of 
reaction that I think is forward thinking and 
it is an answer to the type of comment made 
this morning by Mr. Pat Nowlan.

As a result of this direction by the four 
Atlantic premiers, a task force composed of 
the Maritimes Transportation Commission was 
formed, which provided the technical input 
r,nd each province had a full-time official 
representative on the task force and each 
province also had an interdepartmental com
mittee—basically highway and economics—to 
meet continually with the provincial repre
sentatives.

This group reported to a ministerial task 
force composed of all the industry ministers 
of the four Atlantic provinces. I was the 
Chairman of that ministerial committee. We 
submitted our report to the four premiers at 
their recent Atlantic Premiers Conference in 
Ottawa and the premiers had a lengthy dis
cussion. The report is now being finalized for 
the signatures of the four premiers. The 
premiers have been in touch with Mr. Helly
er, as you perhaps know from the press 
release this morning, with a view to acquir
ing a date to present this report.

New Brunswick's final position is con
tained in this report and, of course, the 
release of the contents of this report is up to

[ Interpretation]
M. Higgins: J’aurais quelques observations 

à faire au comité. Tout d’abord, je désire 
vous souhaiter la bienvenue ici en la pro
vince du Nouveau-Brunswick. Cela nous 
montre l’urgence que vous donnez à ce 
problème.

Il y a un an, les quatre premiers ministres 
des provinces de l’Atlantique ont rencontré 
l’honorable Paul Hellyer à Ottawa, et lui ont 
fait part de leurs points de vue au gouverne
ment fédéral. M. Hellyer présidait la réunion. 
D’autres membres du Cabinet y participaient.

Au cours de cette réunion, après notre pré
sentation, M. Hellyer a lancé le défi aux 
quatre provinces de l’Atlantique et a 
demandé quel était notre point de vue quant 
à une nouvelle loi nationale sur les 
transports.

Cela nous a été exposé il y a un peu plus 
d’un an, et, après cette réunion, les quatre 
premiers ministres des provinces de l’Atlanti
que ont décidé qu’ils présenteraient un 
mémoire solide, au nom des quatre provinces, 
à Ottawa, en matière de la politique des 
transports, surtout en ce qui concerne ces 
provinces. Voilà le genre de réactions qui, à 
mon avis, sont vraiment progressives et c’est 
là le genre de commentaires faits ce matin 
par M. Patrick Nowlan.

Comme résultat de cette politique des qua
tre premiers ministres de l’Atlantique, une 
équipe de travail, comprenant la commission 
des Transports des Maritimes, fut constituée 
pour assurer la participation technique et 
chacune des provinces y avait un représen
tant à plein temps, lequel faisait partie de 
l’équipe de travail. Chacune des provinces 
avait aussi un comité inter-ministériel, orga
nisé essentiellement pour l’étude des routes et 
de l’aspect économique, afin de se tenir cons
tamment en contact avec les représentants 
des provinces.

Ce groupe faisait rapport à un groupe d’é
tude comprenant tous les ministres de l’indus
trie des quatre provinces de l’Atlantique, et 
je présidais ce comité ministériel. Nous avons 
présenté notre rapport aux quatre premiers 
ministres au cours de la conférence des qua
tre premiers ministres de V’Atlantique, qui 
s’est tenue à Ottawa. Ils ont longuement 
débattu la question. On étudie maintenant le 
rapport pour le faire signer par les quatre 
premiers ministres provinciaux. Les premiers 
ministres ont communiqué avec M. Hellyer, 
comme vous le savez sans doute, à la suite du 
communiqué de Presse reçu ce matin, en vue 
de prévoir une date pour la présentation de 
ce rapport.

La décision définitive du Nouveau-Bruns
wick est établie dans ce rapport et il appar
tient aux quatre premiers de l’Atlantique
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exte]
ie four Atiantic premiers. As a ministerial 
:nmittee we feel that we have more or less 
npleted our job in submitting this to them 
t it is now their property, so to speak, and 
y have made arrangements to present this 
the Hon. Mr. Hellyer.

am sure the meeting will be held with 
r. Hellyer soon. In fact, it has been asked 

ir within a two-week period and we are 
orking towards this end. I am confident we 
in meet that time schedule and either at 
at time or before, with the permission of 
2 four premiers, I would be glad to meet 

ath you either at the end of your tour here 
• in Ottawa at any time together with my 

leagues on the ministerial group to discuss 
r report with you. But, as I say, in the 
erim our report happened to be completed 
veek ago Sunday. It is now in the hands of 
a premiers and it will be going forward to 

ie Hon. Paul Hellyer within a two-week 
riod.
tr. Allmand: Mr. Chairman, in view of 
fact that the province of New Brunswick, 

mg with the other provinces, has prepared 
îat would seem to be an in-depth report on 

Maritime transportation problems, and if 
îy are not ready to release it now perhaps 

could withhold our questions until the 
intime premiers release their report to the 
mister of Transport. I would ask the Minis- 

who is before us, if he would consider 
King the premiers if their report to Mr. 
'■ilyer could not be distributed to the mem- 
rs of this Committee as soon as possible 
icr they give it to the Minister so that we 
n read it. He said he would be willing to 
me to Ottawa with a group to discuss it 
ith us. Would you give consideration to 
is?

Mr. Higgins: I will take it up with the four 
emiers.
The Chairman: Mr. Corbin?
Mr. Corbin: Mr. Higgins, I realize that road 
Iding is within provincial jurisdiction and 
ealize there is a lot of lobbying going on 
e today in favour of the main corridor 
ite and I seem to be the devil’s only advo- 
e. Can you tell me, speaking on behalf of 

ie Province of New Brunswick, if at this 
me the province can afford to build or 
nprove the New Brunsiwck end of the 
-oposed main corridor route linking the 
aritimes and the Montreal area. Are you in 
position to do this?

[Interprétation]
d’en faire connaître la teneur. Par la présen
tation de ce rapport aux premiers ministres, 
nous croyons avoir terminé notre travail, 
comme équipe ministérielle, et maintenant ils 
doivent en assumer la tâche, et ils ont pris 
les dispositions nécessaires pour le présenter 
à M. Hellyer.

La réunion avec M. Hellyer aura lieu pro
chainement, j’en suis sûr. De fait, on a même 
demandé que cela se fasse d’ici deux se
maines. Nous y travaillons et j’ai confiance 
que nous pourrons le faire d’ici ce temps-là, 
ou avant, et alors avec l’autorisation des 
quatre premiers ministres je me ferai un 
plaisir de vous rencontrer, soit à la fin de 
votre tournée ici, ou encore à Ottawa, n’im
porte quand, avec mes collègues du groupe 
ministériel pour discuter notre rapport avec 
vous. Mais, entre-temps, notre rapport a été 
terminé dimanche dernier. Il est en ce mo
ment entre les mains des premiers ministres, 
il sera remis à l’honorable Paul Hellyer, 
d’ici deux semaines.

M. Allmand: Monsieur le président, vu que 
la province du Nouveau-Brunswick et les 
autres provinces ont préparé un rapport, en 
profondeur, sur les problèmes des transports 
dans les Maritimes et qu’ils ne sont pas prêts 
à nous en faire part maintenant, peut-être, 
pourrions-nous alors attendre pour poser nos 
questions tant que les premiers ministres des 
Maritimes n’auront pas communiqué leur 
rapport au ministre des Transports et alors je 
demanderais au ministre, qui est ici présent 
s’il songe à s’enquérir auprès des premiers 
ministres si leur rapport, à M. Hellyer ne 
pourrait pas être distribué aux membres de 
ce comité le plus tôt possible, après la présen
tation au ministre, pour que nous puissions 
en faire lecture. Il dit qu’il est prêt à venir à 
Ottawa avec un groupe pour en discuter avec 
nous. Ne pourriez-vous pas y songer?

M. Higgins: J’en discuterai avec les quatre 
premiers ministres.

Le président: Monsieur Corbin.
M. Corbin: Monsieur Higgins, je me rends 

compte que la construction de routes relève 
de la compétence des provinces et je me 
rends compte aussi qu’il y a beaucoup de 
pressions qui se font ici en faveur de la route 
principale du corridor du Maine et peut-être 
suis-je le seul avocat du diable. Pourriez- 
vous me dire, au nom de la province du 
Nouveau-Brunswick, si la province en ce 
moment peut se permettre de construire ou 
d’améliorer le secteur du Nouveau-Bruns
wick pour cette route Corridor reliant les 
Maritimes au secteur de Montréal?
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[Text]
Mr. Higgins: The three Maritime provinces 

met with the Governor of the State of Maine 
and discussed this problem. We are looking 
at the economic advantages of this corridor 
road right now. I can say that it is not the 
top priority road in the Province of New 
Brunswick at the present time. I believe it 
has already been announced by the Minister 
of Highways that the top priority is Route 11. 
I do not think I could comment any more 
than that, except to say that if the United 
States builds a corridor road right to the 
border of New Brunswick then I am sure we 
would accommodate them.

Mr. Nowlan: Mr. Chairman, my question is 
brief. I first wish to thank the Minister for 
his preliminary remarks about the state of 
the provincial premiers task force because a 
year has gone by and I was wondering if we 
were going to have any policy from the four 
premiers. I am glad there is a document 
before the four premiers and that hopefully 
this Committee may have a chance to discuss 
that with them.

However, separate and apart from what is 
in that task force report I would like to ask 
the Minister if there was pressure and/or 
recommendation from this Committee on the 
Chignecto Canal and if the provincial gov
ernment would co-operate and/or assist 
financially in any up to date survey, or does 
that get close to the task force?

Mr. Higgins: I cannot disclose what is in 
task force report No. 1. I am going to sound 
like a politician here.

Mr. Nowlan: If you answer this question 
we will know...

Mr. Higgins: The Province of New Brun
swick does not have the Chignecto Canal as 
its number one priority right at the present 
time.

Mr. Nowlan: My question really is if there 
was a recommendation and/for more briefs 
and pressure from the interested people and 
groups in New Brunswick, let alone Nova 
Scotia. I put Acadia at the last, perhaps. 
Would the provincial government co-operate 
and assist financially in an up to date survey 
on the feasibility of the Chignecto Canal?

Mr. Higgins: I think we are always sus 
ceptible to the sensitivities of democracy.

[ Interpretation]
M. Higgins: Nous avons rencontré les 

représentants des trois provinces Maritimes 
ainsi que le gouverneur du Maine et avons 
discuté le problème. Nous considérons les 
avantages économiques que présente cette 
route corridor actuellement. Ce n’est pas une 
route tout à fait prioritaire pour la province 
du Nouveau-Brunswick en ce moment. Je 
crois que le ministre de Wood nous a dit que 
c’était plutôt la route 11 qui avait droit de 
priorité et je ne crois p>as que je puisse ajou
ter d’autres commentaires, sauf que si les 
États-Unis construisent cette route corridor 
jusqu'à la frontière du Nouveau-Brunswick, 
alors je suis sûr que nous pourrions leur être 
utiles.

M. Nowlan: Monsieur le président, ma 
question sera brève. Je désire d’abord remer
cier le ministre pour ses premières déclara
tions quant à l’équipe de travail des premiers 
ministres provinciaux, car une année s’est 
passée déjà et je me demandais si les quatre 
premiers ministres nous établiraient une 
ligne de conduite. Il me fait plaisir de consta
ter que les quatre premiers ministres sont en 
possession de ce document et que le Comité 
espère avoir l’occasion de l’étudier avec eux. 
Donc, en plus de ce qui se trouve dans le 
rapport de l’équipe de travail, je voudrais 
demander à M. Higgins si on a exercé une 
certaine pression et si on a fait des observa
tions à l’égard du canal de Chignecto. Est-ce 
que le gouvernement provincial collaborerait 
ou aiderait financièrement à toute nouvelle 
étude? Est-ce quelque chose qui peut relever 
du domaine d’une équipe de travail?

M. Higgins: Je ne puis pas révéler ce que 
contient le rapport du groupe d’étude n° 1. 
Vous allez me qualifier de politicien...

M. Nowlan: Si vous nous donniez une 
réponse, on saurait à quoi s’en tenir.

M. Higgins: La province du Nouveau- 
Brunswick ne considère pas le canal de Chi
gnecto comme une première priorité 
maintenant.

M. Nowlan: Vraiment j’aimerais plutôt 
demander s’il y a eu une recommandation, et 
ou plus de mémoires ou de pressions qui ont 
été exercés par les gens ou des groupes inté
ressés du Nouveau-Brunswick sans parler de 
la Nouvelle-Écosse. Peut-être que l’Acadie 
viendrait en dernier lieu. Est-ce que le gou
vernement provincial collaborerait ou aide
rait, sur le plan financier, à faire un nouveau 
relevé sur la possibilité d’aménager le canal 
Chignecto.

M. Higgins: Nous tenons compte des 
aspects sensibles de toute démocratie.
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[Texte]
The Chairman: Mr. Rock.

Mr. Rock: Mr. Chairman, from the maimer 
in which the Minister is answering it would 
seem that the report is more or less secret, so 
there is no use in my asking him about 
whether the Saint Johns harbour is in or the 
international airport, so therefore I will not 
ask. I will wait for when we receive the 
report.

Mr. Higgins: In fairness to the people who 
worked on the report I would not want to 
give the impression that this is the greatest 
thing ever written, but it is a point of view 
from the four Atlantic provinces. It is a joint 
report and it contains the agreement of the 
provinces, which is one of the first times we 
have been able to accomplish this. We will 
submit it and no doubt with the information 
that you are getting from a very grass roots 
level we will be able to come up with some
thing worthwhile.

The Chairman: I think all the members are 
awaiting this report, Mr. Higgins. We are 
very pleased to have heard you, and I hope 
we will have another chance to hear you 
again in the near future. Thank you.

Mr. Higgins: I might mention that there is 
an invitation for you all to come to the Lord 
Beaverbrook Hotel from 5.30 to 7.

The Chairman: Thank you very much, Mr. 
Higgins.

Mr. Higgins: This not only applies to the 
members of the Committee but also to all 
those people who are making submissions in 
the hope that there will be an informal 
chitchat.

The Chairman: Our next group will be the 
Maritime Co-operative Services Limited.

Gentlemen, we have with us Mr. W. D. Der
nier. This brief was submitted last year. It 
appears at page 803 in your book. We will 
first have a short summary and then you 
may ask questions.

Mr. W. D. Dernier (Maritime Co-operative 
Services Limited): Mr. Chairman, there is no 
change in the original brief. I have a sum
mary here but in the interests of time I will 
not read all of it. I will read the five recom
mendations that we have made in the brief.

Number 1:
We recommend the updating of trans
portation policies toward the region to 
equalize the cost of movement of goods

[Interprétation]
Le président: Monsieur Rock.

M. Rock: Monsieur le président, vu la 
façon dont répond le ministre, je crois que le 
rapport est vraiment confidentiel et il est 
inutile de lui poser des questions quant au 
port de St-Jean et de l’aérogare interna
tionale. Attendons la réception du rapport.

M. Higgins: En toute justice à l’égard du 
groupe qui a travaillé à la rédaction du rap
port, je ne voudrais pas donner l’impression 
que c’est une œuvre excellente qui vient 
d’être accomplie mais c’est l’opinion des 
quatre provinces de l’Atlantique. C’est un 
rapport conjoint approuvé par les provinces 
et c’est la première fois nous avons pu réalis
er un tel projet. Nous le présenterons et avec 
les renseignements que vous obtenez, main
tenant, vous pourrez donc avoir quelque 
chose de vraiment valable et méritoire.

Le président: Je pense que tous les mem
bres attendent la présentation du rapport. 
Monsieur le ministre, nous sommes très fiers 
de vous avoir accueilli et nous espérons que 
nous aurons l’occasion de vous rencontrer 
d’ici peu. Merci beaucoup.

M. Higgins: Mais je pourrais vous dire que 
nous vous invitons tous, ce soir de 5h. 30 à 7 
heures à l’hôtel Lord Beaverbrook.

Le président: Merci beaucoup.

M. Higgins: Cela s’applique non pas sim
plement aux membres du comité mais aussi à 
tous ceux qui présentent des soumissions, 
dans l’espoir qu’on puisse avoir une rencon
tre amicale.

Le président: Maintenant nous entendrons 
la Maritime Co-operative Services Limited. 
Messieurs, nous avons ici M. W. D. Dernier. 
Le mémoire nous a été présenté l’année der
nière, à la page 803, de votre compte rendu. 
Nous aurons un résumé du mémoire et 
ensuite vous pourrez poser des questions, ce 
sera très bref.

M. W. D. Dernier (Maritime Co-operative 
Services Limited): Monsieur le président, 
nous m’avons pas du tout modifié notre pre
mière présentation. J’ai ici un résumé, mais, 
pour épargner du temps, je ne lirai que les 
cinq recommandations exposées dans le 
mémoire.

Numéro 1:
Nous recommandons que l’on recon

sidère la politique en matière de trans
port et que l’on compense le coût du
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[Text]
from tariff protected industrialized Cen
tral Canada, and of movement into that 
market by what industry we can 
develop.

Number 2:
We recommend the continued use of fed
eral funds to assist our provinces in the 
construction of improved highways, and 
for incentives for the establishment of 
secondary industry; as part of the 
answer to our transportation problem.

Number 3:
We recommend continued use of federal 
public expenditures for improved port 
facilities in the Atlantic area as part of 
the answer to our transportation 
problem.

Number 4 deals with railway policy:

We recommend: (a) That the M.F.R.A. 
be amended to place this area competi
tive with central Canada by covering 
transportation costs between Montreal 
and the Atlantic area on both inbound 
and outbound shipments.

(b) That a substantial downward revi
sion be made in present non-carload 
rates in the region.

(c) That the optional L.C.L. rates be 
maintained.

(d) That the M.F.R_A. apply to other 
modes of transport.

Number 5 deals with transportation assist
ance on feed grains :

We recommend that vegetable protein 
feeds of Canadian origin moved to the 
Atlantic provinces be eligible for trans
portation assistance on the same basis 
as grain.

The Chairman: Mr. Pringle.
Mr. Pringle: My first question relates to 

the last paragraph on page 803 of your brief 
which reads:

We would submit, however, that to date, 
equalization grants, A.D.B. projects, A.R. 
D.A. projects, the Maritime Freight 
Rates Act, the Feed Freight Assistance 
Policy, and all other measures for the 
transfer of funds from the Federal Treas
ury to the benefit of the Atlantic Area

[Interpretation]
transport des marchandises en prove
nance et en direction des régions indus
trialisées du Canada central qui 
bénéficient de tarifs protectionnistes par 
l’établissement, dans nos régions, de 
toute industrie susceptible d’y prospérer.

Numéro 2:
Nous recommandons l’usage régulier 

des fonds fédéraux pour aider nos pro
vinces à construire de meilleures grandes 
routes, et à encourager l’établissement 
d’industries secondaires. Ce serait une 
réponse partielle au problème de nos 
transports.

Numéro 3:
Nous recommandons l’usage régulier 

des fonds publics fédéraux pour amé
liorer les aménagements portuaires dans 
la région atlantique.

Le numéro 4 traite de la politique des 
chemins de fer:

Nous recommandons:
a) Que la loi sur les tarifs maritimes 

soit modifiée afin de placer cette région 
dans une situation concurrentielle par 
rapport au Canada central en réglemen
tant dans les deux sens les coûts des 
transports entre Montréal et la région 
atlantique.

b) Que les taux de détail présentement 
appliqués dans la région soient révisés 
afin de les réduire de façon appréciable.

c) Que le caractère facultatif du choix 
de ces taux soit maintenu.

d) Que la loi sur les tarifs maritimes 
soit appliquée à d’autres modes de 
transport.

Le numéro 5 traite de l’aide en faveur du 
transport des produits pour l’alimentation du 
bétail:

Nous recommandons que les aliments 
à base de protéine végétale, d’origine 
canadienne, transportés dans les provin
ces atlantiques bénéficient de la même 
aide que celle qui est accordée au trans
port du grain.

Le président: Monsieur Pringle.
M. Pringle; Tout d'abord, je voudrais poser 

une première question se rattachant au der
nier paragraphe de votre mémoire, page 803, 
qui se lit ainsi qu’il suit:

Nous prétendons toutefois que jus
qu’ici les subventions compensatoires, les 
projets de l’Office d’expansion économi
que de la région atlantique et ceux de la 
Loi d’aménagement régional et de déve
loppement agricole, la Loi des tarifs
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[Texte]
have not equalled the price we have paid 
for tariff protection and added transpor
tation costs...

Have you any figures with regard to that 
statement? Is it because there is so little 
production in this area that you are unable 
to cope with the cost of the product that you 
are using in this area? Tariffs, of course, 
must apply to all of Canada and we are now 
looking at some protection for the agricultur
al industry and other industries right across 
Canada. Frankly, I am just a little surprised 
that all the money which has been trans
ferred in the way of assistance to this area 
still does not add up to the difference in cost. 
Could you expand on that for us?

Mr. Dernier: I submit, sir, as we outlined 
in the brief, that this area not only has to 
pay the additional cost through tariff protec
tion, which is more of a burden in the area 
because our natural source of manufactured 
goods would be the eastern seaboard of the 
United States and we not only have to pay 
the same burden as the rest of Canada but 
the additional transportation costs to bring it 
into the area. One of the reasons we have so 
little production in the area for shipment 
out is the additional transportation in moving 
our goods out and being competitive in the 
central Canadian market. Over the years we 
have seen many secondary industries start in 
this area and die because on transportation 
costs alone.

I have no figures but I would suggest that 
this is dealt with in the Fifth Annual Review 
of the Economic Council of Canada under 
their chapter entitled “The Challenge of 
Growth and Change”, and they have, I sug
gest, substantiated this opinion. It is an 
opinion.

Mr. Pringle: May I ask just one more 
question. Do you consider, then, that the 
additional transportation cost is creating this 
problem to a greater extent than the tariff
protection?

Mr. Dernier: I think it is a problem on top 
of the tariff protection. We have the extra 
cost for industrial goods and we have the 
extra transportation cost as well.

[Interprétation]
maritimes, la politique d’assistance aux 
chargements alimentaires et autres 
mesures pour le transfert des fonds du 
Trésor fédéral au bénéfice de la région 
atlantique n’ont pas compensé le prix 
que nous avons dû payer à cause des 
tarifs protectionnistes et de l’augmenta
tion des coûts...

Est-ce que vous avez des données quant à 
cette déclaration? Est-ce dû à la faible pro
duction dans cette région ou au fait que vous 
n’êtes pas en mesure plutôt de faire face au 
coût des produits que vous utilisez dans cette 
région? Les tarifs, bien entendu, doivent 
s’appliquer pour l’ensemble du Canada et 
maintenant nous recherchons une protection 
pour l’industrie agricole et d’autres industries 
à travers tout le pays? Sincèrement je suis 
un peu étonné de voir que tout l’argent qui a 
été ainsi transféré sous forme d’aide, dans 
cette région, ne comble pas cet écart quant 
au coût. Pouvez-vous nous donner plus de 
détails à ce sujet?

M. Dernier: Je prétends, monsieur, comme 
nous l’avons dit dans le mémoire d’ailleurs, 
que ce secteur doit non seulement payer des 
frais supplémentaires pour un tarif protec
tionniste, car la source naturelle de nos pro
duits fabriqués se trouve sur le littoral de 
l’Est des États-Unis et nous n’avons pas qu’à 
assumer le même fardeau que le reste du 
Canada, mais de plus nous devons assumer 
les frais additionnels de transport pour les 
importer dans la région. Une des raisons du 
peu de production, dans ce secteur, pour l’ex
portation, ce sont les frais supplémentaires 
du transport de leurs produits afin de pou
voir faire concurrence à la partie centrale du 
Canada. Au cours des années, nous avons vu 
plusieurs industries secondaires, qui ont 
débuté, dans ce domaine, et n’ont pas survécu 
seulement à cause des frais de transport.

Je n’ai pas de chiffres à vous donner, mais 
je puis vous dire qu’il en est question dans le 
cinquième exposé annuel du Conseil écono
mique du Canada, sous le titre, Défi posé 
par la croissance et le changement et ils 
prouvent nettement cette opinion. C’est un 
fait.

M. Pringle: Puis-je poser une autre ques
tion? Croyez-vous donc que les frais addi
tionnels de transport créent ce problème 
d’une façon plus aiguë que le tarif 
protectionniste?

M. Dernier: Je crois que c’est un problème 
qui dépasse celui du tarif protectionniste, 
nous avons le coût additionnel des produits 
industriels ainsi que celui du transport.
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[Text]
Mr. Pringle: Would you mind repeating the 

name of the chapter from the Economic 
Council of Canada report which you referred 
to?

Mr. Dernier: It is the chapter entitled “The 
Challenge of Growth and Change”.

Mr. Pringle: The Challenge of Growth and 
Change. Thank you.

Mr. Dernier: It is at the beginning of the 
second paragraph.

The Chairman: Are you through, Mr. 
Pringle?

Mr. Pringle: Yes, thank you, Mr. Chairman.

The Chairman: Mr. Rose.

Mr. Rose: I would like to ask the witness 
to expand his answer, Mr. Chairman. Are 
you really saying, sir, that the tariff protec
tion benefits the manufacturing industries in 
central Canada from which you must pur
chase rather than protecting you In the 
Atlantic provinces. Is this really what you 
are saying?

Mr. Dernier: This Is what we submit, yes.

Mr. Rose: You sound like a Westerner!

An hon. Member: We have a lot in common.

Mr. Dernier: If I may be permitted to say 
so, sir, there is a caricature being made of 
Canada with plans for the great Canadian 
cow. The westerners feed the cow and other 
parts of Canada obtain the milk from the 
cow, so you can understand what is left for 
the Maritimes!

Mr. Rose: Well, sir, we have heard a lot of 
“bull" around here today. I was going to say 
that one of the chief complaints you hear 
from time to time is that most Canadians, 
other than central Canadians, are forced to 
buy in a protected market and sell in an 
open one, and this is especially true of the 
primary industries. You would support this 
idea?

Mr. Dernier: Yes, because the majority of 
our exports are raw materials from the pri
mary industries.

The Chairman: Mr. Perrault.

[Interpretation]
M. Pringle: Pourriez-vous répéter s’il vous 

plaît, le nom du chapitre, de l’exposé du 
Conseil économique du Canada, que vous 
avez mentionné déjà?

M. Dernier: Il s’agit du chapitre intitulé 
Croissance et changement, au début du 
deuxième paragraphe.

M. Pringle: Merci, monsieur le président.

M. Dernier: C’est au début du 2* 
paragraphe.

Le président: Avez-vous fini, monsieur 
Pringle?

M. Pringle: Oui, merci, monsieur le 
président.

Le président: Monsieur Rose.

M. Rose: Je voudrais demander au témoin, 
monsieur le président, d’expliquer sa réponse. 
Dites-nous, monsieur, qu’en réalité, la protec
tion tarifaire bénéficie les industries manu
facturières dans la partie centrale du Canada 
d’où il vous faut acheter plutôt que d’être 
une protection particulière pour les provinces 
de l’Atlantique? C’est cela que vous dites?

M. Dernier: C’est ce que nous prétendons, 
oui.

M. Rose: On dirait que vous venez de 
l’Ouest!

Une voix: Nous avons donc beaucoup de 
choses en commun.

M. Dernier: Si vous me permettez de le 
dire, monsieur, il y a une caricature du 
Canada au sujet de la belle vache à lait cana
dienne. Dans l’Ouest, on nourrit la vache et 
les autres parties du Canada obtiennent le 
lait de la vache et par conséquent, vous voyez 
ce qui reste pour les Maritimes!

M. Rose: Nous avons entendu beaucoup de 
choses drôles ici, aujourd’hui. J’allais dire 
qu’une des principales plaintes que nous re
cevons de temps à autre, c’est que la plupart 
des Canadiens autres que ceux qui viennent 
de la partie centrale du Canada, doivent 
acheter tout d’abord dans un marché fermé 
et ensuite vendre dans un marché ouvert. Et 
c’est surtout vrai à l’égard des industries 
primaires? Appuyez-vous ce principe?

M. Dernier: Oui, parce que la majorité de 
nos exportations sont des matières brutes qui 
viennent de l’industrie primaire.

Le président: Monsieur Perrault.
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[Texte]
Mr. Perrault: Mr. Chairman, I am not 

unsympathetic to the line of argument 
advanced by our guest and witness on behalf 
of the Maritime Co-operative Services Limit
ed. I wanted to question him about the 
impact of some of these requests. Are you 
requesting that the same rates be available to 
Maritime manufacturers who manufacture 
here and ship to central Canada as are avail
able to those manufacturers who manufac
ture in Montreal and Toronto and ship to the 
Maritimes?

This is the kind of request that some of us 
make in western Canada because it costs 
more to manufacture in Vancouver and ship 
to Toronto than it does to manufacture in 
Toronto and ship to Vancouver. This has 
been the source of a great deal of unhappi
ness, as Mr. Rose suggested a few moments 
ago. Is this what you are asking or are you 
asking a preferential rate to make it less 
costly for a Maritime manufacture to manu
facture here and sell in Toronto than vice 
versa?

Mr. Dernier: I do not think it would be 
reasonable to suggest that we should have a 
better rate, but we wish to have the injus
tices of our extra cost of transportation 
removed so that we do not have that 
impediment...

Mr. Perrault: You are asking for equality, 
then?

Mr. Dernier: Right, and I suggest that the 
MFRA, as it has been operating as a percent
age reduction of the rate, is not performing 
the function that it was originally intended 
to perform. There must be some other 
approach.

Mr. Perrault: This is similar to some of the 
sentiments which exist in the West, of course. 
Let me ask this question. It is not directly on 
the subject of transport, but is there any 
extension of the automotive agreement type 
pact which would be beneficial to the Mari
times to help with some of your problems? In 
the West we are talking about a free trade 
area in wood products, for example, which 
would give us access to the west coast mar
ket of the United States. Do you think that 
economic policy should be working similarly 
for some industry in the Maritimes in rela
tion to the Atlantic states?

[Interprétation]
M. Perrault: Monsieur le président, je com

prends très bien le raisonnement de ce 
témoin et notre invité, au nom de Maritime 
Co-operative Services Limited. Je voulais lui 
poser quelques questions au sujet de la 
répercussion de certaines de ces demandes? 
Est-ce que vous demandez que les mêmes 
taux soient à la disposition des fabricants des 
Maritimes qui fabriquent ici et expédient 
dans la partie centrale du Canada qui sont 
disponibles aux fabricants qui fabriquent à 
Montréal et à Toronto et qui expédient 
ensuite aux Maritimes.

C'est le genre de demandes que nous nous 
faisons dans l’Ouest du Canada, car cela coûte 
plus cher de fabriquer à Vancouver et d’en
voyer à Toronto que de fabriquer à Toronto 
et d’expédier à Vancouver. Ce qui cause 
beaucoup de chagrin comme M. Rose l’a 
suggéré tout à l’heure. Est-ce que c’est ce que 
vous demandez ou est-ce que vous demandez 
un tarif préférentiel afin que ce soit moins 
coûteux pour un fabricant des Maritimes de 
fabriquer ici et de vendre à Toronto que 
réciproquement.

M. Dernier: Je ne crois pas que ce soit 
raisonnable de suggérer que nous voulons un 
meilleur tarif, mais nous désirons que les 
injustices de nos frais supplémentaires de 
transport soient éliminées afin que nous 
n’ayons pas cet obstacle...

M. Perrault: Vous demandez donc l’égalité?

M. Dernier: C’est exact, et je suggère que 
la Loi sur les taux de transport des marchan
dises dans les provinces maritimes telle 
qu’elle existe, à l’heure actuelle, comme pour
centage de réduction de taux, ne réalise pas 
l’objectif qu’on avait au tout début. Il doit y 
avoir un autre moyen de régler la question.

M. Perrault: Cela ressemble à certains sen
timents qui existent dans l’Ouest, évidem
ment. Permettez-moi de vous poser cette 
question-ci maintenant. Ce n’est pas tout à 
fait sur le sujet des transports, mais est-ce 
qu’il y a une extention de l’accord en matière 
de véhicules à moteur qui pourraient béni- 
ficier aux Maritimes afin de vous aider à 
régler certains problèmes? Dans l’Ouest, nous 
parlons d’une zone de libre-échange, par 
exemple, dans le domaine des produits du 
bois qui nous donnerait accès aux marchés et 
aux débouchés de l’Ouest des États-Unis. 
Croyez-vous que la politique économique 
devrait jouer dans le même sens pour certai
nes industries des Maritimes en ce qui con
cerne les États de l’Atlantique?
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[Text]
Mr. Dernier: I cannot specifically think of 

any industry. I would think this area should 
be explored, but I am not prepared to...

Mr. Perrault: Mr. Chairman, just a final 
question. I wonder if there are any even 
approximate estimates of the cost involved in 
these proposals; for example, the proposal 
with respect to protected tariffs. Is there any 
estimate on what it would cost in terms of 
reduction in transport costs? Is there any 
estimate of the cost of increased or continued 
highway assistance from the federal govern
ment? In other words, has a price tag been 
put on this program by your organization?

Mr. Dernier: Not by our organization, but I 
would suggest that some of the studies that 
have been made, particularly by the Mari
time Transportation Commission and the 
MFRA, would give you a good deal of that 
information.

Mr. Perrault: Thank you, Mr. Chairman.

The Chairman: Mr. Godin.

M. Godin: Merci, monsieur le président. 
Premièrement, le témoin pourrait-il nous dire 
s’il emploie, par exemple, les suppléments 
protéiques à base animale? Est-ce que ces 
produits sont subventionnés par le gouverne
ment fédéral?

Deuxièmement, pouvez-vous nous dire, en 
chiffres exacts, quelle est la différence entre 
100 livres de blé, dont le transport de Port- 
Arthur à Fredericton est subventionné, et 100 
livres de protéines végétales qui ne sont pas 
sujets aux octrois?

Mr. Dernier: You asked for the difference 
in rate per hundredweight between animal 
products and grain. May I ask from where?

M. Godin: En partant de la tête des Grands 
Lacs, de Port-Arthur à Fredericton pour 100 
livres de blé, et de Port-Arthur à Fredericton 
pour 100 livres de protéines végétales?

Mr. Dernier: First of all, as I understand it 
the question was are animal products used 
for a protein supplement. Yes, we use a cer
tain amount of animal products but the basic 
protein in livestock feed is vegetable protein, 
largely soybean meal, and there is now a 
continually increasing amount of rapeseed 
meal from western Canada, so that your cost 
is based on the cost of vegetable protein. As 
far as the rate differential between vegetable 
protein and grain is concerned, they carry

[Interpretation]
M. Dernier: Je ne vois d’une façon précise 

aucune industrie. J’oserais dire qu’on devrait 
explorer ce domaine, mais je ne pourrais 
vous...

M. Perrault: Une dernière question, mon
sieur le président. Je me demande s’il y a des 
évaluations approximatives des coûts quant à 
ces propositions; par exemple, la proposition 
visant les tarifs protectionnistes. Est-ce qu’on 
a une idée de ce que cela coûterait sous 
forme de réduction des frais de transport? 
Est-ce qu’on a un coût estimatif sur l’aug
mentation ou le maintien de l’assistance rou
tière donnée par le gouvernement fédéral? 
En d’autres termes, est-ce que votre orga
nisme a évalué le coût de ce programme?

M. Dernier: Mon organisme ne l’a pas fait 
non, mais je dirais que certaines études qui 
ont été faites, surtout par la Commission des 
transports des Maritimes et la Loi sur les 
taux de transport des marchandises dans les 
provinces maritimes vous donnerait ces 
renseignements.

M. Perrault: Merci, monsieur le président.

Le président: Monsieur Godin.

Mr. Godin: Thank you very much, Mr. 
Chairman. First, could the witness tell us 
whether he uses animal protein supplements, 
for instance, and whether these products are 
subsidized by the federal government.

Secondly, could you give us the exact figu
res with regard to the difference between 100 
lbs. of wheat the transport of which from 
Port Arthur to Fredericton is subsidized, and 
100 lbs. of vegetable proteins which are not 
subject to subsidies?

M. Dernier: Vous avez demandé la diffé
rence entre les taux par cent livres entre les 
produits animaux et le blé. Où s’il vous plaît?

Mr. Godin: Let us say from the head of the 
lakes, from Port Arthur to Fredericton, for 
100 lbs. of wheat and from Port Arthur to 
Fredericton for 100 lbs. of vegetable proteins?

M. Dernier: Tout d’abord, si j’ai bien com
pris la question, il s’agissait de savoir les 
produits animaux qui sont employés pour un 
supplément en protéines. Oui, nous les 
employons, certainement, mais la protéine de 
base, pour la graine de provende est la pro
téine végétale, surtout la farine de soya et on 
emploie beaucoup plus de farine de graines 
de colza aussi de l’Ouest du Canada, par 
conséquent, le coût est fondé sur le coût de 
cette protéine végétale. En ce qui concerne
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[Texte]
the same rate, but one is equalized to trans
portation assistance and the other is not.

M. Godin: Quelle est la différence, dans le 
transport, entre 100 livres de blé et 100 livres 
de protéines?

Mr. Dernier: The rate is the same. You 
want to know the amount that is not subsi
dized? Just a moment. The average rate in 
New Brunswick last year was $12.92 per ton. 
Nova Scotia was approximately $12.00 per 
ton.

Le président: Est-ce que cela répond à 
votre question, monsieur Godin?

M. Godin: Oui, merci.

The Chairman: Mr. Homer?

Mr. Horner: Mr. Chairman, I will forego 
any questions in view of the hour.

The Chairman: Mr. Pringle?

Mr. Pringle: May I ask just one supple
mentary question. I am interested in finding 
out, in view of the fact that the Maritimes 
are endeavouring to build up industry, what 
industry you would recommend for expan
sion in New Brunswick without benefit of 
tariff protection. Would you recommend at 
the same time that we should endeavour to 
alleviate tariffs on products which you could 
get from the United States and which, in my 
opinion, could immediately be competitive to 
the industrial products that you would be 
attempting to produce in the Maritimes? 
What product would you recommend?

Mr. Dernier: I think the point I was trying 
to make, sir, is that we not only have to pay 
the price of the extra cost of tariff protec
tion—and I think in the brief we say that we 
have no quarrel with this per se—but in 
addition to that we have to pay the penalty 
of the additional transportation costs, and as 
such we feel that some extension of the 
MFRA is justifiable. However, we are not 
saying that we have any quarrel with the 
tariff protection per se.

Mr. Pringle: Then to you the transporta
tion cost is really more the main problem 
than the additional cost as a result of the 
tariff.

The Chairman: Are there any further 
questions?

[Interprétation]
l’écart qui existe entre la protéine végétale et 
le blé, il comporte le même taux, mais il y en 
a un qui est compensé par une assistance au 
transport et l’autre ne l’est pas.

Mr. Godin: What is the difference in trans
portation costs between 100 lbs. of wheat 
and 100 lbs. of proteins?

M. Dernier: Le taux est le même. Vous 
voulez savoir quelle est la partie qui n’est pas 
subventionnée? Un moment. Au Nouveau- 
Brunswick, le taux moyen, l’an dernier, était 
de $12.92 la tonne. En Nouvelle-Écosse, c’é
tait environ $12 la tonne.

The Chairman: Does this answer your 
question, Mr. Godin?

Mr. Godin: Yes, thank you.

Le président: Monsieur Horner?

M. Horner: Je vais m’abstenir de poser des 
questions vu l’heure tardive, monsieur le 
président.

Le président: Monsieur Pringle?

M. Pringle: Puis-je poser une question sup
plémentaire? Je voudrais savoir vu le fait 
que les provinces maritimes tentent d’accroî
tre leurs industries ici, quelles sont les indus
tries, à votre sens, qui pourraient être éten
dues ou développées au Nouveau-Brunswick, 
sans l’avantage d’un tarif protectionniste? 
Recommanderiez-vous en même temps que 
nous devrions tenter d’alléger le tarif sur les 
produits que vous pourriez obtenir des États- 
Unis et qui, à mon sens, seraient immédiate
ment concurrentiels aux produits industriels 
que vous essaieriez de produire ici dans les 
Maritimes? Quel produit recommanderiez- 
vous?

M. Dernier: Je crois que le point que j’es
sayais de soulever, monsieur, c’est que nous 
devons payer le prix, non seulement, des coûts 
additionnels du tarif protectionniste, mais je 
crois que, dans le mémoire, nous disons que 
nous ne nous opposons pas en principe, mais 
qu’en plus, nous devons payer les frais de 
transport supplémentaires, et, par consé
quent, nous croyons qu’une extension de la 
Loi sur les frais de transport de marchandi
ses pour les Maritimes serait justifiable. Tou
tefois, nous n’avons aucune objection, en 
principe, au tarif protectionniste.

M. Pringle: En d’autres termes, pour vous, 
les frais de transport supplémentaires sont 
pires que le tarif protectionniste?

Le président: Y a-t-il d’autres questions?
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[Text]
Gentlemen, I want to thank you for pre

senting your brief.
I wonder if the Committee would agree to 

a 10 minute adjournment?
It is now 4.10 and we will meet again at 

4.20.
The Chairman: Gentlemen, our next brief 

will be that of the T. Eaton Company Limit
ed. On my immediate right are Mr. Sparks 
and Mr. Lockhart. We have had their brief 
for over a year and I presume most of the 
members are aware of it. These two gentle
men are now ready to answer your questions.

Mr. Thomas (Moncton): Mr. Chairman, I 
have two short questions for Mr. Sparks. 
Basically your problem is that as a distribu
tion catalogue mail order centre you are 
shipping mainly small parcels—small ship
ments—and therefore everything has to go 
either by less than carload rail shipment, or 
by some other means of transportation?

Mr. W. R. Sparks (Traffic and Customs 
Manager, T. Eaton Company Limited): That 
is correct.

The Chairman: Mr. Thomas, you will find 
the brief of the T. Eaton Company on page 
826 in your book.

Mr. Thomas (Moncton): Your most serious 
problem is created by the recent increase in 
l.c.l. rates, which has jacked up the costs of 
your shipping?

Mr. Sparks: That is correct.
Mr. Thomas (Moncton): Is there any alter

native method of making shipments from 
your Moncton plant other than by rail?

Mr. Sparks: Not a satisfactory system, no 
sir.

Mr. Thomas (Moncton): You have not been 
able to ship, or to get the same service, 
through road transport?

Mr. Sparks: No, sir.
Mr. Thomas (Moncton): Thank you.
Mr. Horner: Mr. Sparks, although, as Mr. 

Thomas suggests, you ship your goods in less 
than cargo lots—small cargoes, part loads, 
and so on—your biggest trouble arises—and 
correct me if I am wrong—through the 
implementation of the density load factor. Is 
this correct?

[Interpretation]
Messieurs, je veux vous remercier de la 

présentation de votre mémoire.
Je me demande si le comité serait d’accord 

que nous levions la séance pour dix minutes.
Il est 4 heures et dix, alors à 4 heures 20, 

nous revenons n’est-ce pas?
Le président: Messieurs, nous entendrons 

maintenant le mémoire présenté par la com
pagnie T. Eaton Limited. J’ai ici, à ma droite, 
M. Sparks et M. Lockhart, Nous avons leur 
mémoire depuis plus d’un an. Je suppose 
donc que les membres du Comité en connais
sent le contenu. Nos témoins sont donc main
tenant prêts à répondre à vos questions.

M. Thomas (Moncton): J’aurais deux brè
ves questions à poser à M. Sparks. Essentiel
lement, votre problème vient de ce que, en 
tant que centre de distribution par catalogue, 
vous faites l’expédition de petits colis surtout. 
Vous pouvez donc les expédier en charge
ment incomplet, ou recourir à d’autres modes 
de transport.

M. W. R. Sparks (Gérant du service de dis
tribution et des douanes. T. Eaton Company 
Limited): C’est exact.

Le président: Vous trouverez, monsieur 
Thomas, le mémoire de la T. Eaton à la page 
826 du compte rendu.

M. Thomas (Moncton): En ce moment, 
votre principal problème vous vient essentiel
lement de l’augmentation dans les taux qui 
viennent s’ajouter à vos frais d’expédition.

M. Sparks: C’est exact.
M. Thomas: Y a-t-il une méthode, pour vos 

expéditions de Moncton, autre que le recours 
aux chemins de fer?

M. Sparks: Non, pas de systèmes satisfai
sants.

M. Thomas (Moncton): Vous n’avez pas été 
en mesure d’obtenir le même service par l’en
tremise d’une compagnie de transport 
routier?

M. Sparks: Non, monsieur.
M. Thomas (Moncton): Merci.
M. Horner: Comme M. Thomas le dit, quoi

que les marchandises que vous expédiez 
représentent moins d’un chargement, de 
petits chargements, et d’autres, votre plus 
grand problème vient, et rectifiez-moi si j’ai 
tort, de la mise en vigueur du facteur de 
densité de chargement. Est-ce correct?

M. Sparks: C’est bien cela.Mr. Sparks: This is correct.
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[Texte]
Mr. Horner: Did the railways give you any 

reason for the—I think it is—10 pounds per 
cubic foot figure on which they now base 
their freight rate?

Mr. Sparks: Yes; I attended all the meet
ings of the committee that the railway set up 
to establish E.TA.T. 100, and this is what 
they needed, in their estimation, to make 
their rates compensatory.

Mr. Horner: In their estimation?
Mr. Sparks: Yes, sir.
Mr. Horner: These same rates, as on per ton 

mile—and I do not want to go back to a 
previous brief—but in the previous brief 
there was a table which outlined the exact 
effects of these rates. I ask the Committee to 
look for a brief moment at page 806. There 
they outline some rates. For, say, 350 miles in 
Ontario, the rate per 100 was 49 cents; for 
294 miles in the Maritimes the rate with the 
Maritime Freight Rates subsidy is still 71 
cents.

How do they justify one rate as compensa
tory in one area and not necessarily compen
satory in another, per mile of travel?

Mr. Sparks: I have never been able to 
understand the railway costing system. I 
would not like to answer that question.

An hon. Member: Join the club.

Mr. Horner: Take the matter of volume. 
Does your company have any suggestion 
about an agreed rate for the volume that you 
must do with the railway company?

Mr. Sparks: We have an agreed rate, yes, 
sir, for our catalogue houses.

Mr. Horner: For your catalogue houses you 
have an agreed charge for your shipping?

Mr. Sparks: Yes, sir; we have an exception 
to the general traffic.

Mr. Horner: And it still takes into consul 
eration the 10 pounds per cubic foot?

Mr. Sparks: No, sir.
Mr. Horner: The agreed charge does not? 

Mr. Sparks: No, sir.
Mr. Horner: Is the agreed charge of a ton ; 

mile shipped quite a bit less than the...

[Interprétation]
M. Horner: Les compagnies de chemin de 

fer vous ont-elles dit pourquoi elles avaient 
eu recours à cette mesure de 10 livres le pied 
cube pour fixer les taux de transport?

M. Sparks: Oui. J’ai assisté à toutes les 
séances du comité constitué par les chemins 
de fer en vue d’établir ces tarifs, qui, disent- 
ils, sont nécessaires au bon fonctionnement 
de leur entreprise.

M. Horner: Il s’agit de leur propre opinion?

M. Sparks: Oui.
M. Horner: Quant à ces taux, même si je 

ne veux pas revenir à un autre mémoire, je 
signalerai que le mémoire précédent contient 
un tableau qui indique leurs effets précis. 
J’aimerais que le Comité jette un coup d’œil 
à la page 806. On y donne certains taux. 
Ainsi, en Ontario, le coût de transport sur 
une distance de 350 milles est de 49 cents les 
cent livres. Dans les Maritimes, pour 294 
milles, le taux bien que subventionné est de 
71 cents, en vertu de la Loi sur les taux de 
transport des marchandises dans les 
Maritimes.

Comment peut-on justifier qu’un taux soit 
compensatoire dans une région, et qu’il ne le 
soit pas nécessairement dans un autre, par 
mille parcouru?

M. Sparks: Je n’ai jamais été en mesure de 
comprendre ce système des chemins de fer. 
Je préfère donc ne pas répondre à votre 
question.

Une voix: Nous faisons partie du même 
club.

M. Horner: Question de volume, votre com
pagnie a-t-elle des suggestions pour le taux 
qu’elle devrait payer pour le volume de mar
chandises transportées par chemin de fer?

M. Sparks: Nous avons conclu une entente 
pour nos comptoirs de ventes par catalogue.

M. Horner: Vous avez convenu d’un tarif?

M. Sparks: Oui; nous avons une exception 
par rapport au trafic ordinaire.

M. Horner; Tient-on toujours compte de 
ces 10 livres par pied cube?

M. Sparks: Non.
M. Horner: Le tarif convenu ne tient pas 

compte de ça?
M. Sparks: Non.
M. Horner: Le tarif convenu pour une 

tonne le mille expédiée est-il beaucoup moins 
que le... ?

29690—9
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[Text]
Mr. Sparks: Should I answer that question?

Mr. Horner: I think you should.

Mr. Sparks: It is a published tariff.
Mr. Horner: Yes; it is published here.
Mr. Sparks: It is a published tariff; and we 

do not pay on cube or piece.

Mr. Horner: But in the agreed charge you 
have to ship all your goods.

Mr. Sparks: No, sir.
Mr. Horner: You do not?
Mr. Sparks: No, sir.
Mr. Horner: What does the agreed charge 

apply to, then?
Mr. Sparks: We present our goods in 1,000 

cubic foot lots for pickup.

Mr. Horner: Would a containerization sys
tem improve the shipment of your products?

Mr. Sparks: Very slightly; because of the 
inconsistency of the volume at certain loca
tions you would never have enough volume 
to use a container.

Mr. Horner: Is it your belief that the rail
ways do not have enough competition from 
the trucking industry within the Maritimes?

Mr. Sparks: Looking at rates, we feel that 
the increases in the Maritimes at the time 
E.T.A.T. 100 was published were quite sub
stantial compared to, say, Western Canada.

Mr. Horner: You thought they were quite 
substantial.

Mr. Sparks: Yes; in view of the fact that 
they have much more truck competition in 
Western Canada than they have in the 
Maritimes.

Mr. Horner: From the list of rates you 
have in your brief I imagine your company 
has already protested to the Canadian Trans
port Commission about the rates on the 
density figure?

Mr. Sparks: Not to the Commission; we 
have dealt with the railways in Montreal.

[Interpretation]
M. Sparks: Est-ce que je devrais répondre 

à cette question?
M. Horner: Je crois que vous devriez y 

répondre.
M. Sparks: Le tarif est publié.
M. Horner: Oui, il est publié ici.
M. Sparks: Le tarif est publié. Nous ne 

payons pas d’après le nombre de pieds cubes 
ni le nombre de colis.

M. Horner: Suivant le tarif convenu, vous 
devez expédier tous vos colis?

M. Sparks: Non.
M. Horner: Vous ne le faites pas?
M. Sparks: Non.
M. Horner: Alors, à quoi ce taux 

s’applique-t-il?
M. Sparks: Nous présentons nos produits 

en lots de mille pieds cubes pour qu’ils soient 
recueillis.

M. Horner: Est-ce qu’un système de conte
neurs pourrait améliorer l’expédition de vos 
produits?

M. Sparks: Très peu, parce que le volume 
varie à certains endroits et qu’il serait insuf
fisant pour qu’il soit avantageux de recourir 
à ce système.

M. Horner: Est-ce que vous croyez alors 
que les chemins de fer n’ont pas assez de 
concurrence de la part de l’industrie du 
camionnage dans les Maritimes?

M. Sparks: Si nous parlons des taux, nous 
croyons que lorsque les augmentations ont 
été rendues publiques elles étaient beaucoup 
plus substantielles dans les Maritimes que, 
par exemple, dans les provinces de l’Ouest.

M. Horner: Vraiment?

M. Sparks: Oui, du fait qu’il y a beaucoup 
plus de concurrence de la part de l’industrie 
du camionnage dans l’Ouest que dans les 
provinces des Maritimes.

M. Horner: D’après les taux qui apparais
sent dans votre mémoire, je suppose que 
votre compagnie a déjà protesté au sujet de 
ces nouveaux tarifs auprès de la Commission 
des transports du Canada?

M. Sparks: Non, pas auprès de la Commis
sion. Nous avons traité avec les chemins de 
fer à Montréal.
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[Texte]
Mr. Horner: You have not protested them 

to the Canadian Transport Commission?

Mr. Sparks: No, sir.

The Chairman: Mr. Allmand?

Mr. Allmand: Sir, do you use your own 
trucks at all the Maritimes for delivery of 
parcels in small lots?

Mr. Sparks: Only in urban centres; not on 
highways, sir, no.

Mr. Allmand: You would consider this 
uneconomical?

Mr. Sparks: On all trucking business you 
need a two-way movement to be economical. 
What are we going to bring back when we 
get the trucks out at the end of the route?

Mr. Allmand: I ask because I know that in 
the city I come from all the Eaton deliveries 
are by truck. I suppose that is because it is 
economic in the cities.

Mr. Sparks: Yes.

Mr. Allmand: That is all; thank you.

The Chairman: Mr. Perrault?

Mr. Perrault: Mr. Chairman, I have a brief 
question. The company states,

We feel that if the present levels of rates 
for the Atlantic Provinces are not 
reduced, it will result in an increase in 
the cost of living for the consumer and 
could retard the growth of our 
Company...

The preceding paragraph suggests that the 
Catalogue Sales Offices report that service 
has deteriorated. People still require com
modities. Where are they buying their dinette 
suites and ranges and stoves if they are not 
buying them from you? They are buying 
somewhere.

Mr. Sparks: As the prices are going up 
their dollar is not going as far.

Mr. Allmand: You mean they are no longer 
buying beds and stoves here?

Mr. Sparks: Oh, yes.

Mr. Allmand: I just wondered what effect 
it was having on the over-all economy. Per
haps a native, home-based industry is 
benefiting from your difficulties in bringing 
materials in from Toronto?

[Interpretation]
M. Horner: Vous n’avez pas protesté 

auprès de la Commission des transports du 
Canada?

M. Sparks: Non.

Le président: Monsieur Allmand.

M. Allmand: Est-ce que vous utilisez vos 
propres camions dans les Maritimes pour 
l’expédition de colis en petits lots?

M. Lockhart: Simplement dans les centres 
urbains; nous ne les utilisons pas sur les 
grandes routes.

M. Allmand: Vous trouvez que ce n’est pas 
rentable?

M. Sparks: Pour toute opération de 
camionnage, il faut un déplacement de mar
chandises dans les deux sens pour que ce soit 
rentable. Que pouvons-nous ramener lorsque 
le camion est rendu à destination?

M. Allmand: J’ai posé la question parce 
que je sais que dans la ville d’où je viens, 
toutes les livraisons de Eaton se font par 
camion. J’imagine que c’est rentable en ville?

M. Sparks: Oui.

M. Allmand: Merci.

Le président: Monsieur Perrault.

M. Perrault: Voici, monsieur le président. 
La compagnie déclare:

A notre avis, si on ne réduit pas les taux 
actuellement en vigueur dans les provin
ces de l’Atlantique, il y aura hausse du 
coût de la vie pour le consommateur, et 
cela retardera aussi l’essor de notre 
société...

Ce paragraphe laisse entendre que d’après 
vos bureaux de ventes par catalogues le ser
vice s’est amoindri. On a toujours besoin de 
marchandises. Où achète-t-on meubles et cui
sinières, réfrigérateurs, si on ne les achète 
pas chez-vous?

M. Sparks: A mesure que les prix augmen
tent, le dollar va moins loin.

M. Allmand: Voulez-vous dire qu’on n’a
chète plus de lits ni de cuisinières ici?

M. Sparks: On en achète encore.

M. Allmand: Tout ce que je désirais savoir, 
c’était l’effet que cela avait sur l’ensemble de 
l’économie. Peut-être qu’une autre industrie 
locale bénéficie des difficultés que vous 
éprouvez à obtenir certains matériaux de 
Toronto?

29690—91



352 Transport and Communications February 17, 1969

{Text]
Mr. Sparks: It is possible.
Mr. Allmand: That is my question. Have 

you any statistics relative thereto?
Mr. Lockhart: Perhaps we could say that 

from 1966 to 1968 our charges for shipments 
to customers from Moncton, outgoing, were 
increased 21.8 per cent. The per pound cost 
to us of shipping to customers went up from 
2.47 to 3.04. This is based on 1,810,000 
pounds. That is express freight costs.

The express rate, incoming, from suppliers 
to our company in Moncton, increased by
76.7 per cent from 1966 to 1968.

In addition I think it would be well for 
this Committee to realize that this represents 
about half of our volume. The rest of our 
shipments are parcel post, and parcel post 
rates during the same period increased by
19.8 per cent.

Another thing that I think the Committee 
might be interested in is that on the cata
logues that we ship out to our customers in 
the Atlantic Provinces our postage increased 
last year. Had we used the same method of 
distribution that we used in 1966, our cost 
would have increased by 74 per cent. We 
found that we were able to reduce this some
what by finding other means of distributing 
our catalogues, mainly in the urban centres, 
through service organizations, and so on, and 
bringing the books in in bulk.

To get back to your question about what 
will happen, we have necessarily had to 
increase the catalogue price of our merchan
dise to our customers.

We have been able to absorb a certain 
amount of this increase in rates, but not 
substantially. The bulk of the increase has to 
be passed on to the customer. This, I think, is 
the intention of that particular paragraph in 
the brief—that the customers are going to 
pay more. They will probably be able to buy 
less and in the long run it will reflect, or 
could reflect, in loss of business to us.

The Chairman: Are there any further 
questions, gentlemen?

Mr. Trudel: Mr. Chairman, I wish to ask 
the witness if he has any idea what percent
age of their business is done in the urban 
centres and what it is in the rural sector?

Mr. Lockhart: I can give you a rough 
guess. It is roughly 45 per cent to the urban 
centres and 55 per cent rural.

[Interpretation]
M. Sparks: C’est possible.
M. Allmand: Voici ma question. Possédez- 

vous des données à ce sujet?
M. Lockhart: On pourrait peut-être ajouter 

à cet égard que de 1966 à 1968, nos frais 
d’expédition de marchandises aux clients, à 
partir de Moncton, ont augmenté de 21.8 p. 
100. Le coût d’expédition, par livre, est passé 
de 2.47 à 3.04. Ces chiffres sont basés sur un 
poids total de 1,810,000 livres. Ce sont les 
frais de transport par exprès.

Les frais de messagerie, pour la marchan
dise que nos fournisseurs nous ont fait par
venir à Moncton, ont augmenté de 76.7 p. 100 
de 1966 à 1968.

Je pense qu’il serait bon que ce Comité se 
rende compte que cela représente environ la 
moitié de notre volume. Le reste de nos expé
ditions se fait par livraison postale. Et les 
tarifs pour colis postaux ont augmenté de
19.8 p. 100 pour la même période.

Une autre chose qui pourrait peut-être 
aussi intéresser le Comité, c’est que pour ces 
catalogues que nous expédions à nos clients 
dans la région de l'Atlantique, les frais pos
taux ont connu, l’année dernière, une aug
mentation. Si nous avions utilisé la même 
méthode de distribution qu’en 1966, le coût 
aurait été majoré de 74 p. 100. Nous avons 
réalisé qu’il était possible de réduire l’impor
tance de cette augmentation en trouvant 
d’autres moyens de distribution de notre 
catalogue, surtout dans les centres urbains, 
par l’entremise de certains organismes et en 
faisant venir ces catalogues en vrac.

Pour revenir à votre question, ce qui s’est 
produit, c’est que nécessairement nous avons 
dû augmenter le coût que paie le client pour 
la marchandise.

Nous avons pu absorber une certaine par
tie de cette augmentation, mais pas de façon 
substantielle. C’est, en grande partie, le client 
qui paie. Ce que signifie ce paragraphe c’est 
que les clients devront encore payer davan
tage. Ils ne pourront sans doute pas acheter 
autant ce qui, à la longue, signifiera, ou pour
rait signifier, une diminution du chiffre de 
nos affaires.

Le président: Auriez-vous d’autres ques
tions, messieurs? Monsieur Trudel?

M. Trudel: Je désire, monsieur le président, 
demander au témoin s’il a une idée du par
tage des affaires que traite sa compagnie 
entre les centres urbains et ruraux.

M. Lockhart: Je pourrais vous donner une 
évaluation approximative. Ce serait environ 
45 p. 100 dans les centres urbains et 55 p. 100 
dans les centres ruraux.
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[Texte]
Mr. Trudel: Is there any possibility of hav

ing a charge, if you were sending goods out 
of the urban centres, and still using the same 
price structure, rather than penalize those 
who reside in the urban centres for the 
increased transportation cost that you are 
talking about?

Mr. Lockhart: This would mean a two- 
price policy, which our company up until 
now has resisted. We insist on one price to 
everybody. It would probably mean an addi
tional heavy expense in creating another 
book with different prices. Our prices are the 
same, by zones.

Mr. Trudel: Yes; this was what I was 
thinking about—having one price system, 
and those within a certain zone would have 
another charge tacked on to the price for 
transportation?

Mr. Lockhart: These things have been con
sidered and will be again in the future, I am 
sure, but at the moment they have decided to 
operate as usual.

Mr. Trudel: Thank you, Mr. Chairman.

Mr. Sparks: Mr. Chairman, perhaps the 
Committee would be interested to know that 
in our business in the Atlantic Provinces 90 
per cent of the goods we buy comes from 
outside the provinces; and, similarly, 90 per 
cent of what we sell comes in by CNR. We 
have no CP connection in Moncton. Very 
little road transport comes through to bring 
us our merchandise, so it is CN in and CN 
out, and anything over 25 pounds...

The Chairman: Mr. Homer?

Mr. Horner: Why does the Maritime 
Freight Rates Act not apply to less than 
cargo loads? Do you know?

Mr. Sparks: I am not sure of that, no; but 
I know one thing, and that is that the paper 
work would be tremendous.

Mr. Horner: If this Committee, after an 
exhaustive study of the problem, recom
mended that in setting the freight rates the 
formula of five pounds per cubic foot be 
accepted rather than 10 pounds, would you 
agree?

[Interprétation]
M. Trudel: Est-ce qu’il y a possibilité, tout 

en expédiant votre marchandise des centres 
urbains et en conservant la même structure 
de prix, d’imposer des frais pour ces expédi
tions plutôt que de pénaliser ceux qui habi
tent les centres urbains pour l’augmentation 
des frais dont vous parlez.

M. Lockhart: Il s’agirait d’instaurer un 
double prix, ce à quoi nous avons résisté 
jusqu’à maintenant. Nous tenons à avoir un 
seul prix pour tout le monde. Il faudrait sans 
doute effectuer des dépenses additionnelles 
d’importance pour imprimer un deuxième 
catalogue, avec des prix différents. Présente
ment nos prix sont les mêmes, ils sont fixés 
par zone.

M. Trudel: C’est ce à quoi je songeais, un 
système à prix unique et des frais différents 
suivant une zone donnée pour couvrir les 
frais de transport.

M. Lockhart: Ils y ont songé et ils y pense
ront encore, j’en suis sûr. Mais en ce 
moment, ils ont décidé de maintenir le sys
tème actuel.

M. Trudel: Merci beaucoup, monsieur le 
président.

M. Sparks: Je pense, monsieur le président, 
que ce Comité serait intéressé à savoir que, 
par rapport aux transactions que nous effec
tuons dans les Maritimes, 90 p. 100 des mar
chandises que nous achetons viennent de 
l’extérieur des provinces, et de même, 90 p. 
100 de ce que nous vendons est livré par le 
National-Canadien. Il n’y a pas de services 
du Pacifique-Canadien à Moncton. Il y a très 
peu de transport routier pour nous apporter 
nos marchandises de sorte que pour la récep
tion et l’expédition il faut recourir au Natio
nal-Canadien, et tout ce qui excède vingt- 
cing livres...

Le président: Monsieur Homer?

M. Horner: Pourquoi la Loi sur les taux de 
transport des marchandises dans les provin
ces Maritimes ne s’applique-t-elle pas pour 
les chargements incomplets? Le savez-vous?

M. Sparks: Je n’en suis pas sûr. Mais je 
sais que le travail de bureau serait énorme.

M. Horner: Si ce Comité, après avoir étudié 
le problème à fond, recommandait que l’éta
blissement des taux se fasse d’après la for
mule de 5 livres au pied cube au lieu de 10 
livres, seriez-vous d’accord?
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[Text]
Mr. Sparks: We would be very happy to 

hear it.

The Chairman: Mr. Perrault?

Mr. Perrault: This is just a supplementary 
arising out of the increased cost of bringing 
goods in from the outside. Has this 
encouraged you to purchase products manu
factured in Nova Scotia, New Brunswick and 
Prince Edward Island in recent years as a 
way to cut down on these costs? Do you buy 
heaters and stoves to a greater extent now, 
such as the Fawcett stove, from New Bruns
wick or the Maritimes?

An hon. Member: Do they make any?

Mr. Horner: Yes, they certainly do.

Mr. Lockhart: I cannot answer that. We do 
buy considerably from some of the eastern 
Maritime manufacturers, but in the case of 
ranges I cannot answer the question. Ours 
are made in Guelph and the buyer probably 
has reason to believe that he should buy 
there.

Mr. Sparks: You must remember there are 
many sources. We are buying on a national 
basis and we naturally supply all outlets 
from the same source.

Mr. Horner: I am merely trying to deter
mine, again, whether or not this transporta
tion situation provides certain indirect eco
nomic benefits to the Maritimes through your 
sources of purchase.

Mr. Lockhart: We buy coal and wood 
ranges from Sackville Foundries.

Mr. Trudel: Are there certain items in 
your purchasing pattern of which your entire 
Canadian requirements could be purchased 
in the Maritimes?

Mr. Sparks: About the only one I can 
think of offhand might be Mr. Stanfield’s 
underwear.

Mr. Trudel: Thank you.

The Chairman: Gentlemen, there appear to 
be no further questions. Thank you very 
much for being here.

The next brief is that of the Maritime 
Provinces Board of Trade, represented by 
Mr. Isner. You will find the brief, A-79, on 
Page 823. We are going to have a short 
summary of the brief, so I will call on Mr. 
Isner.

[Interpretation]
M. Sparks: Nous en serions très heureux.

Le président: Monsieur Perrault?

M. Perrault: Cette question supplémentaire 
est reliée au problème de l’augmentation des 
coûts de transport de la marchandise qui 
vient de l’extérieur. Est-ce que cela vous a 
incité à acheter de plus en plus de produits 
fabriqués en Nouvelle-Écosse et au Nouveau- 
Brunswick et dans l’île-du-Prince-Édouard, 
au cours des dernières années, afin de couper 
ces coûts? Est-ce que vous achetez plus de 
cuisinières et de chaufferettes, par exemple, 
au Nouveau-Brunswick ou dans les Mari
times?

Une voix: Est-ce qu’il s’y en fabrique?

M. Horner: Certainement.

M. Lockhart: Je ne puis répondre à votre 
question. Nous achetons beaucoup de pro
duits de certains des fabricants de l’est des 
Maritimes, mais dans le cas des cuisinières, 
je ne saurais répondre à votre question. Les 
nôtres sont fabriquées à Guelph et notre 
acheteur a de bons motifs de croire, je sup
pose, qu’il doit acheter là.

M. Sparks: Il ne faut pas oublier qu’il y a 
de nombreuses sources d’approvisionnement. 
Nous achetons pour l’ensemble de nos maga
sins et nous les approvisionnons tous de la 
même source.

M. Horner: Je voulais simplement savoir si, 
ce problème du transport amène, indirecte
ment, certains avantages économiques pour 
les Maritimes au moyen de vos sources 
d’achats.

M. Lockhart: Nous achetons nos cuisinières 
à bois et au charbon de Sackville Foundries.

M. Trudel: Est-ce qu’il y aurait certains 
produits que vous pourriez acheter dans les 
Maritimes pour l’ensemble de vos magasins?

M. Sparks: Je pense que le seul article 
auquel je puisse songer, ce sont les sous-vête
ments de M. Stanfield.

M. Trudel: Merci.
Le président: Messieurs, nous n’avons plus 

de questions à vous poser; je désire vous 
remercier de votre présence ici. Maintenant, 
nous entendrons la soumission de la Chambre 
de commerce des provinces maritimes, repré
senté par M. Isner. Vous trouverez le 
mémoire A-79, à la page 823. Monsieur Isner 
nous le résumera brièvement.
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[Tezte]
Mr. B. W. Isner (President, Maritime Prov

inces Board of Trade); Mr. Chairman and 
gentlemen, the brief has been filed with you 
but I wish to say a few words on it.

Our concern in the Maritime Provinces 
Board of Trade is, of course, the economic 
disparity between this region and the rest of 
Canada. We feel that transportation is very 
much a key factor in this particular matter.

Prosperity and growth are brought about 
by a chain of events: the production from 
primary industry creates basic wealth; the 
basic dollar is thus created to bring about a 
demand for the products of secondary indus
try; this, in turn, creates more dollars and 
still more demand for the products of 
secondary industry, with, in turn, still more 
jobs and still more dollars. It is like a snow
ball rolling downhill. It gets bigger and 
bigger.

The problem of the Maritimes is not one of 
creating the first snowball. We do this very 
well. The basic dollars derived from our for
ests, fisheries, mines and agriculture produce 
a very substantial first snowball. The trouble 
is that it rolls over bare ground just as soon 
as it is created.

We do have dollars generated by our pri
mary industry but instead of using these 
dollars to establish or expand secondary 
industry we are forced to send them out of 
the area for goods to satisfy our basic 
needs—goods which are manufactured in 
central Canada.

The reason we have no secondary indus
tries is that our market is too small, and we 
never can have a bigger market without 
secondary industry. There we have the clas
sic problem—the irresistible force and the 
immoveable object.

Its solution? The Maritime Provinces 
Board of Trade believes that economic access 
to the large central Canadian market is very 
much a part of its solution. We believe this 
would enable us to establish and maintain a 
secondary industry. Unless this is done the 
Maritimes could well remain forever in the 
economic ghetto. We suggest that we have a 
right to this as a tenet of Confederation, and 
that there is precedent for area-support 
through transportation already existing in 
Canada.

We feel that the way to attain this is 
through the recommendations that we have 
made which are, first, that the Government of 
Canada recognize the right of Maritime ship-

[Interprétation]
M. B. W. Isner (Président de la Chambre de 

commerce des provinces maritimes): Mes
sieurs, notre mémoire vous a déjà été soumis 
mais je voudrais ajouter quelques observa
tions.

Nous nous inquiétons, à la Chambre de 
commerce des provinces maritimes, de l’écart 
économique qui existe entre notre région et 
le reste du Canada. Nous sommes d’avis que 
le facteur transport est un facteur-clé à cet 
égard.

Nous sommes d’avis que la prospérité et la 
croissance sont entraînées par une chaîne 
d’événements: la production des industries 
primaires crée la richesse de base; le dollar 
est ainsi créé et exige la présence d’industries 
secondaires; ce qui engendre plus de dollars 
et d’emplois, et une demande plus grande 
pour les produits de l’industrie secondaire, et 
de là, d’autres dollars et d’autres emplois. La 
boule de neige devient de plus en plus grosse.

Notre problème ne vient pas de la fabrica
tion de la première boule de neige. Les dol
lars que nous tirons de nos forêts, nos pêche
ries, nos mines, notre agriculture constituent 
cette première boule de neige. Le problème 
vient de ce que cette boule dévale une pente 
sur laquelle il n’y a pas d’autre neige.

L’industrie primaire engendre des dollars, 
mais plutôt que de les utiliser pour établir 
des industries secondaires, nous devons les 
envoyer à l’extérieur de la région pour des 
articles qui répondent à nos principaux 
besoins, pour des denrées fabriquées dans le 
Canada central.

La raison pour laquelle nous n’avons pas 
d’industries secondaires, c’est que notre mar
ché est trop petit, et que nous ne pouvons 
l’améliorer sans industries secondaires. C’est 
toujours le même problème: une force irrésis
tible et un objet qui ne peut être déplacé.

Quelle est la solution? La Chambre de 
commerce des provinces maritimes croit que 
l’accessibilité aux débouchés du centre du 
Canada est une partie intégrante de notre 
solution. Ainsi nous pourrons établir une 
industrie secondaire et la maintenir. A moins 
qu’on ne réalise cet objectif, les Maritimes 
pourraient toujours demeurer dans ces 
difficultés économiques. Nous croyons que 
nous y avons droit en tant que membre de la 
Confédération. Un précédent a été créé qui 
permet de subventionner une région au 
moyen du transport déjà en existence au 
Canada.

Nous sommes d’avis que la façon d’y par
venir réside dans ces recommandations que 
nous avons formulées, qui sont, première
ment, que le gouvernement du Canada recon-
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[Text]
pers and consumers to economic access to the 
central Canadian market as a right of 
Confederation and as a matter of national 
public policy; and second, that the Parlia
ment of Canada, after recognizing this, and as 
a temporary measure, immediately amend 
the Maritimes Freight Rates Act so that it is 
restored to the level of its effectiveness in 
1927; that the subsidies necessary to do this 
be paid out of general revenue, and to all 
modes of transport; and, finally, that the gov
ernment then await the report of the so- 
called Interprovincial Task Force about 
which you have heard today. This has been 
set up to study, and specifically establish, 
what economic access actually means in 
terms of tariffs, freight rates and so on, and 
the report of this Task Force should be the 
basis for the revised Maritime Freight Rates 
Act.

Thank you, Mr. Chairman.

The Chairman: Mr. Breau?

Mr. Breau: Mr. Isner, I have just one ques
tion. The feeling I get from reading your 
brief is that the whole action of government 
relative to industrial incentives could be in 
the sector of transportation. I am inclined to 
agree with you that it would help a great 
deal if the production of the Maritime Prov
inces could be sold at a competitive price in, 
say, Montreal or Toronto, but is it the atti
tude of the businessmen that the government 
should restrict their action to a transporta
tion policy which would in some way create 
industrial incentives which would make the 
material cheaper to sell in Montreal? Do you 
think this is what the business community 
wants in the Maritimes?

Mr. Isner: No, Mr. Chairman, the Maritime 
Provinces Board of Trade is not seeking a 
better situation; it is just seeking a competi
tive situation.

As I said earlier, our market is too small to 
generate secondary industry on its own and 
we have to be able to get in on some—a 
portion of the production must be sold in the 
central Canadian market—but freight pre
vents us from doing this effectively, even 
with equal production costs.

Mr. Breau: Yes; but in some areas of the 
Maritimes at the moment there are industrial 
incentives such as ADA in which the govern
ment has a 33J investment in the company. 
This could, in some instances, compensate for 
the more expensive transportation. Are you

[Interpretation]
naisse le droit des expéditeurs et des consom
mateurs des Maritimes à l’accessibilité écono
mique aux marchés du Canada central 
comme un droit de par la Confédération et 
une politique nationale d’intérêt public; et 
deuxièmement que le Parlement du Canada 
après avoir reconnu ce droit, modifie la Loi 
sur les taux de transport des marchandises 
dans les provinces Maritimes pour en faire 
une mesure aussi efficace qu’en 1927; que la 
subvention soit payée à tous les modes de 
transport à même les recettes générales, et, 
enfin, que le gouvernement attende la pré
sentation du rapport de la soi-disant équipe 
inter-provinciale spéciale, qui a été constituée 
pour étudier ce problème et établir de fa
çon plus particulière, ce que signifie l’accessi
bilité économique dans les domaines des tarifs 
et des taux de transport et que le rapport de 
cette équipe spéciale soit à la base de la 
revision de la Loi.

Merci, monsieur le président.

Le président: Monsieur Breau.

M. Breau: Monsieur Isner, une question. A 
la lecture de votre soumission, j’ai l’impres
sion que l’action du gouvernement dans le 
domaine de l’encouragement sur le plan 
industriel pourrait se faire dans le secteur du 
transport. Je serais porté à croire, comme 
vous, qu’il serait utile que les produits fabri
qués dans les Maritimes puissent se vendre à 
un prix compétitif, par exemple, à Montréal 
ou à Toronto. Mais est-ce que les hommes 
d’affaires croient que le gouvernement 
devrait se limiter à établir une politique des 
transports qui serait, en quelque sorte, un 
encouragement du point de vue industriel et 
qui permettrait de vendre ces produits à 
meilleur marché à Montréal? Est-ce là l’idée 
de la collectivité industrielle dans les 
Maritimes?

M. Isner: Non, la Chambre de commerce 
n’essaie pas d’améliorer la situation. Nous 
voulons simplement une situation concurren
tielle. Comme je l’ai dit plus tôt, le marché est 
trop petit pour engendrer lui-même des 
industries secondaires. Il faut donc qu’une 
partie de notre production soit vendue dans 
des débouchés plus grands, mais les coûts de 
transport nous en empêchent même si notre 
coût de production est le même qu’ailleurs.

M. Breau: Dans certains secteurs des Mari
times, il existe des programmes d’encourage
ment à l’industrie par lesquels le gouverne
ment investit un tiers des sommes nécessaires 
dans une entreprise. En certains cas, cela 
peut compenser pour le coût supérieur des
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[Texte] [Interprétation]
suggesting that the business community services de transport. Est-ce que vous affir- 
would rather have a transportation subsidy mez que le monde des affaires préférerait 
than industrial incentives? une subvention pour les transports à des pro

grammes d’encouragement industriel?

Mr. Isner: No. What you say does not 
apply to the entire business community. I am 
referring to the business community to which 
this does not apply.

Mr. Breau: Pardon me; I do not 
understand.

Mr. Isner: These incentives do not apply to 
all the business community. It is the business 
community to whom these incentives you 
refer to do not apply that are seeking the 
transportation benefits.

Mr. Breau: Any producing or manufactur
ing qualifies for ADA except agriculture and 
perhaps peat moss. If you manufacture shoes 
or shirts in New Brunswick you qualify for 
ADA—anything you want to manufacture— 
although perhaps not in all areas.

Mr. Isner: You have asked me about a 
matter with which I am not familiar in com
plete detail

Mr. Breau: Perhaps I can make it a little 
clearer. Do you think that the industrial 
incentives of the federal government, or the 
policy it has followed, are not so acceptable 
to the businessmen as would be a transporta
tion subsidy?

Mr. Isner: Mr. Chairman, I think the 
answer is that the policies that have been 
followed have not been effective; that we 
need something in addition to these. Where 
no progress has been made relative to eco
nomic disparity the gap still exists, and this 
in spite of the efforts of the past 10 years. 
There has been no gain—no progress.

Mr. Nesbitt: I have just one question of 
Mr. Isner. What would be the view of the 
Maritime Provinces Board of Trade, or per
haps your own, on the idea of a free trade 
area between the Atlantic Provinces and the 
New England states in certain specialized 
commodities such as pulp, paper, lumber 
products and so on?

Mr. Isner: The Maritime Provinces Board 
of Trade does not have a view on that, as 
such, in its policy, but the Maritime Premiers 
were enthusiastic about this at the recent 
Constitutional Conference.

M. Isner: Non. Ce que vous dites ne s’ap
plique pas à l’ensemble du monde des affai
res. Et je parle de ce secteur du monde des 
affaires où cette situation ne s’applique pas.

M. Breau: Je m’excuse mais je ne com
prends pas.

M. Isner: Ces programmes d’encourage
ment à l’industrie ne s’appliquent pas à l’en
semble du monde des affaires. Ce sont ces 
entreprises qui ne bénéficient pas de ces pro
grammes d’encouragement qui désirent obte
nir des subventions dans le domaine des 
transports.

M. Breau: Toute entreprise manufacturière 
peut jouir de ces programmes d’aide, sauf le 
monde de l’agriculture. Si vous fabriquez des 
chaussures ou des chemises, au Nouveau- 
Brunswick, vous pouvez en profiter. Ces pro
grammes s’appliquent à tous les produits 
mais peut-être pas dans toutes les régions.

M. Isner: Vous me posez une question que 
je ne connais pas dans tous ses moindres 
détails.

M. Breau: Peut-être pourrai-je éclaircir un 
peu plus. Croyez-vous que les encourage
ments industriels établis et mis au point par 
le gouvernement fédéral, sont acceptés aussi 
facilement par l’homme d’affaires que le sub
side des transports?

M. Isner: Je pense que les politiques qui 
ont été suivies n’ont pas toujours été effica
ces. Il faut quelque chose en plus. Il n’y a 
pas eu de progrès de fait, et l’écart sur le 
plan économique existe toujours malgré les 
efforts que vous déployez au cours des dix 
dernières années. Nous n’avons pas vraiment 
fait de gain, de progrès.

M. Nesbitt: J’ai une seule question à poser 
à M. Isner. Quel serait le point de vue de la 
Chambre de commerce des Maritimes et de 
vous-mêmes à l’égard d’une zone de libre 
échange entre les Maritimes et les États de la 
Nouvelle-Angleterre, pour certains produits, 
comme la pâte et le papier, les produits 
forestiers, et autres?

M. Isner: La Chambre de commerce des 
Maritimes n’a pas de point de vue comme tel 
pour ce qui est de cette politique qui a sou
levé l’enthousiasme des premiers ministres 
des provinces de l’Atlantique lors de la der
nière conférence constitutionnelle.
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[Text]
Mr. Nesbitt: Do you have any personal 

views?

Mr. Isner: Actually, I have not studied 
them in depth, and I could not say. Mention 
was made a while ago about tariff protection. 
Not far from here is a community called St. 
Stephen, New Brunswick. Fifty yards from 
it, across the way, is the community of 
Calais, Maine. A Chevrolet automobile in St. 
Stephen costs $3,260; a Chevrolet automobile 
in Calais, 50 yards away, costs $2,670.

Mr. Nesbitt: Then there might some con
siderable interest in products such as that?

Mr. Isner: Oh, definitely; for example, it 
has been estimated that the Maritimes spend 
$200 to $300 million additional in car pur
chase alone in a year. If we could spend the 
income from our primary industry in the New 
England States that would automatically in
crease our standard of living by some 25 
per cent.

Mr. Nesbitt: Thank you.

Mr. Chairman: Mr. Perrault?

Mr. Perrault: Mr. Chairman, that was the 
question I was going to ask.

The brief submitted by the Maritime Prov
inces Board of Trade is very succinct and to 
the point but I am rather amazed that they 
made this forthright statement that unless 
there is economic access to the central 
Canadian market all other attempts to stimu
late the Maritime economy may well fail.

I came down here in the full belief that we 
would hear ardent submissions about the 
extension of free trade on an industry-by- 
industry basis or by lower tariffs but this 
submission suggests that the main hope is a 
lowering of tranportation costs.

I am very interested, however, in your 
views on freer trade.

Mr. Isner: Mr. Chairman, this matter of 
transportation costs seems almost to be an 
obsession with our membership. It seems to 
be the key to a great many things that hap
pen down here.

Mr. Perrault: But would not the cost to the 
Canadian taxpayer be infinitely less if, 
instead of indirectly subsidizing transporta
tion costs, you had access to your natural 
market along the east coast of the United 
States, at least to a greater extent? This does 
not mean absolute free trade, but freer trade 
in certain areas.

[Interpretation]
M. Nesbitt: Est-ce que vous avez une opi

nion personnelle?

M. Isner: Monsieur, je n’ai pas vraiment 
étudié la question. Je ne saurais le dire. On a 
fait une étude sur la protection tarifaire et 
près d’ici il y a le village de St. Stephen, au 
Nouveau-Brunswick et cinquante verges plus 
loin, outre frontière, il y a Calais, Maine. A 
St. Stephen, une Chevrolet coûte $3,260 et à 
Calais, $2,670.

M. Nesbitt: Donc, il pourrait y avoir un 
intérêt considérable pour pareils produits.

M. Isner: Certainement. On a calculé, par 
exemple, que les Maritimes dépensent deux à 
trois cents millions de dollars de plus simple
ment pour l’achat de voitures, durant une 
année. Si on pouvait dépenser le revenu de 
nos industries dans les états de la Nouvelle- 
Angleterre, cela automatiquement augmente
rait notre niveau de vie dans une proportion 
de 25 p. 100.

M. Nesbitt: Merci.

Le président: Monsieur Perrault?

M. Perrault: C’est là la question que je 
voulais poser.

Je pense que le mémoire présenté par la 
Chambre de commerce des Maritimes est très 
au point et très résumé. Mais je suis étonné 
de voir qu’ils fassent la déclaration suivante, 
qu’à moins d’une accessibilité aux marchés 
du Canada central, toutes autres tentatives 
de stimuler l’économie des Maritimes peuvent 
échouer.

Je suis venu ici dans l’espoir que nous 
entendrions des présentations passionnées 
quant au libre échange sur une base d’indus
trie ou de tarifs moins élevés, mais cette 
présentation propose que le principal espoir 
est une baisse des frais de transport.

Je suis vraiment intéressé de savoir ce que 
vous pensez sur un libre échange.

M. Isner: Monsieur le président, la ques
tion des coûts de transport semble être une 
obsession de la part de nos membres. Cela 
semble être la clé de bien des choses qui se 
produisent ici.

M. Perrault: Est-ce que le coût pour le 
contribuable canadien ne serait pas moins 
élevé, si, au lieu de subventionner indirecte
ment les frais de transports, vous aviez accès 
à vos marchés naturels, le long du littoral est 
des États-Unis, ou du moins dans une plus 
grande mesure? Cela ne veut pas dire le libre 
échange absolu, mais des échanges plus libres 
dans certains secteurs.
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[Texte]
Mr. Isner: I cannot speak for the Board on 

that but as an individual I would say so, yes.
Perhaps one of the reasons for the various 

members of our Board not having come up 
with this sort of thing is that they rather felt 
that this was an area much more difficult of 
correction than is the transportation situa
tion. In other words, it seemed more logical. 
We already had a Maritime Freight Rates 
Act; that it could be made an effective 
instrument under present economic condi
tions—it is not now, and has not been for 
some time—and that this might be the better 
way.

I am sure the organization would embrace 
With enthusiasm the opportunity of being 
able to trade more freely with the New Eng
land States, which is our natural market.

Mr. Perrault: Mr. Chairman, time is getting 
on and I do not want to labour this but I am 
from the West and we know that even if we 
had absolute equality on the matter of 
freight rates with Eastern Canada, which we 
do not have at the present time, we would 
still labour under a competitive disadvantage 
because their market is far more populous 
and is close at hand. We still have a smaller 
market and we do not achieve the economy of 
scale in manufacture. One of the greatest 
hopes for the West Coast is the West Coast of 
the United States. It seems to me that there 
should be a considerable degree of effort to 
try to develop this concept. Perhaps we 
should be co-operating to a greater extent.

Mr. Isner: There can be no denying the 
validity of that argument.

Mr. Nowlan: My question is really supple
mental to Mr. Perrault’s because of the way 
his questioning developed. You have stated in 
the conclusion of the brief “and first in the 
history that the maritimer believes that 
access to the central Canadian market is 
every bit as much of a right as the right of 
Quebec for bilingual rights across the 
country.”

Because certain groups in Quebec are look
ing elsewhere this is not the very real time 
for the Atlantic area to look elsewhere for 
trade and we would have an “Atlantic libre” 
instead of a “Quebec libre” as far as econom
ic trade is concerned? Do you mean exactly 
what you say in the conclusion, that you 
believe it is every bit as much of a right of 
the Atlantic area man to have access to the 
Central Canadian market as it is for the

[Interprétation]
M. Isner: Je ne peux parler au nom de la 

Chambre, mais je peux vous dire «oui», à 
titre personnel. Une des raisons, peut-être, 
pour laquelle les différents membres de notre 
Chambre de commerce n’ont pas fait cette 
proposition, c’est qu’ils sont d’avis que c’était 
peut-être là une possibilité à laquelle il est 
plus difficile d’apporter une rectification 
qu’au problème du transport. Autrement dit, 
cela semble être plus logique. Nous avions 
déjà une Loi sur les taux de transport des 
marchandises dans les Maritimes; qu’elle ait 
pu être un instrument efficace suivant le con
texte économique actuel, elle ne l’est plus 
maintenant, et ne l’a pas été depuis un cer
tain temps, et que cela était peut-être la 
meilleure façon.

Je suis sûr que notre organisation saisirait 
volontiers l’occasion de pouvoir commercer 
plus librement avec les états de la Nouvelle- 
Angleterre, notre marché naturel.

M. Perrault: Monsieur le président, l’heure 
avance et je ne veux pas insister là-dessus, 
mais je viens de l’Ouest et nous savons, 
même si nous avions égalité pour ce qui est 
des tarifs-marchandises avec l’est du Canada, 
ce que nous n’avons pas en ce moment, que 
toujours nous devrions faire face à un désa
vantage sur le plan de la concurrence, parce 
que leurs débouchés ont une densité démo
graphique beaucoup plus élevée et plus près. 
Notre marché est beaucoup moins grand et 
nous n’avons pas une production sur une 
aussi vaste échelle. Donc, pour l’Ouest, notre 
principal objectif, c’est le littoral ouest des 
États-Unis. Il me semble donc qu’on devrait 
essayer d’élaborer plus ce concept et, peut- 
être, on devrait s’entendre pour collaborer.

M. Isner: Oui, et c’est juste.

M. Nowlan: J’aurais une question complé
mentaire à celle posée par M. Perrault, du 
moins à la façon qu’il a posé ses questions. 
Vous avez dit, dans la conclusion de votre 
mémoire, que l’accès aux marchés au centre 
du Canada se trouve à être un droit aussi 
valable que les droits linguistiques pour le 
Québec.

Et je me demande alors si le Québec et 
d’autres groupes cherchent ailleurs. Est-ce 
que ce ne serait pas le bon moment pour les 
Maritimes de chercher ailleurs, en ce qui 
concerne leur commerce, et que nous ayons 
une Atlantique libre au lieu d’un Québec 
libre en ce qui concerne le commerce écono
mique? Je voulais tout simplement deman
der, monsieur le président, est-ce que vous 
êtes sérieux, lorsque vous dites, dans votre
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[Text]
main in Quebec to find access to bilingual 
institutions across the land?

Mr. Isner: Mr. Chairman, we think that it 
is implicit in Section 145 of the British North 
America Act that this is the case.

Mr. Trudel: I do not deny, Mr. Chairman, 
anything that has been advanced so far but I 
think that we are getting away from the 
problem. The problem seems to be that we 
have a lack secondary industry. Whether we 
are dealing north and south or east and west, 
I think we will have to correct that before 
we do anyghing else.

Mr. Isner: This is the basis of our brief.

The Chairman: Any more questions, 
gentlemen?

Mr. Hock: We have no information here as 
to the type of primary industry and second
ary industry you have in the Atlantic prov
inces. When we were speaking to the wit
nesses from the T. Eaton Company Limited 
who are purchasing most of their products 
from, say, Ontario and Quebec, someone 
asked why they did not purchase their stoves 
and refrigerators here. All you have to do is 
put “Eatonia” on them or something and that 
is it. They said that they do sell stoves 
manufactured here but they are wood and 
coal stoves. This puts me in the position of 
trying to comprehend what has happened in 
these Atlantic provinces. Do they manufac
ture a lot of small goods here in the second
ary industry that could be sold to this area, 
or do they not? I am not sure.

The Chairman: I think we are getting 
away from the subject of transport.

Mr. Hock: No, not necessarily. I am talking 
about transportation of raw materials for 
these secondary industries. Do they exist in 
this area?

Mr. Isner: Mr. Chairman, I can answer 
that. Generally, first of all, the stoves that 
are made here are every bit as high in quality 
and complete in line as those made elsewhere 
in Canada, but unfortunately we do not have 
a large secondary industry. You cannot buy 
the tilings you might want simply because 
the industry does not exist.

[Interpretation]
conclusion, que vous croyez que c’est d’autant 
le droit des Maritimes d’avoir un accès aux 
marchés du centre du Canada que pour le 
Québécois de trouver des institutions bilingues 
à travers le pays?

M. Isner: Nous croyons que cela est impli
cite dans l’article 145 de la Loi de l’Amérique 
du Nord britannique. Tel est le cas.

M. Trudel: Je ne nie pas, monsieur le pré
sident, ce qu’on a avancé jusque-là, mais je 
crois que nous nous éloignons du problème. 
Le problème semble être le manque d’indus
tries secondaires. Que nous fassions des 
affaires du nord au sud ou de l’est à l’ouest, 
je crois qu’il faudrait corriger cette situation 
avant de faire autre chose.

M. Isner: Voilà la raison d’être de notre 
mémoire.

Le président: Y a-t-il d’autres questions à 
poser, messieurs?

M. Rock: Nous n’avons aucun renseigne
ment ici quant aux genres d’industries pri
maires et d’industries secondaires que vous 
avez dans les provinces de l’Atlantique. 
Quand nous avons parlé aux témoins de la 
T. Eaton Company Limited qui achètent la 
plus grande partie de leurs produits, mettons, 
de l’Ontario et du Québec, quelqu’un leur a 
posé une question quant à savoir pourquoi ils 
n’achetaient pas leurs cuisinières et leurs frigi
daires ici. Ils auraient tout simplement à 
mettre l’étiquette «Eatonia» et c’est tout. Ils 
nous ont répondu qu’ils vendaient des cuisi
nières fabriquées ici, mais qu’elles étaient à 
bois et à charbon. Ce qui me rend très 
difficile la tâche de comprendre ce qui se 
passe dans les provinces de l’Atlantique. 
Est-ce qu’ils fabriquent beaucoup de produits 
ici dans l’industrie secondaire, des petits pro
duits qui pourraient être vendus dans la 
région même, ou est-ce qu’ils ne le font pas? 
Je ne suis pas du tout sûr.

Le président: Nous nous éloignons un peu 
du sujet des transports, je crois.

M. Rock: Non, pas nécessairement. Je parle 
du transport de matières brutes pour l’indus
trie secondaire. Est-ce que cela existe dans 
cette région?

M. Isner: Monsieur le président, je peux 
répondre à cette question. Tout d’abord, les 
cuisinières qui sont faites ici sont d’aussi 
bonne qualité que celles qui sont fabriquées 
ailleurs au Canada. Malheureusement, nous 
n’avons pas une industrie secondaire. Vous 
ne pouvez pas toujours acheter ce que vous 
voulez, tout simplement parce que l’industrie 
n’existe pas.
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[Texte]
For example, while we have a very sub

stantial fruit canning industry and the mari- 
timers have been known to make beer down 
here, we did not have a can manufacturing 
plant until a couple of years ago. One of the 
can manufacturing plants that was here 
found it necessary, in order to have an eco
nomic, viable operation to sell a portion of its 
production in the Quebec market. It just was 
not possible even in that case to have enough 
here. So, we lack the secondary industry. 
Therefore, the advantages that might be 
derived in a backhand way from the increase 
in freight rates cannot be taken advantage of 
because we do not manufacture the things.

Mr. Rose: I would like to ask the witness, 
Mr. Chairman, if it is not true that the aver
age industrial and commercial wages are a 
good deal lower here than they are in Cen
tral Canada. Is that true, sir?

Mr. Isner: This is correct.

Mr. Rose: How much lower?

Mr. Isner: This is difficult to answer but in 
a general way I would say it is about the 
same as the difference in the regional dispar
ity—some 30 per cent.

Mr. Rose: Tell me, sir, is this not in itself 
to some extent an economic advantage in 
competing with Central Canada?

Mr. Isner: It would be if it were not for the 
cost of transportation.

Mr. Rose: You do not feel that one makes 
up for the other? Not that I would like to see 
it perpetuated; I think there must be other 
and better ways.

Mr. Isner: No, I think it is a little difficult 
to be specific in this instance, but in a gener
al way this at the moment is no advantage to 
us. If we could get economic access to the 
Central Canadian market, let us say, ad 
absurdum, on a postage stamp basis, using 
the postage system of delivery as a case in 
point, where delivery costs are the same 
everywhere, then the wage rate of the mari
times would offer an economic advantage to 
production costs. However, this would soon 
be offset because if we had viable secondary 
industry it is obvious that wages would rise, 
and rise faster, perhaps, than they would 
elsewhere. So, we would reach a balanced 
situation.

Mr. Rose: Of course, too, sir, if you had 
higher wages and a higher employment level 
you would probably have a much larger 
internal market as well.

[Interprétation]
Par exemple, bien que nous ayons des con

serveries de fruits très considérables et que 
dans les maritimes aussi on fabrique la bière, 
nous n’avions pas de fabrique de cannettes 
jusqu’à il y a deux ans. Une des fabriques de 
cannettes établie ici, afin d’avoir une exploi
tation viable, a trouvé nécessaire de vendre 
une partie de sa production au marché du 
Québec. Ce n’était tout simplement pas possi
ble de le faire autrement. Par conséquent, il 
nous manque une industrie secondaire. Les 
avantages que nous pourrions peut-être reti
rer du taux de tarif-marchandises, mais ils 
ne nous sont pas accessibles parce que nous 
ne fabriquons pas ces marchandises.

M. Rose: Est-ce que je pourrais demander 
au témoin, monsieur le président, si c’est vrai 
que la moyenne de vos salaires industriels et 
commerciaux est beaucoup plus basse que 
dans le centre du Canada? N’est-ce pas vrai?

M. Isner: C’est exact

M. Rose: A quel point?

M. Isner: C’est un peu difficile à dire, mais 
de façon générale je dirais que c’est à peu 
près la même chose que la disparité régionale 
environ 30 p. 100.

M. Rose: N’est-ce pas là, dans une certaine 
mesure, un avantage économique pour la 
concurrence avec le centre du Canada?

M. Isner: Ce le serait si ce n’était pas des 
frais de transport.

M. Rose: L’un ne compense pas pour l’au
tre? Non pas que je voudrais la voir se 
perpétuer, je crois qu’il doit y avoir d’autres 
et meilleurs moyens.

M. Isner: Non, je crois qu’il est un peu 
difficile d’être précis à cet égard mais, de 
façon générale, je pourrais dire que ce n’est 
pas un avantage pour nous à l’heure actuelle. 
Si nous pouvions avoir un accès économique 
aux marchés du centre du Canada, disons sur 
la base postale, par exemple, en nous servant 
des Postes pour la livraison, c’est un exemple, 
le coût est le même pour les livraisons par
tout Alors, le taux des salaires dans les 
Maritimes offrirait un avantage économique 
dans les frais de production, mais cela serait 
compensé immédiatement car, si nous avions 
des industries secondaires viables, les salaires 
seraient élevés et nous en arriverions à un 
équilibre, n’est-ce pas?

M. Rose; Et, alors, si les salaires étalent 
plus élevés et le niveau d’emplois était plus 
élevé aussi, vous auriez aussi un débouché 
plus élevé?
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[Text]
Mr. Isner: Exactly. Then the snowball 

would work. We would not run over the bare 
ground; we would keep on building our mar
kets. We export our young people because 
there are no jobs for them here. The Mari
time Provinces Board of Trade believes if we 
could get a secondary industry going, then 
we would provide more jobs and people 
would stay here and the market would grow, 
and grow, and grow, until it became self- 
sufficient. This may be highly oversimplified 
but...

Mr. Hose: I was going to suggest that that 
is perhaps true, that it was highly oversim
plified, but I think you had to do that to 
make the point. There are some other things 
that need to be done as well, you would 
suggest?

Mr. Isner: Right.
Mr. Rose: And the whole of the problem 

does not rest upon freight rates, even though 
it may be a primary cause: would you agree 
with that?

Mr. Isner: I would agree with you but 
freight rates and transportation costs are 
very much a primary factor here.

Mr. Rose: Thank you.
The Chairman: We want to thank you, Mr. 

Isner, for presenting your brief.
Our next brief will be the Maritime Trans

portation Commission. On my right is Mr. 
Crosby; second is Mr. Dickson, then Mr. 
Armitage and Mr. Cormier. You will find the 
brief of the Maritime Transportation Com
mission on page 766 of the Minutes of Pro
ceedings and Evidence, Issue No. 15 of the 
Standing Committee on Transport and 
Communications.

Mr. J. M. Crosby (Chairman, Maritime 
Transportation Commission): This is a brief 
submitted by the Maritime Transportation 
Commission which is an agency representing 
both the governments of the Atlantic Prov
inces and business and industry in the Atlan
tic Provinces. The brief, in essence, covers 
the problems, as we see it, of the whole area 
without being specific. There are certain poli
cy recommendations in the brief. If you 
would bear with us we would like to present 
the summary, which may be fairly lengthy 
because our original brief was quite lengthy. 
We feel that the recommendations that we 
make will be informative to the Committee 
and useful. Possibly I could start to deliver 
the brief now and if you find it too cumber-

[Interpretation]
M. Isner: Oui. Cela ferait boule de neige. 

Nous ne serions pas toujours à sec; nous 
agrandirions nos marchés. Nous exportons nos 
jeunes, parce qu’il n’y a pas d’emploi ici. La 
Chambre de commerce des Maritimes croit 
que s’il y avait des industries secondaires ici, 
nous pourrions alors fournir plus d’emplois et 
les gens resteraient ici et le marché augmen
terait et s’accroîtrait jusqu’à ce qu’il 
devienne indépendant. Mais c’est peut-être 
trop simplifier, mais...

M. Rose: J’allais justement dire que c’était 
peut-être un peu trop simplifier, mais je crois 
qu’il vous a fallu le faire pour faire la 
preuve. Et il y a d’autres choses qui doivent 
être faites aussi en même temps.

M. Isner: C’est exact.
M. Rose: Mais tout le problème ne réside 

pas justement dans les tarifs-marchandises, 
même si c’est là une des préoccupations prin
cipales: d’accord?

M. Isner: C’est exact, mais les taux de 
transport-marchandises et les frais de trans
port sont des éléments importants.

M. Rose: Merci.
Le président: Nous voulons vous remercier, 

monsieur Isner, de votre présentation.
Le prochain mémoire nous vient de la 

Commission des transports des Maritimes. A 
ma droite, M. Crosby; le deuxième, M. Dick
son; ensuite M. Armitage et M. Cormier. 
Vous trouverez le mémoire de la Commission 
des transports des Maritimes à la page 766 
des procès-verbaux et témoignages, fascicule 
15, du Comité permanent des Transports et 
des Communications.

M. J. M. Crosby (président. Commission 
des transports des Maritimes): Il s'agit du 
mémoire présenté par la Commission des 
transports des Maritimes, une agence qui 
représente les gouvernements des provinces 
de l’Atlantique, ainsi que le commerce et 
l’industrie dans ces mêmes provinces. Par 
conséquent, le mémoire couvre les problèmes 
que nous entrevoyons pour la région entière, 
sans être trop précis. Il y a certaines recom
mandations, des politiques que nous formu
lons dans le mémoire. Si vous voulez avoir 
un peu de patience, nous le résumerons, mais 
ce sera peut-être assez long, étant donné que 
notre mémoire original était plutôt long. Nous 
croyons que les recommandations que nous 
formulons seront très utiles au Comité. Si je
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[Texte]
some, you can stop me and we can get on 
with the questions.

The Chairman: Agreed?

Some hon. Members: Agreed.

Mr. Crosby: Throughout our brief we use 
the terms “national transportation policy” 
and “national or public policy”. As you may 
recall, the MacPherson Commission on Trans
portation drew a clear distinction between 
national transportation policy and national or 
public policy using transportation to achieve 
certain objectives. For example, the Royal 
Commission said on page 3 of Volume II, and 
I quote:

“Our position, however, is that a clear 
distinction has to be drawn between the 
objectives of a National Policy which 
uses transportation to achieve certain 
ends, and the objective of the National 
Transportation Policy—which we deem 
to be efficiency and economy in the trans
portation system.

While the MacPherson Report did not spell 
out clearly a definite national transportation 
policy, it did say that national transportation 
policy was concerned with the effectiveness 
of transport itself. As we understand the 
term,

“the national transportation policy calls 
for the operation of a transportation sys
tem along straight businesslike lines 
largely under the control of the free 
operation of the inter-modal competitive 
forces.”

Any policy or provision of the Act, then, that 
restricts the free operation of the system, 
requires the carriers to perform certain 
duties or responsibilities which otherwise 
would not be performed, is considered 
national or public policy. To illustrate, the 
new national transportation policy has freed 
the railways from most regulations yet the 
National Transportation Act requires the 
railways to carry export grain at a fixed 
level of rates. It also requires the mainte
nance of certain branch lines in Western 
Canada until at least 1975. These are national 
or public policies using transportation to 
achieve certain objectives.

The task of your Committee, as we see it, 
is to propose changes in existing national 
policies or propose new national policies 
affecting the Atlantic Provinces to recognize

[Interprétation]
commence le résumé à l’heure actuelle et si 
vous trouvez que c’est trop lourd, vous pour
rez peut-être m’arrêter et nous passerons 
alors aux questions.

Le président: D’accord?

Des voix: D’accord.

M. Crosby: Partout dans notre mémoire, 
nous employons l’expression «politique natio
nale en matière de transport» et «politique 
nationale ou publique». Si vous vous souve
nez bien, la Commission royale d’enquête 
McPherson sur les transports a fait une dis
tinction entre la politique nationale en 
matière de transport et une politique natio
nale ou publique utilisant les transports pour 
atteindre certaines fins. Par exemple, la Com
mission royale d’enquête a dit à la page 5, du 
volume 2, et je cite:

Notre position, toutefois, c’est qu’il faut 
établir une distinction très claire entre 
les objections d’une politique nationale, 
qui emploie les transports pour atteindre 
une fin précise, et l’objectif d’une politi
que nationale que nous croyons être 
efficace et économique dans un réseau de 
transport.

Bien que le rapport McPherson n’ait pas 
donné de façon très précise une politique 
nationale en matière de transport, elle a dit 
toutefois que:

«la politique nationale en matière de 
transport exige un réseau de transport 
selon le commerce ou les affaires, contrô
lées en majeure partie par les forces 
concurrentielles indépendantes».

Toute disposition de la Loi dans ce cas-là, qui 
limite cette opération et qui exige que les 
transporteurs fassent certaines choses qui ne 
seraient pas faites autrement, est considérée 
comme étant une politique publique ou natio
nale. Pour illustrer, la nouvelle politique 
nationale a libéré les chemins de fer de la 
plupart des règlements. Mais la Loi nationale 
sur les transports exige que les chemins de 
fer transportent le blé, le blé de l’exportation, 
à des taux fixes. Elle exige aussi le maintien 
des embranchements dans l’Ouest du Canada 
au moins jusqu’en 1975. Il s’agit là de politi
ques nationales ou publiques qui visent cer
tains objectifs.

La tâche de votre Comité, telle que nous 
l’entrevoyons, c’est de proposer des change
ments dans la politique nationale existante 
ou de proposer des nouvelles politiques con-
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[Text]
the peculiar historic, geographic and econom
ic situation of the region.

On pages 766 and pages 767 of our brief 
we comment on your terms of reference. It 
was understood that your terms of reference 
today are to consider the transportation 
problems of the Atlantic Provinces, which 
could be interpreted as restricting the area of 
your inquiry but as much broader than the 
original terms, and we accept this.

On page 767 we comment the Economist 
Intelligence Unit study and I will not take 
time to repeat our comments verbally today.

On pages 767 and 768 we comment on the 
creation of the Atlantic Provinces Task Force 
on Transportation following the invitation of 
the Hon. Paul Hellyer to the Premiers of the 
Atlantic Provinces. The Hon. Mr. Higgins 
referred to this this morning. Mr. Dickson is 
on that Task Force as well. When the Task 
Force is completed I understand that it will 
be placed before the Minister of Transport 
by the Atlantic Premiers or their representa
tives.

On pages 768 and 771 of our brief we 
outline some of the background of the Mari
time Freight Rates Act and its application in 
today’s situation.

“The Maritime Freight Rates Act...is 
a cornerstone of national policy respect
ing the transportation for Atlantic Cana
da. The intent and the objective of the 
Act and the obligation accepted by the 
Federal government is as sacred to the 
Atlantic Provinces as are the Crows Nest 
Pass rates to Western Canada,”

or as important to the region as the Seaway 
tolls and the tariff protection which was 
referred to earlier. I think the point in men
tioning the tariff protection was only that if 
was something we were not able to take 
advantage of and, therefore, we felt that we 
were in turn entitled to benefits on our trans
portation, or to subsidy or protection on our 
transportation.

In our brief we said that the mechanics of 
the Act had been unable in the competitive 
situation of today to maintain the intent of 
the Act. The failure of the mechanics of the 
Act to maintain its intent does not imply that 
the intent of the Act is no longer valid. On 
the contrary, it is submitted that the primary 
objective of your Committee is to reiterate 
and reaffirm the objective of the Maritime 
Freight Rates Act, namely, to provide and 
maintain a statutory advantage in rates for

[Interpretation]
cernant les provinces atlantiques pour tenir 
compte de la situation et des divertés régio
nales, économiques, etc.

Aux pages 766 et 767 de notre mémoire, 
nous parlons justement de votre mandat. 
Nous avions compris que votre mandat 
aujourd’hui était d’étudier les problèmes de 
transport dans les provinces de l’Atlantique, 
ce que nous aurions pu interpréter comme 
limitant le domaine de votre enquête, et nous 
l’acceptons.

A la page 767, nous commentons justement 
sur l’étude faite par 1 ’Economist Intelligence 
Unit, et je n’élaborerai pas plus aujourd’hui.

Aux pages 767 et 768, nous commentons 
sur le groupe spécial des provinces atlanti
ques chargé d’étudier la question des trans
ports de M. Hellyer, et l’honorable M. Hig
gins en a parlé ce matin. M. Dickson fait 
partie de ce groupe d’étude également. Lors
que le groupe de travail aura terminé son 
travail, j’ai l’impression que le rapport sera 
présenté au ministre des provinces de l’At
lantique ou leurs représentants.

Aux pages 768 jusqu’à 771, nous donnons 
l’historique de la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes, ainsi que son application dans la 
situation actuelle.

«La Loi sur les taux de transport des 
marchandises dans les provinces Mariti
mes est la pierre angulaire d’une politi
que nationale à l’égard des transports 
pour le Canada atlantique. L’objectif de 
la Loi et l’obligation acceptée par le gou
vernement fédéral sont aussi sacrés pour 
les provinces de l’Atlantique que le sont 
les taux du Nid-de-Corbeau pour l’Ouest 
du Canada,»

et tous aussi importants pour la région que 
ne le sont les péages de la Voie maritime et 
les tarifs protectionnistes pour l’industrie du 
Canada central. Nous n’avons pas pu profiter 
justement de cela, et nous avions droit à 
certains avantages pour les transports, ou des 
subventions ou une protection quelconque 
pour nos transports.

Dans notre mémoire, nous avons dit que la 
Loi s’est montrée incapable dans les situa
tions concurrentielles d’aujourd’hui de main
tenir l’intention de la Loi. Cela n’indique pas 
que l’objet de la Loi n’est plus valide. Au 
contraire, nous estimons que l’objectif princi
pal de votre Comité c’est de réaffermir et de 
réitérer l’objectif de la Loi sur les taux de 
transport de marchandises dans les provinces 
Maritimes, soit de maintenir un tarif-mar
chandises dans un territoire choisi à l’égard
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[Texte]
shippers in “select territory” relative to ship
pers elsewhere in Canada. The Economist 
Intelligence Unit Report stated it as follows:

The objective of the Act was the fulfil
ment of the obligation, dating back to 
Confederation, “to afford to Maritime 
merchants, traders and manufacturers 
the larger market of the whole Canadian 
people instead of the restricted market of 
the Maritimes themselves.” The means 
by which this objective was to be 
achieved was by the creation and 
maintenance of a statutory rate advan
tage to shippers in an area designated as 
“select territory” on certain movements 
defined as “preferred movements”...

31. It is the submission of this Commis
sion that Parliament intended by the Mari
time Freight Rates Act that the Atlantic 
Provinces’ overall effective rate level and 
specific rates would not again be subject 
to greater increases than elsewhere in 
Canada.

I think this point was brought out earlier 
this morning in some of the briefs you heard.

32. Any revision to the Maritime 
Freight Rates Act must, at least, encom
pass the principle that the Atlantic Prov
inces will have a statutory rate advan
tage in relation to the rest of Canada. 
This statutory rate advantage is not 
merely the percentage reduction recom
mended by the Duncan Commission (in 
1927). A second principle which any 
revision must encompass is the payment 
of transportation assistance to all carri
ers or to shippers to remove the dis
criminatory features of the present Act 
where the assistance is paid only on rail 
traffic. This would encourage increased 
competition thereby contributing to bring
ing about a lower rate level.

As you will see from our full brief and the 
few paragraphs I have read, the provisions 
MFRA have been unable to safeguard the 
position of the Atlantic Provinces which Par
liament intended it should and that our posi
tion is that transportation assistance under 
the Act, or in any revision of the Act, should 
be available for goods shipped by carriers 
other than the railway.

On page 772 we express concern that a full 
implementation of the national transportation 
policy will have an adverse effect on the 
region unless appropriate revisions in the 
Maritime Freight Rates Act are made prior 
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[Interprétation]
d’autres expéditeurs du Canada. Le rapport 
de 1 ’Economist Intelligence Unit disait ainsi 
que:

L’objet de la Loi remontait jusqu’à la 
Confédération et était de donner aux 
Maritimes une plus grande part du mar
ché du Canada, plutôt que de le restrein
dre aux Maritimes elles-mêmes. Tout 
d’abord, le moyen d’atteindre cet objec
tif, c’était en créant et en maintenant un 
avantage statutaire pour les expéditeurs 
de la région désignée comme «territoire 
choisi» pour certaines expéditions qua
lifiées de «mouvements privilégiés»...

31. La présente Commission croit que, 
par la Loi sur les tarifs marchandises 
des Maritimes, le Parlement voulait em
pêcher l’ensemble des taux effectifs et 
les taux particuliers des provinces de 
l’Atlantique d’augmenter encore davan
tage qu’ailleurs au Canada,

Et je crois que ce point a été révélé ce 
matin, dans certains mémoires que vous 
avez entendus.

32. Toute revison de la Loi sur les 
tarifs marchandises dans les Maritimes 
doit, au moins, reconnaître le principe 
d’un avantage statutaire pour les provin
ces de l’Atlantique par rapport au reste 
du Canada. L’avantage tarifaire statu
taire n’est pas simplement la réduction 
procentuelle que recommande la Com
mission Duncan, (en 1927). La revision 
doit aussi comprendre un deuxième prin
cipe, soit celui de l’aide au transport 
versée à tous les transporteurs et expédi
teurs, pour éliminer les aspects discrimi
natoires de la loi actuelle selon laquelle 
l’aide n’est donnée qu’au trafic ferro
viaire. Ainsi la concurrence augmente
rait, contribuant par conséquent à l’éta
blissement d’un niveau inférieur des 
taux.

Comme vous le verrez, les quelques para
graphes que je viens de lire, les dispositions 
de la présente Loi n’ont su empêcher la 
situation des provinces de l’Atlantique et, par 
conséquent, l’assistance en vertu de la Loi 
ou de toute revision de la Loi devrait être 
mise à la disposition des expéditeurs et de 
tout autre moyen de transport, sauf les che
mins de fer.

A la page 772, nous disons que, si on met
tait en vigueur une politique nationale en 
matière de transport, cela aurait des effets 
contraires, à moins de faire les revisions 
appropriées dans la Loi sur les taux de trans-
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[Text]
to the full implementation of a National 
Transportation Act

In our brief we quote from EIU studies as 
follows:

“Finally, when the national freight 
rates policy was declared in 1951, the 
Atlantic Provinces were exempted from 
the national policy. This was the equali
sation of freight rates policy which was 
effected on class rates in 1955. As a 
result of equalisation, the position of the 
Atlantic Provinces vis-a-vis the rest of 
Canada with regard to class rates 
improved. By excluding the Atlantic 
Provinces from equalisation, the govern
ment effectively prevented the considera
ble rise in freight rates which would 
have resulted in the region.

Thus it can be argued that the Atlan
tic Provinces have never been included 
in national transport policy and have 
always been accorded special treatment 
and concessions aimed at reducing the 
effect of their isolation from the major 
Canadian markets. There can be little 
doubt that, in the past, this has been 
true and that railway rates to and from 
the Atlantic Provinces have not reflected 
the distance of the long haul involved.

Under the policy proposed in the 
National Transportation Bill it is quite 
possible that this situation will change. 
The Transport Policy embodied in the 
Bill lays stress upon the use of the forces 
of competition as the means for effecting 
the optimum allocation of transport 
resources. Under increasing competition, 
the price of transport services should 
increasingly reflect the cost of providing 
those services. Under these conditions, 
the cost of the long haul to and from the 
Atlantic Provinces should be reflected in 
the rate structure; this is reversal of 
previous government policy which has 
been aimed at reducing the effect of dis
tance in Atlantic rates. If the rate struc
ture gradually evolves so that it does 
reflect the cost of the long haul to cen
tral Canada the implications are clearly 
that the general level of rates in the 
Atlantic Provinces will rise, that the 
Maritime Freight Rates Act will become 
even more impotent in maintaining a 
rate advantage for the Maritime shipper, 
and that increased revenues under the 
present subsidy system will result in an 
increased subsidy to the railways.”

[Interpretation]
port des marchandises dans les provinces ma
ritimes avant la mise en vigueur d’une loi 
nationale en matière de transport.

Dans notre mémoire nous citons l’étude 
aussi de l’EIU tel qu’il suit:

Enfin, quand la politique nationale 
relative aux tarifs-marchandises a été 
établie en 1951, les provinces de l’Atlan
tique ont été exclues de la politique 
nationale. Ce fut la péréquation de la 
politique des tarifs-marchandises appli
quée aux taux des classes en 1955. 
Comme résultat de l’égalisation, la posi
tion des provinces ce l’Atlantique vis-à- 
vis le reste du Canada s’est améliorée à 
l’égard des taux des classes. En excluant 
les provinces de l’Atlantique de la péré
quation, le gouvernement a effectivement 
empêché la hausse considérable des 
tarifs-marchandises qui aurait suivi dans 
la région.

Ainsi, on peut soutenir que les provin
ces de l’Atlantique n’ont jamais fait 
partie de la politique nationale des trans
ports et ont toujours joui d’un traite
ment spécial et de concessions visant à 
réduire l’effet de leur isolement des 
grands marchés canadiens. Il ne fait pas 
de doute que ce fut vrai dans le passé et 
que les tarifs ferroviaires n’ont jamais 
reflété la distance sur laquelle le trans
port s’effectue.

En vertu de la politique que propose le 
bill des transports nationaux, la situation 
peut changer. La politique relative aux 
transports comprise dans le bill met l’ac
cent sur le recours aux forces de la con
currence comme moyen de tirer le meil
leur parti des ressources des transports. 
Sous une concurrence croissante, le prix 
des services de transport devrait de plus 
en plus refléter le coût d’exploitation de 
ces services. Sous ces conditions, le coût 
du long trajet à destination ou en prove
nance des Maritimes devrait refléter la 
structure tarifaire; c’est le renversement 
de la politique gouvernementale anté
rieure qui visait à réduire l’effet de la 
distance sur les tarifs des Maritimes. Si 
la structure tarifaire évolue progressive
ment jusqu’à refléter le coût du long par
cours jusqu’au Canada central, les effets 
sont clairement que le niveau général 
des taux augmentera dans les provinces 
Maritimes, que la loi sur les taux de 
transport des marchandises dans les 
Maritimes deviendra encore plus impuis
sante à maintenir un avantage tarifaire 
pour l’expéditeur des Maritimes et que 
les revenus supérieurs en vertu du 
régime actuel de subventions produira
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[Texte] [Interprétation]
une subvention accrue aux chemins de 
fer.

That was from Volume No. 5 of the Econo- Ce qu on trouvait dans le Volume V du rap- 
mist Intelligence Unit’s report made in 1967. port de l’Economist Intelligence Unit de 1967.

We then go on to say this section con- Nous continuons en disant que cette partie 
firms the concern of the Maritimes Trans- confirme l’inquiétude de la Commission des 
portation Commission over the reversal of transports des Maritimes quant au renverse- 
Government policy and the implementation ment de la politique gouvernementale et à la 
of national transportation policy in the pleine application de la politique nationale 
Atlantic Provinces. des transports dans les provinces de l’Atlanti-

On pages 772 to 775 we highlight some of <lue- Aux pages 772 à 775, nous soulignons 
the rail transportation problems in New- certains des problèmes du transport ferro- 
foundland. We express our concern that the viaire de Terre-Neuve. Nous exprimons notre 
Terms of Union between Newfoundland and inquiétude au sujet du fait que les termes 
Canada may be further abrogated when the d’union entre Terre-Neuve et le Canada 
National Transportation Act is implemented pourraient être abrogés lorsque la Loi na
in that region unless appropriate machinery tionale en matière de transport sera mise en 
is established to protect Newfoundland’s vigueur dans la région, à moins qu’un méca- 
position under its terms of reference. nisme approprié soit établi pour protéger la

situation de Terre-Neuve en vertu de ces

We draw your attention to the rate exam
ple on page 774 where the railways quote 
rates 28 per cent higher than on maritime 
mainland, because otherwise the rates would 
be non-compensatory to the railways. Yet the 
terms of union takes precedence over the 
railway act. The EIU expressed concern over 
this matter when it said, and I quote:

“...under the Terms of Union and the 
Board of Transport Commissioners’ deci
sion in the Newfoundland Rates Case the 
railways must maintain the rates in 
Newfoundland at the same level as that 
in the Maritime Provinces. If this level is 
non-compensatory for Newfoundland 
there is a clear contradiction which must 
be resolved between the terms of Union 
and the proposed minimum rate regula
tions in the National Transportation Bill.

If a compensatory rate level is to be 
introduced in Newfoundland it is clear 
that an appreciable increase in rates 
should be expected... .To raise the level 
of rates in Newfoundland above that 
existing in the Maritimes would be con
trary to the Terms of Union.’’

mandats.
Nous attirons votre attention à l’exemple 

des taux à la page 774 où les chemins de fer 
fixent des taux 28 p. 100 plus élevés que sur 
la terre ferme des Maritimes, parce que 
autrement les taux seraient non compensatoi
res pour les chemins de fer. Cependant les 
Clauses de l’Union prennent préséance sur la 
Loi sur les chemins de fer. L’EIU a exprimé 
son inquiétude à ce sujet en disant:

.. .en vertu des Clauses de l’Union et de 
la décision rendue par la Commission des 
transports du Canada dans la cause du 
tarif de Terre-Neuve, les chemins de fer 
doivent maintenir les taux de Terre- 
Neuve au même niveau que ceux des 
Maritimes. Si ce niveau n’est pas com
pensatoire pour Terre-Neuve, il y a une 
nette contradiction qui doit être résolue 
entre les Clauses de l’Union et les règle
ments sur les taux minimums proposés 
par le bill national sur les transports.

Si un niveau compensatoire des taux 
doit être établi à Terre-Neuve, il est clair 
qu’il faut s’attendre à une augmentation 
sensible des taux. Terre-Neuve est une 
des régions du Canada où les chemins de 
fer exercent encore un certain monopole, 
et il serait probablement assez facile d’y 
imposer une hausse générale des taux. 
Mais l’économie de l’île repose sur l’in
dustrie primaire, dont le coût des trans
ports occupe beaucoup plus d’impor
tance que chez l’industrie secondaire de 
fabrication. D’où un réel danger que 
toute augmentation appréciable des taux 
de transport des marchandises à Terre- 
Neuve puisse avoir des effets déplorables 
sur l’économie naissante de la province. 
Quoi qu’il en soit, hausser le niveau des

29690—101
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We then state that it is obvious from the 
foregoing that without the establishment of 
the necessary machinery to give effect to 
Term 32 in the rate structure applying from, 
to and within Newfoundland the intended 
benefits of the Terms of Union will be fur
ther abrogated.

On page 775 of the proceedings we reiter
ate our submission to the Hon. Paul Hellyer 
regarding non-carload rate matters. We 
sought in that submission, firstly:

“1. that the reduction in intra- 
Maritime rates referred to in the Minis
ter’s announcement of November 9, 1967, 
be implemented at once”.

2. that the railways be required to 
withold their application to cancel the 
existing less than carload freight rates, 
at least until a new regional transporta
tion policy is developed and imple
mented;

3. that the so-called density rule be 
reduced from one cubic foot equalling 
ten pounds to one cubic foot equalling 
five pounds; and

4. that immediate steps be taken to 
extend the Maritime Freight Rates Act 
subsidies to other forms of transport.”

The railways have maintained their less 
than carload freight rates but no action has 
been taken by the government or the rail
ways on the other three points which we 
made at that time.

On pages 776 and 777 of the proceedings 
we discuss the effectiveness of transportation 
on economic development. We submit that 
transportation does have a substantial effect 
on the economic development of the entire 
region.

On page 775 we draw your attention to the 
probable effects of the lifting of the freight 
rates freeze on the area. This freeze, as you 
know, is provided for by Section 335 of the 
railway act and will expire on March 23, 
1969, unless action is taken to extend it 
beyond that date. When it expires carload 
freight rates presently frozen will increase by 
amounts ranging from 8 to 17 per cent and 
probably more in most cases. The freeze was 
established by the government when the

[Interpretation]
taux à Terre-Neuve au-dessus de celui 
des Maritimes serait contraire aux condi
tions de l’union.

Nous déclarons ensuite qu’il est évident d’a
près ce qui précède que si on n’établit pas le 
mécanisme nécessaire pour donner suite à 
l’article 32 dans la structure des taux s’appli
quant au transport des marchandises en pro
venance ou à destination de Terre-Neuve ou 
à l’intérieur de la province même, les avanta
ges envisagés dans les conditions de l’union 
seront diminués davantage.

A la page 775, des procès-verbaux, nous 
répétons ce que nous avons dit à M. Hellyer 
au sujet des taux visant les chargements 
incomplets. Dans cet entretien, nous avons 
d’abord demandé:

«1. que la réduction des taux à l’inté
rieur des Maritimes dont il est question 
dans votre annonce du 9 novembre soit 
mise en vigueur immédiatement;

2. que les chemins de fer soient forcés 
de retarder leur demande en vue d’annu
ler les taux actuels de transport des mar
chandises en chargements incomplets, du 
moins jusqu’à ce qu’une nouvelle politi
que régionale des transports ait été éla
borée et mise en œuvre;

3. que la densité exigée soit réduite 
d’un pied cube égalant 10 livres à un 
pied cube égalant cinq livres; et

4. que des mesures soient prises immé
diatement pour étendre à d’autres 
moyens de transport les subventions ver
sées aux termes de la loi sur les taux de 
transport des marchandises dans les pro
vinces Maritimes.»

Les chemins de fer ont maintenu leurs 
taux, mais aucune action n’a été prise par le 
gouvernement sur les trois autres points que 
nous avions soulevés à ce moment-là.

A la page 776 et à la page 777 des procès- 
verbaux, nous discutons l’efficacité des trans
ports vis-à-vis le développement économique. 
Et, nous soutenons justement qu’ils ont de 
fortes répercussions sur l’économie de la 
région entière.

A la page 775, nous attirons votre attention 
sur les effets probables de la suspension du 
gel des taux de transport des marchandises. 
Ce gel, comme vous le savez, est prévu par 
l’article 335 de la Loi sur les chemins de fer 
et expirera le 23 mars 1969, à moins qu’on 
prenne des mesures pour l’étendre ou le pro
longer au-delà de cette date.

Lorsqu’il expirera, les taux visant les char
gements incomplets présentement gelés aug
menteront de 8 à 17 p. 100 et probablement
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[Texte]
National Transportation Act was passed in 
order to safeguard the position of the region 
while suitable policies to improve our situa
tion were being developed and made 
effective.

Due to a number of circumstances, one of 
which, I suppose, was your Committee’s 
inability to visit the region last year, that 
policy has not yet been developed and more 
importantly, cannot now be implemented 
before the freeze expires. The situation is 
that justification for the freeze in the first 
place is just as valid today as it was when 
the freeze was established. If the Govern
ment of Canada should allow the freeze to 
expire without having effected offsetting 
transportation benefits for regional industry, 
then I fear that it will be open to the same 
wave of public criticism that rolled towards 
Ottawa and the railways when the non-car
load rates were introduced on September 5, 
1967.

We strongly urge that the necessary steps 
be taken to ensure that the freeze is main
tained until the regional transportation poli
cies are effected. I understand that represen
tations are being made to the Minister of 
Transport by the Atlantic Premiers to see 
that this is done.

Finally, we note, and maybe we are being 
presumptious in making this comment, that 
originally Canadian National had indicated 
its intention to submit its views to your Com
mittee at a hearing to be held in Ottawa 
after you had concluded your Atlantic Prov
inces our. We regret that the views of both 
major railways and all other public carriers 
serving the region are not available at the 
Regional hearings. Certainly it would seem 
that their views and the comments of those 
who appear before you on the railways’ posi
tion will be most helpful to you in your 
study of the region’s transportation problems. 
We would respectfully suggest that all parties 
who have appeared before you should 
receive a copy of any views the railways 
may file with your Committee and a copy of 
the Minutes of Proceedings and Evidence of 
presentation of the railways’ views. Each par
ty should then be given an opportunity to file 
any supplemental submission it wishes to 
make in the light of the further evidence 
submitted by the railways.

Thank you for bearing with me.

[Interprétation]
plus que cela dans la plupart des cas. Le gel 
a été établi par le gouvernement lorsqu’on a 
adopté la Loi nationale sur les transports, 
afin de sauvegarder la position de la situation 
de la région pendant qu’on élaborait des 
solutions pour aider notre région.

A cause d’un certain nombre de circonstan
ces, dont l’une était, je suppose, l’incapacité 
de votre Comité de visiter la région l’an 
dernier, la politique n’a pas encore été élabo
rée et ne pourra être mise en vigueur certai
nement avant la date limite. La situation est 
que la justification du gel tout d’abord est 
aussi justifiable qu’elle l’était quand le gel a 
été établi. Si le gouvernement du Canada 
permet au gel d’expirer sans avoir pris des 
mesures pour donner des avantages compen
satoires à l’industrie régionale, je crains que 
des critiques publiques vers Ottawa et les 
chemins de fer seront les mêmes que lors
qu'on a établi les taux visant les chargements 
incomplets le 5 septembre 1967.

Nous exhortons donc que les mesures 
nécessaires soient faites pour assurer que le 
gel soit maintenu jusqu’à ce que les politi
ques régionales de transport soient mises en 
œuvre.

J’ai cru comprendre que les premiers 
ministres des provinces de l’Atlantique font 
des représentations au ministre des Transport 
pour s’assurer que cela se fasse.

Enfin, nous présumons peut-être en faisant 
le commentaire, mais nous avons noté que, 
au tout début, le National-Canadien avait 
indiqué son intention de soumettre son opi
nion à votre Comité à Ottawa quand vous 
auriez terminé votre tournée des provinces de 
l’Atlantique. Nous regrettons que les opinions 
des deux principaux chemins de fer desser
vant la région ne sont pas disponibles lors 
des audiences régionales. Évidemment, leurs 
opinions et les commentaires de ceux qui y 
figurent devant vous sur les chemins de fer 
vous seraient très utiles dans votre étude des 
problèmes de transport de la région. Nous 
suggérons donc que toutes les parties qui ont 
comparu devant vous reçoivent une copie 
de toutes les opinions émises par les chemins 
de fer, ainsi qu’une copie des Procès-verbaux 
et témoignages de la présentation des vues 
des chemins de fer. Chaque partie devrait 
alors avoir l’occasion de vous présenter un 
mémoire supplémentaire à la lumière de la 
présentation des chemins de fer.

Je vous remercie beaucoup.
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[Text]
Mr. Nowlan: Really, on a point of order at 

the moment, Mr. Chairman. This is a most 
important brief and a very authoritative 
group of men at the head of the table and I 
wonder if we are going to be finished with 
them by 6 o’clock. We have been here three 
and a half hours. This is the fifth brief this 
afternoon, and perhaps it would be fair to 
everybody if we were to break now and come 
back tonight. Tonight is not all that heavy.

The Chairman: Tonight we have six briefs 
to hear.

Mr. Nowlan: Yes, but some of them are not 
that heavy. I am only throwing it open for 
discussion. It is 5.30 now.

The Chairman: Does the Committee agree 
that we sit until 6 o’clock?

Some hon. Members: Agreed.
The Chairman: We will resume at 8 o’clock 

tonight. We will sit until 6 o’clock and then 
resume at 8 o’clock.

Mr. Nowlan: All right, Mr. Chairman. I 
wonder, Mr. Chairman, if the witness—I do 
not know if he referred to it generally in his 
opening remarks—could advise the present 
state of this LCL review? As I understand it, 
the Maritime Transportation Commission was 
pretty closely involved in some of the protest 
over the LCL rate and that there is a review 
of that position; and, secondly, and as a part 
of that question, just what has to be done to 
enforce the freeze? Is it a legislative ction on 
behalf of Parliament, or is it an Order in 
Council by the Cabinet or a ministerial direc
tive that is necessary to extend the freeze.

Mr. Crosby: Mr. Chairman, I think Mr. 
Dickson would probably be in a better posi
tion to answer Mr. Nowlan’s questions.

Mr. Craig S. Dickson (Executive Manager. 
Maritime Transportation Commission): I will 
answer the easier part first then, Mr. Chair
man. As I understand it, it could be any one 
of the three alternatives you have mentioned, 
Mr. Nowlan. It could be an act of Parliament, 
it could be an Order in Council or it could be 
a ministerial directive. We do not care which 
it is as long as it is done.

The first part of your question was the 
status of the LCL rate matter. I think our 
opening statement pretty well covered that.

[Interpretation]
M. Nowlan: Je voudrais faire un rappel au 

Règlement, monsieur le président. C’est un 
mémoire des plus importants, qui fait auto
rité de la part des spécialistes ici présents et 
alors je me demande si nous pourrons termi
ner d’ici 18 heures? Nous sommes ici depuis 
trois heures et demie. C’est le 5ième mémoire 
cet après-midi et il serait juste pour tous de 
lever la séance maintenant et revenir ce soir. 
Ce soir nous n’en avons pas tant.

Le président: Nous avons 6 mémoires à 
entendre ce soir.

M. Nowlan: Oui; mais certains d’entre eux 
ne sont pas aussi longs et aussi substantiels. 
J’aborde la discussion. Il est maintenant 
17h. 30.

Le président: Est-ce que vous conviendriez 
de siéger jusqu’à 6 heures?

Des voix: D’accord.
Le président: Nous reprendrons à 20 heu

res ce soir. Travaillons jusqu’à 18 heures et 
on reviendra à 20 heures.

M. Nowlan: Bon, monsieur le président. Je 
me demande, monsieur le président, si le 
témoin, je ne sais pas s’il en a parlé dans 
l’ensemble de sa première déclaration, mais 
est-ce qu’il pourrait dire ce qu’il en est des 
protestations et d’une revision des taux 
visant les chargements incomplets? Si je 
comprends bien, la Commission des trans
ports des maritimes y a participé assez étroi
tement pour certaines de ces protestations 
faites à l’égard des taux visant les charge
ments incomplets et, si on revise cette posi
tion; et, deuxièmement, qu’est-ce qui doit 
être fait pour mettre en vigueur le gel? 
Est-ce une disposition d’ordre législatif de la 
part du Parlement ou en vertu d’un décret en 
conseil par le Cabinet, ou encore une direc
tive ministérielle, afin de prolonger le gel?

M. Crosby: Monsieur le président, je pense 
que M. Dickson serait mieux en mesure de 
répondre à la question posée par M. Nowlan.

M. Craig S. Dickson (directeur exécutif de 
la Commission des transports maritimes): Je
vais commencer par la première partie qui 
est la plus facile, monsieur le président. Si je 
comprends bien, ce pourrait être une des 
trois alternatives dont vous parlez, monsieur 
Nowlan. Ce pourrait être une loi du Parle
ment, un décret en conseil ou une directive 
ministérielle. Peu nous importe, ce qui 
compte c’est que ce soit fait.

Pour la première partie de votre question, 
c’était le statut des taux visant les charge
ments incomplets. Je pense que dans notre
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[Texte]

Mr. Nowlan: That was a year ago.

Mr. Dickson: It said, in. the submission we 
had made on behalf of the Atlantic Provinces 
to the Transport Minister in December of 
1967, of the four points made, three of them 
were to be referred to the railways or the 
Canadian Transport Commission.

No action has been taken, to my knowl
edge, on these things. Apparently the CTC 
are reviewing these but that report, I under
stand, is not public. I think some of the 
members have asked for it in the House, Mr. 
Chairman. We here, in the Atlantic Prov
inces, have certainly had no indication of 
that review yielded.

Mr. Nowlan: I wonder if, supplementary to 
that, I could ask a question as to the action 
necessary to extend the freeze. Do the 
authorities in Ottawa, either the CTC or the 
Minister, agree that it is one of those three 
procedures or is there any definitive ruling 
from Ottawa as to what is necessary to 
extend the freeze, or are you in a position to 
say?

Mr. Dickson: Mr. Chairman, I do not really 
know, sir, but it seems to me there was an 
exchange between some members of this 
Committee and Mr. Pickersgill when he 
appeared before you about how this could be 
done. I am not sure he gave you a clear 
answer as to which one of the alternatives 
would be adopted.

Mr. Nowlan: This is why, Mr. Chairman,
I was so glad to hear the very definite three 
alternatives confirmed by Mr. Dickson. I am 
wondering if that had been blessed by other 
people who may have to do it.

Mr. Allmand: Mr. Dickson, I am surprised 
that you say it can be done by some means 
other than by legislation. I thought the freeze 
was in effect through Section 335 of the 
Railway Act, which was amended by the 
National Transportation Act in 1967. Subsec
tion 4 says that certain provisions of the 
Maritime Freight Rates Act will be continued 
until two years after coming into force and 
then it expires automatically, which would 
mean that it would require legislation. How 
do you get the other two possible means of 
action in order to put these things back into 
effect and freeze them?

[Interprétation]
première déclaration, nous avons inclus cet 
aspect.

M. Nowlan: Il y a un an.

M. Dickson: Nous avons dit que la présen
tation que nous avions faite au nom des 
provinces de TAtlantique au ministre des 
Transports au mois de décembre 1967 et les 
quatre points soulevés alors, dont trois 
devaient être déférés aux chemins de fer et à 
la Commission des transports du Canada.

Aucune disposition n’a encore été prise, à 
ma connaissance, à cet égard. Apparemment, 
la CTC a fait une étude, mais ce rapport n’est 
pas encore rendu public. Je pense que cer
tains des membres l’ont demandé à la Cham
bre, monsieur le président. Nous, dans les 
provinces de l’Atlantique, n’avons pas eu 
d’indice des résultats.

M. Nowlan: Je me demande si je pourrais 
poser une autre question relative aux disposi
tions à prendre pour prolonger Immobilisa
tion des taux. Est-ce que les autorités à 
Ottawa, soit la CCT ou le ministre ont con
venu que ce serait une de ces trois méthodes 
ou encore est-ce qu’il y a des règles définiti
ves qui ont été établies par Ottawa relative
ment à ce qu’il faut faire pour prolonger le 
gel? Êtes-vous en mesure de le dire?

M. Dickson: Monsieur le président, je ne 
sais pas vraiment, mais il me semble qu’il y a 
eu un échange entre certains membres de ce 
comité et monsieur Pickersgill, lorsqu’il a 
témoigné devant votre comité, sur la façon 
dont on pourrait y parvenir. Je ne suis pas 
sûr qu’il vous ait fourni une réponse claire 
quant à la solution qui serait adoptée.

M. Nowlan: C’est la raison pour laquelle, 
monsieur le président, j’étais si heureux de 
voir les trois solutions confirmées par mon
sieur Dickson. Je me demande si cela avait 
été approuvé par d’autres personnes qui doi
vent peut-être le faire.

M. Allmand: Je suis étonné de voir, mon
sieur Dickson, que cela peut se faire par 
d’autres moyens que par voie d’une mesure 
législative. Je croyais que le gel était en 
vigueur, en vertu de l’article 335 de la Loi 
sur les chemins de fer, loi qui fut modifiée 
par la Loi nationale sur les transports de 
1967. Le paragraphe 4 stipule que certaines 
dispositions de la Loi sur les taux de trans
port des marchandises dans les provinces 
maritimes ne resteront en vigueur pendant 
les deux années qui suivront leur entrée en 
vigueur et cesseront d’étre en vigueur à la fin 
de cette période, ce qui implique qu’il fau
drait une mesure législative. Comment pou-
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[Text]

Mr. Dickson: I am not a lawyer, Mr. All- 
mand, so perhaps I am out of my jurisdiction 
here, but I am going on past experience. The 
Freight Rates Reduction Act, which was an 
Act of Parliament, I think actually expired in 
1962 but the rate level did not change until 
1966 or 1967. It was either maintained by an 
Order in Council or by ministerial directive. 
I think it was probably the latter, although I 
am not certain. So, presumably if it could be 
done there it could be done here.

Mr. Ailmand: I see. I guess there must be 
several types of freeze. There is the freeze in 
Section 335 and there are also the other 
types.

The Chairman: Are there any further sup
plementary questions? Mr. Thomas?

Mr. Thomas (Moncton): Mr. Chairman, this 
is not a supplementary question but it may 
help to clear the point. .

The Chairman: What is it, Mr. Thomas?

Mr. Thomas (Moncton): It is on...
The Chairman: Is it on a point of order?
Mr. Thomas (Moncton): It could clarify 

this.
The Chairman: All right.
Mr. Thomas (Moncton): The remark was 

made that someone had asked Mr. Pickersgill 
about this very matter. I was the person who 
asked him about this in the Transport and 
Communications Committee, and he definite
ly made the statement at that time that this 
could not be changed by Order in Council. 
That was his definite opinion. This was an 
Act of Parliament and it could only be 
changed by legislation. That was his opinion 
at that time.

Mr. Nowlan: I will not pursue it any fur
ther at this stage. I must say with all defer
ence to Mr. Pickersgill that I do not think the 
thing is as black and white as his answer to 
you, and I just wondered if there had been 
anything further between the MTC and 
Ottawa. If not, should there not be some 
letter or recommendation or resolution—or 
however you do things in communication 
with Ottawa—to find out definitely what is 
necessary to extend the freeze which is going 
to expire on March 23, 1969.

[Interpretation]
vez-vous obtenir ces deux autres possibilités 
d’action de façon à remettre ces choses en 
vigueur et à les immobiliser?

M. Dickson: Je ne suis pas avocat, mon
sieur Allmand, cela ne relève pas de ma 
compétence, mais je me base sur mon expé
rience. La Loi sur la réduction des taux de 
transfert des marchandises qui était une loi 
adoptée par le Parlement a pris fin, je pense, 
en 1962. Le tarif n’a pas été modifié avant 
1966 ou 1967. Il fut maintenu, soit par un 
décret du conseil ou par une directive minis
térielle. Je pense que c’est plutôt cette der
nière mais je n’en suis pas certain. On aurait 
pu, semble-t-il, le faire des deux manières.

M. Allmand: Je vois. J’imagine qu’il y a 
différents genres de gel des taux. Il y a le gel 
à l’article 335 et il y en a aussi d’autres 
sortes.

Le président: Y a-t-il d’autres questions? 
Monsieur Thomas?

M. Thomas (Moncton): Monsieur le prési
dent, ce n’est pas une question complémen
taire, mais cela pourrait nous aider à préciser 
la question.

Le président: De quoi s’agit-il, monsieur 
Thomas?

M. Thomas (Moncton): Il s’agit de...
Le président: Est-ce une question d’ordre?
M. Thomas (Moncton): Elle pourrait aider 

à préciser la question.
Le président: Très bien.
M. Thomas (Moncton): Quelqu’un dit qu’on 

avait interrogé monsieur Pickersgill à ce 
sujet. Je lui ai posé moi-même la question au 
comité des transports et des communications 
et il a alors fait la déclaration que cela ne 
pouvait être modifié par un décret en conseil. 
C’était là son avis. Il s’agissait d’une loi du 
Parlement qui ne pouvait être modifiée que 
par une autre mesure législative. C’est l’avis 
qu’il avait alors formulé.

M. Nowlan: Je ne veux pas insister là-des
sus. Je dois vous dire, malgré tout le respect 
que je porte à monsieur Pickersgill que je ne 
pense pas que la question soit aussi tranchée 
que celle qu’il vous a donnée, et je me 
demandais seulement s’il n’y a rien eu 
d’autre entre la CTM et Ottawa. Dans le cas 
de la négative, ne devrait-il pas y avoir une 
lettre ou une recommandation ou une résolu
tion ou enfin quelle que soit la façon dont 
vous communiquez avec Ottawa afin de voir 
ce dont nous avons besoin pour prolonger
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[Texte]

Mr. Dickson: I think we should have Mr.
Pickers gill here.

Some hon. Members: No, no.

The Chairman: Are you finished, Mr. 
Nowlan?

Mr. Nowlan: I am not finished at all, Mr. 
Chairman. I am asking a question and I have 
several others to ask on other topics. This is 
a most important brief. I am saying to 
the witness, Mr. Chairman, that if there 
has not been anything of a definite nature 
with Ottawa, should there not be something 
definitive with Ottawa from the MTC so that 
we do not get the run around at any level in 
order to find out what—whether they are 
going to do it or not is one thing—procedure 
is necessary to extend the freeze that is going 
to expire on March 23, 1969.

Mr. Crosby: Mr. Chairman, in answer to 
Mr. Nolan’s question, we understand that the 
Atlantic premiers have made representations 
to the Minister of Transport to have the 
freeze extended, and what action the Minis
ter of Transport will take we do not know. I 
am not a lawyer either and I do not know 
whether it is done on a legal basis or wheth
er it is done by agreement with the railways 
that they will extend it until the task force 
report is in and new policies have been 
created which would make an effective rate 
base.

The Chairman: Mr. Nowlan, would you 
permit Mr. Allmand to ask a supplementary?

Mr. Nowlan: Yes.

Mr. Allmand: When we were studying the 
National Transportation Act last year we 
sought legal advice and we had a lawyer 
assigned to the Committee. Perhaps, Mr. 
Chairman, after we hear the witnesses in the 
Maritimes that as a Committee in preparing 
our report we might have to seek legal 
advice again in order to know exactly what 
steps to suggest that might be effective.

Mr. Nowlan: That may be a good point to 
follow, Mr. Chairman. Continuing from the 
answer of Mr. Crosby, and I think the hon. 
Mr. Higgins mentioned this, is it expected 
that the report of the Atlantic premiers task 
force will be published prior to March 23, 
1969?

[Interprétation]
l’immobilisation des taux qui prendra fin le 
23 mars 1969.

M. Dickson: Alors, je crois que monsieur 
Pickersgill devrait venir ici.

Des voix: Non, non.

Le président: Monsieur Nowlan, avez-vous 
terminé?

M. Nowlan: Non, pas du tout, monsieur le 
président. Je pose une question et j’en ai un 
bon nombre à poser sur d’autres sujets. Voici 
un mémoire des plus importants. Je dis au 
témoin, monsieur le président, que s’il n’y a 
pas eu quoi que ce soit avec Ottawa. Le CTM 
ne devrait pas y donner des réponses défini
tives à Ottawa pour nous éviter de nous 
adresser à tous les niveaux, afin de décou
vrir, s’ils vont le faire ou non, quelle 
procédure sera nécessaire pour prolonger le 
gel des taux qui doit prendre fin le 23 mars 
1969.

M. Crosby: Monsieur le président, en 
réponse à la question de monsieur Nowlan, 
les premiers ministres de l’Atlantique ont fait 
des instances auprès du ministre des Trans
ports pour que ce gel des taux soit prolongé 
et nous ne savons pas quelles dispositions le 
ministre des Transports prendra. Je ne suis 
pas un juriste et je ne sais pas si, sur le plan 
juridique ou en vertu d’une entente avec les 
chemins de fer, ils prolongeront le gel des 
taux jusqu’à ce que le comité d’étude fasse 
rapport et que de nouvelles lignes de con
duite soient mises au point qui établiraient le 
fondement du taux en vigueur.

Le président: Est-ce que vous permettez à 
monsieur Allmand de poser une autre 
question?

M. Nowlan: Oui.

M. Allmand: L’année dernière, nous étu
diions la Loi nationale sur les transports et 
nous avons demandé l’avis d’un avocat Un 
avocat a été affecté au service du comité. 
Après avoir entendu les témoins des pro
vinces Maritimes, le comité aura peut-être 
besoin de demander à un juriste ce qu’il en 
est, afin de savoir exactement quelles démar
ches pourraient être efficaces.

M. Nowlan: Ce serait peut-être une bonne 
règle à suivre, monsieur le président, et je 
pense que l’honorable Higgins en a parlé 
lui-même. La publication du rapport du 
comité d’étude des premiers ministres de 
l’Atlantique est-elle prévue avant le 23 mars 
1969?



374 Transport and Communications February 17. 1369

[Text]
Mr. Crosby: No. That is why we recom

mend that the freeze be extended because 
we are afraid of the implications of...

Mr. Dickson: May I elaborate on that 
point, Mr. Chairman and Mr. Nowlan? I 
think the concern is that it will not be effec
tive before March 23. You might have a 
policy going but it will not be effective. 
There will be no relief for the shipper in 
effect on March 23. This is the point You can 
have a policy but it might take a year before 
it is effective. We hope not.

Mr. Nowlan: I appreciate that Mr. Chair
man. but I am just trying to find out the 
procedures. You say the Atlantic premiers 
have requested it As a result of this trans
portation tour, and certainly from the 
weight of the evidence so far. the feeling 
seems to be to extend it It certainly would 
not complicate things, would it—and I am 
asking this question of either of the wit
nesses—if this Committee decided after hear
ing all the deliberations to make as part of 
their recommendation the extension of the 
freeze? I am afraid there is a gray area here 
as to who is to take the initiative to extend 
the freeze, if it is decided to extend it This is 
what is giving me some concern.

Mr. Crosby: We would wholeheartedly 
support that because it is requested in our 
brief.

Mr. Nowlan: But at the moment the MTC 
is relying on the joint statement of the 
premiers that I think was just made yester
day or the day before. Is that correct?

Mr. Crosby: Mr. Chairman. I might inter
ject here. One of the fears that we have, as I 
mentioned in our brief, is the way the rail- 
wavs reacted on the LCL freight rate matter 
once they were given the go ahead to create 
rates, and we have the same fears with 
regard to them if this freeze is lifted before 
positive policies are. as Mr. Dickson said, 
created and put into effect. In the meantime 
we may get pretty rough treatment down 
here from a rate standpoint.

Mr. Nowlan: Mr. Chairman. I have other 
questions on other parts of the brief, not on 
LCL. so as long as I can come back I will

[ In terpr e ta tion ]
M. Crosby: Non. C’est la raison pour 

laquelle nous recommandons que le gel des 
taux soit prolongé, étant donné que nous 
craignons les implications qui ..

M. Dickson: Est-ce que je pourrais élaborer 
un peu plus là-dessus, monsieur le président 
et monsieur Nowlan? Je pense que ce qui 
nous préoccupe c’est que cela n’entre pas en 
vigueur avant le 31 mars. Vous avez peut- 
être une ligne de conduite mais elle ne sera 
pas efficace. Il n’y aura pas d'aide accordée à 
l’expéditeur à partir du 23 mars. Voilà l’im
portant. Vous pouvez suivre une ligne de 
conduite mais cela peut prendre un an avant 
qu’elle soit en vigueur. Nous osons espérer le 
contraire.

M. Nowlan: Je m’en rends compte, mon
sieur le président, mais je ne cherche qu’à 
trouver les manières de procéder. Vous dites 
que les premiers ministres de l’Atlantique en 
ont fait la demande. A la suite de cette 
tournée relative aux transports, et du nombre 
de témoignages reçus, il semble qu’on veuille 
le prolonger. Cela ne rendrait pas les choses 
plus complexes, n'est-ce pas? Je pose la ques
tion à l'un ou l’autre des témoins, si le comité 
décidait, après avoir entendu toutes les déli
bérations, de recommander entre autres, le 
prolongement du gel des taux, je crains qu’il 
n’y ait une ombre, à savoir, qui doit prendre 
l’initiative pour prolonger l’immobilisation 
des taux si on décide de le faire. Voilà ce qui 
me préoccupe un peu.

M. Crosby: Nous vous appuyerions de tout 
cœur parce que c’est une demande que nous 
formulons dans notre mémoire.

M. Nowlan: Mais en ce moment, la CTM 
s’appuie sur la déclaration conjointe des pre
miers ministres, je crois, qui a été fai» hier 
ou avant-hier. Est-ce juste?

M. Crosby: Si on veut bien me permettre, 
monsieur le président. Une des craintes qui 
nous anime, comme je l’ai souligné dans 
notre mémoire, vient de la façon dont les 
chemins de fer ont réagi à la question du 
tarif de transport de chargement partiel de 
wagon. Une fois, on leur a donné l'autorisa
tion de modifier les taux et nous avons les 
mêmes craintes à leur égard si on enlève le 
gel des taux avant que des lignes de conduite 
réalistes soient adoptées et mises en vigueur, 
comme l’a dit monsieur Dickson. Entre
temps, les difficultés seront peut-être très 
grandes, du point de vue du taux.

M. Nowlan: Monsieur le président, j’ai 
d’autres questions relatives à d’autres parues 
du mémoire, mais non pas au sujet du taux
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[Texte]
now defer and let someone else take the 
floor.

Mr. Homer: Mr. Chairman, I would like to 
direct a question to either Mr. Dickson or Mr. 
Airmitage. Just where in the Maritime 
Freight Rates Act do the railroads get the 
authority to increase the freight rates on less 
than carload, lots? I have been reading and 
studying this and it does not mention any
thing about less than carload lots.

[Interprétation]
de transport de chargement incomplet mais si 
je peux y revenir, je laisserai la parole à 
quelqu’un d’autre.

M. Horner: Monsieur le président, je vou
drais poser une question à monsieur Dickson 
ou à monsieur Armitage. Où, dans la Loi sur 
les 'taux de transport des marchandises dans 
les provinces maritimes, les chemins de fer 
ont-ils l’autorisation d’augmenter le taux- 
marchandises du transport de chargement 
incomplet. Je l’ai lu, je l’ai étudié et on ne 
mentionne rien au sujet d’un chargement de 
moins d’un wagon.

Mr. Dickson: Mr. Chairman, I will try to M. Dickson: Monsieur le président, je vais 
answer Mr. Homer, although I may have to essayer de répondre à monsieur Horner et 
be supplemented by Mr. Armitage because it monsieur Armitage pourra venir compléter 
is a good question that he has asked. The parce que c’est là une excellente question. La 
Maritime Freight Rates Act applies to LCL Loi sur les taux de transport des marchandi- 
freight rates. It does not apply to express ses dans les provinces Maritimes s’applique 
rates. au tarif de transport de chargement incom

plet et non pas au tarif-messagerie.

Mr. Horner: Why does it not apply to 
express rates?

Mr. Dickson: I think it says in one of the 
sections that it does not apply to express 
rates.

Mr. Armitage: That is one of the exclusions.

Mr. Dickson: Yes, one of the exclusions.

Mr. Horner: Referring now to the freeze, 
much has been said in your submission about 
maintaining the freeze on the Maritime 
Freight Rates Act. What about the freeze on 
the products now shipped in and on which 
the Freight Rates Reduction Act has an 
effect?

Mr. Dickson: Actually, Mr. Chairman, to 
answer Mr. Homer, the freeze that we are 
speaking of in Section 335 of the Railway 
Act—which was one of the amendments 
made during the passage of the National 
Transportation Act—froze the non-competi
tive carload rates within the maritimes, from 
the Maritimes and to the Maritimes. As I 
understand it, the only reason for the refer
ence to the Maritime Freight Rates Act in 
that section is simply to define the territory 
to which the freeze applies.

It was not only freezing the rates that 
were reduced by the Maritime Freight Rates 
Act but it was also freezing the eastbound 
rates into the Maritimes, which were not 
reduced by the Maritime Freight Rates Act.

M. Horner: Pourquoi ne s’applique-t-elle 
pas au tarif-messagerie?

M. Dickson: Je crois qu’on dit dans un des 
articles que cela ne s’applique pas au 
tarif-messagerie.

M. Armitage: C’est une des exclusions.

M. Dickson: Oui, une des exceptions.

M. Horner: Bon, pour ce qui est du gel des 
taux. Alors on parle beaucoup dans votre 
proposition relative au maintien du gel des 
taux dans la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes, mais que dire du gel des taux sur les 
produits expédiés ici, et sur lesquels la Loi 
sur la réduction des taux de transport de 
marchandises s’applique.

M. Dickson: Si on veut bien me permettre 
de répondre à monsieur Horner, le gel des 
taux dont nous parlons à l’article 335 de la 
Loi sur les chemins de fer qui était une des 
modifications apportées au cours de l’adop
tion de la Loi nationale sur les transports 
immobilisait le taux du transport non concur
rentiel à l’intérieur des Maritimes, en prove
nance et à destination des Maritimes. La seu
le raison pour laquelle on se reporte à la Loi 
sur les taux de transport des marchandises 
dans les provinces Maritimes, dans cet arti
cle, est simplement en vue de définir le terri
toire auquel le gel des taux s’applique.

On établissait un gel non pas simplement 
pour les taux réduits par la loi, sur les taux 
de transport des marchandises dans les pro
vinces Maritimes, mais elle immobilisait aussi 
les taux des frontières de l’est à destination
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Mr. Horner: Is it not a fact that the pat
tern of the horizontal freight rate increases 
affect the Maritimes far more drastically 
than even the flat rate increase on a given 
product or commodity?

Mr. Dickson: I will try to answer that 
question, Mr. Chairman. The horizontal 
freight rate increase, because of our greater 
distances and therefore higher rates, applies 
more heavily and also because other areas 
were able to escape either in part or in full 
the increase that was being applied because 
of the pervasiveness of their competitive 
means of transport in those other areas.

Mr. Horner: If the Maritime Freight Rates 
Act was made to apply on all modes of 
transportation, including truck transporta
tion, what effect would that have on express 
rates as we know them, or less than carload 
lot rates, and so forth? For example, we had 
evidence today from the T. Eaton Company 
Limited about the drastic increase in freight 
rates that has taken place since September 5, 
1967. What effect on the increase in rates 
that Eatons gave in their brief, for example, 
would the extension of the Maritime Freight 
Rates Act have on modes of truck trans
portation?

Mr. Dickson: Mr. Chairman, it is hard to 
be definitive, but I think there is not doubt 
that if you extended the application of the 
Maritime Freight Rates Act so that it applied 
to traffic carried by modes other than the 
railway that it surely would have the effect 
upon the trucking industry of increasing 
competition for traffic.

It would also be helpful in generating the 
highway transport service that a company 
such as Eatons would need and it would 
perhaps encourage the railways to meet that 
competition, and it should have a general 
effect upon holding down or perhaps hopeful
ly reducing rates.

Mr. Horner: Is it not a fact that in 1927 the 
intent of clause (d) of Section 5 of the Mari
time Freight Rates Act was to deal mainly 
with passenger movement and the goods or 
commodities a passenger might be carrying

[Interpretation]
des Maritimes qui n’étaient pas réduits par 
cette loi.

M. Horner; Pour ce qui est de l’augmenta
tion horizontale des taux de transport des 
marchandises, touche-t-elle les Maritimes 
beaucoup plus que l’augmentation des taux 
uniformes d’un produit ou service donné?

M. Dickson: Je vais essayer de répondre à 
cette question, monsieur le président L’aug
mentation horizontale du tarif-marchandises 
vu les distances plus grandes et, par consé
quent, les taux plus élevés, est plus lourde, 
aussi en raison du fait que d’autres régions 
ont été en mesure d’échapper soit totalement, 
soit en partie à l’augmentation qui s’appli
quait à la suite de la tendance portée vers 
des moyens de transport concurrentiels dans 
ces autres régions.

M. Horner: Si la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes s’appliquait à tous les moyens de 
transport dans les Maritimes, y compris le 
camion, quels en seraient alors les effets sur 
les tarif-messagerie, ou encore comme nous 
les connaissons, ou sur les taux de transport 
de chargement partiel de wagon et ainsi de 
suite. Ainsi, nous avons entendu des témoi
gnages aujourd’hui de la T. Eaton Company 
Limited au sujet des augmentations incroya
bles des tarifs-marchandises, depuis le 5 sep
tembre 1967. Quels effets sur l’augmentation 
des taux dont Eaton a traité dans son 
mémoire, par exemple, le prolongement de la 
Loi sur les taux de transport des marchandi
ses dans les provinces Maritimes aurait sur 
les modes de camionnage?

M. Dickson: Monsieur le président, il est 
assez difficile d’être catégorique, mais sans 
aucun doute si vous prolonger l’application 
de la Loi sur les taux de transport des mar
chandises dans les provinces Maritimes de 
façon à ce qu’elle s’applique aux modes de 
transport autres que le transport ferroviaire, 
cela aurait sûrement pour effet d’augmenter 
la concurrence dans l’industrie du camion
nage.

Cela servirait à engendrer un service de 
transport routier dont une compagnie comme 
La tan aurait besoin et peut-être à encourager 
les chemins de fer à faire face à cette con
currence et cela devrait avoir comme effet 
d’ensemble de maintenir et même peut-être 
de réduire les tarifs.

M. Horner: N’est-il pas vrai qu’en 1927 le 
paragraphe d) de l’article 5 de la Loi sur les 
taux de transport des marchandises dans les 
provinces des Maritimes traitait essentielle
ment du transport des passagers et des mar-
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with him, rather than freight movement as 
we know it today. Let me pose the question 
in another way. If it was extended to cover 
truck transportation, would the term “ex
press freight” not become—a shade of gray 
at least—very difficult to define?

Mr. Dickson: Yes, Mr. Chairman, this is 
true, and perhaps this is a comment I should 
have a little earlier in reply to your question, 
Mr. Horner, but it escaped me at the 
moment. The rates that are being complained 
of so much before you today, and will be 
during the next few days, and which are 
commonly called ETA-100 or non-carload 
rates, are they express rates or freight rates? 
I do not really know. The railways told us 
when they were putting these in—and Mr. 
Sparks mentioned being at these discussions 
and I was also at many of them—that there 
would be no more express service, no more 
LCL freight service; there is a new service 
called non-carload services which encom
passes what used to be LCL freight and 
express.

I have taken their word and assumed that 
this is a new service. It is a non-carload 
service; it is neither express nor freight.

Mr. Horner: You state in your brief that 
the Maritime Freight Rates Act is as sacred 
as the Crows Nest Pass rates and as sacred 
as the St. Lawrence Seaway. Do you not 
believe that in a way, rightly or wrongly, 
this sacredness is starting to slide away 
because of the application of the gray area 
with regard to the express traffic?

Mr. Crosby: The express traffic is one indi
cation of it, but it is an indication that the 
Maritime Freight Rates Act as presently con
stituted is outmoded because the original 
concept was that express would be carried on 
passenger trains. We cut out the passenger 
service and the express has disappeared. 
They do not call it express, they now call it 
LCL freight. So if the Maritime Freight 
Rates Act is amended I think one of the 
provisions should be that it would be applied 
to LCL freight, because express as such real
ly no longer exists unless it is carrying 
freight on a passenger train.

[Interprétation]
chandises ou denrées qu’un passager pouvait 
transporter avec lui plutôt que du transport 
des marchandises qu’on connaît aujourd’hui. 
Permettez-moi de poser la question différem
ment. Si le prolongement s’appliquait au 
camionnage, est-ce que l’expression «tarif- 
messagerie» ne serait pas alors très difficile à 
définir?

M. Dickson: Oui, monsieur le président, 
c’est juste. C’est peut-être un commentaire 
que j’aurais dû faire plus tôt en réponse à la 
question que vous aviez posée monsieur Hor
ner, mais cela m’est parti de l’esprit à ce 
moment-là. Le tarif dont on se plaint telle
ment aujourd’hui et dont on se plaindra au 
cours des prochains jours qu’on appelle com
munément ETA-100 ou tarif de transport de 
détail. Sont-ils des tarifs-marchandises ou 
des tarifs-messageries? Je n’en sais vraiment 
rien. Les compagnies de chemins de fer ont 
dit lorsqu’elles les avaient mis en vigueur et 
M. Sparks a mentionné qu’il avait assisté aux 
débats auxquel j’ai moi-même pris part très 
souvent. Il n’y aurait plus de service de mes
sagerie, ni de service de transport de détail. 
C’est un nouveau service appelé service mais 
c’est autre chose qui comprend, qui remplace 
le transport de chargement incomplet et les 
messageries.

J’ai pris leur parole et, j’ai pris pour acquis 
que c’était un nouveau service. C’est un ser
vice de transport de détail, ce n’est pas un 
service-marchandise ni un service-message
rie.

M. Horner: Vous déclarez dans votre 
mémoire que la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes est aussi sacré que le tarif du-Nid-de- 
Corbeau ou que la Voie maritime du Saint- 
Laurent. Ne croyez-vous pas d’une certaine 
façon, à tort ou à raison, que cet aspect 
sacro-saint semble se détériorer quelque peu 
à la suite de l’application de cette autre 
nuance concernant le trafic-messagerie?

M. Crosby: Le trafic-messagerie en est un 
exemple. Il indique que la Loi sur les taux de 
transport des marchandises dans les provinces 
Maritimes, telle qu’elle existe actuellement, 
est un peu démodée parce que le concept 
à l’origine voulait que le trasport-mes- 
sagerie soit fait par les trains de passagers. 
Nous avons supprimé le service des passagers 
et le service-messagerie a disparu. Ils ne l’ap
pellent plus maintenant transport-messagerie 
mais le transport de chargements incomplets. 
Si la loi est modifiée, je pense qu’une des 
dispositions de cette loi devrait stipuler 
qu’elle s’applique au transport de charge
ments incomplets, parce que le transport- 
messagerie en tant que tel n’existe plus à
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Mr. Horner: Would it be fair to say that the 
Maritime Freight Rates Act has not grown 
with the times?

Mr. Dickson: Oh, definitely.

Mr. Nowlan: If I understood what Mr. 
Dickson said correctly, and I think I did, if 
the railways could raise their express LCL 
rates at any time—as I gathered you said 
they could—why did they just do it in Sep
tember of 1967 which, if I remember correct
ly, was before the National Transportation 
Act. Was it just a coincidence?

Mr. Dickson: Perhaps I can answer that, 
Mr. Chairman. Why they chose September 5, 
1967, I do not know, but the amendments to 
the Railway Act that were found in the bill 
which became the National Transportation 
Act became effective on March 23, 1967, 
which was prior to September 5. That would 
have been Part IV of the National Transpor
tation Act, the old Bill C-231, which became 
effective. As I recall it, the part that set up 
the Canadian Transport Commission did not 
become effective until September 19, or some
thing like that.

Mr. Horner: So the National Transporta
tion Act and LCL are related?

Mr. Dickson: Yes.

The Chairman: Are there any other ques
tions, gentlemen?

Mr. Horner: What reply did you get from 
Mr. Hellyer to your letter of December 13, 
1967, with regard to the four points you 
suggest on page 775?

Mr. Dickson: Mr. Chairman, the essence of 
it was that he would take the matter up with 
the railways; that it was not within his juris
diction to deal with it.

Mr. Horner: And you had no reply 
from .

Mr. Dickson: That is what he told us at 
that time. We presumed he took it up with 
the railways and was not able to get any 
action on it.

Mr. Horner: But you did not forward it on 
to the CTC?

[Interpretation]
moins qu’on fasse le transport par train de 
passengers.

M. Horner: Il serait juste de dire que la 
Loi ne s’est pas adaptée à notre époque.

M. Dickson: En effet.

M. Nowlan: Si j’ai bien compris ce que 
monsieur Dickson a dit de façon très juste, et 
je pense l’avoir très bien compris, si les che
mins de fer pouvaient augmenter le tarif- 
messagerie de chargement incomplet en n’im
porte quel temps, comme vous avez dit qu’ils 
pouvaient, je pense, pourquoi ne l’a-t-on fait 
qu’en septembre 1967, geste qui, si je me 
rappelle bien, précédait la Loi nationale sur 
les transports. Ce n’était qu’une simple 
coïncidence?

M. Dickson: Monsieur le président, je 
pourrais peut-être y répondre. Je ne sais pas 
pourquoi on a choisi le 5 septembre 1967, 
mais les modifications apportées à la Loi sur 
les chemins de fer qu’on trouve dans le bill 
qui est devenu la Loi nationale sur les trans
ports sont entrées en vigueur le 23 mars 
1967, soit avant le 5 septembre. Cela aurait 
été la Partie IV de la Loi nationale sur les 
transports, l’ancien bill C-231 qui est entré en 
vigueur. Si je me rappelle, la partie qui a mis 
sur pied la Commission canadienne des 
transports n’est pas entrée en vigueur avant 
le 19 septembre ou à peu près.

M. Horner: La Loi nationale sur les trans
ports et le transport de chargements partiels 
de wagon sont rattachés l’un à l’autre.

M. Dickson: Oui.

Le président: Y a-t-il d’autres questions, 
messieurs?

M. Horner: Quelle réponse avez-vous 
obtenu de monsieur Hellyer à la suite de 
votre lettre du 13 décembre 1967 au sujet des 
quatre points que vous présentez à la page 
775?

M. Dickson: Monsieur le président, il a dit 
qu’il en saisirait les compagnies de chemins 
de fer et que la question ne relevait pas de sa 
compétence.

M. Horner: Et vous n’avez pas eu de 
réponse de ..

M. Dickson: C’est ce qu’il nous a dit alors. 
Nous avons cru qu’il en avait saisi les compa
gnies de chemins de fer et qu’il n’avait pu en 
obtenir quoi que ce soit.

M. Horner: Mais vous n’avez jamais soumis 
la question à la CCT.
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Mr. Dickson: You asked a question earlier, 

Mr. Horner, if I may comment on this, Mr. 
Chaimran.

The Chairman: That is fine.

Mr. Dickson: About appealing these non
carload rates to the CTC. Following the pas
sage of the National Transportation Act, I am 
not sure what you would hang your appeal 
on other than public interest.

Mr. Horner: Yes.

Mr. Dickson: Because if they are not below 
a compensatory level they are not in violation 
of the Act. If they are not above that ceiling 
that is set out in the Act, which is so far 
above a compensatory level that. . .

Mr. Horner: It is 150 per cent.

Mr. Dickson: .. .it is of no use to anybody,
I do not believe, then you really have no 
appeal to the CTC except on the grounds of 
public interest under Section 16.

Mr. Horner: Yes. All right. Follow Section 
16 up on the public interest aspect of it. If it 
is in the public interest to maintain the 
Freight Rates Reduction Act—and I would 
hope it would be, rather than just in the case 
of a few isolated shippers—then surely it is 
in the public interest for you people particu
larly, you are the transportation experts in 
the Maritime Provinces, to carry this fight a 
little further and take it to CTC and prove, 
or attempt to prove, before them that these 
increased charges on non-carload lots is also 
detrimental to the public interest.

Mr. Dickson: All right, we have been negli
gent, Mr. Chairman.

The Chairman: Mr. Bell, a supplementary.

Mr. Bell: Did I understand you to say, Mr. 
Dickson, that you felt it was possible to cir
cumvent the Maritime Freight Rates Act and 
raise the LCL express rates?

Mr. Dickson: I am sorry, I did not catch all 
the question, Mr. Chairman.

Mr. Bell: Did you not tell Mr. Horner a 
minute ago—and I am only asking this for 
clarification in order to help me understand 
it—that in your opinion the railways could

[Interprétation]
M. Dickson: Vous avez posé une question 

un peu plus tôt, monsieur Homer. Puis-je me 
permettre de faire un commentaire à ce 
sujet, monsieur le président?

Le président: Allez-y.

M. Dickson: Au sujet de la question d’en 
appeler de ces tarifs à la CCT: A la suite de 
l’adoption de la Loi nationale sur les trans
ports, je crois que vous ne pouvez fonder 
votre appel que sur l'intérêt public.

M. Horner: Oui.

M. Dickson: S’ils ne sont pas au-dessous du 
niveau compensatoire, ils ne vont pas à l’en
contre des dispositions de la Loi s’ils ne sont 
pas au-dessus de ce plafond prévu dans la loi 
qui est tellement plus au-dessus du niveau 
compensatoire que ...

M. Horner; C’est 150 p. 100.

M. Dickson: Cela ne sert à personne. Je ne 
crois pas, alors vous ne puissiez vraiment 
présenter une demande à la C.C.T. sauf pour 
des raisons d’intérêt public, en vertu de l’ar
ticle 16.

M. Horner: Bon, d’accord. Présentons l’arti
cle 16 à la C.C.T. en appuyant sur l’intérêt 
public. S’il est dans l’intérêt public de main
tenir la Loi sur la réduction des taux de 
transport des marchandises, je crois qu’il 
serait juste dans le cas de quelques expédi
teurs isolés. Naturellement, c’est dans l’inté
rêt du public, pour vous tout particulière
ment, qui êtes les spécialistes en matière de 
transport dans les provinces Maritimes de 
lutter un peu plus, d’en saisir la C.C.T., de 
prouver ou d’essayer de prouver à la Com
mission que l’augmentation du tarif de détail 
va aussi à l’encontre de l’intérêt du public.

M. Dickson: Bon, d’accord nous avons été 
négligents, monsieur le président.

Le président: Monsieur Bell, une autre 
question.

M. Bell: Si j’ai bien compris, monsieur 
Dickson, vous avez dit que vous étiez d’avis 
qu’il était possible de se soustraire à la Loi 
sur les taux du transport des marchandises 
dans les provinces Maritimes et d’augmenter 
le tarif-messagerie pour le transport de char
gements incomplets.

M. Dickson: Je m’excuse, je n’ai pas com
pris toute la question, monsieur le président.

M. Bell: Est-ce que vous n’avez pas dit à 
monsieur Horner il y a un instant, je vous le 
demande simplement pour me permettre de 
mieux comprendre, ne lui avez-vous pas dit
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circumvent the Maritime Freight Rates Act 
protection and raise the express LCL rates?

Mr. Dickson: No, I hope I did not say it in 
just that way, Mr. Chairman.

Mr. Bell: How do they get around the 
Maritime Freight Rates Act and raise the 
LCL rates, which are protected?

Mr. Dickson: What I think Mr. Bell has 
interpreted from my comments to Mr. Horner 
is are the ETA-100 rates express rates or 
freight rates. No decision has been made by a 
regulatory body on whether they are express 
rates or freight rates. So, at the moment 
nobody quite knows whether they are under 
the Maritime Freight Rates Act or not.

Mr. Bell: Separate from that, may I ask if 
it was not a fact that when the railways 
raised these LCL rates they said it was 
because of the amalgamation of their express 
offices and services?

Mr. Dickson: Yes.

Mr. Bell: And it was really separate from 
anything having to do with the new Trans
port Act?

Mr. Dickson; I think it was connected, Mr. 
Chairman. I answered Mr. Nowlan to that 
effect because they were then under the 
National Transportation Act and they were 
free to take action. They were trying to reor
ganize their business and they tackled the 
whole railway business. They also tackled 
the LCL express problem first to try to—as 
they told us in the discussions they had—put 
this on a more paying basis.

Mr. Bell: I suggest it is a very strange 
coincidence, and It happened like that, and I 
make the charge here now that the railways 
took advantage of the new Act. They hit the 
Maritimes again with these extra rates, and 
we said this at the time the new Act was put 
in. You are not to blame for it, but we said 
exactly what was going to happen, and the 
railways took advantage of the mood of the 
new Act which was entirely separate from

[Interpretation 1
qu’à votre avis, les compagnies de chemins de 
fer pourraient se dérober aux dispositions de 
la Loi sur les taux de transport des marchan
dises dans les provinces Maritimes et aug
menter le tarif-messagerie pour le transport 
de chargement incomplet?

M. Dickson: Non, j’espère ne pas avoir dit 
cela de cette façon, monsieur le président.

M. Bell: Comment alors peuvent-ils con
tourner la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes, 
et augmenter le tarif de transport de charge
ment incomplet, tarif qui est pourtant 
protégé.

M. Dickson: Je pense que M. Bell a com
pris, à partir des commentaires que j’ai don
nés à M. Homer, que le taux ETA-100 est le 
tarif-messagerie ou le tarif-marchandises. 
Aucun organisme de réglementation n’a 
encore décidé s’il s’agissait du tarif-message
rie ou du tarif-marchandises. Personne ne 
sait au juste en ce moment si cela relève ou 
non de la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes.

M. Bell: En plus, puis-je demander s’il 
n’est, pas vrai que les compagnies de chemins 
de fer ont dit en augmentant les taux de 
chargements partiels de wagons, que c’était 
dû au fusionnement de leurs bureaux et de 
leurs services de messagerie?

M. Dickson: Oui.

M. Bell: Et que c’était vraiment distinct de 
tout ce qui se rapportait à la nouvelle Loi sur 
les transports.

M. Dickson: Je crois, monsieur le président, 
que c’était relié. J’ai répondu plus tôt à mon
sieur Nowlan parce qu’elles relevaient alors 
de la Loi nationale sur les transports et qu’el
les étaient libres de prendre les dispositions 
voulues. Elles essayaient de réorganiser leurs 
affaires et elles se sont attaquées à l’ensemble 
de la question ferroviaire. Elles se sont aussi 
attaquées au premier problème des tarifs- 
messagerie de chargements partiels de wa
gons, afin d’essayer, comme on nous a dit, 
au cours des débats à cet égard, qu’on a 
essayé de le rendre plus rentable.

M. Bell: Je dis que c’est une coïncidence 
vraiment étrange et, cela s’est produit ainsi, 
et je déclare dans cette enceinte que les com
pagnies de chemins de fer ont profité de la 
nouvelle Loi. Une fois de plus, ils s’en pren
nent aux provinces Maritimes en établissant 
ces nouveaux tarifs et c’est ce que nous avons 
dit lorsque la loi a été adoptée. On ne vous 
en blâme pas, mais nous avons dit exacte
ment ce qui se produirait, et les compagnies
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[Texte]
their right to change these had they wanted 
to do so before.

The Chairman: Mr. Rose?

Mr. Rose: Mr. Chairman, I thought Mr. 
Bell’s last remarks would stimulate a whole 
load of supplementary questions but I see 
that they have not. Perhaps it is because we 
are getting close to 6 o’clock.

Nevertheless, I would like to go back to 
something that Mr. Dickson said earlier, and 
I would like Mr. Dickson or the other witness 
to have an opportunity to amplify his 
remarks in this regard, I am referring to the 
fear expressed in the reading of the brief 
that perhaps while the people who have peti
tioned before us today have laid their cards 
on the table openly and publicly for every
one to see, there was the possibility of the 
railway companies having the opportunity to 
appear either before this committee or the 
CTC in camera, and that you might not be 
aware of their petitions and the points they 
made—or even have the material—soon 
enough to give you an opportunity to provide 
a reasonable rebuttal or change your thinking 
or perhaps make some amendments. Is that 
not so? Do I express reasonably well what 
you said?

Mr. Crosby: We thought that they were not 
appearing as carriers and that perhaps they 
had a privileged position.

Mr. Rose: Mr. Chairman, this seems to me 
to be an eminently fair request to make. I do 
not have sufficient experience with this type 
of committee to perhaps suggest how we 
might best allay the fears of the witness, but 
perhaps there is someone else around the 
table who could do this. In any event, I am 
really saying this to underline the point that 
I think it would be grossly unfair if all the 
petitioners that have presented briefs have to 
do so in public, while the railways come in in 
some sort of an in camera situation and 
enjoy the advantage of some privileged posi
tion. I would like to perhaps get some 
suggestions from others on how this might be 
accomplished. It possibly might be part of 
our report and that is why I want to make 
certain that a good portion of the minutes 
concern themselves with this point.

The Chairman: That will be part of our 
report, Mr. Rose. Mr. Horner.

29690—11

[Interprétation]
de chemins de fer ont profité de la nouvelle 
loi qui était complètement différente de leur 
droit de changer les taux, même s’ils l’avaient 
voulu avant.

Le président: Monsieur Rose.

M. Rose: Monsieur le président, je croyais 
que la dernière observation de M. Bell 
déclencherait toute une série de questions, 
mais je remarque qu’il n’en est pas ainsi. 
Est-ce parce que nous approchons de 18 
heures?

Je voudrais, toutefois, revenir à ce que 
M. Dickson a dit un peu plus tôt, et j’ai
merais que M. Dickson ou un autre témoin 
ait l’occasion d’élaborer un peu plus les 
observations qu’il a faites au sujet de la 
crainte formulée dans la lecture du mémoire, 
que peut-être les personnes qui nous ont pré
senté des soumissions aujourd’hui ont mis 
cartes sur table ouvertement et en public 
pour que tout le monde soit mis au courant. Il 
y avait aussi cette possibilité que les sociétés 
ferroviaires, ayant eu l’occasion de comparaî
tre soit devant ce Comité ou à la CCT à huis 
clos, et que vous ne soyez peut-être pas au 
courant de leurs pétitions et des observations 
qu’ils ont—ou même d’avoir la documenta
tion assez rapidement pour vous donner l’oc
casion de réfuter, de modifier votre ligne de 
conduite ou peut-être d’apporter certaines 
modifications à la loi. N’est-ce pas? Est-ce 
que j’exprime bien ce que vous avez dit.

M. Crosby: Nous pensions qu’ils ne se pré
sentaient pas en tant que transbordeurs et 
qu’ils avaient peut-être une situation privi
légiée.

M. Rose: Monsieur le président, cela me 
semble être une demande tout à fait juste à 
formuler auprès de ce comité. Je ne jouis pas 
d’une expérience suffisante de ce genre de 
comité pour vous proposer une manière de 
dissiper les craintes du témoin ou peut-être 
quelqu’un d’entre vous pourrait le faire. En 
tous cas, je vous dis vraiment cela pour 
signaler le fait que je pense qu’il serait vrai
ment injuste que tous les pétitionnaires qui 
ont présenté des mémoires doivent le faire en 
public alors que les compagnies de chemins 
de fer jouissent du huis clos et aient l’avan
tage d’une situation quelque peu privilégiée. 
Je voudrais entendre les suggestions d’autres 
personnes sur la manière dont on peut agir. 
Il se pourrait que cela fasse partie de notre 
rapport et c’est pourquoi je voudrais m’assu
rer qu’une bonne partie du compte rendu ait 
trait à ce point.

Le président: Cela fera partie de notre 
rapport, monsieur Rose. Monsieur Horner.
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Mr. Horner: Mr. Dickson, in order to make 

trucking more competitive as a means of 
transport in the Maritimes, in addition to 
including trucking under the Maritime 
Freight Rates Act would there not have to be 
a substantial improvement in the highway 
system, especially within the Maritimes and 
between the Maritimes and the central 
provinces?

Mr. Dickson: Yes, Mr. Chairman. The 
extension of the subsidy to apply to traffic 
carried by trucks is only one of the factors 
that I hope might be used to stimulate com
petition. The matter of better roads is cer
tainly another factor.

The third point that I would like to make 
is that the very best road between Sydney 
and Montreal is not going to create the same 
type of competition as there is between 
Toronto and Montreal because you do not 
have the same volume of traffic and you have 
a much longer distance. So, we need the 
extension of subsidies, we need better high
ways and we need policies to encourage the 
volume of freight available for the trucks. 
This will also help to increase the com
petition.

The Chairman: Gentlemen, this is the end 
of our ..

Mr. Nowlan: I do not want to bring these 
gentlemen back, but I have some further 
questions. Are they coming back after 
dinner?

The Chairman: Ask your questions now.

Mr. Nowlan: Then I will have to ask my 
questions now.

The Chairman: Mr. Nowlan.

Mr. Nowlan: One of the things Mr. Dick
son said at the very end leads me to my 
first question. He spoke about the competitive 
factors being a little different. We all 
appreciate that, but has not the basic erosion 
of the Maritime Freight Rates Act occurred 
because of these horizontal rate increases, 
and if you are going to open it up to the 
trucking industry is the legislator not going 
to have to do something to protect against 
these flat horizontal increases right across the 
board and which are not put into effect in 
the other parts of Canada because of competi
tion? What are your comments on that?

[Interpretation]
M. Horner: Monsieur Dickson, afin de ren

dre le camionnage plus concurrentiel comme 
moyen de transport dans les provinces Mari
times en plus d’inclure le camionnage dans la 
Loi sur les taux de transport des marchandi
ses dans les provinces Maritimes, ne 
faudrait-il pas améliorer sensiblement le 
réseau routier, particulièrement dans les pro
vinces Maritimes et entre les provinces Mari
times et les provinces centrales du Canada?

M. Dickson: Oui, monsieur le président, le 
prolongement des subventions au transport 
par camion est un seul des facteurs qui, je 
l’espère, seront utilisés pour encourager la 
concurrence. L’amélioration des routes est sans 
aucun doute un autre de ces facteurs. Et la 
troisième observation que je voudrais faire 
c’est que la meilleure route qui puisse exister 
entre Sydney et Montréal ne créera pas le 
même genre de concurrence que celle qui 
existe entre Toronto et Montréal, parce que 
vous n’âvez pas le même volume de trafic et 
que la distance est beaucoup plus grande. Il 
faut donc plus de subventions, de meilleures 
routes et une politique conçue pour encoura
ger un volume de marchandises pour le 
transport par camion. Cela aidera aussi à 
augmenter la compétition.

Le président: Messieurs, voici la fin de 
notre...

M. Nowlan: Je ne veux pas que ces 
témoins reviennent mais j’aurais d’autres 
questions à poser. Est-ce qu’ils reviennent ce 
Soir?

Le président: Posez vos questions dès 
maintenant.

M. Nowlan: Donc, il me faut poser ces 
questions dès maintenant.

Le président: Monsieur Nowlan.

M. Nowlan: Une des dernières choses que 
monsieur Dickson ait dites m’amène à cette 
première question. Il a parlé de facteurs con
currentiels qui étaient légèrement différents. 
Nous sommes tous au courant de ces faits 
mais est-ce que l’érosion de la Loi sur les 
taux de transport des marchandises dans les 
provinces Maritimes ne s’est pas produite à 
cause de l’augmentation uniforme des tarifs 
et si vous en permettez l’accès au camion
nage, est-ce que le législateur ne devra pas 
faire quelque chose pour mettre à l’abri de 
ces augmentations uniformes générales contre 
la commission et qui n’entrent pas en vi
gueur dans les autres régions du Canada, à 
cause de la concurrence. Quels commentaires 
auriez-vous à faire là-dèssus?
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[Texte]
Mr. Dickson: To answer Mr. Nowlan’s 

question, Mr. Chairman, I think the benefits of 
the Maritime Freight Rates Act have been 
eroded because of the inflexibility of the pres
ent statute.

I am going to be careful here now. It has 
been a 20 per cent subsidy within the Mari
times. It has been a 20 or 30 per cent subsidy 
on the portion of the rate earned within the 
region on traffic westbound. And it has been 
a fixed amount of subsidy in that sense, a 
fixed percentage amount of subsidy. It has 
been inflexible and has not been able to take 
into consideration the percentages in the 
transportation climate, the competition, the 
degree to which competition is effective here, 
or not effective here, versus the degree to 
which it is effective elsewhere.

In any revised Maritime freight rates act, 
there has to be substantially more flexibility 
to enable the subsidy that may be paid under 
that act to do the most good and to try to 
maintain the relative position of the Atlantic 
Provinces.

Maybe you can measure the whole basket 
of rates and do it that way. Maybe you 
should look at each individual commodity 
and apply the amount of subsidy necessary 
for it. There are pros and cons for both ways, 
but there has to be a flexibility here that 
there has hot been in the existing Act.

Mr. Nowlan: From the experience yon 
have had with the existing Act, and working 
with the task force, can you confirm my 
assumption that the provincial Premiers 
—and there has been unanimous agreement 
before, Mr. Higgins said—are going to sug
gest flexible guidelines for the future, for 
either rail or for trucks, if you are suggesting 
that trucks be opened up to this assistance?

Mr. Dickson: Yes, you could assume that, 
Mr. Nowlan.

Mr. Nowlan: I know that is going to be an 
interesting answer to try to find out, because 
I guess people have been groping for it for 
quite a while.

One of my next two questions is very 
short, and one could open up a whole host 
of problems. But I will just throw it out and 
Mr. Dickson or Mr. Crosby may have a quick 
answer.

Mr. Crosby mentioned it from his position 
as Chairman of the MTC and in his own 
capacity as a shipper in this area. Does he 
agree with the EIU that transport costs have 

29690—111

[Interprétation]
M. Dickson: Monsieur le président, pour 

répondre à la question de monsieur Nowlan, 
je pense que les avantages de la Loi sur les 
taux de transport des marchandises dans les 
provinces Maritimes ont été érodés à cause 
du manque de souplesse de la loi actuelle.

Je vais faire attention ici Les Maritimes 
ont reçu une subvention de 20 p. 100. C’était 
Une subvention de 20 p. 100 ou 30 p. 100 sur 
le tarif gagné dans cette région pour le trafic 
vers l’Ouest. La subvention équivalait à un 
montant fixe. C’était un montant inflexible et 
on n’a pu tenir compte dans ces pourcenta
ges, du climat de transport, de la concurrence, 
du degré d’une concurrence efficace ou non à 
comparer au degré d’efficacité qui existe ail
leurs. Dans toutes les révisions de la Loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes, il fallait une plus 
grande souplesse afin de permettre que les 
subventions qui pourraient être payées au titre 
de cette loi réalisent vraiment tous les objec
tifs et maintiennent la situation des provinces 
de l’Atlantique.

Vous pourriez peut-être considérer la situa
tion dans son ensemble et procéder en consé
quence. Peut-être devriez-vous étudier cha
cune des denrées, et y appliquer le montant 
des subventions voulues? Il y a le pour et le 
contre de chacune des méthodes, mais il faut 
une certaine souplesse, qui n’existe pas dans 
la loi actuelle.

M. Nowlan: D’après l’expérience que vous 
avez de la loi actuelle et du travail d’équipe, 
m’approuveriez-vous si je disais que les 
premiers mittlstrfes provinciaux—et tpji ont 
comme avant l’accord unanime, comme mon
sieur Higgins l’a dit—vont proposer des lignes 
de conduite plus souples à l’avenir, pour les 
chemins de fer ou le camionnage, si vous 
proposez que l’on permette aux camionneurs 
de recevoir une telle aide?

M. Dickson: Oui, voUs pouvez en conclure 
ainsi, monsieur Nowlan.

M. Nowlan: Je sais que ce sera une 
réponse des plus intéressantes d’essayer d’y 
voir parce que j’imagine que les gens essaient 
de savoir ce qu’il en est depuis un bon 
moment.

Mais j’âurais deux questions dont l’une, 
très brève, qui pourraient donner lieu à tout 
un ensemble de problèmes, mais enfin, mon
sieur Dickson ou monsieur Crosby peut sans 
doute me fournir une réponse rapide.

Monsieur Crosby en a déjà parlé en tant 
que président de la Commission des trans
ports des provinces Maritimes et à titre per
sonnel, en tant qu’expéditeur dans cette
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been vastly over-rated, and that they are 
about 5 per cent of the cost involved? I am 
separating transport cost from the whole dis
tribution cost.

Mr. Crosby: No, I do not

Mr. Nowlan: Do you think that the EIU 
have understimated?

Mr. Crosby: Yes, they underestimated. It is 
a very important factor in my own business. 
Twenty per cent of our sales dollars pays for 
transportation costs.

Mr. Nowlan: You are one of the few com
panies in Saint John that ship across the 
nation, is that correct? And you would say 
that the 5 per cent is underestimated by the 
EIU?

Mr. Crosby: Very definitely.

Mr. Nowlan: The next question is a large 
general question, and I do not want to pro
voke this whole group into another item. But 
what I have never been able to understand, 
Mr. Dickson and Mr. Crosby, along with 
everyone else around this table, is why the 
St. Lawrence ports and the Atlantic ports 
basically have the same rate structure. In a 
few simple sentences, can you tell us why we 
do not have any geographic advantage, being 
stuck out here in the Atlantic?

Mr. Dickson: No, I cannot.

Mr. Nowlan: Is there an international com
bine? Who does it?

Mr. Dickson: It is set by the steamship 
lines in their ocean steamship conferences?

Mr. Nowlan: Is this something that the 
anti-trust people should look at?

Mr. Dickson: They have.

Mr. Nowlan: When was the last time any
one looked at this?

Mr. Dickson: There is a report by the 
Restrictive Trade Practices Commision. I 
think it was tabled sometime in 1967, but I 
am a little hazy on my dates here.

Mr. Nowlan: Has the MTC done any study 
on this problem or were they an observer, or

[Interpretation]
région. Est-ce qu’il s’accorde avec l’EIU pour 
dire que les frais de transport sont suréva
lués, ce qui représente 5 p. 100 du coût en 
cause. Je fais une distinction entre les frais 
de transport et les frais de toute la 
distribution.

M. Crosby: Non.

M. Nowlan: Alors croyez-vous que l’EIU a 
sous-estimé la situation?

M. Crosby: Oui. Ils ont sous-estimé la situa
tion. C’est un facteur très important dans 
mon entreprise. 20 p. 100 de nos ventes ser
vent à payer les frais de transport.

M. Nowlan: N’êtes-vous pas l’une des rares 
sociétés de Saint-Jean qui expédie à travers 
le pays? Vous dites qu’il y a une sous-évalua
tion de 5 p. 100 de la part de l’EIU.

M. Crosby: Sans aucun doute.

M. Nowlan: La question suivante est une 
question d’ordre général. Je ne veux pas pro
voquer tout ce groupe sur une autre question 
mais je n’ai jamais pu comprendre, monsieur 
Dickson et monsieur Crosby comme tous 
ceux qui sont ici présents, à savoir, pourquoi 
les ports du Saint-Laurent et les ports de 
l’Atlantique ont essentiellement la même tari
fication. En quelques phrases très simples, 
pourriez-vous nous dire pourquoi nous n’a
vons pas d’avantages géographiques du fait 
que nous sommes ici dans l’Atlantique?

M. Dickson: Non, je ne saurais le faire.

M. Nowlan: Est-ce qu’il n’y a pas une 
coalition sur le plan international? Qui la 
fait?

M. Dickson: Est-ce décidé par les compa
gnies de navigation maritime au cours de 
leurs conférences?

M. Nowlan: N’est-ce pas là une question 
que les gens qui s’opposent au Trust 
devraient étudier?

M. Dickson: Ils l’ont fait.

M. Nowlan: Alors quand a-t-on étudié la 
question pour la dernière fois?

M. Dickson: Il existe un rapport préparé 
par la Commission des pratiques restrictives 
du commerce. Je pense que ce rapport a été 
déposé au cours de l’année 1967. Mais les 
dates ne me sont pas trop précises pour 
l’instant.

M. Nowlan: Est-ce que la CTM a fait une 
étude de ce problème, ou en était-elle obser-
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[Texte]
did they have a friend in court or wherever 
this hearing was held?

Mr. Dixon: Along with the Port of Halifax 
Commission, I appeared before that Restric
tive Trade Practices Commission inquiry, and 
we brought this particular situation you 
mention to their attention. I must admit not 
having studied and followed up that Restric
tive Trade Practices Commission report as 
fully as we perhaps should have. If we can 
get rid of some of the LCL problem and 
freight rate freezes and so on, perhaps we 
will have time to look at some of these other 
things.

Mr. Nowlan: One last question. Is it possi
ble, perhaps not for this present tour, to get 
copies of the Restrictive Trade Practices Com
mission report on this question of St. Law
rence ports versus Atlantic ports, and why 
we charge the same rates?

Mr. Dixon: I have the report in the office. 
It is available from the Queen’s Printer.

The Chairman: Gentlemen, this completes 
the hearing of the Maritime Transport Com
mission and I would like to thank them.

For the benefit of the Committee, you 
know we are still one brief behind, so we 
will adjourn until 8 o’clock.

EVENING SITTING

The Chairman: Gentlemen, I see a quorum.

Mr. McGrath: Mr. Chairman, I say this 
with great respect. We have been sitting 
since 9.30 this morning. We had a long 
exhaustive day, we heard quite a number of 
briefs, we had a considerable amount of 
examination and cross examination of people 
presenting briefs, we have a very long week 
ahead of us with many briefs to be heard 
both here, in Halifax and St. John’s, and 
I submit to you that we should give serious 
consideration to taking into account the peo
ple who have to appear before us and the 
members of the Committee who have to hear 
briefs and examine the people who appear 
before us. I say to you with great respect 
that the mind can only stand as much as the 
posterior. We have been sitting a long day 
and I do feel that we should curtail our 
hearings considerably. Really, one can only

[Interpretation]
vatrice, ou avait-elle un ami au tribunal ou à 
l’endroit où l’audience a eu lieu?

M. Dickson: De concert avec la Commission 
du port de Halifax, j’ai témoigné à l’enquête 
de la Commission des pratiques restrictives du 
commerce, et j’ai signalé cette situation. Je 
dois reconnaître que je n’ai pas étudié et 
suivi le rapport de la Commission comme 
j’aurais dû peut-être le faire. Si nous pou
vions nous débarrasser de quelques problè
mes relatifs au transport de chargements 
incomplets et des immobilisations du tarif- 
marchandises et ainsi de suite, nous aurions 
peut-être plus de temps pour nous occuper de 
quelques autres questions.

M. Nowlan: Une dernière question. 
Serait-il possible même, peut-être pas main
tenant au cours de ce premier tour, d’obtenir 
des copies du rapport de l’enquête de la Com
mission des pratiqqes restrictives du com
merce pour établir la comparaison entre les 
ports de l’Atlantique et les ports du Saint- 
Laurent, et pour voir pour quelle raison nous 
avons le même tarif.

M. Dickson: J’ai le rapport au bureau. On 
peut se le procurer chez l’Imprimeur de la 
Reine.

Le président: Messieurs, ceci met fin à l’au
dience de la Commission des transports des 
provinces Maritimes. J’aimerais vous remer
cier. Pour la gouverne du comité, il y a 
toujours un mémoire en retard. Donc la 
séance est levée et nous reprendrons à 8 
heures.

SÉANCE DU SOIR

Le président: Messieurs, je vois que nous 
avons quorum. Oui, monsieur McGrath?

M. McGrath: Monsieur le président, je dis 
ceci en tout respect, nous siégeons depuis 
neuf heures et demie ce matin. Nous avons 
eu une journée très longue, très fatigante. 
Nous avons entendu un nombre considérable 
de mémoires. Nous avons subi l’examen et le 
contre-interrogatoire des témoins qui nous 
ont présenté des mémoires. Nous avons beau
coup de mémoires qui nous attendent tant ici, 
qu’à Halifax, et à Saint-Jean, et je prétends 
donc que nous devrions peut-être augmenter, 
étudier sérieusement le cas des membres du 
Comité qui doivent interroger les personnes 
qui ont comparu devant nous, et je vous dis 
donc en tout respect que l’esprit et le posté
rieur ont leurs limites.

Nous avons eu une trop longue journée, et 
honnêtement, je crois que nous devrions 
peut-être raccourcir considérablement nos
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absorb so much. If we are to continue all 
through the week in this manner I feel, with 
great respect, that we will miss an awful lot 
of what is being said in the presentation of 
briefs and the evidence in connection with 
those briefs.

The Chairman: Thank you, Mr. McGrath. 
We will take your point of order into 
consideration.

Mr. Allmand: Mr. Chairman, while I sym
pathize with the point raised by Mr. 
McGrath, we have already organized this 
trip, we have arranged for witnesses to ap
pear in the evening and I do not think we 
can disappoint any of them. I feel we have to 
go on.

I would prefer to have our lunch and sup
per hours free to relax rather than schedule 
too many events then.

Honestly, I do not see how we can change 
the schedule. I feel it is set and we have to 
go through with it as it is.

The Chairman: It would be very difficult to 
change the schedule because everyone who 
had a brief to present was notified ahead of 
time. We are going to ask these people to 
make a short summary of their brief. I think 
we should come to an understanding, Mr. 
McGrath, in that regard. In this way it will 
be possible to hear them.

Tonight we are going to hear the brief of 
the City of Moncton. This brief will be pre
sented by His Worship, Mayor L. C. Jones. 
Mr. Jones has with him a few of the city 
councillors.

Mayor L. C. Jones (Mayor of Ihe City of 
Moncton): Mr. Chairman, I have with me 
Deputy Mayor Jean-Paul Leblanc and our 
consultant, Mr. H. A. Fredericks, a mining 
consultant. Several members of our City 
Council are also present.

The Chairman: I believe Mr. Harvey, Mr. 
Cormier and Mr. Cyr are also present. We 
are pleased to have you with us.

Mr. Jones: Mr. Chairman, we prepared and 
submitted for your examination already a 
brief in February 1968. I believe you already 
have included this in the Minutes of your 
Proceedings and Evidence. But since that 
time we prepared a summary with additional 
tables. These are mostly tables that you have. 
We have revised and up-dated this brief with

[Interpretation]
audiences. Évidemment, on ne peut en endu
rer plus. Si nous devons continuer pendant 
toute la semaine au même train, j’ai l’impres
sion, qu’en tout respect, nous allons manquer 
beaucoup de ce qu’on nous dit dans la pré
sentation des mémoires, dans la présentation 
des témoignages qui se rapportent aux 
mémoires.

Le président: Merci, monsieur McGrath. 
Nous allons certainement prendre en considé
ration le point que vous avez soulevé.

M. Allmand: Bien que je sois sympathique 
avec le point soulevé par M. McGrath, étant 
donné que nous avons déjà organisé le pro
gramme de notre voyage, nous nous sommes 
entendus pour que les témoins doivent com
paraître pendant la veillée, et nous ne pou
vons pas les décevoir. Il faut certainement 
continuer.

Personnellement, j’aurais préféré que nos 
déjeuners et nos heures de souper soient 
libres pour nous reposer un peu plutôt que 
d’avoir des réceptions. Honnêtement, je ne 
crois pas que nous puissions changer l’ho
raire. Il est déjà établi et il faut que nous 
continuions.

Le président: Personnellement, je trouve 
qu’il serait très difficile de changer notre 
horaire. Il y a beaucoup de personnes qui ont 
été prévenues d’avance. Ils sont venus ici, 
nous leur demandons de résumer leur 
mémoire, et alors, je crois que nous pourrions 
peut-être en arriver à une entente avec ces 
personnes qui ont présenté un mémoire, afin 
de les raccourcir le plus possible, et ainsi, 
nous pourrions tous les entendre. Ce soir, 
nous aurons le mémoire de la Ville de Monc
ton, mémoire qui sera présenté par son Hon
neur le maire M. L. C. Jones. Je crois que M. 
L. C. Jones est ici accompagné de certains 
conseillers municipaux.

M. L. C. Jones (maire de Moncton): J’ai 
demandé à notre conseiller, M. H. A. Frede
ricks de nous accompagner, j’ai aussi certains 
membres de notre Conseil, dont M. J. P. 
Leblanc.

Le président: Nous avons aussi M. Harvey 
et M. Cormier ainsi que M. Cyr. C’est un 
plaisir de vous avoir parmi nous.

M. Jones: Monsieur le président, nous 
avons préparé et soumis à votre examen un 
mémoire en février 1968. Je crois que vous 
l’avez inclus dans le compte rendu que vous 
avez déjà devant vous. Mais depuis ce temps, 
nous avons préparé un résumé avec d’autres 
tableaux de données statistiques. Nous l’a
vons révisé, mis à jour avec les renseigne-
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new information that we have had made 
available to us. If these could be circulated 
we could go through this very, very quickly 
and then if there are any questions I am 
certain that we will make every effort to 
answer them as succinctly and clearly as 
possible.

This presentation this evening will bear 
heavily on the content of our past brief, but 
with special emphasis on the major points 
which we consider pertinent after the pass
ing of another year, and considering the 
impact of freight policies and costs during 
that period. It was necessary in preparing 
our presentation, to up-date the information 
supporting our previous brief.

In the course of these exercises, we have 
learned that the inequitable rates in effect 
last year have, in most cases, increased trans
portation costs for industries and retail 
establishments in the Moncton Area, and the 
dependence of the City on transportation has 
also increased.

We would be remiss in our public duties if 
we did not point out to you at this time that 
the time allowed between the completion of 
arrangements for your hearings and the 
deadline for submission of briefs was not 
sufficient to allow many of the industries in 
the Moncton area an opportunity to prepare 
their case. We were only able to prepare our 
revised information by a continuing staff 
effort which included evenings and week
ends. It is evident to us that much more 
attention must be given to assessing the 
impact of present freight costs on the manu
facturing and distribution industries in this 
area.

Incidentally, before proceeding with the 
additional part of my brief, I should com
ment that we have heard some of the other 
presentations today and our City Council has 
already gone on record as supporting for 
various reasons, some of which are economic, 
the Chignecto Canal. We believe this to be 
one of the most important things for our city 
and the Atlantic region generally, particular
ly the Province of New Brunswick.

Some reference was made during the pres
entations here today to a corridor road. We 
favour a corridor road but not the particular 
one mentioned by previous applicants.

1. The City of Moncton, which is common
ly called “the transportation center of the 
Atlantic Region,” derived $38.6 per cent of 
revenue from tax assessments from transpor
tation, manufacturing, and distribution

[Interprétation]
ments qui nous étaient disponibles. Si on 
pouvait en faire la distribution, nous pour
rions peut-être le faire assez rapidement. S’il 
y avait des questions, nous pourrions peut- 
être y répondre de façon très succincte.

Cette présentation de ce soir influe beau
coup sur le contenu de notre mémoire anté
rieur, mais surtout avec insistance sur les 
points les plus importants qui se sont déve
loppés depuis une année. Nous considérerons 
l’influence des taux de marchandise et les 
frais de transport au cours de cette période.

En préparant notre mémoire, il fallait tenir 
compte de la date de la préparation de notre 
ancien mémoire. Au cours de cet exercice, 
nous avons appris que les taux en vigueur 
l’an dernier, dans la plupart des cas ont aug
menté les frais de transport pour les indus
tries et les détaillants de la région de Monc
ton. Et la dépendance de la ville sur les 
transports a aussi augmenté.

Nous manquerions à notre devoir public si 
nous ne signalions pas à l’heure actuelle que 
le temps entre la fin des dispositions prises 
pour votre audience et la présentation du 
mémoire n’a pas été suffisant pour permettre 
à plusieurs industries de la région de Monc
ton de préparer leur cause. Nous n’étions 
capables de présenter la revision de nos ren
seignements que grâce à un effort de person
nel continu qui comprenait les soirées et les 
Ans de semaine. Il est manifeste aussi que 
beaucoup plus d’attention doit être donnée à 
l’évaluation de l’influence des frais actuels de 
transport des marchandises sur la fabrication 
et la distribution des industries de cette 
région. Avant de continuer le mémoire, je 
devrais peut-être dire que nous avons 
entendu certaines autres présentations 
aujourd’hui, et notre Conseil municipal s’est 
déjà prononcé en faveur, pour de nombreuses 
raisons économiques, du canal de Chignecto. 
Nous croyons que c’est l’une des choses les 
plus importantes pour notre ville et pour la 
région de l’Atlantique en général, et tout 
particulièrement pour la province du 
Nouveau-Brunswick.

On a fait une certaine allusion au cours 
des présentations de mémoires aujourd’hui, 
au corridor routier, mais non pas celui qui a 
été mentionné par ceux qui ont présenté des 
mémoires auparavant. La ville de Moncton, 
qu’on appelle communément le centre des 
transports de la région de l’Atlantique, tire 
38.6 p. 100 des revenus de l’évaluation des 
taxes des industries du transport, de la
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industries in 1968. This compares with 37.8 
per cent in the year 1967. (see Appendix I)

2. Of the total wages and salaries earned in 
the Moncton areas in 1967, 27.9 per cent were 
earned directly in transportation employ
ment. This compares to 22.3 per cent in 1965.

In the two-year period, total earnings in 
transportation have increased by some $5.8 
million. This is due to a combination of 
increases in rates of pay by the railway 
(approx. 72 per cent of the amount) and 
increased employment in other transportation 
activities.

3. Total freight and mail handled through 
the Moncton airport in 1967 amounted to 6.5 
million pounds and 1.7 million pounds 
respectively. This represents an increase in 
total volume over 1965 of .4 million pounds. 
Rail freight carload tonnage for the period 
1963 to 1967 for Moncton is shown in the 
chart which we included here:

MONCTON FREIGHT CARLOAD 
TONNAGE
Originated Terminated

1963 ............. 73,000 370,000
1964 ............. 67,000 380,000
1965 ............. 61,000 412,000
1966 ............. 62,000 404,000
1967 ............. 49,523 379,000

4. The City of Moncton, based on the most 
recent statistics available for 1967 and 1968 
was more dependent on the transportation 
industries than ever before, and this level of 
dependence will continue.

TRANSPORTATION POLICIES AND 
COSTS IN PERSPECTIVE 

SUMMARY
5. The City of Moncton supports the princi

ple of the Atlantic Provinces Task Force on 
Transportation which provides a basis for the 
first time in the Atlantic Region for a coor
dinated examination of the policies of region
al transportation, a national transportation 
policy as it influences the region, and the 
transportation network of the region. Howev
er, we are at a disadvantage to comment 
further due to the lack of knowledge of 
action taken, conclusions reached, or recom
mendations to be made except as reported by 
Mr. Higgins today. We certainly have not 
been consulted in this regard as a muni
cipality.

[Interpretation]
fabrication et de la distribution en 1968. Ceci 
se compare avec 37.8 p. 100 dans l’année 
1967, ce qui serait expliqué à l’annexe 1. Du 
total des salaires gagnés dans la région de 
Moncton en 1967, 27.9 p. 100 ont été gagnés 
directement dans le domaine des transports. 
Ce qui se comparait à 22.3 p. 100 en 1965.

Au cours de la période de 2 ans, le total 
des revenus dans les transports a donc aug
menté de quelque 5.8 millions de dollars. Ce 
qui est dû principalement à un combiné des 
augmentations dans les taux de salaires 
payés par les chemins de fer, environ 72 p. 
100 de la somme, ainsi qu’un emploi accru 
dans d’autres secteurs des transports.

Le total des marchandises et du courrier 
manutentionné grâce à l’aéroport de Moncton 
en 1967, se chiffrait par 6.7 millions de livres 
et de 1.7 million de livres respectivement. 
Ceci représentait à la fois une augmentation 
en volume sur 1965—.4 million de livres.

Le tonnage ferroviaire pour la période al
lant de 1963 à 1967 pour la ville de Moncton 
s’établit comme suit:

Au départ A l’arrivée
1963 .... .... 73,000 370,000
1964 .... .... 67,000 380,000
1965 .... .... 61,000 412,000
1966 .... .... 62,000 404,000
1967 .... .... 49,523 379,000

La ville de Moncton, se fondant sur la 
statistique récente disponible pour 1967 et 
1968 dépendait beaucoup plus sur les indus
tries de transport qu’auparavant. Et ce niveau 
de dépendance se continuera.

Maintenant, un résumé en perspective de 
la politique des transports et les coûts. La 
ville de Moncton appuie le principe de l’é
quipe de travail sur les transports pour les 
provinces de l’Atlantique, qui prévoit, pour la 
première fois, dans la région, un examen 
coordonné des politiques en matière de trans
port régional, de la politique nationale en 
matière de transport, tel qu’elle influence la 
région, et le réseau de transport de la région. 
Toutefois, nous sommes désavantagés pour 
commenter plus à fond en raison du manque 
de renseignements, les mesures déjà prises, 
les conclusions auxquelles on est arrivé ou 
les recommandations qui ont été formulées. 
Et nous n’avons pas été consulté en tempes 
que municipalité.
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6. It is clear that the development of com

petition has completely undermined the rate 
relationship which the Maritime Freight 
Rates Act was designed to maintain. The 
relationship between rates in the Atlantic 
Provinces and Central Canada has altered in 
favour of Central Canada.

Thus the Maritime Freight Rates Act has 
not fulfilled the twin objectives of (a) main
taining a statutory rate advantage in the 
Atlantic Provinces, and (b) affording to 
“Maritime merchants, traders and manufac
turers the larger market of the whole 
Canadian people instead of the restricted 
market of the Maritimes...Preamble to 
MFRA, April 14, 1927)

The MacPherson Commission recommend
ed that (a) subsidies on west-bound ship
ments be extended to all modes of transpor
tation, (b) the subsidy on movements wholly 
within select territory be abolished, and (c) 
the subsidy on movements within, to, and 
from, Newfoundland and select territory be 
retained.

The National Transportation Act originated 
directly from the recommendation of the 
MacPherson Commission. National Transpor
tation Policy may be defined as “making the 
best use of all available modes of transporta
tion at the lowest possible cost”.

While the terms of National Transportation 
Act follow the MacPherson Commission on 
railway rate regulations, the protection to 
shippers in non-competitive areas is not as 
broad as recommended by the Commission. 
This protection is of little value as witnessed 
by the lack of applications to become a “cap
tive shipper” after the legislation has been in 
effect for two years.

There is increasing evidence that the rate
setting flexibility allowed under the Act will 
abolish some of the traditional features 
which have been beneficial to shippers in this 
area. These features were aimed at reducing 
the distance and isolation of the Atlantic 
Provinces from the rest of Canada. The 
most important one of these features is the 
system of “arbitraries” on shipments into 
and out of the region east of Montreal.

11. The National Transportation Act, for 
the first time, provides a basis for transporta
tion services to reflect, in rates charged, the

[Interprétation]
Il est clair que le développement de la 

concurrence a complètement miné le rapport 
des taux que la Loi sur les taux de transport 
des marchandises des Maritimes était desti
née à maintenir. Le rapport entre les taux 
dans les provinces atlantiques et le centre du 
Canada a été modifié en faveur du centre du 
Canada.

Donc, la loi n’a pas rempli son double 
objectif, tout d’abord, maintenir un avantage 
statutaire des taux dans les provinces atlanti
ques, deuxièmement, de donner aux mar
chands des Maritimes, aux manufacturiers et 
aux commerçants un plus large marché dans 
l’ensemble du Canada au lieu de restreindre 
le marché aux Maritimes.

La Commission McPherson recommandait 
que: a) les subventions sur les expéditions 
vers l’Ouest soient étendues à tous les modes 
de transport; b) que la subvention sur les ex
péditions à l’intérieur du territoire sélectionné 
soit abolie; et c) que la subvention sur les ex
péditions à l’intérieur, vers ou de Terre-Neuve 
et le territoire sélectionné soit conservée. La 
loi nationale sur les taux de transport de mar
chandises dans les provinces Maritimes origi- 
nait directement des recommandations de la 
Commission McPherson. La politique nationale 
en matière de transport peut être définie 
comme visant à employer au maximum tous 
les modes de transport disponibles au coût 
le plus réduit possible.

Bien que les termes de la Loi nationale sur 
les taux de transport de marchandises dans 
les provinces Maritimes suivent les recom
mandations de la Commission McPherson en 
ce qui concerne les règlements au sujet du 
tarif-marchandises, la protection donnée aux 
expéditeurs dans les aspects non concurren
tiels n’est pas aussi vaste que le recomman
dait la Commission. Cette protection est de 
peu de valeur comme en fait foi le manque 
de demandes pour être un «expéditeur 
captif» après que la Loi ait été en vigueur 
depuis plus de deux ans.

Celle-ci voulait diminuer l’isolation des 
provinces de l’Atlantique du reste du Canada 
et l’aspect le plus important, c’est le système 
des expéditions «arbitraires» de et vers une 
région située à l’est de Montréal. Pour la 
première fois, la Loi nationale sur les trans
ports reflète ce changement. Et évidemment, 
la situation économique des fabricants et des 
distributeurs des provinces de l’Atlantique 
est désavantagée en comparaison de leurs 
concurrents du centre du Canada, ce qui est 
contraire à l’intention au moment de la Con
fédération et au but de la Loi sur les taux de
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cost of these services. The economic position 
of the manufacturers and distributors in the 
Atlantic Provinces is at a disadvantage com
pared to this competitor in Central Canada. 
This is contrary to the intent at the time of 
Confederation and the purpose of the Mari
time Freight Rates Act.

12. The two year rate freeze on non-com
petitive carload class and commodity rates 
under Section 335 of the Railway Act, which 
expires on March 23, 1969, will immediately 
bring about significant increases in these 
rates in the Atlantic Provinces, not only by 
adjustments because of the 6 to 12% 
increases effective elsewhere in Canada on 
May 4, 1967, the increases of 2 to 5% on class 
rates effective elsewhere in Canada on May 1, 
1968 but other major cost adjustments appli
cable to the Atlantic Provinces as well. When 
this freeze expires, all the rates become com
pensatory under the definitions of the Act, 
and in the absence of special measures, will 
bring about major increases in this region.

13. All LCL Rates on goods originating out
side the Atlantic Provinces were cancelled on 
January 1, 1969. These rates based on the 
previous service are still advantageous to 
certain manufacturing operations in the 
region including shoe manufacturers, boat 
and pleasure craft manufacturers, and lug
gage manufacturers.

14. Another major influence on rates in 
this region is the three year phasing out of 
the so-called bridge subsidy to begin March 
23, 1968. Since rates will become compensato
ry, the application of this loss of revenue, 
which is $7 million in three years, would be 
recovered in rate increases. TTiis subsidy was 
applied to reduce LCL and non-competitive 
carload rates between Eastern and Western 
Canada.

15. The influence of transportation policies 
and costs on the expansion of existing indus
try and the location of new industry both in 
Moncton and throughout the region is vital. 
Attention is directed to the information in 
our previous brief, especially paragraphs 82, 
90, 91, 92, and 93.

16. It is important to emphasize here that 
the vital significance of a transportation poli
cy to afford access to markets from the 
Atlantic Provinces as a necessary base to 
economic activity. In a ten year survey of 
6,000 re-located companies between 1953 and

February 17. 1969

[Interpretation]
transport des marchandises dans les provin
ces Maritimes.

Le gel de deux ans sur la catégorie d’une 
wagonnée et les taux des denrées en vertu de 
l’article 335 de la Loi sur les chemins de fer 
qui expire le 23 mars 1969, apporteraient 
immédiatement des augmentations considéra
bles dans ces taux pour les provinces de 
l’Atlantique, non seulement par des ajuste
ments en raison de 6 p. 100 à 12 p. 100 en 
vigueur dans les autres régions au Canada le 
4 mai 1967, l’augmentation de 2 à 5 p. 100 
sur les taux de classes à compter du 1” mai 
1968 au Canada ailleurs, mais aussi bien sur 
les accommodements majeurs de coûts appli
cables aux provinces de l’Atlantique. Lorsque 
le gel expire, tous les taux doivent être com
pensatoires en vertu des définitions de la Loi 
et, en l’absence de mesures spéciales, amène
ront des augmentations majeures dans cette 
région.

Tous les taux de moins d’une wagonnée 
sur les denrées dont l'origine provient de 
l’extérieur des provinces de l’Atlantique ont 
été annulés le 1" janvier 1969. Ces taux 
fondés sur le service antérieur étaient tou
jours avantageux pour certaines opérations 
des industriels de notre région, y compris les 
fabricants de chaussures, de navires de plai
sance et de valises.

Une autre influence majeure sur les taux 
dans cette région a été l’expiration échelonnée 
sur trois ans de la subvention pour les ponts 
à compter du 23 mars 1968. Étant donné 
que ces taux deviendront compensatoires, 
l’application de ce manque de revenus, qui 
est de 7 millions en trois ans, doit être récu
péré en augmentations de taux. Cette sub
vention est applicable pour réduire les taux 
de wagonnées non concurrentiels, et de moins 
d’une wagonnée entre l’est et l’ouest du 
Canada.

Il est important d’insister ici sur la signi
fication vitale d’une politique de transport 
pour donner l’accès au marché des provinces 
de l’Atlantique comme étant une base néces
saire à l’activité économique. Dans une étude 
de dix ans de 6,000 compagnies qu’on a
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1963 in United States, access to markets by 
competitive transportation costs and availa
bility of transportation facilities were given 
priority and placed ahead of such items as 
financial aid incentives, favourable tax struc
ture, plant site, and an industrial centre of 
service by the majority of firms.

17. The progress made toward further port 
development and increased traffic volume 
since our last brief is recognized. The move
ment of additional volumes of cargo by rail 
containers will benefit Moncton, by increased 
use of present facilities.

18. In summary, present problems being 
faced by all manufacturers, distributors and 
retailers in the Moncton area and in the 
region, continue to cause severe restrictions 
on economic activity and on the profitability 
of these enterprises. A solution must be 
found within our National Transportation 
Policy.

EFFECTS OF NEW NON-CARLOAD 
RATES IN INDUSTRIES SHIPPING 

THROUGH MONCTON
19. In measuring the present impact of the 

new non-carload rates, consideration has 
been given to all factors including the 
optional class rates still available in the 
region with additional pick-up and delivery 
charges. However, these represent excessive 
costs to all the industries in our analysis.

20. The comparative importance of rail 
LCL services in the Atlantic Provinces is 
illustrated in Appendix III Revised. The per- 
capita use of rail LCL services as reported in 
the 1967 statistics show some major reduc
tions from 1966 across Canada. The reasons 
are not immediately available because this 
trend appears to have started before the 
impact of the new LCL rates. The dependen
cy on LCL services in the Atlantic Provinces 
is almost double the average for all Canada 
based on tons per capita. Thus, the impact of 
these new rates is far greater in this region.

21. The information set out in our previous 
brief relative to the impact of the new LCL 
rates still applies. For information we ask 
you to refer to Table I as revised hereto.

[Interprétation]
déménagées entre 1953 et 1963 aux États- 
Unis, l’accès au marché en raison des frais de 
transport concurrentiels et la disponibilité 
des transports ont reçu la priorité et ont été 
placés avant des stimulants en aide finan
cière, des structures de taxes favorables, des 
emplacements d’usines.

Ce progrès vers un développement des 
ports et l’augmentation du trafic depuis notre 
dernier mémoire est aussi reconnu. Le trans
port supplémentaire par containers sera 
bénéfique pour la ville de Moncton.

Pour résumer, le problème actuel de tous 
les fabricants et distributeurs et détaillants 
de Moncton et de la région continue à causer 
de sévères limitations de l’activité économi
que et sur la rentabilité de ces entreprises. 
On doit donc trouver une solution à l’inté
rieur même de notre politique nationale de 
transport. Notre problème, c’est la création de 
nouveaux taux de moins d’une wagonnée 
pour les industries qui expédient en passant 
par Moncton.

En mesurant l’influence actuelle des nou
veaux taux de moins d’une wagonnée ou des 
lots brisés, on doit étudier tous les facteurs, y 
compris le choix des catégories qui est tou
jours disponible dans la région en raison des 
frais supplémentaires de la livraison et de la 
cueillette. Toutefois, ceux-ci représentent des 
frais excessifs pour toutes les industries qui 
figurent dans notre analyse.

L’importance comparative des services de 
moins d’une wagonnée à l’annexe 3 revisée. 
Le per capita des services ferroviaires de 
moins d’une wagonnée tel que rapporté dans 
les statistiques de 1967 indique une réduction 
majeure par rapport à 1966 à travers le 
Canada. Les raisons ne sont pas immédiate
ment disponibles en raison du fait que ces 
tendances semblent avoir commencé avant 
quë l’influence du nouveau taux de moins 
d’une wagonnée se fasse sentir. Par consé
quent, l’influence du service de moins d’une 
wagonnée dans les provinces de l’Atlantique 
est presque le double de la moyenne pour 
tout le Canada en se fondant sur les tonnes 
par habitant. Ainsi, l’influence de ces nou
veaux taux est beaucoup plus grande dans 
notre région.

Les renseignements donnés dans notre 
mémoire précédent relatifs à cette influence 
de ces nouveaux taux continuent à s’appli
quer. Pour de plus amples renseignements, 
voir le tableau 1 révisé.



TABLE I

SUMMARY INFORMATION OF EFFECTS OF NEW NON-CARLOAD RATES 
ON INDUSTRIES SHIPPING FROM AND THROUGH MONCTON—REVISED

( ) Indicates Regional or National Shipping Cost Problems

Paoi 1

No. of
No. Type of Industry Employees Market Area Effect of Non-Carload Rates Notes of Explanation

1. Engine Rebuilders......
(Regional)

70 74% sales in N.B., 
N.8., and P.E.I., 
26% in N fid.

Freight costs to Newfoundland 
have averaged 7}% of selling 
price in past years operation, up 
from 5% the previous year.

Have been forced to absorb the increased cost of freight to 
Newfoundland in order to maintain sales volume. Cannot 
increase prices because we must meet competition from 
Montreal. Freight from Montreal by water is less than by 
our only means of reaching the market—by rail. We return 
motor cores by truck because it is cheaper. If freight costs 
were level with Montreal we could increase our sales volume 
and employment, and if freight costs were reduced within 
the Maritimes, we could increase our volume in this area.

2. Metal Fabrication.......
(Regional)

135 N.B., N.S., and
P.E.I.

Increased freight on tanks is up 
on average of 78% to 148%

Tanks account for 50% of production. The increases shown in 
the original brief are still applicable. We note increased 
competition from Quebec manufacturers who can ship into 
the region by pool car at less than our interregional freight 
costs. This is not only applicable to Newfoundland but the 
Maritimes as well. Alternative truck services costs are the 
same as rail. We cannot expand our production under existing 
conditions.

3. Distribution of 
Plumbing & Heating 
Equipment 

(National- 
Regional)

60 Costs remain the same Conditions are unchanged, except improvement in truck 
services.

4. Manufacturers of 
Luggage

80 Atl. Prov. 25%, 
Central Canada 75%

Costs increased again in Decem
ber 1968

The Piggyback rate to Toronto increased again in December, 
bringing our costs to an average of .20 per unit. This has a 
direct effect on our ability to compete in that market. We 
must absorb our trucking costs to the freight shed in addi
tion.

5. Manufacturers of 
Electric Ranges

370 Same conditions still prevail We emphasize our additional burden on raw materials, 
freight costs, which will increase again this year.

8. to 15. Same conditions still prevail
16. Manufacturers of

Wire Fence
36 N.B., N.8., and 

P.E.I.
Same conditions still prevail Freight from Montreal to Newfoundland by water has re

duced our sales in Newfoundland, we cannot compete.
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TABLEAU I
RÉSUMÉ DES EFFETS QUE LES NOUVEAUX TARIFS DES, WAGON NÉES INCOMPLÈTES ONT SUR LES INDUSTRIES DONt’lA 

PRODUCTION EST EXPÉDIÉE À PARTIR DE OU PAR MONCTON—RÉVISÉ
La mention entre parenthèses indique s’il s’agit d’un problème de transport à l’échelle de la région ou de tout le pays

Nombre
N° Genre d’entreprise d’employés Débouchés

Effet des tarifs des 
wagonnées incomplètes Notes explicatives

1. Remise à neuf des mo
teurs

(Régional)

2. Produits en métal 
^visional)

70 74 p. 100 des ventes
se font au N.-B., en 
N.-É., et dans l’I.- 
P.-É.; 26 p. 100 à 
Terre-Neuve.

135 N.-B., N.-É., et î.-
P.-É.

Le tarif du transport des mar
chandises vers Terre-Neuve 
équivalait en moyenne iX 7( p. 
100 du prix de vente au cours 
des dernières années, alors que 
l’année précédente, il représen
tait 5 p. 100

La hausse des frais de transport 
des réservoirs varie en moyen
ne entre 78 et 148 p. 100.

Nécessité d'absorber la hausse du tarif-marchandises vers 
Terre-Neuve afin de maintenir le volume des ventes. Im
possibilité d'augmenter les prix en raison de la concurrence 
avec Montréal. Le transport par voie d’eau coûte moins de 
Montréal que par notre seul moyen d'atteindre le marché, 
soit le chemin de fer. Nous retournons les moteurs par 
camion parce que c'est plus économique. Si le tarif-marchan
dises équivalait à celui de Montréal, nous pourrions augmen
ter le volume des ventes et la main-d'œuvre, et si le tarif 
était réduit dans les provinces Maritimes, nous pourrions 
augmenter notre volume de ventes dans cette région.

Les réservoirs représentent 50 p. 100 de la production. Les 
augmentations qui figuraient dans le mémoire original 
s’appliquent toujours. Nous remarquons une concurrence 
accrue de la part des fabricants du Québec, qui peuvent 
expédier vers la région nu moyen de wagons en commun, iX 
un taux inférieur à notre tarif-marchandises interrégional. 
Cela ne s'applique pas uniquement il Terre-Neuve, mais 
aussi aux provinces Maritimes. Les frais de service par 
camion sont les mêmes que par chemin de fer. Nous ne 
pouvons pas améliorer notre production dans les conditions 
actuelles.

3. Distribution de maté
riel de plomberie et 
de chauffage. 
(National-Régional)

40 Le coût reste inchangé Les conditions sont les mêmes, à l'exception d’une améliora
tion des services par camion.

4. Fabricant des mal
lettes

80 Provinces atlanti
ques 25 p. 100; centre 
du pays: 75 p. 100.

notre pouvoir concurrentiel sur ce marché. Il nous faut 
absorber en outre nos frais de camionnage vers l’entrepôt à 
marchandises.

Le coût a encore augmenté en dé- Le tarif du transport par piggyback jusqu’il Toronto a encore 
cembre 1968 augmenté en décembre, ce qui a porté nos frais à une moyen

ne de 20 cents l’unité. Cela se répercute directement sur

5. Manufacturier de cui
sinières électriques

370 Conditions inchangées

à 15. Conditions inchangées
16. Fabricant de clôtures 

en treillis
36

p.I'ê. ., N.-É. et î.- Conditions inchangées

Nous attirons l’attention sur le fardeau supplémentaire que 
représente le transport des matières premières, dont le 
coût va encore augmenter cette année.

Le coût de transport entre Montréal et Terre-Neuve par voie 
d’eau a fait baisser le volume de nos ventes à Terre-Neuve, 
de sorte que nous ne pouvons soutenir la concurrence.
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No.
No. of

Type of Industry Employees Market Area Effect of Non-Carload Rates Notes of Explanation

17. to 20. Same conditions prevail

21. Home and Insti
tutional Bedding

48 AtU Prov. Same cost conditions still prevail The nature of our business required shipments by L.C.L. 
to a large extent. On some recent shipments in the Mari
times we have absorbed freight costs of 880.00 on $600.00 in 
sales. There is no alternative. These costs are far too high 
to continually absorb. Competition from outside the Mari
times have a freight cost advantage over us by pool car _j
rates. n

22. and 23. Same conditions prevail
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TABLEAU I

RÉSUMÉ DES EFFETS QUE LES NOUVEAUX TARIFS DES WAGONNÉES INCOMPLÈTES ONT SUR LES INDUSTRIES DONT LA 
PRODUCTION EST EXPÉDIÉE A PARTIR DE OU PAR MONCTON RÉVISÉ

La mention entre parenthèses indique s’il s’agit d’un problème de transport à l’échelle de la région ou de tout le pays

N»
Nombre

Genre d’entreprise d'employés Débouchés
Effet des tarifs des 

wagonnées incomplètes Notes explicatives

17. à 20. Conditions inchangées

21. Literie pour le domi- 48
cileou les institutions

Provinces atlanti
ques

Conditions inchangées Nos affaires nécessitent beaucoup d’expéditions par wagon
nées incomplètes. Pour do récentes expéditions dans les 
provinces Maritimes, nous avons absorbé des frais de trans
port de marchandises de $80 pour $600 de ventes. Nous 
n'avons pas le choix. Ces tarifs sont beaucoup trop élevés 
pour que nous puissions continuellement les absorber. La 
concurrence que nous font les autres provinces est favorisée 
par le fait qu'elles peuvent bénéficier du tarif de transport 
par wagons en commun.

22. et 23. Conditions inchangées

U
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COMPARISON OF THE CARLOAD RAIL RATES ON STEEL BARS FROM AMHERST, N.S., TO QUEBEC CITY 
WITH THE CORRESPONDING RATES FROM MONTREAL TO QUEBEC CITY

Differentials
Amherst Disadvantage = —

From Montreal, Que. Amherst Advantage = +
From Amherst, N.S. --------------------------------------- ---------------------------------------------

Date Particulars
Rates 
Col. A CLM

Rates 
Col. B CLM

Rates 
Note 1 
Col. C CLM

Rates 
Note 2 
Col. D CLM

Col. A 
over 
Col. C

Col. A 
over 
Col. D

Col. B 
over
Col. C

Col. B 
over 
Col. D

$ $ l S S
Jan. I, 1953 9% Increase (CFA. Tariff No. 74-B).. 10.40 40,000 9.00 60,000 9.40 40,000 — — -1.00 — + .40 —
Nov. 16, 1953 7% Increase (CFA. Tariff No. 74-C).. 11.20 40,000 9.60 60,000 10.00 40,000 — — -1.20 - + 40 —
Oct. 11, 1954 Establishment Motor Truck Compet-

itive Rate from Montreal................... 11.20 40,000 9.60 60,000 5.50 40,000 — — -5.70 — -4.10 —
July 3, 1956 7% Interim Increase (CFA. Tariff 83). 12.00 40,000 10.20 60,000 5.80 40,000 — — -6.20 - -4.40 —
Jan. 1, 1957 11% Increase in lieu of 7%...................... 12.40 40,000 10.60 60,000 6.20 40,000 — — -6.20 — -4.40 —
July 1, 1957 Additional MFRA Reduction from

Amherst................................................. 12.20 40,000 9.60 60,000 6.20 40,000 — — -6.00 — -3.40 —
July 9, 1957 Correction MFRA Reduction............... 11.20 40,000 9.60 60,000 6.20 40,000 — — -5.00 — -3.40 —
Dec. 1, 1958 17% Increase (CFA. Tariff No. 84).... 13.20 40,000 11.20 60,000 7.20 40,000 — — -6.00 — -4.00 —
Aug. 9, 1959 10% Increase Adjustment (CFA 84-A) 12.40 40,000 10.60 60,000 7.20 40,000 — — -6.20 — -3.40 —
May 6, 1960 8% Increase Adjustment (CFA 84-A).. 12.00 40,000 10.40 60,000 7.20 40,000 — — 4.80 —
Nov. 16, 1964 Reduction in Motor Competitive Rates

from Montreal....................................... 12.00 40,000 10.40 60,000 5.20 60,000 — — -6.80 _ -5.20
4.80 80,000 — — -7.20 — -5.60 _
4.60 100,000 — — -7.40 — -5.80 —
4.50 120,000 -7.50 -5.90
4.40 140,000 — — -7.60 — -6.00 —

Oct. 10, 1966 10% Increase in Competitive Rates.... 12.00 40,000 10.40 60,000 5.80 60,000 -6.20 -4.60
5.20 80,000 -6.80 -5.20
5.10 100,000 -6.90 -5.30
4.90 120,000 -7.10 -5.50
4.80 140,000 — -7.20 — -6.60 —
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TABLEAU II
Paoi 1

COMPARAISON ENTRE LES TAUX FERROVIAIRES DE CHARGEMENT COMPLET POUR LES BARRES D'ACIER, D'AMHERST (N.-Ê.) 
À QUÉBEC (P.Q.) ET LES TAUX CORRESPONDANTS, DE MONTRÉAL À QUÉBEC

D'Amherst (N.-É.)
De Montréal (P.Q.)

Taux Taux

Écarts
Désavantage d'Amherst = — 

Avantage d’Amherst = +

Col. A Col. A Col. R Col. B
Taux Taux Note 1 Note 2 sur sur sur sur

Date Détails Col. A Ch. M. Col. B Ch. M. Col. C Ch. M. Col. D Ch. M. Col. C Col. D Col. C Col. D

$ $ $ t
1" janv . 1953 Augmentation de 9% (Tarif 74-B de

la CFA) ....................................... 10.40 40,000 9.00 60,000 9.40 40,000 — 1.00 + .40 —
16 nov. 1953 Augmentation de 7% (Tarif 74-C de

la CFA).............................................. 11.20 40,000 9.60 60,000 10.00 40,000 — 1.20 — + .40 —
11 oct. 1954 Établissement d’un taux concurren-

tiel pour transport par camion à 
partir de Montreal............................ 11.20 40,000 9.60 60,000 5.50 40,000 — -5.70 — -4.10 _

3 juil. 1956 Augmentation provisoire de 7% 
(Tarif 83 de la CFA) 12.00 40,000 10.20 60,000 5.80 40,000 _ — -6.20 -4.40

1" janv. 1957 Augmentation de 11% au lieu de 7% 12.40 40,000 10.60 60,000 6.20 40.000 — — -6.20 — -4.40 —
1" juil. 1957 Réduction supplémentaire(MFRA)à

partir d'Amherst............................... 12.20 40,000 9.60 60,000 6.20 40,000 — — -6.00 — -3.40 —

9 juil. 1957 Correction de la réduction (MFRA) 11.20 40,000 9.60 60,000 6.20 40,000 — — -5.00 — -3.40 —
1" déc. 1958 Augmentation de 17% (Tarif 84 de la

CFA)................................................... 13.20 40,000 11.20 60,000 7.20 40,000 — — -6.00 — -4.00 —
9 août 1959 Ajustement de l’augmentation de 10%

(Tarif S4-A de la CFA)................... 12.40 40,000 10.60 60,000 7.20 40,000 — — -5.20 — -3.40 —
6 mai 1960 Ajustement de l’augmentation de 8%

(Tarif 84-A de la CFA)................... 12.00 40,000 10.40 60,000 7.20 40,000 — — -4.80 — -8.20 —
16 nov. 1964 Réduction des taux concurrentiels

pour le transport par véhicule auto
mobile à partir de Montréal........... 12.00 40,000 10.40 60,000 5.20 60,000

80,000
— -6.80
— -7.20

-5.20
-5.604.80 — _

4.60 100,000 — — -7.40 — -5.80
4.50 120,000 — — -7.50 _ -5.90
4.40 140,000 — -7.60 -6.0010 oct. 1966 Augmentation de 10% des taux con-

current iels........................................... 12.00 40,000 10.40 60,000 5.80 60,000 — — -6.20 -4.60
5.20 80,000 — — -6.80 -5.20
5.10 100,000 — — -6.90 _ -5.30
4.90 120.000 — — -7.10 _ -5.50
4.80 140,000 — — -7.20 — -5.60 —
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Pao» 1
COMPARISON OF THE CARLOAD RATES ON STEEL BARS FROM AMHERST, N.S., TO QUEBEC CITY 

WITH THE CORRESPONDING RATES FROM MONTREAL TO QUEBEC CITY

Date

From Amherst, N.S.

CLM

From Montreal, Que.

CLM

Differentials 
Amherst Disgdvantage 

Amherst Advantage =
--

Rates 
Note 1 
Col. C CLM

Rates 
Note 2 
Col. D

Col. A 
over 
Col. C

Col. A 
over 
Col. D

Col. B 
over 
Col. C

Col. B
over 
Col. DParticulars

Rates 
Col. A CLM

Rates 
Col. B

t $ 1 $ $
Sept. 5, 1967 Increase in Competitive Rates............ 12.00 40,000 10.40 60,000 6.20 60,000 -5.80 -4.20

5.40 80,000 -6.60 -5.00
5.20 100,000 -6.80 -5.20
5.10 120,000 -6.90 -5.30 —

5.00 140,000 — — +7.00 — -5.40
Feb. 12, 1968 Establishment of Incentive Commod-

ity Rates from Amherst................... 9.60 100,000 9.20 120,000 — — -4.60 — -4.20 —

9.00 150,000 -4.00

Note 1: Rates apply from January 1 to December 31 of each year. 
Note 2: Rates apply from April 15 to November 30 of each year.

Explanation of Reference Marke and Abbreviation»:
MFRA: Maritime Freight Rates Act 
CLM: Carload Minimum Weight

Tariff Reference*
CN Rys. Tariff C.l. 36, C.R.C.E. 1246 CN Rys. Tariff C.l. 79-1, C.T.C.E. 3909 CN Rye. Tariff C.l. 70, C.T.C.E. 1870
CN Rye. Tariff C.l. 79, C.T.C.E. 2047 CN Rys. Tariff CJ. 41, C.R.C.E. 1283 CN Rye. Tariff C.M. 195, C.T.C.E. 2115
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TABLEAU II
Pace 1

K

COMPARAISON ENTRE LES TAUX FERROVIAIRES DE CHARGEMENT COMPLET POUR LES BARRES D’ACIER, D’AMHERST (N.-É.) 
À QUÉBEC (P.Q.) ET LES TAUX CORRESPONDANTS, DE MONTRÉAL À QUÉBEC

Écarts
Désavantage d’Amherst — —

De Montréal (P.Q.) Avantage d ’ Amherst —+
D’Amherst (N.-Ê.) ------------------------------------- ------------------------------------------------

------------------------------------ Taux Taux Col. A Col. A Col. B Col. B
Taux Taux Note 1 Note 2 sur sur sur sur

Date Détails Col. A Ch. M. Col. B Ch. M. Col. C Ch. M. Col. D Ch. M. Col. C Col. D Col. C Col. D
t $ S %

5 sept. 1967 Augmentation des taux concurrentiels 12.00 40,000 10.40 60,000 5.20 60,000 — — -5.80 — -4.20
5.40 80,000 — -6.60 — -5.00
5.20 100,000 — — -6.80 — -6.20 —

5.10 120,000 — — -6.90 — -5.30 ___

5.00 140,000 — — -7.00 — -6.40 —
12 fév. 1968 Établissement des taux d’encourage-

ment pour le transport des mar-
chandises à partir d’Amherst........ 9.60 100,000 9.20 120.000 -4.60 -4.20

9.00 150,000 — — -4.00

Note 1 : Ces taux sont applicables du 1" janvier au 31 décembre de chaque année.
Note 2: Ces taux sont applicables du 15 avril au 30 novembre de chaque année.

Explication des pointa de référence et des abréviations:
MFRA: Loi sur les taux de transport des marchandises dans les provinces Maritimes 
Ch.M.: Poids minimum d’un chargement

Références tarifaires
Tarif CJ. 36 du N at ional-C'anad ien, C.R.C.E. 1246 
Tarif CJ. 79 du National-Canadien, C.T.C.E. 2047 
Tarif CJ. 79-1 du National-Canadien, C.T.C.E. 3909

Tarif CJ. 41 du National-Canadien, C.R.C.E. 1283 
Tarif C.l. 70 du National-Canadien, C.T.C.E. 1870 
Tarif C.M. 195 du National-Canadien, C.T.C.E. 2115
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1

TABLE II
COMPARISON OF THE CARLOAD RAIL RATES ON ELECTRIC STOVES FROM SACKYTLLE, N.B. TO MONTREAL, QUE., 

WITH THE CORRESPONDING RATES FROM HAMILTON, ONT., TO MONTREAL, QUE.

Page 3

Rates and Differentials in Cents Per 100 lbs. From Hamilton, Ont. Differentials

Fr. Sackville, NB Rates Col. A Col. A Col. A

Rates Note 1 Note 2 Note 3 over over over
Date Particulars Col. A CLM Col. B Col. C Col. D CLM Col. B Col. C Col. D

Dee. 14. 1953 Establishment Motor Truck Competitive Rate from
(lbs) (lbs)

Sackville........................................................................... 61 24,000 117 — 74 20,000 +56 — + 13
Jan. 17, 1955 Establishment Motor Truck Competitive Rate from

Hamilton............................................................. 61 24,000 47 — — 24,000 -14 — —
Feb. 8, 1955 Establishment Additional Motor Truck Competitive

Rate from Hamilton...................................................... 61 24,000 45 — — 30,000 -16 — —
Jul. 3, 1956 7% Interim Increase (CFA Tariff 83)................................ 65 24,000 47 24,000 -18 _ —

45 30,000 -20
Jan. 1, 1957 11% Increase in Lieu of 7%.................................................. 68 24,000 47 24,000 -21 _ —

45 30,000 -23
Jul. 1, 1957 Additional MFRA Reduction from Sackville................... 62 24,000 47 24,000 -15 _ _

45 30,000 -17
Dec. 1, 1958 17% Increase (CFA Tariff 84)............................................. 73 24,000 47 _ _ 24,000 -26 _ _
May 6, 1960 8% Increase Adjustment CRA 84A (resulting in Commod-

45 30,000 -28
ity rate becoming lower than Comp. Rate)........ 72 24,000 47 — — 24,000 -25 — —

45 30,000 -27
Jul. 29, 1963 Increase in Competitive Rate Hamilton-Montreal 72 24,000 51 _ _ 24,000 -21 _ _

47 — — 30,000 -25
Nov. 2, 1964 Increase in Competitive Rate Hamilton-Montreal........... 72 24,000 57 _ _ 24,000 -15
May 4, 1964 Competitive Rate Hamilton to Montreal transferred to 

rail agreed charge............................
50 30,000 -22

72 24,000 57 — — 24,000 -15 — —

50 30,000 -22
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Page 3
TABLEAU II

COMPARAISON ENTRE LES TAUX FERROVIAIRES DE CHARGEMENT COMPLET POUR LES CUISINIÈRES ÉLECTRIQUES DE 
SACKVILLE (N.-B.) À MONTRÉAL (P.Q.), ET LES TAUX CORRESPONDANTS, D’HAMILTON (ONT.) À MONTRÉAL (P.Q.)

Taux et écarts en cents par 100 livres

De Sackville (N.-B.) D’Hamilton (Ont.) Écarts

Col. A Col. A Col. A
Taux Ch.M. Note 1 Taux Note 3 Ch.M. sur sur sur

Date Détails Col. A Col. B Note 2 
Col. C

Col. D Col. B Col. C Col. D

U déc. 1953 Établissement d’un taux concurrentiel pour transport
(livres) (livres)

par camion à partir de Sackville..................................
Établissement d’un taux concurrentiel pour transport

61 24,000 117 74 20,000 +56 + 13
17 janv. 1955

par camion à partir d’Hamilton................................... 61 24,000 47 — — 24,000 -14 — —
S fêv. 1955 Établissement d’un taux concurrentiel supplémentaire

pour transport par camion à partir d’Hamilton.......... 61 24,000 45 — — 30,000 -16 — —
3 juil. 1956 Augmentation provisoire de 7% (Tarif 83 de la CFA)... 65 24,000 47 — — 24,000 -18 —

45 30,000 -20
1” janv. 1957 Augmentation de 11% au lieu de 7%............................... 68 24,000 47 — — 24,000 -21 — —

45 30,000 -23
1er juil. 1957 Réduction supplémentaire (MFRA) pour le transport à

partir de Sackville......................................................... 62 24,000 47 — — 24,000 -15 _ _
45 30,000 -17

1er déc. 1958 Augmentation de 17% (Tarif 84 de la CFA).................. 73 24,000 47 — — 24, (XX) -26 _
45 30,000 -28

6 mai 1960 Augmentation d’ajustement de 8% (Tarif 84A de la
CFA), les taux des données devenant inférieurs aux 
taux concurrentiels......................................................... 72 24,000 47 24, (XX) -25

29 juil. 1963 Augmentation des taux concurrentiels (Hamilton-Mont-
45 30,000 -27

réal) ................................................................................. 72 24,000 51 — — 24,000 -21 —
47 — — 30,000 -25

2 nov. 1964 Augmentation des taux concurrentiels (Hamilton-Mont-
réal)................................................................................. 72 24,000 57 — — 24,000 -15

50 — — 30,000 -22
4 mai 1964 Le taux concurrentiel d’Hamilton à Montréal transfor-

mé en frais convenus...................................................... 72 24,000 57 — — 24,000 -15 _
50 — — 30,000 -22
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TABLE II
Pao* 3

COMPARISON OF THE CARLOAD RAIL RATES ON ELECTRIC STOVES FROM SACKVTLLE, N.B. TO MONTREAL, QUE., 
WITH THE CORRESPONDING RATES FROM HAMILTON, ONT., TO MONTREAL, QUE.

Rates and Differentials in Cents Per 100 lbs. From Hamilton, Ont. Differentials

Fr. Sackvilie, NB Rates Col. A Col. A Col. A

Date Particulars
Rates 
Col. A CLM

Note 1 
Col. B

Note 2 
Col. C

Note 3 
Col. D CLM

over 
Col. B

over
Col. C

over 
Col. D

(lbs) (lbs)
Jul. 19, 1966 Increase in Agreed Charge Rate................ ...................... 72 24,000 61}

52}
— — 24,000

30,000
-10}
-19}

— —

Sep. 29, 1967 Increase in Agreed Charge Rate (10%) .. ...................... 72 24,000 68
58

24,000
30,000

-4
-14

Note 1—Rates apply from January 1 to December 31 of each year. 
Note 2—Rates apply from April 15 to November 15 of each year. 
Note 3—Rates apply from April 15 to November 30 of each year.

Explanation of Abbreviationt:
MFRA: Maritime Freight Rates Act 
CLM: Carload Minimum Weight

Tariff Referencee:
CNRys. Tariff CM 39, C.R.C.E 940 
CNRys. Tariff CM 73, C.R.C.E. 1235 
CNRys. Tariff CM 73-2, C.T.C.E. 3762 
CNRys. Tariff CM 73-3, C.T.C.E. 3963

CNRys. Tariff CM 300-15, C.T.C.E. 4014 
CNRys. Tariff O 24, C.R.C.E. 375 
CNRys. Tariff C 39, C.R.C.E. 1539 
CNRys. Tariff N 35, C.R.C.E. 1727

CNRys. Tariff CM 195, C.T.C.E. 2115 
Canadian Freight Classification No. 19, C.T.C. 983 
C.T.C. Agreed Charge No. 2069
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Paob 3
TABLEAU II

COMPARAISON ENTRE LES TAUX FERROVIAIRES DE CHARGEMENT COMPLET POUR LES CUISINIÈRES ÉLECTRIQUES DE 
SACKVILLE (N.-B.) À MONTRÉAL (P.Q.), ET LES TAUX CORRESPONDANTS, D’HAMILTON (ONT.) À MONTRÉAL (P.Q.)

Taux et écarts en cents par 100 livres
to
atto

De Sackville (N.-B.) D’Hamilton (Ont.) Écarts

Col. A Col. A Col. A
Taux Ch.M. Note 1 Taux Note 3 Ch.M. sur sur sur

Date Détails Col. A Col. B Note 2 
Col. C

Col. D Col. B Col. C Col. D

(livres) (livres)

19 juil. 1966 Augmentation du taux des frais convenus................ 72 24,000 611 — — 24,000 -101 — ___

52} — — 30,000 -19}
29 sept. 1957 Augmentation du taux des frais convenus (10%).... 72 24,000 68 — — 24,000 -4 ___ ___

58 30,000 -14

Note 1—Ces taux sont applicables du 1er janvier au 31 décembre de chaque année. 
Note 2—Ces taux sont applicables du 15 avril au 15 novembre de chaque année. 
Note 3—Ces taux sont applicables du 15 avril au 30 novembre de chaque année.

Explications des abréviations:
MFRA: Loi sur les taux de transport des marchandises dans les provinces Maritimes 
Ch.M.: Poids minimum d’un chargement

Références tarifaires:
Tarif CM 39 du National-Canadien, C.R.C.E. 940 
Tarif CM 73 du Nat ional-C anadien, C.R.C.E. 1235 
Tarif CM 73-2 du National-Canadien, C.T.C.E. 3762 
Tarif CM 73-3 du N at ional-C anadien, C.T.C.E. 3963 
Tarif CM 300-15 du National-Canadien, C.T.C.E. 4014 
Tarif O 24 du National-Canadien, C.R.C.E. 375

Tarif C 39 du National-Canadien, C.R.C.E. 1539 
Tarif N 35 du National-Canadien, C.R.C.E. 1727 
Tarif CM 195 du National-Canadien, C.T.C.E. 2115 
Classification n» 19 de la Canadian Freight Asao., C.T.C. 983 
C.T.C., Frais convenus n° 2069
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TABLE II Page 5

COMPARISON OF THE CARLOAD RAIL RATES ON WALL PLASTER FROM HILLSBORO, N.B. TO 
TORONTO, ONT. WITH THE CORRESPONDING RATES FROM MONTREAL, QUE. TO TORONTO, ONT.

Rates and Differentials in Cents Per 100 lbs.

Date Particulars

From Hillsboro, N.B.

Rates
Col. A C.L.M.

From Montreal, Que.

Rates
Col. B C.L.M.

Hillsboro
Disadvantage = —

Differentials 
Col. A over Col. B

(lbs) (lbs)

June 30, 1927 Prior to M.F.R.A............................................................................... .......................... 33 50,000 19 50,000 -14
Jul. 1, 1927 M.F.R.A. Reduction......................................................................... ........................ 30 .50,000 19 50,000 -11
Apr. 8, 1948 21% Increase (C.F.A. Tariff No. 71)............................................. 36 .50,000 23 50,000 -13
Oct. 11. 1949 8% Interim Increase (C.F.A. Tariff No. 72)................................ 39 .50,000 25 .50,000 -14
Mar. 23, 1950 16% Increase in Lieu of 8%............................................................... .......................... 42 .50,000 27 60,000 -15
June 16. 1950 20% Increase In Lieu of 16%............................................................ .......................... 43 50,000 28 50,000 -15
Jul. 26, 1951 12% Interim Increase (C.F.A. Tariff No. 74).............................. ...................... 48 .50,000 31 50,000 -17
Feb. 11, 1952 17% Increase in Lieu of 12%............................................................. ........................ .50 50,000 33 50,000 -17
Jan. 1, 1953 9% Increase (C.F.A. Tariff No. 74-B).......................................... .......................... 55 .50,000 36 50,000 -19
Mar. 16, 19.53 7% Increase (C.F.A. Tariff No. 74-C).......................................... .......................... 59 50,000 39 50.000 -20
Jul. 3, 1956 7% Interim Increase (C.F.A. Tariff No. 83)................................ .......................... 63 50,000 42 .50,000 -21
Jan. 1, 1957 11% Increase in Lieu of 7%............................................................... .......................... 65 50,000 43 ,50,000 -22
Jul. 1. 1957 Additional M.F.R.A. Reduction from Hillsboro........................ .......................... 62 50,000 43 50,000 -19
Dec. 1, 1958 17% Increase (C.F.A. Tariff No. 84)............................................. .......................... 73 50,000 .50 .50,000 -23
Aug. 1, 1959 10% Increase (C.F.A. Tariff No. 84-A). ... ................. .......................... 68 50,000 47 .50,000 -21
May 6, 1960 8% Increase (84-A) In Lieu of 10% Increase (84-A).................... .......................... 67 50,000 46 50,000 -21

Nov. 28, 1966 Addition of Rates for Higher Minima........................................... .......................... 67 50,000 46 50,000 -21
63 80,000
61 100,000

May 4, 1967 Increase (C.F.A. Tariff No. 85)...................................................... .......................... 67 50,000 51 50,000 -16
63 80,000
61 100,000

May 1, 1968 Increase (C.F.A. Tariff No. 87)...................................................... 54 50,000 -13

Explanation of Abbreviations:
M.F.R.A.: Maritime Freight Rates Act 
C.L.M.: Carload Minimum Weight

Tariff References:
CNRys. Tariff C.D. 53, C.R.C.E. 1153 CNRys. Tariff C.D. 105, C.R.C.E. 1804 CNRys. Tariff C.D. 105-2, C.T.C.E. 3885
CNRys. Tariff C.D. 58, C.R.C.E. 1237 CNRys. Tariff C.D. 105-1, C.R.C.E. 2526 CNRys. Tariff C.D. 100, C.T.C.E. 1680

CNRys. Tariff C.D. 100-1, C.T.C.E. 4066
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TABLEAU II I’agb 5

COMPARAISON ENTRE LES TAUX FERROVIAIRES DE CHARGEMENT COMPLET POUR LES PANNEAUX DE PLÂTRE DE HILLSBORO 
(N.-B.) À TORONTO (ONT.) ET LES TAUX CORRESPONDANTS DE MONTRÉAL (P.Q.) À TORONTO (ONT.)

Taux et écarts en cents par 100 livres

De Hillsboro (N.-B.) De Montréal (P.Q.)

Désavantages 
pour Hillsboro=- 

Êcarts

Date Détails
Taux 

Col. A Ch. M.
Taux

Col. B Ch. M. Col. A sur Col. B

(livres) (livres)

30 juin 1927 Avant la MF RA............................................................................................ ................. 33 50,000 19 50,000 -14
1" juil. 1927 Réduction (MF R A)..................................................................................... ................. 30 50,000 19 50, (XX) -11
8 avril 1948 Augmentation de 21% (tarif 71 de la CFA)............................................ ................. 36 50,000 23 .50, (XX) -13

Il oct. 1949 Augmentation provisoire de 8% (tarif 72 de la CFA)............................................. 39 50,000 25 .50, (XX) -14
23 mars 1950 Augmentation de 6% au lieu de 8%............................................................ 42 50, (XX) 27 50, (XX) -15
16 juin 1950 Augmentation de 20% au lieu de 16%........................................................ ................. 43 50,000 28 .50, (XX) -15
26 juil. 1951 Augmentation provisoire de 12% (tarif 74 de la CFA).......................... ................. 48 50, (XX) 31 ,50,000 -17
Il fév. 1952 Augmentation de 17% au lieu de 12%........................................................ ............... 50 .50, (XX) 33 50,000 -17
1" janv. 1953 Augmentation de 9% (tarif 74-B de la CFA)........................................... ............... 55 50,000 36 50. (XX) -19
16 mars 1953 Augmentation de 7% (tarif 74-C de la CFA)........................................... 59 50,000 39 .50.000 -20
3 juil. 1956 Augmentation provisoire de 7% (tarif 83 de la CFA)............................ ............... 63 50, (XX) 42 ,50, (XX) -21

1" janv. 1957 Augmentation de 11% au lieu de 7%........................................................... ............... 65 50, (XX) 43 50,000 -22
1" juil. 1957 Réduction supplémentaire (MFRA) de Hillsboro.................................. ............... 62 50,000 43 50, (XX) -19
1er déc. 1958 Augmentation de 17% (tarif 84 de la CFA)............................................. ............... 73 50, (XX) 50 50, (XX) -23
1” août 1959 Augmentation de 10% (tarif S4-A de la CFA)......................................... ............... 68 50,000 47 50,000 -21
6 mai 1960 Augmentation de 8% (tarif 84-A, au lieu de 10% (84-A)....................... ............... 67 50,000 46 50,000 -21

28 nov. 1966 Nouveaux taux pour minimums plus élevés.............................................. ............... 67 50,000 46 50,000 -21
63 80,000
61 100,000

4 mai 1967 Augmentation (tarif 85 de la CFA)............................................................ ............... 67 50,000 51 50,000 -16
63 80,000
61 100,000

!•' mai 1968 Augmentation (tarif 87 de la CFA)............................................................ 54 50,000 -13

Explications des abréviations:
M.F.R.A.: Loi sur les taux de transport des marchandises dans les provinces Maritimes 
Ch. M.: Poids minimum d’un chargement

Références tarifaires:
Tarif C.D. 53 du Nat ional-Canadien, C.R.C.E. 1153 Tarif C.D. 105-2 du National-Canadien, C.T.C.E. 3885
Tarif C.D. 58 du N at ional-C anad ien, C.R.C.E. 1237 Tarif C.D. 100 du Nat ional-Canad ien, C.T.C.E. 1680
Tarif C.D. 105 du Nat ional-Canad ien, C.R.C.E. 1804 Tarif C.D. 100 du Nat ional-Canad ien, C.T.C.E. 4066
Tarif C.D. 105-1 du Nat ional-Canad ien, C.R.C.E. 2526
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[Text]
EFFECTS OF CARLOAD RATES ON 

INDUSTRIES LOCATED IN THE 
MONCTON AREA

22. Following the background of informa
tion contained in the brief of February 1968, 
Table II has been revised to reflect the 
changes in freight rates in carloads of three 
selected products.

23. These are examples of cases which con
tribute to locational disadvantage of the 
region for these manufacturing industries. 
The cost of freight limits expansion and 
diversification of the activities and employ
ment opportunities.

SUMMARY OF EFFECTS OF 
NEW NON-CARLOAD RATES 

ON RETAILERS IN MONCTON
24. Based on the background of informa

tion contained in the brief of February, 1968, 
there is an even stronger case for suspension 
of the new LCL rates and rules of E.T.A. 
Tariff 100 until a more equitable formula for 
non-carload rates can be devised.

The costs attributed to household appli
ances, furniture, clothing, hardware, drugs, 
an food items must be passed on to the 
consumers in the area, and thus accounts for 
a considerably higher retail selling price on 
essential goods throughout the Atlantic Prov
inces, where the average per capita income is 
the lowest in Canada. The retail sales volume 
statistics continue to show a healthy retail 
sales market based on dollars, but we 
respectfully request Commissioners and 
members of the Committee to carefully con
sider the impact of these exorbitant, exces
sive, unconscionable and inequitable freight 
costs on the average wage-earners, which 
constitute the majority of our population. 
This area, the Atlantic region, is largely rural 
as compared to the concentrated areas of 
population and purchasing power in Central 
Canada.

RECOMMENDATIONS
25. The City of Moncton considers it 

important to repeat our previous statements 
contained in paragraphs 135 and 137 in the 
brief of February 1968, namely

“The Atlantic Provinces have never 
been included in a National Transporta
tion Policy and have always been con
sidered for special treatment and for

[Interpretation]
EFFETS DES TARIFS DES 

WAGONNÉES COMPLÈTES SUR 
LES INDUSTRIES SITUÉES DANS LA 

RÉGION DE MONCTON
22. A la suite des renseignements fournis 

dans le mémoire de février 1968, le Tableau 
II a été révisé de manière à indiquer les 
changements des tarifs du transport par 
wagonnées complètes de trois produits 
sélectionnés.

23. Voilà des exemples de cas qui ont con
tribué à placer les industries de fabrication 
de la région dans une situation désavanta
geuse à cause même de l’endroit où elles sont 
établies. Le coût du transport des marchandi
ses limite l’expansion et la diversification de 
l’activité et des possibilités d’emploi.

Un résumé des effets des nouveaux taux de 
moins d’une wagonnée sur les détaillants à 
Moncton, fondé sur les renseignements conte
nus dans le mémoire de février 1968, il y a là 
un cas encore plus sérieux pour suspendre 
les nouveaux taux de moins d’une wagonnée 
ainsi que le tarif E.TA. 100 jusqu’à ce qu’on 
trouve une formule plus équitable pour les 
lots brisés.

Les coûts attribués aux appareils ména
gers, aux meubles, vêtements, quincaillerie, 
drogues et denrées doivent être assumés par 
les consommateurs de la région et donc, 
représentent un prix de vente beaucoup plus 
élevé pour les denrées essentielles à travers 
les provinces de l’Atlantique, dans des 
régions où le revenu moyen per capita est le 
plus bas au Canada. Nous demandons aux 
membres du Comité d’étudier soigneusement 
l’influence de ces coûts de transport des mar
chandises qui pèsent sur le revenu moyen, 
qui constitue le niveau de salaire de la majo
rité de notre population. Cette région est lar
gement rurale en comparaison des régions 
où la densité de la population et le pouvoir 
d’achat sont concentrés, comme au centre du 
Canada.

Dans les paragraphes 135 et 137 du 
mémoire de février 1968, vous trouverez ce 
qu’il y a de plus important dans nos recom
mandations, soit que les provinces de l’Atlan
tique n’ont jamais été incluses dans la politi
que nationale en matière de transport et ont 
toujours été considérées comme ayant un 
traitement spécial afin de réduire leur isole-
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[Texte]
adjustments in efforts to reduce their iso
lation from central Canada by location 
and distance.

The National Transportation Act gives 
emphasis to the use of competition as the 
primary means for effecting the optimum 
allocation and use of transport resources. 
It is assumed that under such increased 
competition, the freight rates should re
flect the costs of services. This being the 
case, the costs of the haul to and from 
the Atlantic Provinces should be re
flected in the rate structure. This is a 
complete reversal of the historic Federal 
Policy wherein measures were aimed at 
effectively reducing the distance’’

The evidence shows that the benefits of the 
Maritime Freight Rates Act were eroded as 
long ago as 1948, and the statutory advantage 
clause has never been effective.

Because of these facts and the other evi
dence contained in this brief and our brief of 
February 1968, the City of Moncton must 
point out the urgency of finding solutions to 
our transportation inequities as part of our 
National Policy. Transportation policy for the 
Atlantic Provinces wherein we are afforded 
the equivalent of the benefits outlined under 
Confederation are a necessary prerequisite to 
any further economic development in the At
lantic region.

26. We recommend that the Bulk Density 
Rule (Tariff E.T.A. 100) based on 10 lbs. per 
cubic foot and the new non-carload rates be 
cancelled until a planned transportation sys
tem is developed to meet the needs of the 
region’s business enterprises. In studying 
conditions to form a basis for the planned 
transportation system much more work is 
required to examine the problems of industry 
in order that recommendations made provide 
a basis for expansion and diversification of 
our present business enterprises and a basis 
for location of other manufacturing and 
processing activity.

27. It is recommended that freight costs to 
the Atlantic Provinces shipper of shipments 
to Newfoundland be no higher than the 
water rate from Montreal to Newfoundland 
and that freight costs of shipments from 
Newfoundland to the other Atlantic Prov
inces be no higher than the costs of shipping 
by water from Newfoundland to Montreal.

28. It is recommended that immediate 
attention be given to the creation of a Special 
Task Force to conduct detailed analyses of

[Interprétation]
ment du centre du Canada en raison de la 
distance et de l’emplacement.

La Loi nationale sur les transports insiste 
sur l’usage de la concurrence comme étant le 
moyen principal d’atteindre une meilleure 
distribution et un meilleur emploi des res
sources en matière de transport. Il est pré
sumé qu’en vertu d’une concurrence accrue, 
les taux de marchandises devraient refléter 
les coûts de ces services. Si c’est le cas, les 
coûts à partir des provinces de l’Atlantique 
devraient se refléter dans la structure des 
tarifs, ce qui est complètement contraire à la 
politique fédérale historique qui voulait 
qu’on prenne des mesures pour effectivement 
réduire la distance.

Notre mémoire de 1968 l’indiquait. La ville 
de Moncton doit indiquer l’urgence de trou
ver des solutions pour les inégalités de frais 
de transport en raison de la politique natio
nale. La politique nationale en matière de 
transports pour les provinces Maritimes, où 
on nous accorde l’équivalent des avantages 
décrits pour la Confédération, sont nécessai
res pour le développement économique futur 
de la région.

Nous recommandons que le règlement sur 
la densité des marchandises transportées en 
vrac fondé sur 10 livres par pied cube sur les 
nouveaux tarifs de moins d’une wagonnée 
soient annulés jusqu’à ce qu’on ait développé 
un réseau de transport planifié pour répondre 
aux besoins des régions où sont situées des 
entreprises commerciales. Afin d’étudier les 
conditions formant la base d’un réseau de 
transport planifié, il faudra accomplir d’au
tres travaux afin d’examiner le problème de 
l’industrie, pour que les recommandations 
puissent servir de base à l'expansion et à la 
diversification de nos entreprises actuelles, et 
de base à l’implantation d’autres activités de 
fabrication et de transformation. On recom
mande que les frais de transport des mar
chandises à partir des provinces de l’Atlanti
que ne soient pas plus élevés que le taux des 
Maritimes de Montréal à Terre-Neuve et que 
les frais de marchandises pour les expédi
tions de Terre-Neuve aux autres provinces de 
l’Atlantique ne soient pas plus élevés que les 
frais d’expédition par eau de Terre-Neuve à 
Montréal.

On recommande qu’une attention immé
diate soit donnée à la création d’un groupe 
spécial de travail afin d’obtenir une analyse
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[Text] [Interpretation]
the present costs of freight to our regional détaillée des coûts actuels des marchandises à 
manufacturers and distributors based on l’égard de nos fabricants et distributeurs 
common terms of reference. The recent stu- régionaux, fondée sur un mandat commun, 
dies directed toward finding solutions to our Les récentes études destinées à trouver des 
transportation problems have not included solutions aux problèmes de transport n’ont 
adequate attention to these costs and this pas porté suffisamment attention à ces frais, 
information is vital to the structure of any et ces renseignements sont vitaux pour la 
plan devised. structure d’un plan.

29. Since transportation requirements are 
variable by areas within the region, and dif
ferent modes of transportation may more ade
quately and more economically serve the 
different areas of the region, it is recom
mended that a Transportation plan be devel- 
loped around the most economical and best 
quality service to meet the requirements of 
each area, both for freight and passenger 
services.

30. It is recommended that consideration 
be given to providing special adjustment 
benefits to all modes of transportation within 
the region.

31. We recommend immediate attention to 
defining long term requirements for facilities 
at the Moncton Airport, considering present 
quantities of mail and freight, and consider
ing the marked reduction in capacity to carry 
air cargo to Newfoundland when the Van
guard aircraft are replaced. The Moncton Air
port now handles more mail and more air 
freight than the total volume handled at all 
other Maritime Airports. It is already used 
extensively as an alternate landing point to 
the Halifax International Airport because of 
more favourable prevalent weather condi
tions. For example, even the other day an 
Air France Boeing 707 landed in the Moncton 
Airport. Therefore, further runway exten
sions and terminal expansion should be 
undertaken immediately to bring the Monc
ton Airport up to international status or 
standards. We would like to be able, eventu
ally, to handle jumbo jet aircraft by merely 
extending the existing facilities.

32. While we view the progress in develop
ment of Atlantic Ports as encouraging, it is 
still evident that, a policy must be developed 
at the National level for the long term 
growth and stability of these facilities.

33. There is deep concern in the region 
because of the full year of delay in the 
hearing of the Parliamentary Committee on 
Transportation and Communications. During 
this time the application of new non-carload 
rates and density rules, and the immediate 
impact of the end of the rate “freeze’’ in 
March, 1969, combine to indicate the immedi
ate necessity to take appropriate measures, to

On recommande donc qu’un programme de 
transport soit développé afin de refléter la 
qualité la meilleure et la plus économique 
pour répondre aux besoins de chaque région 
en ce qui a trait aux marchandises et aux 
voyageurs. On recommande qu’un étude soit 
menée afin de prévoir des ajustement spé
ciaux à tous les modes de transport à l’exté
rieur de la région.

Nous recommandons une attention immé
diate pour définir les besoins à long terme 
pour l’aéroport de Moncton, compte tenu des 
quantités actuelles de courrier et de message
ries, et compte tenu aussi de la réduction 
marquée dans la capacité de transporter les 
cargaisons jusqu’à Terre-Neuve quand les 
appareils Vanguard seront remplacés. L’aéro
port de Moncton est l’endroit où la manuten
tion du courrier et de cargaisons aériennes 
est la plus élevée que le volume total manu
tentionné à tous les autres aéroports des 
Maritimes. On l’emploie en outre comme une 
piste d’atterrissage de rechange pour l’aéro
port international d’Halifax en raison des 
conditions atmosphériques plus favorables. 
Donc on devrait agrandir les pistes d’envol 
ainsi que les bâtiments immédiatement afin 
que l’aéroport de Moncton soit conforme aux 
normes internationales.

Bien que nous considérions le progrès du 
développement des provinces Maritimes 
comme étant encourageant, il est toujours 
manifeste qu’une politique doit être dévelop
pée à long terme pour la stabilité et la crois
sance de ces dispositifs. Nous nous préoccu
pons beaucoup dans la région, en raison du 
retard d’une année dans les audiences du 
Comité parlementaire, des transports et des 
communications. En même temps, la 
demande pour les nouveaux tarifs de moins 
d’une wagonnée et les règlements de densité 
et de capacité ainsi que l’influence immédiate 
à la fin du gel en mars 1969 se combinent
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[Texte]
avoid a disastrous economic situation for this 
region.

34. We trust that the information and 
recommendations presented here in these 
briefs will be studied carefully and will con
tribute to a clear appreciation of the inequi
ties prevalent in the Atlantic Provinces. Im
mediate solutions must be found within the 
framework of the National Policy which will 
remove the limitations on regional develop
ment caused by these excessive transportation 
costs in the Atlantic Region in an attempt to 
assist reducing regional disparity.

Thank you very much, Mr. Chairman.

The Chairman: Thank you very much, Mr. 
Mayor. Your brief was well presented.

Mr. Mahoney, have you any questions?

Mr. Mahoney: First Mr. Chairman, I 
should compliment the Mayor not only on the 
very fine brief presented here but on the one 
that was presented a year ago.

Mr. Jones: Mr. Mahoney, I would like to 
place on record that our Consultant, Mr. 
Fredericks, along with several members of 
our council and businessmen of our city 
assisted in the preparation of our brief. It 
was a teamwork effort.

Mr. Mahoney: At the conclusion of para
graph 5 when you were discussing the work 
of the Atlantic Provinces Task Force, you 
indicated that you as a city had not been 
consulted by that task force and had no 
opportunities to make representations to it? 
Is that correct?

Mr. Jones: Not at this time.

Mr. Mahoney: I guess you are not the right 
person to ask but I would have to record a 
question for someone to answer. I would like 
to know what processes that task force used 
to arrive at the recommendation that appar
ently has already been presented to the 
premiers.

Mr. Jones: Mr. Mahoney, I am not a mem
ber of it.

Mr. Mahoney: As I said, you are obviously 
not the one to answer the question. I am just 
recording it in the hope of an answer by 
someone later on.

You referred to runway extensions and so 
on in paragraph 31. We heard earlier today 
the possibility of an international airport

[Interprétation]
justement pour indiquer la nécessité immé
diate de prendre les mesures appropriées 
pour éviter une situation désastreuse.

Nous croyons que les renseignements et les 
recommandations seront étudiés soigneuse
ment et contribueront à une meilleure appré
ciation des inégalités qui prévalent dans les 
provinces de l’Atlantique. Des solutions 
immédiates doivent être trouvées à l’intérieur 
même du cadre d’une politique nationale qui 
éliminerait les limitations du développement 
régional causées par les frais de transport 
excessifs dans la région de l’Atlantique pour 
aider à réduire les disparités régionales. Je 
vous remercie beaucoup, monsieur le 
président.

Le président: Je vous remercie, monsieur 
le maire, ce fut très bien présenté. Monsieur 
Mahoney, vous aviez des questions?

M. Mahoney: Oui. Tout d’abord, je dois 
féliciter le maire sur l’excellence de son pré
sent mémoire, mais aussi pour la soumission 
que nous avons reçue il y a un an.

M. Jones: Monsieur Mahoney, je voudrais 
consigner au compte rendu que notre conseil
ler, M. Fredericks, de concert avec bon nom
bre des membres de notre conseil et d’hom
mes d’affaires de notre ville, nous a aidé dans 
la préparation de notre soumission. Ce fut un 
travail d’équipe.

M. Mahoney: C’est peut-être quelque chose 
qui ne fut pas tout à fait mentionné dans 
votre mémoire, mais à la fin de l’alinéa 5, 
surtout lorsque vous parlez du travail de 
l’équipe spéciale des provinces de l’Atlanti
que, vous avez dit que votre ville n’avait pas 
été consultée ou n’avait pas eu l’occasion d’y 
faire des représentations.

M. Jones: C’est juste, pas cette fois-ci.

M. Mahoney: Alors, j’imagine que vous 
n’êtes pas la personne à qui je dois poser la 
question, mais je dois poser une question 
pour que quelqu’un y réponde éventuelle
ment: quel procédé utilise cette équipe spé
ciale pour en arriver à des recommandations 
qui, apparemment, ont déjà été présentées 
aux premiers ministres?

M. Jones: Je n’en fais pas partie.

M. Mahoney: Donc vous n’êtes pas celui 
qui est en mesure de répondre à la question. 
Mais je veux simplement poser la question 
pour que quelqu’un y réponde plus tard.

Vous avez parlé de la possibilité d’avoir un 
aéroport international dans la région du sud- 
ouest du Nouveau-Brunswick. Êtes-vous d’a-
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[Text]
being located in south west New Brunswick. 
Do you feel that if an international airport is 
indicated in the Province of New Brunswick, 
a location in the vicinity, for example, of 
Sussex would perhaps satisfy the needs of 
the province better than one located further 
west?

Mr. Jones: I have not made any survey of 
the Sussex location but I do know there is a 
location. Of course, naturally, I am a bit 
prejudiced and I might as well face it. But 
we do have an airport which is serving trad
ing area of approximately 270,000 people 
within a 50-mile radius of the city of Monc
ton. I think this is a factor that any person 
locating an airport would take into consider
ation. There is not just the western part of 
New Brunswick that has to be considered, 
there is the north-eastern part of Nova 
Scotia, the northeasten part of New Brun
swick and the Province of Prince Edward 
Island. We think that we are in a very central 
location and that possibly there is not the 
need for new facilities or a new location. The 
present facilities, with some slight extensions, 
will do the job. The fact that some of the 
international aircraft are using our facilities 
indicates that it must be a suitable location.

An hon. Member: Is it free of fog most of 
the time?

Mr. Jones: I have never been over there 
when there is fog.

An hon. Member: Where?

Mr. Jones: Moncton.

The Chairman: Are you through, Mr. 
Mahoney?

Mr. Mahoney: Are you speaking, sir, of 
Moncton itself or of the Sussex area?

Mr. Jones: I am speaking of Moncton.

Mr. Mahoney: Suppose such a thing were 
located in the Sussex area what, roughly, 
would you say the driving time between 
Moncton and Sussex would be?

Mr. Jones; The same time as it is from 
Sussex to Moncton, about 40 minutes. I am 
told it is one hour and something. I am told 
that I drive too fast.

An hon. Member: How many miles is it?

An hon. Member: Forty-five miles.

Mr. Mahoney: I have no more questions.

The Chairman: Order please. Mr. Skoberg.

[Interpretation]
vis que si un aéroport international est prévu 
dans la province du Nouveau-Brunswick, 
disons dans la région de Sussex, par exemple, 
il pourrait éventuellement répondre aux 
besoins de la province mieux qu’un aéroport 
plus à l’ouest?

M. Jones: Je n’ai pas fait d’étude quant à 
l’emplacement de Sussex, mais je sais, enfin, 
j’ai mes préjugés, bien entendu—aussi bien 
être réaliste—mais nous avons un aéroport 
qui dessert une région commerciale peut-être 
de 270,000 personnes dans un rayon de 50 
milles de Moncton. Toute personne qui 
devrait décider du lieu où il faudrait établir 
un aéroport devrait en tenir compte. Il ne 
s’agit pas simplement de tenir compte de la 
région sud-ouest du Nouveau-Brunswick. Il y 
a la Nouvelle-Écosse,_ le nord-est du Nou
veau-Brunswick et l’île du Prince-Édouard. 
Et nous sommes d’avis que notre emplace
ment est plutôt central. Peut-être, qu’il n’y 
aurait pas nécessité d’avoir de nouveaux 
aménagements, de nouveaux services, un 
nouvel emplacement. Les services actuels 
agrandis pourraient répondre aux exigences, 
et de fait, certains des transporteurs interna
tionaux viennent déjà chez nous, donc cela 
devrait être adéquat.

Une voix: L’aéroport de Moncton est-il 
exempt de brouillard la plupart du temps?

M. Jones: Je n’y suis jamais allé par temps 
de brume.

Une voix: Où ça?

M. Jones: A Moncton.

Le président: Vous avez terminé, monsieur 
Mahoney?

M. Mahoney: Est-ce que vous parlez de 
Moncton ou de la région de Sussex?

M. Jones: Je parle de Moncton.

M. Mahoney: Combien de temps faudrait-il 
pour aller de Moncton à Sussex en 
automobile?

M. Jones: Le même temps qu’il faut pour 
aller de Sussex à Moncton, soit 40 minutes. 
On m’a dit une heure. Je dois conduire trop 
vite.

Une voix: Combien y a-t-il de milles?

Une voix: Quarante-cinq milles.

M. Mahoney: Je n’ai plus de question.

Le président: A l’ordre.
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[Texte]
Mr. Skoberg: Your Worship, I note that 

throughout the brief Monction is consistently 
referred to.

Mr. Jones: In most cases when we say 
Moncton we mean the Moncton area.

Mr. Skoberg: How large a region are you 
referring to being included with Moncton?

Mr. Jones: The Counties of Albert...

Mr. Skoberg: I mean a radius of how far?

Mr. Jones: Two hundred square miles, I 
am told—about 200 miles.

Mr. Skoberg: You said that you were not in 
favour of the Corridor Road that they are 
referring to. Is there any thought of getting 
together on this location?

Mr. Jones: There is a corridor road which 
stays within our country which comes down 
through Edmundston, Plaster Rock, Newcastle 
and Moncton. Naturally, I think that this is 
the better route, and it saves distance and 
time. It covers not just one portion; it goes 
through the centre of the province and cov
ers the northeast part of the province as well 
as the centre area. Incidentally, this road is 
already in and just needs a bit of widening.

Mr. Skoberg: You refer to the fact of com
petition between central Canada and the 
Maritimes and say that this situation has to 
be rectified. Would you advocate a free trade 
policy as one of the methods of rectifying this 
situation?

Mr. Jones: I think it could be considered 
and should be considered. It could do a great 
deal towards rectifying the situation.

Mr. Skoberg: Do you think those who you 
are speaking in the brief for would advocate 
this free trade?

Mr. Jones: When you represent a council 
you can only say the things that have been 
approved by the committee. All I can say is 
that personally I think it is a good idea and 
should be considered.

Mr. Skoberg: I also notice, Your Worship, 
that you refer to a task force. In your opin
ion, who should make up this task force? We 
all have seen situations where task forces 
have been set up without proper representa
tion. Have you any opinions...

[Interprétation]
M. Skoberg: Son Honneur le maire pour

rait-il nous dire, je vois que dans le mémoire 
on parle toujours de Moncton, s’agit-il de la 
région de Moncton?

M. Jones: Nous disons « Moncton », mais 
dans la plupart des cas, nous parlons de la 
région de Moncton.

M. Skoberg: La région de Moncton dont 
vous parlez est-elle très grande?

M. Jones: Nous avons le comté d’Albert ...

M. Skoberg: Je veux dire quel rayon, com
bien de milles?

M. Jones: 200 milles carrés.

M. Skoberg: Une autre question, votre 
Honneur. Vous dites que vous n’êtes pas en 
faveur de la route-corridor dont on a parlé. 
Croyez-vous qu’on puisse faire l’unanimité 
sur cet emplacement?

M. Jones: Mais il y a une route-corridor 
dans notre pays qui passe par Edmundston, 
Plaster Rock, Newcastle, et Moncton. Évidem
ment, je trouve que c’est la meilleure route 
et cela épargne distance et temps. Est-ce que 
je pourrais ajouter à cela que cette route est 
déjà aménagée. On n’a qu’à l’élargir. Merci.

M. Skoberg: Vous parlez de la concurrence 
entre le Canada central et les Maritimes et 
qu’il faut rectifier la situation comme telle. 
Est-ce que vous proposeriez une politique de 
libre-échange comme étant une des méthodes 
pour rétablir la situation?

M. Jones: Oui, on pourrait en tenir compte 
et on devrait en tenir compte. Cela pourrait 
vraiment aider à rectifier la situation.

M. Skoberg: Donc, au nom de ceux dont 
vous parlez, est-ce que vous proposez ce 
libre-échange?

M. Jones: Nous représentons un conseil 
municipal. Vous ne pouvez dire que ce qui a 
été approuvé par le Conseil. Mais en ce qui 
me concerne, je pense qu’il faudrait l’étudier 
car c’est une bonne idée.

M. Skoberg: Vous parlez aussi d’une 
équipe spéciale. A votre avis, qui devrait 
constituer cette équipe de travail? Nous 
avons tous connu des situations où nous 
avons vu des équipes spéciales constituées 
sans être vraiment représentatives. Qu’est-ce 
que vous en pensez?
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Mr. Jones: I do not know if task force is 

quite the right word. I will ask Mr. Frede
ricks to answer that one for you.

Mr. H. A. Fredericks (Consultant. City of 
Moncton): Mr. Chairman, I would answer the 
question in reference to our recommenda
tions. Representations made to us by the 
industries, which number about 24, which we 
examined as part of our analysis to support 
this brief, indicate a strong feeling that they 
have not had proper opportunity to present 
the data which supports their case with 
regard to the costs involved in both the non
carload and existing carload rates. Our 
recommendation is that before a decision is 
made a task force, representative of business 
people in the Atlantic region who are 
involved in the manufacturing and shipping 
of produce, should have an opportunity, 
based on common terms of reference, to pre
sent factual data on a commodity basis and 
on an industry basis.

Mr. Skoberg: Your Worship, in the event 
that an international airport was agreed 
upon, would Moncton agree with one that 
would serve the three areas that we have 
been speaking about today?

Mr. Jones: I was not present when the 
other ones were mentioned.

Mr. Skoberg: Moncton, Saint John and 
Fredericton. Once again I presume that you 
are not in a position to answer.

Mr. Jones: Not in a position, Naturally, I 
believe that the greatest density of population 
in the Province is in the southeastern area of 
New Brunswick and it is the natural place 
for an airport.

Mr. Skoberg: Would you give me your 
personal opinion in regard to the question I 
just asked, without being committed. . .

Mr. Jones: Yes I would. I would think that 
Moncton would be the best area, and the 
present location. This comes not from speak
ing to persons in my own city but speaking 
with persons who have some knowledge of 
the requirements of airports—the topology, 
the nature of the soil, its resiliency and so on 
—and those who have technical know-how in 
this seem to indicate that the location pre
sently in Moncton is a darn good one. It was 
pretty good during the war. It served thou
sands and thousands of Commonwealth Air

[Interpretation]
M. Jones: Je ne crois pas que ce soit tout à 

fait juste de parler d’une équipe spéciale. 
Mais je demanderais à M. Fredericks d’y 
répondre.

M. H. A. Fredericks (expert-conseil. Ville 
de Moncton): Monsieur le président, je 
répondrais à la question en me rapportant 
aux représentations qui nous ont été faites 
par les industries, au nombre de 24 et que 
nous avons étudiées dans notre analyse, à 
l’appui de ce mémoire. Ces représentations 
nous indiquent qu’ils sont d’avis qu’ils n’ont 
pas eu l’occasion de présenter les données qui 
appuient leurs soumissions, pour ce qui est 
du coût des frais de transport pour des expé
ditions de lots brisés. Mais avant qu’une déci
sion ne soit prise, une équipe de travail 
représentant le monde des affaires de la 
région atlantique qui participe au transport, 
à la fabrication de denrées, devrait, suivant 
son mandat, présenter les données selon les 
industries et les produits fabriqués.

M. Skoberg: Merci beaucoup. Une dernière 
question, Votre Honneur, si jamais un aéro
port international faisait l’objet d’une 
entente, est-ce que Moncton accepterait un 
aéroport qui desservirait les trois régions 
dont nous avons parlé aujourd’hui?

M. Jones: Je n’étais pas là lorsque les 
autres témoins parlaient de la question.

M. Skoberg: De Saint-John et de 
Fredericton.

M. Jones: Une fois de plus, je ne suis pas 
vraiment en mesure de vous le dire. Je pense 
que là où il y a la plus grande densité de 
population, ce serait dans le sud-est du Nou
veau-Brunswick. Il serait donc naturel que 
l’on choisisse cette région pour un aéroport.

M. Skoberg: Quel est votre avis personnel, 
pour ce qui est de cette question?

M. Jones: Oui, je pense que Moncton serait 
lia meilleure région et l’emplacement actuel 
est adéquat. Je parle non seulement du fait 
que je me sois entretenu de la question avec 
des gens de ma ville, mais aussi de l’opinion 
de personnes qui connaissent vraiment les 
exigences en matière d’aéroport, vis-à-vis de 
la topographie et la nature du sol, son 
élasticité, et je pense que les connaissances 
techniques semblent indiquer que l’emplace
ment de l’aérogare de Moncton en ce moment 
est excellent. C’était le cas durant la guerre:
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[Texte]
Training Plan people during the war, and I 
think that it is still a pretty good location.

Mr. Skoberg: Your Worship, I can appreci
ate the submission that you are making but I 
come from Moose Jaw, Saskatchewan and we 
had the same argument that you had regard
ing the location of an airport. But the fact 
remains that we have to face reality and I 
am just wondering whether or not your per
sonal opinion would not be that we must 
co-operate in this area if such were the case 
and a decision had to be made.

Mr. Jones: Mr. Chairman, I would like to 
carry this argument along quite a ways...

Mr. Skoberg: No argument, I am just 
asking an opinion.

Mr. Jones: My argument for it is that it is 
not just the City of Moncton area it serves, 
not just the central part of New Brunswick 
but the entire Province of New Brunswick 
and Northeastern Nova Scotia and Prince 
Edward Island.

Mr. Skoberg: At Moncton.

Mr. Jones: And Eastern New Brunswick as 
well. This is the majority of the area. This is 
the central region of the Maritime Provinces. 
We sometimes refer to it in advertisements as 
Atlantic Central, and we think that this is a 
pretty good area. You have a lot of small 
urban areas—Amherst, Sackville, Bouc- 
touche, all the areas around which you have 
heard mentioned today.

Mr. Skoberg: To complete the discussion 
on my part, from what area do you think 
that an airport such as you are speaking 
about should draw business—what radius 
around Moncton as such? Are you suggesting 
that 200 miles is a logical...

Mr. Jones: In going to some airports I 
think I have to travel that far to get there. 
But I think that the Moncton area certainly 
covers a good population area—and the 
population density in this area is greater 
than any area in the Atlantic Provinces.

Mr. Skoberg: Again, I am referring to 
mileage, not density.

Mr. Jones: You have to include mileage 
when you are referring to density.

An hon. Member; Mileage is the only 
question.

29690—13

[Interprétation]
il a desservi des milliers et des milliers de 
pilotes du Commonwealth qui ont suivi là 
leur formation pendant la guerre.

M. Skoberg: J’apprécie beaucoup l’observa
tion que vous faites, mais je viens d’une 
région, à Moose Jaw en Saskatchewan, où 
nous avons eu exactement les mêmes argu
ments quant à l’emplacement d’un aéroport. 
Mais pour faire face à la réalité, je me 
demande si votre avis personnel n’indiquerait 
pas qu’il nous faut collaborer activement 
dans cette région, si l’on doit prendre une 
décision.

M. Jones: Monsieur le président, je vou
drais poursuivre cet argument.

M. Skoberg: Ce n’est pas un argument, je 
vous ai simplement demandé votre opinion.

M. Jones: Voici, je vous présente mon point 
de vue. Il n’y a pas simplement le Nouveau- 
Brunswick et la région de Moncton qui est 
desservie. Notre aéroport se trouve à desservir 
toute la province du Nouveau-Brunswick, le 
nord-est de la Nouvelle-Écosse et l’île du 
Prince-Édouard.

M. Skoberg: A Moncton.

M. Jones: Mais aussi l’est du Nouveau- 
Brunswick: voilà l’ensemble de la région 
ouverte. C’est là le centre même des provin
ces Maritimes. Parfois, nous en parlons dans 
notre réclame: le centre des Maritimes. Nous 
croyons que c’est une excellente région. Nous 
desservons un bon nombre de petits centres 
urbains comme Amherst, Sackville, Bouctou- 
che, tous ces petits centres dont vous avez 
entendu parler aujourd’hui.

M. Skoberg: Pour reprendre cette ligne de 
pensée et pour terminer mes questions, mon
sieur le président. Quelle région devrait être 
comprise à votre avis, si l’on construisait un 
aéorport à Moncton? 200 milles? Est-ce là une 
évaluation logique?

M. Jones: Lorsque je descends dans cer
tains aéroports, je pense au nombre de milles 
que je dois parcourir pour m’y rendre. Mais 
je pense que la région de Moncton est sûre
ment une excellente région quant à la popu
lation, et où la densité démographique est la 
plus grande que dans n’importe quelle autre 
région des provinces de l’Atlantique.

M. Skoberg: Une fois de plus, je parle de 
milles et non pas de densité.

M. Jones: Il faut inclure le nombre de 
milles aussi bien que la densité.

Une voix: Le millage est la seule question.
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The Chairman: Mr. Homer.

Mr. Horner: Your Worship, it has been 
suggested in the past that the Maritime 
Freight Rates Act in applying only to rail
roads has in some way held back the devel
opment of the trucking industry within the 
Maritimes. Coming from the railroad centre 
of Moncton, would you suggest that there is 
any foundation at all for that?

Mr. Jones: Mr. Horner, I want to correct 
you. I come from the railway centre but we 
are the transportation centre of the 
Maritimes.

Mr. Horner: Oh, excuse me.

Mr. Jones: We have a lot of trucking firms 
as well as rail based in our city, and the 
railway company has gone into the trucking 
business in certain areas. I suppose what is 
fair for Peter is fair for Paul, and if the 
Committee saw fit or legislation was enacted 
to take cognizance of this, then I certainly 
would not disfavour it. I represent people 
from both railways and trucking.

Mr. Horner: I understand that. In the last 
waybill analysis that I studied—and I am 
going to go back a few years—in 1964 5.5 per 
cent of the freight handled within the Mari
time Provinces moved under what the rail
roads classed as “class and non-competitive 
rates" I suggested that this seemed to me to 
be a rather high percentage of freight mov
ing by rail on those two rate classes and I 
was told that because the Maritime Freight 
Rates Act only applied to rail shipment that 
in a sense it has held back the development 
of the private trucking industry or the truck
ing industry generally within the Maritimes. 
That is why I asked that question. Do you 
think that today, in fact, in the last five years, 
more freight has started to move by truck 
rather than rail, a greater percentage perhaps 
than in other parts of Canada.

Mr. Jones: I have no statistics but I believe 
there is a trend that way. I think there are 
various reasons for it and do not think I can 
say what reasons.

Mr. Horner: Yes, there is a trend that way 
all across Canada but the point I am trying 
to make is, for example, whether there has 
been a trend towards greater and greater

[Interpretation]
Le président: M. Homer.

M. Horner: Votre Honneur, par le passé, on 
a laissé entendre que la Loi sur les taux de 
transport des marchandises dans les provin
ces Maritimes ne s’applique que dans le cas 
des chemins de fer, et que, dans certains cas, 
elle a retardé le développement de l’industrie 
du camionnage dans les Maritimes. Vous 
venez du centre ferroviaire de Moncton, 
pourriez-vous nous dire si cette opinion est 
fondée?

M. Jones: Monsieur Horner, je viens d’un 
centre ferroviaire, mais nous sommes aussi le 
centre de transport des Maritimes.

M. Horner: Excusez-moi.

M. Jones: Nous avons bon nombre de 
sociétés de camionnage dans notre ville aussi 
bien que des services ferroviaires. Et les 
sociétés ferroviaires font du camionnage dans 
certains secteurs. J’imagine que ce qui est 
juste pour Pierre l’est aussi pour Paul. Et si 
le Comité a jugé bon de mettre en vigueur 
certaines législations et si le Comité veut en 
tenir compte, alors, je ne m’y opposerais donc 
pas. Je représente une région dont l’industrie 
principale est le transport par chemin de fer 
et par camion.

M. Horner: Je comprends très bien. Mais 
d’après la dernière analyse que j’ai étudiée et 
qui remonte à 1964, 55 p. 100 du transport de 
marchandises dans les provinces Maritimes 
étaient expédiés sous la catégorie considérée 
par les chemins de fer comme les tarifs de 
classes et non concurrentiels. Cela me semble 
un pourcentage fort élevé de marchandises 
expédiées par chemin de fer pour ces deux 
catégories de tarifs. Et on m’a répondu alors 
que la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes 
ne s’appliquait qu’au transport ferroviaire; 
cela a retardé en quelque sorte le développe
ment des sociétés privées de camionnage dans 
les maritimes. C’est la raison pour laquelle 
j’ai posé la question. Croyez-vous qu’il y a de 
plus en plus de marchandises qui sont expé
diées par camion que par chemin de fer 
depuis cinq ans, peut-être plus que dans le 
reste du pays?

M. Jones: Je n’ai pas les données à ma 
portée, mais je pense que la tendance est de 
ce côté. Il y a différentes raisons, mais je ne 
les connais pas.

M. Horner: Il y a une tendance marquée 
de ce côté, tout à travers le Canada, mais, ce 
à quoi je veux en venir c’est ceci: est-ce qu’il 
y a une tendance à la concurrence accrue
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[Texte]
competition between the trucking industry 
and the railways in the Maritimes.

Mr. Jones: I could not answer that question.

Mr. Breau: Mr. Chairman, first of all I 
must ask His Worship, Mayor Jones, to 
explain to me where he gets—I disagree with 
him—these 200,000 and some people?

Mr. Jones: Within a 50-mile radius of 
Moncton? These are statistics which were 
published by the Financial Times in one of 
their publications about three months ago, 
based on the Dominion Bureau of Statistics* 
figures.

I think if you can just imagine an area 
within a 50-mile radius from Moncton begin
ning just beyond the Nova Scotia border it 
would take in the northeastern part of 
Cumberland County and all of Westmorland 
County. You will remember that in the last 
election Westmorland County itself included 
over 100,000 people.

Mr. Breau: Anyway you take in Prince 
Edward Island and northeastern Nova 
Scotia?

Mr. Jones: No, Prince Edward Island is 
outside of 50 miles. You will have to get that 
causeway in first.

Mr. Breau: The delegation, I think, from 
the City of St. John told us this morning that 
they had the greatest population density.

Mr. Jones: We question that because the 
statistics are there. Let us face it, if you take 
an area surrounding any port city, part of 
the circle will be just water; people do not 
live in the water.

Mr. Breau: Perhaps you consultant should 
answer this. The last paragraph of your brief 
reads:

Immediate solutions must be found with
in the framework of the National Policy 
which will remove the limitations on 
regional development cause by these 
excessive transportation costs in the At
lantic Region.

Do you mean that perhaps the federal gov
ernment should look for industrial incentives 
in a transportation policy and more or less 
get away from direct grants for establish
ment of industries, for example, ADA grants. 
Do you think this should be designed to help

29690—131

[Interprétation]
entre l’industrie des rouliers et celle des che
mins de fer dans les maritimes?

M. Jones: Je ne saurais répondre à votre 
question.

M. Breau: Monsieur le président, tout d’a
bord, je dois demander à Son Honneur le 
maire Jones de nous expliquer où il obtient— 
non pas que je ne suis pas d’accord avec 
lui—mais, où obtient-il quelque 200,000 
personnes?

M. Jones: Dans un rayon de 50 milles de 
Moncton? C’est là le chiffre publié dans le 
Financial Times, dans une de ses publications 
il y a environ trois mois, fondé sur les don
nées du Bureau fédéral de la statistique.

Je pense que si vous pouvez simplement 
imaginer un rayon de 50 milles autour de 
Moncton, allant outre-frontière de la Nouvel
le-Écosse, le comté Cumberland et le comté 
Westmoreland y seraient inclus. Vous vous 
rappellerez qu’à la dernière élection le comté 
Westmoreland comprenait au moins 100,000 
personnes.

M. Breau: Donc, vous incluez l’île du 
Prince-Édouard et le nord-est de la Nouvelle- 
Écosse?

M. Jones: Non, pas l’île du Prince- 
Édouard. L’île du Prince-Édouard se trouve à 
l’extérieur de ce rayon de 50 milles. Il fau
drait d’abord construire la chaussée.

M. Breau: Donc, ce matin, la délégation de 
la ville de Saint-Jean nous a dit qu’ils 
avaient la population la plus dense.

M. Jones: Nous mettons cela en doute. Les 
chiffres sont là pour le prouver. Soyons réa
listes; si vous prenez une région qui encercle 
toute ville portuaire une partie du cercle se 
trouve à être de l’eau et les gens n’habitent 
pas dans l’eau.

M. Breau; Dans votre dernier alinéa, vous 
dites que -des solutions immédiates doivent 
être trouvées dans les cadres de la politique 
nationale, qui feraient disparaître les limita
tions imposées au développement régional, 
entraînées par le coût excessif du transport 
dans la région de l’Atlantique».

Est-ce que vous entendez par là que le 
gouvernement fédéral devrait essayer de 
trouver des moyens d’encourager l’industrie 
dans sa politique des transports et renoncer, 
ni plus ni moins, à subventionner directe
ment l’établissement d’industries, par exem-



416 Transport and Communications February 17, 1969

[Text]
the industry more with its transportation 
costs?

Mr. Jones: What we mean essentially is 
that first, we have to get back to the status 
quo; then they have to establish a national 
policy, not just a national transportation poli
cy but a national policy. Whether it means 
subsidization, or new routes down here, or 
Corridor roads, or Chignecto canals, or free 
trade, or what have you, these things have to 
be done in order to assist development. 
Whether incentives or things of this other 
nature are continued would be determined as 
the situation improves.

Mr. Breau: Are you suggesting or recom
mending that industrial incentives which 
exist now should be changed towards a trans
portation policy?

Mr, Jones: We did not study that matter.

Mr. Breau: I wonder if these existing sub
sidies such as ADA are not primarily capital 
subsidies, in order to get an industry going. 
However, in order for the industry to be 
competitive afterwards we have to have this 
favourable freight rate.

Mr. Fredericks: Mr. Chairman, I would like 
to comment just briefly on Mr. Breau’s ques
tion. The transportation policy which pro
vides, hopefully, equal cost to ship to central 
Canada is one matter and the regional eco
nomic development policy is another. They 
go hand in hand and in our view the trans
portation policy must come first. Then we 
can think in terms of developing an incentive 
program for industry on an industry-by
industry basis using criteria which can be 
developed.

The Chairman: Are you finished, Mr. 
Breau?

[Interpretation']
pie les subventions de l’ADA. Croyez-vous 
que cela devrait plutôt aider les industries 
quant aux frais de transport?

M. Jones: Tout d’abord, ce que nous vou
lons dire essentiellement, c’est qu’il nous faut 
conserver le statu quo. Il faut de plus qu’on 
établisse une politique nationale non pas sim
plement en matière de transport, mais une 
politique nationale générale. Cela apporterait 
des subventions, de nouvelles routes, une 
route-corridor, un canal Chignecto, ou le libre 
échange, tout ce que vous voudrez. Ces cho
ses doivent être faites pour aider le dévelop
pement. Que ce soit des encouragements ou 
des éléments d’autre type cela sera déterminé 
au fur et à mesure que la situation 
s’améliore.

M. Breau: Recommandez-vous alors qu’on 
remplace l’encouragement à l’industrie par 
une politique des transports.

M. Jones: Nous n’avons pas étudié la 
question.

M. Breau: Est-ce que ces subventions, telle 
que l’ADA, ne sont pas essentiellement des 
subventions en immobilisation pour lancer 
une industrie. Par contre pour qu’une indus
trie soit concurrentielle par la suite, il nous 
faut avoir un tarif-marchandise favorable.

M. Frederick: Monsieur le président, j’ai
merais faire quelques brefs commentaires sur 
cette question. La politique en matière des 
transports prévoit, j’espère, des coûts égaux 
pour l’expédition vers le Canada central est 
une question, et la politique de développe
ment économique régionale en est une autre. 
Elles vont de pair, à notre avis, mais, tout 
d’abord, il faut voir à la politique des 
transports et, ensuite, mettre au point un 
programme d’encouragement à l’industrie, à 
chaque industrie individuelle, suivant des 
critères qui peuvent être mis au point par la 
suite.

Le président: Avez-vous terminé, monsieur 
Breau?

Mr. Trudel: Mr. Chairman, I want to M. Trudel: Monsieur le président, je vou- 
address a question to His Worship. You men- irais poser une question à Son Honneur le 
tioned, I believe, if my memory serves me maire. Vous avez parlé, je crois, si je me 
correctly, that in 1948 the MFRA was souviens bien, du fait qu’en 1948 la Loi sur 
already antiquated or outdated. Yet, today in les taux de transport des marchandises dans 
most of the briefs we have heard people say les provinces maritimes était déjà désuette. 
that they would like the freeze to remain. Pourtant aujourd’hui, dans la plupart des 
Would you like to make a statement on what mémoires, nous avons entendu dire qu’on 
you would feel would bring it up to date? aimerait bien maintenir le gel prévu par

cette Loi. Aimeriez-vous faire une déclaration 
sur ce qu’on pourrait faire pour la mettre à 
jour?
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[Texte]
Mayor Jones: I do not understand your 

question.

Mr. Trudel: Most of the people who have 
presented briefs today want the freeze to 
remain as is, but I believe in your statement 
you mentioned that the freeze was outdated 
20 years ago.

Mayor Jones: Yes.

Mr. Trudel: If we remain at the present 
status, if I read your presentation correctly, 
we certainly would have to make several 
adjustments to bring it to today’s require
ments. Is that the interpretation we should 
get from your presentation?

Mr. Fredericks: Yes, Mr. Chairman, I think 
we are expressing concern about the fact 
that the rate freeze, which has been in effect 
for two years and will expire March 23rd, 
again will provide a basis for increased rates 
in those areas to which it applies. We are 
also expressing concern about the facts—we 
quote an authority in our previous brief to 
which you may refer—which indicate that 
the benefits of the Maritime Freight Rates 
Act per se had eroded as of 1948. There were 
no continuing benefits after hat. So we are 
really talking about two factors. One, the rate 
freeze as an immediate impact on certain 
rates; second, the Maritime Freight Rates Act 
revision, which we recommend, would have 
an over-all effect on the equal opportunity to 
ship into central Canada at competitive 
freight costs.

Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Are there any more 
questions?

Mr. Perrault: I just wanted to ask one or 
two brief questions, Mr. Chairman. There are 
many statistics in this submission and it has 
been very well prepared. A question arises 
out of the recommendations on page 10 
which read:

It is recommended that freight costs to 
the Atlantic Provinces shipper of ship
ments to Newfoundland be no higher 
than the water rate from Montreal to 
Newfoundland...

It is paragraph 27 on page 10. I wonder 
whether any estimate has been prepared of 
the costs involved here; in other words, in 
order to provide that competitive rate by rail 
or by other means of transportation. You

[Interprétation]
M. Jones: Je ne comprends pas tout à fait 

votre question.

M. Trudel: Dans la plupart des déclara
tions que nous avons entendues aujourd’hui, 
on veut maintenir le gel, mais je crois que 
dans votre déclaration, vous dites que cela 
était déjà désuette il y a 20 ans.

M. Jones: Oui.

M. Trudel: Si nous laissons les choses 
comme elles sont, à votre avis, si j’ai bien 
interprété votre présentation, sûrement alors, 
il nous faudrait apporter beaucoup d’ajuste
ments pour l’adapter aux exigences actuelles. 
Est-ce là l’interprétation que nous devons 
avoir de votre déclaration?

M. Fredericks: Oui. Monsieur le président, 
nous sommes vraiment inquiets du fait que 
le gel des tarifs, qui est en vigueur depuis 
2 ans et qui prendra fin le 31 mars 1969, est 
le fondement d’une augmentation des tarifs 
dans les régions où il s’applique. De même, 
nous sommes inquiets du fait—et nous avons 
cité un spécialiste dans cet autre mémoire 
dont vous avez parlé—que cela indiquait les 
avantages de la Loi sur les taux de transport 
des marchandises dans les provinces mariti
mes avaient commencé à disparaître à partir 
de 1948, et que les avantages n’avaient pas 
continué après cela. Nous parlons vraiment 
de deux facteurs qui sont, tout d’abord, que 
le gel a un effet immédiat sur certains tarifs 
et que la Loi sur les taux de transport des 
marchandises dans les provinces maritimes, 
dont nous recommandons la revision, aurait 
un effet d’ensemble sur la possibilité d’expé
dier à des prix concurrentiels vers le centre 
du Canada.

M. Trudel: Merci beaucoup, monsieur le 
président.

Le président: Auriez-vous d'autres ques
tions à poser?

M. Perrault: Une ou deux questions très 
brèves, monsieur le président. Nous avons 
beaucoup de statistiques dans cette déclara
tion, qui est très bien préparée. Une question 
au sujet des recommandations, à la page 10:

Recommande que le coût au transpor
teur des provinces maritimes des expédi
tions vers Terre-Neuve ne soit pas supé
rieur au coût du transport par eau de 
Montréal à Terre-Neuve.

C’est l’alinéa 27, à la page 10. A-t-on prévu 
une évaluation du coût en cause ici. En 
d’autres termes, établir le tarif concurrentiel, 
par rails ou par d’autres modes de transport? 
Vous avez bon nombre d’autres chiffres, mais
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have many other statistics worked out here, 
but what would it actually be estimated in 
dollars? Do you have an approximate figure? 
I think ultimately we come down to what it 
is going to cost.

Mr. Fredericks: Mr. Chairman I must say 
that we were not able in the time available, 
nor were we fully qualified ourselves to 
reach any conclusion in this regard. This is a 
matter which would require some study in 
depth, to use the terminology which was used 
here earlier this afternoon. I will say, howev
er, in direct answer to your question, that 
there are a number of industries indicated in 
tables in our brief that find themselves in an 
extremely difficult position at the moment 
because they are unable to absorb the addi
tional costs of shipping to Newfoundland, 
which they feel is a necessary part of then- 
market. Indeed, in order to sustain their pre
sent volume and their present establishment 
and to maintain their present employment, it 
is a necessary part of their market. There are 
a number of these in our brief and there are 
a number of others known to us. This is the 
basis on which we make the statement that 
this be given consideration.

Mr. Perrault: My second auxiliary ques
tion, Mr. Chairman, is this. The brief sug
gests on page 4 that the Maritimes are 
experiencing real competitive problems, yet 
the statistics with respect to Moncton repre
sent a pretty bustling prosperous community.

Page 2 reads:
In the two year period, total earnings in 
Transportation have increased by some 
$5.8 million.

All of the statistics look very favourable for 
Moncton. Are you suggesting the difficulty 
really lies outside Moncton, or are some 
industries in Moncton having problems?

Mayor Jones: We do not pay the freight 
cost; the consumer pays it. When these go 
into force, then we are going to feel the 
brunt, sir.

Mr. Perrault: But the transportation indus
try is a major factor in the community. Obvi
ously a great many goods are being brought 
into the community.

Mayor Jones: This is why we are con
cerned.

Mr. Perrault: There is a vigorous amount 
of trade under way, but you are concerned 
about the future?

Mayor Jones: That is right. “No tickee, no 
shirtee” and the price goes up; right?

[Interpretation]
comment les traduire en dollars? Est-ce que 
vous avez une idée de ce qu’il en serait? 
Enfin, nous en viendrons au coût.

M. Fredericks: Monsieur le président, dans 
le court délai à notre disposition, et avec nos 
propres qualifications, nous pouvons pas en 
arriver à une conclusion en cette matière. Il 
s’agit là d’une question qui exigera une étude 
en profondeur, suivant les termes employés 
cet après-midi. En réponse à une question 
que vous m’avez posée, je dirais qu’il y a un 
certain nombre d’industries indiquées dans 
les différents tableaux de notre mémoire qui 
se trouvent dans une situation vraiment déli
cate en ce moment, parce qu’elles ne sont pas 
en mesure de subir les frais additionnels 
d’expédition vers Terre-Neuve, expéditions à 
leur avis essentielles pour leurs débouchés. 
Elles le sont vraiment car elles aident à 
maintenir l’emploi, le volume et le développe
ment à leur niveau actuel. Il y a un certain 
nombre de ces entreprises dans notre 
mémoire et nous en connaissons d’autres. 
Ceci est la base de la déclaration que nous 
faisons, soit qu’on tienne compte de ce fait.

M. Perrault: Autre question. A la page 4 
on dit que les provinces maritimes éprouvent 
certains problèmes, mais les chiffres, pour ce 
qui est de Moncton, semblent indiquer que 
c’est une communauté vraiment prospère.

A la page 2, vous dites que dans une 
période de deux ans, l’ensemble des gains 
avait augmenté de 5.8 millions de dollars. Les 
chiffres indiquent une situation vraiment favo
rable à Moncton. Dites-vous que la difficulté 
vient de l’extérieur de Moncton ou y a-t-il 
certaines industries de Moncton- qui éprou
vent des difficultés?

M. Jones: C’est le consommateur qui paie 
les frais de transport, ce n’est pas nous. Mais, 
lorsque cela sera mis en vigueur, nous en 
subirons les conséquences.

M. Perrault: L’industrie du transport est 
importante, dans votre communauté. Évidem
ment, la communauté reçoit beaucoup de 
marchandises.

M. Jones: C’est pourquoi nous sommes 
inquiets.

M. Perrault: Il y a beaucoup de commerce, 
en ce moment, mais êtes-vous inquiet au 
sujet de l’avenir?

M. Jones: Oui, sûrement.
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[Texte]
Mr. Frederick: There are two points which 

I want to bring out here on behalf of the 
Moncton delegation.

First, as we said in our brief, if you look at 
the sales statistics in Moncton in dollars you 
will note that they are very healthy; indeed, 
they are. However, I would ask you to 
remember to look at our further representa
tion about the noncarload rates and the effect 
on retailers. This is amplified in our previous 
brief, which gives concrete examples of the 
increase in cost of freight by noncarload 
rates on essential consumer goods, all the 
way from household goods to drugs. This has 
a net effect on the people who are earning a 
much lower per capita income. They are pay
ing a much higher price per unit of commod
ity, if you will, in this kind of economy, 
while the sales dollars are continually going 
up. This is the relationship which, I think, 
must be borne in mind. It is very important.

The Chairman: This completes the ques
tioning on this brief. I want to thank you, 
Mayor Jones and also your City Councillors.

Mr. Nowlan: I have a couple of questions. I 
was going to hold back but the brief is so 
good that it deserves many more questions 
really. First, do I understand His Worship to 
say that as far as the provincial premiers’ 
task force is concerned he or his council have 
not been consulted at all?

Mayor Jones: No sir, we have not.

Mr. Nowlan: Therefore the flexible 
response to the Maritime Freight Rates Act 
which was suggested here earlier in the day 
is a response that has been gained by experi
ence and which has been prepared in a vacu
um. Is that correct?

The Chairman: Would you repeat your 
question please, Mr. Nowlan.

Mr. Nowlan: It was suggested here earlier 
today by the Maritime Transportation Com
mission and others that the recommendations 
to the provincial premiers were going to pre
sent a flexible response to the inflexible 
Maritime Freight Rates Act structure. My 
only question is: was that flexible response 
prepared from the experience of the Mari
time Transportation Commission and the his
tory of the Maritimes Freight Rates Act and 
was it also prepared in a vacuum as far as 
people within the Maritime provinces are 
concerned, as far as His Worship is con
cerned.

[Interprétation]
M. Fredericks: Il y a deux points que je 

désire soulever. D’abord, comme nous l’avons 
dit dans notre mémoire, si vous consultez les 
données en dollars pour la ville de Moncton 
vous verrez que tout va bien. Je vous deman
derais toutefois de ne pas oublier de consul
ter l’autre section du mémoire qui traite des 
taux pour le transport de détail. Voilà un 
exemple concret des augmentations du coût 
du transport par transport de détail des den
rées essentielles de consommation à partir des 
drogues jusqu’aux produits domestiques. Cela 
affecte les personnes qui ont un revenu par 
habitant moins élevé; ils paient un prix plus 
élevé par unité de produits de consommation, 
avec une telle économie, alors que le dollar 
de vente augmente toujours. C’est là le rap
port dont il faut tenir compte et qui est très 
important.

Le président: Ceci met fin aux questions 
portant sur ce mémoire. Je désire remercier 
Son Honneur, le maire Jones, et les membres 
du Conseil municipal.

M. Nowlan: J’ai quelques questions à 
poser. Je voulais m’en abstenir, mais, enfin, 
votre mémoire est si bien fait qu’il mérite 
bon nombre d’autres questions, sûrement. 
Premièrement, si j’ai bien compris, Son Hon
neur veut dire qu’en ce qui concerne l’équipe 
spéciale des premiers ministres provinciaux, 
lui et son Conseil n’ont pas du tout été 
consultés?

M. Jones: Non, pas du tout.

M. Nowlan: Donc, la réaction devant la Loi 
sur les taux de transport des marchandises 
dans les provinces maritimes est une réaction 
qui vient de l’expérience et a été préparée 
dans un vacuum; c’est juste?

Le président: Pourriez-vous répéter votre 
question?

M. Nowlan: Plus tôt, aujourd’hui, la Com
mission des transports des provinces mariti
mes et d’autres ont laissé entendre que les 
recommandations formulées aux premiers 
ministres provinciaux voulaient présenter 
une réaction très souple devant la structure 
inflexible du tarif des marchandises dans les 
maritimes. Voici ma question: ces réactions 
de souplesse furent-elles préparées à la suite 
de l’expérience de la Commission des trans
ports et de l’expérience acquise avec la Loi 
ou préparées dans un vacuum pour ce qui est 
des habitants des provinces de l’Atlantique et 
en ce qui concerne Son Honneur?



420 Transport and Communications February 17, 1969

[Text]
Mayor Jones: I cannot answer that 

because, as I say, I have no knowledge of the 
proceedings of the Atlantic provinces’ task 
force on transportation. I am sorry I cannot 
answer your question.

Mr. Nowlan: No, I appreciate that. It may 
have been a question with a little hooker in 
it.

Mr. Allmand: May I ask a supplementary? 
Did you try to approach the task force? You 
knew the task force had been set up. Did you 
try to reach their secretary?

Mayor Jones: I did not know they had a 
secretary.

Mr. Allmand: You did not try to reach 
anybody on the task force to present your 
point of view?

Mayor Jones: I think it is a case where the 
debtor should seek the creditors; we are the 
people who pay the bills.

Mr. Allmand: I know, but it seems to me it 
should be a two-way street. Perhaps they are 
negligent for not contacting you, but I think 
if you are interested in your area that you 
might have tried to contact them.

Mayor Jones: We certainly are interested 
in our area. We must have been or we would 
not have prepared a volume or volumes of 
this nature. I would not want any implication 
that the Mayor of the City of Moncton and 
his Council were not interested in the area or 
the citizens of Moncton; we sure are.

Mr. Allmand: However, sir, you have come 
to this Committee and complained that the 
Maritime task force...

Mayor Jones: Just a moment, Mr. Chair
man, I am here as a witness and I do not 
think allegations of that nature should be 
made.

The Chairman: The witness only said he 
was not consulted, that is all.

Mr. Allmand: I took it to be a sort of 
com plaint. Perhaps it is justified, but I won
der why you did not approach them yourself.

Mr. Nowlan: Mr. Chairman, I have only 
one more question to His Worship. I compli
ment him on his brief today and the brief 
that Moncton presented a year ago that was 
never heard. My second question does not 
arise out of any comment about the task 
force and the lack of communication, 
although I think this is the fundamental prob-

[ Interpretation1
M. Jones: Je ne puis répondre, parce que 

je ne connais rien au sujet des méthodes de 
travail de l’équipe spéciale des provinces de 
l’Atlantique. Je regrette de ne pouvoir répon
dre à votre question.

M. Nowlan: Je sais bien que c’était un peu 
attrape-nigaud.

M. Allmand: Avez-vous essayé de commu
niquer avec l’équipe spéciale? Vous saviez 
que l’équipe spéciale avait été constituée; 
est-ce que vous avez essayé de communiquer 
avec leur secrétaire?

M. Jones: Je ne savais même pas qu’elle 
avait un secrétaire.

M. Allmand: Vous n’avez pas du tout 
essayé de communiquer avec l’équipe pour 
faire valoir votre point de vue?

M. Jones: Je pense qu’il s’agit du débiteur 
qui cherche le créancier et nous, nous payons 
les comptes.

M. Allmand: Oui, mais ce devrait être une 
communication dans les deux sens. Peut-être 
y a-t-il eu négligence du fait qu’ils n’ont pas 
communiqué avec vous, mais si, par contre 
vous vous intéressez à votre région, vous 
auriez dû communiquer avec eux.

M. Jones: Nous aurions dû le faire, autre
ment, on n’aurait pas préparé ce document. 
Nous ne voudrions pas laisser entendre que 
le maire et son Conseil municipal ne s’inté
ressent pas du tout à leur région ou à leurs 
citoyens; nous nous y intéressons.

M. Allmand: Mais vous vous présentez ici 
et vous vous plaignez du fait que l’équipe 
spéciale des Maritimes.. .

M. Jones: Un instant, s’il vous plaît. Mon
sieur le président, je suis ici en tant que 
témoin et je ne veux pas que de telles accu
sations soient portées.

Le président: Le témoin a dit qu’il n’avait 
pas été consulté, c’est tout.

M. Allmand: J’ai conclu que c’était peut- 
être une plainte. Pourquoi n’avez-vous pas 
communiqué avec eux vous-même?

M. Nowlan: Je n’ai qu’une autre question à 
poser à Son Honneur. Je félicite Son Hon
neur pour le mémoire qu’il nous a présenté 
aujourd’hui et le mémoire d’il y a un an, que 
nous n’avons jamais entendu. Voici ma deu
xième question, qui ne découle pas d’un com
mentaire fait au sujet de l’équipe spéciale et 
du manque de communication; il s’agit bien,
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[Texte]
lem, frankly, within the Atlantic area, that 
we do not communicate enough between our
selves. Be that as it may, I want to ask His 
Worship a question related to a question that 
was asked by somebody else—I think it was 
Mr. Homer—about Moncton being the rail
way centre, or the transportation centre. Sit
ting where you do, sir, near the boundary of 
two great provinces of the four...

Mayor Jones: I think you are correct about 
that.

Mr. Nowlan: Yes, I agree with that. As a 
Mayor, being involved in transportation and 
just by the very fact of your brief, do you 
think there could be a positive benefit 
economically in the Atlantic area if the four 
Atlantic provinces could get uniform regula
tions as far as the trucking industry is con
cerned, let alone the railway.

Mayor Jones: I will go farther than that, 
Mr. Nowlan, I think it is darn near time we 
had a union.

Mr. Nowlan: That completes my question
ing, Mr. Chairman, the Mayor and I are on 
the same side.

The Chairman: Our next brief will be from 
the Grand Manan Board of Trade. These 
gentlemen tell me they have a brief which 
will take just four or five minutes to present, 
so I think we will hear the brief read.

Mr. Lawrence Cook (Chairman, Transporta
tion Committee, Grand Manan Board of
Trade): Mr. Chairman and members of the 
Committee and those who have recently pre
sented briefs, I want to commend you on 
your efforts with respect to your various 
localities. I act as Chairman of the Transpor
tation Committee of the Grand Manan Board 
of Trade. Mr Guptill is an associated mem
ber. We come to you apologetically. I have 
been out of the country for about a month; 
our President of the Grand Manan Board of 
Trade is incapacitated at the moment and 
our secretary recently suffered a heart sei
zure, so we are somewhat disorganized.

We do have a few copies of the brief here 
which need to be updated. Despite our 
irregularities we do have a need. We might 
leave with the Committee a few copies of a 
brief dated February 1968 which we have 
here. As I said before these briefs need to be 
updated. As a summary of this brief, I am 
going to have Mr. Guptill read a synoptic

[Interprétation]
toutefois, d'un problème fondamental qui se 
présente dans la région de l’Atlantique: nous 
ne communiquons pas suffisamment les uns 
avec les autres. Quoi qu’il en soit, je voudrais 
poser une question à Son Honneur à la suite 
d’une question posée par quelqu’un d’autre, 
M. Homer je pense, ou quelqu’un d’autre, au 
sujet de Moncton comme centre ferroviaire, 
centre des transports. Là où vous êtes, près 
des frontières de deux grandes provinces...

M. Jones: Vous avez tout à fait raison.

M. Nowlan: Je suis tout à fait d’accord. En 
tant que maire et intéressé aux problèmes du 
transport et selon votre mémoire, croyez- 
vous qu’il pourrait y avoir un avantage réel 
sur le plan économique pour la région de 
l’Atlantique si les quatre provinces de l’At
lantique pouvaient établir une loi uniforme 
du moins en ce qui concerne l’industrie du 
camionnage, mise à part l’industrie ferro
viaire?

M. Jones: Il est grand temps que nous nous 
réunissions à ce sujet.

M. Nowlan: Nous sommes tout à fait du 
même avis. Donc, pas besoin de poursuivre 
ces questions.

Le président: Le mémoire suivant sera 
celui du Grand Manan Board of Trade. 
Monsieur vient de me dire que son mémoire 
compte environ 4 à 5 minutes. Alors, je crois 
que nous allons entendre ce mémoire.

M. Lawrence Cook (président de la Com
mission des transports de la -Grand Manan 
Board of Trade»); Merci, monsieur le prési
dent. Messieurs les membres du Comité et 
ceux qui ont présenté des mémoires, je vou
drais vous féliciter de tout ce que vous avez 
fait en ce qui concerne les communautés 
diverses des Maritimes. J’agis à titre de 
président du Comité des transports du Grand 
Manan Board of Trade; M. Guptill est mem
bre associé. Nous vous présentons des excu
ses. Moi-même, j’ai été à l’étranger depuis un 
mois. Le président du Grand Manan Board 
of Trade à l’heure actuelle est malade, et 
notre secrétaire a subi une crise cardiaque 
récemment; nous sommes donc un peu 
désorganisés.

Nous avons toutefois quelques exemplaires 
du mémoire, qui devrait être mis à jour. 
Malgré tout, nous avons vraiment un grand 
besoin. Nous pourrions peut-être vous donner 
copie d’un mémoire qui remonte au mois de 
février 1968 et qui aurait besoin d’être mis à 
jour, comme je l’ai dit. Pour résumer le 
mémoire, M. Guptill lira un rapport synopti-
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report covering much of the information con
tained in our brief and an updated revision 
which should be contained in our brief to 
cover today’s requirements

Mr, Sam Guptill (Member, Grand Manan 
Board of Trade): Gentlemen, we have pre
sented a brief, with which you have no doubt 
familiarized yourself, giving you a small con
cept of the economy, industry and transpor
tation as they pertain to Grand Manan 
Island. Economics and industry relate them
selves to transportation and any improve
ment in transportation has a direct bearing 
on all facets of life on Grand Manan. May 
we indicate that life on Grand Manan is not 
as one who has never visited our fair island 
might expect. May we take this opportunity 
to invite each of you to visit Grand Manan 
when occasion and time permit.

What currently concerns us is that trans
portation might be improved by a greater 
utilization of the present ferry system, 
majoring on services which we do not now 
have. You are possibly aware that this ser
vice is underwritten by the federal govern
ment to the extent of $200,000, and the pro
vincial government by $100,000, for a total of 
$300,000 yearly, plus all revenues received for 
passenger car and truck fares.

At this point we should mention that when 
the provincial government was requested to 
do something in the way of having the fares 
reduced, Coastal Transport Ltd., asked for an 
additional sum of $50,000 per annum to cover 
the half-fare reductions for Island residents. 
This would seem to indicate that the revenue 
from Island residents still is in the neigh
bourhood of $50,000, plus the full fare 
received from non-residents for a grand total 
of about $400,000. Also, from October 15 to 
April 15, annually we have accommodation 
for only 3 per cent of our car population, 
excluding trucks and visiting cars.

It is our contention that a ferry and termi
nals representing a capital outlay of some 
$3J million should be utilized more than 30 
hours per week between the above indicated 
dates, excepting Christmas and the New Year

[Interpretation]
que contenant bien des renseignements qui 
sont déjà dans notre mémoire et, en plus, une 
version revisée qui devrait se trouver dans 
notre mémoire, pour répondre aux besoins 
d’aujourd’hui, comme je l’ai dit.

M. Sam Guptill (membre associé de la 
Grand Manan Board of Trade): Messieurs, 
nous avons présenté un mémoire, que vous 
connaissez très probablement, vous donnant 
une petite idée de l’économie de l’industrie et 
des transports à File de Grand Manan. L’éco
nomie et l’industrie se rapportent aux trans
ports et toute amélioration qui pourrait être 
apportée dans le domaine des transports a 
des répercussions directes sur tous les aspects 
de la vie dans Vile de Grand Manan.

Pouvons-nous dire que la vie sur l’île de 
Grand Manan n’est pas du tout de ce que 
l’on pourrait s’attendre si l’on y est jamais 
venu. Je profite de l’occasion pour inviter 
chacun de vous à venir nous visiter sur l’île 
de Grand Manan, lorsque l’occasion se 
présentera.

Ce qui nous intéresse à l’heure actuelle, 
c’est qu’on pourrait améliorer les transports 
en utilisant beaucoup mieux le système de 
transbordeurs actuel; il faudrait concentrer 
sur des services que nous n’avons pas à 
l’heure actuelle. Vous savez probablement 
que le service est subventionné par le gou
vernement fédéral, jusqu’à concurrence de 
$200,000, et par le gouvernement provincial 
jusqu’à concurrence de $100,000, pour un 
total de $300,000 par année, en plus de tous 
les revenus pour le service des automobiles et 
des camions.

Lorsqu’on a demandé au gouvernement 
provincial de réduire les taux, la Coastal 
Transport Limited a demandé une somme 
additionnelle de $50,000 par année pour cou
vrir la réduction de moitié des taux pour les 
résidents de l’île. Ceci indiquerait que le 
revenu de la part des résidents de l’île se 
chiffre encore à $50,000, en plus du taux reçu 
des non-résidents, ce qui fait un total global 
d’environ $400,000. Du 15 octobre jusqu’au 15 
avril chaque année, nous pouvons servir seu
lement 3 p. 100 de notre population d’autos, à 
part les camions et les automobiles en 
tourisme.

Nous prétendons donc qu’un traversier et 
un terminus, soit des installations représen
tant un investissement de $3.5 millions 
devrait être utilisé plus que 30 heures par 
semaine, entre les dates ci-indiquées, sauf à 
Noël et au Jour de l’An, alors que deux
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when two-trips-dally schedules precede and 
succeed these holidays.

We further recommend that the transpor
tation and trucking committee of the Grand 
Manan Board of Trade act as liaison 
between ferry operators and the federal and 
provincial governments. I might say that the 
following recommendation is an updating of 
the brief we presented originally. We recom
mend the change in schedule to a minimum 
of three rounds trips daily from June 15 to 
September 15, and two round trips daily for 
the balance of the year.

Gentlemen, that sums up in very brief 
detail what we have to say about transporta
tion, but we do further recommend that a 
government survey be made of our airstrip 
at North Head on the practicability of enlar
ging the strip to meet the Department of 
Transport requirement for a licensed airfield.

We thank you very much for listening to 
this brief which we presented in as little 
detail as possible in order to use up as little 
time as possible while still giving a clear 
view in detail of what we have in mind here 
tonight.

The Chairman: Gentlemen, I am sorry I 
did not introduce our two witnesses here 
tonight. On my immediate right here is Mr. 
Lawrence Cook, Chairman of the Transporta
tion Committee, and his associate Mr. Guptill. 
Are there any questions?

Mr. Nowlan: I have a question, Mr. Chair
man. I want to compliment the members of 
the Grand Manan Board of Trade in prepar
ing their brief. In my constituency there is 
an area quite like Grand Manan. In fact, 
frankly, the Grand Manan people could stay 
in Grand Manan as far as I am concerned 
because they come over to fish some of the 
fishing areas off Brier Island and Long Is
land and we wish their draggers would stay 
in New Brunswick. However, that is getting 
too parochial and provincial so therefore I 
will not press that. They are good fishermen 
and there is also a Mr. Guptill who is with 
the Acadia University in my home town. 
Perhaps he is a relative of the Mr. Guptill 
here at the table.

The Chairman: Mr. Nowlan, I think you 
are getting away from transport.

Mr. Nowlan: I am. Mr. Chairman, trans
port is communication and a communion of 
souls and spirits. The only question I really 
would like to ask directly relating to their 
brief concerns proposal number two in the

[Interprétation]
voyages par jour sont la règle, avant et après 
ces fêtes.

Nous recommandons de plus que le Comité 
du transport et du camionnage du Board of 
Trade de Grand Manan agisse comme agent 
de liaison entre les transbordeurs et les gou
vernements fédéral et provinciaux. La 
recommandation suivante est faite pour met
tre à jour le mémoire d’origine. Nous recom
mandons un changement d’horaire pour 
donner un minimum de trois voyages aller- 
retour, par jour, du 15 juin au 15 septembre 
et deux voyages aller-retour, par jour, pour 
le reste de l’année.

Messieurs, cela résume en très peu de 
détails ce que nous avons à dire au sujet des 
transports. Mais nous recommandons, en 
plus, qu’un relevé du gouvernement soit fait 
de la piste de North Head, sur la possibilité 
d’élargir la piste d’envol pour qu’elle soit 
conforme aux exigences du ministère des 
Transports pour un aéroport enregistré.

Nous vous remercions beaucoup d’avoir 
écouté notre mémoire. Nous avons présenté le 
moins de détails possibles pour prendre le 
moins de temps possible, mais encore pour 
donner une très bonne idée de ce que nous 
avions en vue, ce soir.

Le président: Messieurs, je m’excuse, je 
n’ai pas présenté nos deux témoins ici ce soir. 
A ma droite immédiatement, M. Lawrence 
Cook, président du Comité des transports et 
M. Guptill, son assistant. Y a-t-il des ques
tions maintenant?

M. Nowlan: Oui, j’ai une question, mon
sieur le président. Je voudrais féliciter les 
membres du Board of Trade du Grand 
Manan pour leur mémoire. Dans ma circons
cription, il y a une région qui ressemble 
beaucoup à Grand Manan. En fait, les rési
dents de Grand Manan pourraient demeurer 
chez eux, car ils viennent pêcher dans nos 
régions le long de Vile Briar, et nous vou
drions donc que leurs chalutiers demeurent 
au Nouveau-Brunswick, mais c’est un pro
blème régional. Alors, je n’insiste pas. Ce 
sont de bons pêcheurs. Il y a aussi un mon
sieur Guptill à l’université Acadia tout près 
de chez nous. Ce doit être un parent de M. 
Guptill qui est avec nous.

Le président: Vous vous éloignez du sujet, 
monsieur Nowlan.

M. Nowlan: Les transports, c’est la commu
nication, la communion entre esprits. La 
seule question que je voudrais donc poser 
directement en ce qui a trait au mémoire, est 
relative à la proposition numéro 2 du
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brief prepared a year ago where you men
tioned the tourist season and the problem oi 
getting to the Island or off the Island because 
of the back-up of cars. You suggest that no 
car be turned away after one bout and this 
would revive the old reservation system. I 
would like to ask one of the two gentlemen 
just in a quick resumé if there was a reser
vation system in the past? If so, what hap
pened to it and why cannot it be reinstated 
from your point of view?

Mr. Cook: The most recent ferry which we 
are deeply proud of since its inception to the 
Island has never had a reservation system. 
Previous to that the old ferry system did. It is 
our contention as a Board that for a more 
regulated proposition we should have the 
reservation system, but the operators who 
have been approached have declined such a 
move.

Mr. Nowlan: Are these private operators 
from the provincial department of highways 
or are they CNR boats?

Mr. Cook: No, it is a private corporation, 
Coastal Transport Ltd.

Mr. Nowlan: With whom do they make 
their agreement?

Mr. Cook: I think they contract with the 
Department of Transport.

Mr. Nowlan: On the old system there was 
a reservation system in the tourist season?

Mr. Cook: That is right. What would you 
do with Air Canada; what would you do 
with the Bluenose; what would you do with 
any transportation system if it did not have 
some regulation?

Mr. Nowlan: What answer have you had 
from the private operator of the boat? In 
Briar Island and Long Island again there is a 
private ferry system, which can contract 
under the Provincial Department of High
ways, so I am somewhat familiar with your 
problem. I am trying to And out who is 
ultimately responsible for it.

Mr. Cook: The operators.

Mr. Nowlan: There has been a change in 
operators, is that correct?

Mr. Cook: This is a newly incorporated 
company, this Coastal Transport Limited. 
The previous one was another Saint John 
interest who operated a ferry service.

The Chairman: Any other questions, gen
tlemen? Mr. Skoberg.

[Interpretation]
mémoire présenté il y a un an, lorsque vous 
avez mentionné la saison du tourisme et le 
problème du transport de voitures vers l’ile 
et au retour, vu les longues attentes pour la 
traversée.

Vous avez proposé qu’on ne détourne 
aucun véhicule-moteur après un voyage; je 
voudrais donc demander à l’un des deux 
messieurs, tout d’abord, s’il y a déjà eu un 
système de réservations, et pourquoi ne pour
rait-on pas le rétablir, à votre point de vue?

M. Cook: Le transbordeur le plus récent, 
dont nous sommes très fiers, n’a jamais eu le 
système de réservations depuis qu’il a com
mencé son exploitation dans l’ile. L’ancien 
transbordeur en avait un. Nous prétendons 
donc, à titre de Board of Trade qu’un sys
tème de réservations serait nécessaire, mais 
les opérateurs n’ont pas accepté cela.

M. Nowlan: Est-ce qu’il s’agit d’exploitants 
du ministère provincial de la Voirie ou de 
transbordeurs du National-Canadien?

M. Cook: Non, il s’agit d’entrepreneurs 
indépendants, la Coastal Transport Ltd.

M. Nowlan: Qui ont un accord avec qui?

M. Cook: Avec le ministère des Transports, 
je pense.

M. Nowlan: Y avait-il un système de réser
vations autrefois durant la saison du 
tourisme?

M. Cook: Oui, c’est vrai, qu’est-ce que vous 
feriez d’Air Canada, du Bluenose, de tout 
moyen de transport, s’il n’y avait pas un 
moyen de le réglementer?

M. Nowlan: Et, quelle réponse avez-vous 
reçue de l’entrepreneur privé? A Briar Island 
et Long Island il y a un transbordeur privé 
qui détient un contrat du ministère provin
cial de la Voirie, de sorte que je connais 
assez bien votre problème. J’essaie de déter
miner qui est responsable en fin de compte?

M. Cook: Les entrepreneurs.

M. Nowlan: Est-ce qu’il n’y a pas eu un 
changement d’exploitants?

M. Cook: C’est une société qui vient d’être 
constituée, la Coastal Transport Limited. 
C’était une autre société de Saint-Jean qui 
assurait le service de transbordeur avant.

Le président: Y a-t-il d’autres questions? 
Monsieur Skoberg.
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Mr. Skoberg: Mr. Chairman and sir, is the 

representation you have made for the 
upgrading of your facilities that you are con
cerned about in your brief made to Ottawa 
or to New Brunswick?

Mr. Cook: The participation is two to one. 
Ottawa is contributing in round figures now 
$200,000 to subsidize our service and the pro
vincial Treasury we estimate $100,000. I 
think it is actually about $88,000 a year.

Mr. Skoberg: The question is, do you make 
representation to New Brunswick here, to the 
capital here, or do you make it to Ottawa in 
regard to upgrading...

Mr. Cook: We make it to Ottawa in con
junction with Fredericton.

Mr. Skoberg: You do it in conjunction 
with...

Mr. Cook: That is right.

Mr. Skoberg: And these representations 
have been made?

Mr. Cook: Right.

Mr. Skoberg: Do you know when?

Mr. Guplill: I might add that the contract 
with Coastal Transport is made direct with 
what was the Maritime Commission in Ot
tawa. It is now with Water Transport 
Commission.

Mr. Skoberg: And when was that made? 
Can you give me an idea?

Mr. Cook: I think the contract dates back 
to 1965, sir.

Mr. Skoberg: I mean the representation for 
the upgrading of the facilities.

Mr. Cook: We were assembled here in 
Fredericton in the month of November last 
year.

Mr. Skoberg: And it was made then.

Mr. Cook: Right.

Mr. Nowlan: To the Transport Minister?

Mr. Cook: No, not to the Minister himself, 
but his representative, Captain Balfry.

Mr. Nowlan: Who is that, sir?

Mr. Cook: Captain Balfry of the Canadian 
Maritime Commission.

[Interprétation]
M. Skoberg: Monsieur le président, et mon

sieur, est-ce que les représentations que vous 
avez faites pour améliorer les installations 
dont vous vous souciez dans votre mémoire, 
sont adressées à Ottawa ou au Nouveau- 
Brunswick?

M. Cook: La participation d’Ottawa est 
deux fois plus élevée; Ottawa contribue d’en
viron $200,000 à notre service alors que le 
Trésor provincial contribue, selon nos calculs, 
environ $100,000. Je crois qu’il s’agit en fait 
de $88,000 par année.

M. Skoberg: Je vous demandais si vous 
avez fait des représentations au Nouveau- 
Brunswick, dans la capitale, ou à Ottawa en 
vue d'améliorer le service...

M. Cook: A Ottawa, de concert avec 
Fredericton.

M. Skoberg: Vous l’avez fait de concert 
avec...

M. Cook: Oui.

M. Skoberg: Et vous avez fait ces 
représentations?

M. Cook: Oui.

M. Skoberg: Savez-vous quand?

M. Guplill: Je pourrais peut-être ajouter 
que le contrat avec la Coastal Transport a 
été passé directement avec ce qui était autre
fois la Commission Maritime à Ottawa et 
qu’on appelle maintenant le Comité des 
transports par eau.

M. Skoberg: Et quand l’avez-vous fait? 
Avez-vous une idée?

M. Cook: Je crois que le contrat remonte à 
1965.

M. Skoberg: Je veux parler des représenta
tions pour l’amélioration des installations.

M. Cook: On s’est réunis à Fredericton au 
mois de novembre l’an dernier.

M. Skoberg: Vous avez fait les représenta
tions à ce moment-là?

M. Cook: Oui.

M. Nowlan: Au ministre des Transports?

M. Cook: Non, à son représentant, le capi
taine Balfry.

M. Nowlan: Qui est-ce?

M. Cook: Le capitaine Balfry de la Com
mission maritime canadienne.
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Mr. Nowlan: What reply did you get?

Mr. Cook: Well, he did not have the capac
ity, sir, to ... all he could do was recom
mend. He could not commit the Government.

Mr. Nowlan: Have you had any reply?

Mr. Cook: Not to my knowledge.

Mr. Guptill: I am afraid that he was not in a 
capacity that he could make any recom
mendations. He came down here purely to get 
the facts and figures of why we needed this 
extra transportation. We do not know what 
his recommendation was.

Mr. Nowlan: So you have had no official 
reply.

Mr. Guplill: That is right.

The Chairman: Any other questions, gen
tlemen? I want to thank you two gentlemen 
for your briefs. Just a minute, please, I think 
Mr. Cook has a little reply.

Mr. Cook: Gentlemen, with respect to the 
previous recommendations which have been 
made to these submissions, it is a matter 
purely of economics as it relates to the vari
ous localities. The transportation to an island 
is the lifeline in the existence of the island. 
You gentlemen might say, well, these people 
should have their heads examined to live on 
an island. But we are incorporated there and 
we are doing our best to improve our trans
portation links with the island.

Going back some few years in the prepara
tory stage of the drafting of a ferry service 
to Grand Manan, to the best knowledge and 
ability of the Transportation Committee of 
the Grand Manan Board of Trade, we came 
up with a ferry approximating 216 feet in 
length, with a car capacity of 30 vehicles. 
Somewhere along the line there was a com
promise made, so that we eventually wind up 
with a ferry 174 feet in length, carrying 20 
vehicles.

Now, we have proven ourselves to be more 
on the right side than those who ultimately 
designed the ferry, because figures relate and 
I think The Department of Transport has 
this on file, and I think it is commonplace 
knowledge, that there is a growth factor of 
some eight per cent annually with respect to 
all transportation. In 1965 it was necessary to 
provide transportation for 20 vehicles. We 
are now in 1969, and four times eight is 32.

[Interpretation]
M. Nowlan: Et qu’est-ce qu’il a répondu?

M. Cook: Il n’avait aucune autorité pour 
... il pouvait tout simplement faire des
recommandations. Il ne pouvait pas engager 
le gouvernement.

M. Nowlan:Avez-vous reçu une réponse?

M. Cook: Pas à ma connaissance.

M. Guplill: Je crains qu’il n’était même pas 
en mesure de formuler des recommandations. 
Il est venu simplement pour obtenir des ren
seignements et voir pourquoi nous avions 
besoin de ces moyens additionnels de trans
port. Nous ne connaissons pas sa
recommandation.

M. Nowlan: Vous n’avez donc pas reçu de 
réponse officielle?

M. Guplill: C’est exact.

Le président: Avez-vous d’autres questions, 
messieurs? Je veux vous remercier, mes
sieurs, de la présentation de votre mémoire. 
Un instant, je crois que M. Cook aurait peut- 
être une réponse à vous donner.

M. Cook: Messieurs, en ce qui a trait aux 
recommandations qui ont été formulées à la 
suite de ces représentations, c’est une ques
tion purement d’économie pour ce qui est des 
diverses localités. Pour une île le transport 
est vraiment vital à la survie même de l’ile. 
Vous pourriez peut-être dire «Ces gens qui 
vivent dans une île devraient se faire exami
ner la tête». Mais notre société y est consti
tuée et nous faisons de notre mieux pour 
améliorer les moyens de transport avec l’île.

Pour remonter quelques années, lorsqu’on 
a d’abord songé au service de transbordeur 
jusqu’à Grand Manan, au meilleur des con
naissances et de la compétence du Comité des 
transports et de la Chambre de Commerce de 
Grand Manan, nous avons pu trouver un 
transbordeur d’environ 263 pieds de long et 
d’une capacité de 30 voitures automobiles. 
Mais il y a eu un compromis à un moment 
donné de sorte que nous avons fini par avoir 
un transbordeur de 174 pieds pouvant trans
porter 20 véhicules.

L’expérience a prouvé que nous avions 
plus raison que ceux qui ont de fait tiré les 
plans du transbordeur, car les chiffres, et je 
crois que le ministère des Transports l’a 
dans ses dossiers et c’est d’ailleurs connu, le 
taux annuel de croissance de tous les moyens 
de transport est de 8 p. 100. En 1965, il était 
nécessaire de prévoir du transport pour 20 
véhicules. Mais nous sommes maintenant en 
1969, et 4 fois 8 c’est 32. Vous avez donc une
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So you have a 32 per cent growth factor 
there which we do not have the facilities to 
supply.

So there is only one alternative at the 
moment. While it has been suggested by the 
Chairman of the previous Canadian Maritime 
Commission, Mr. Alex Watson, that if one 
ferry of our present denomination was not 
satisfactory, the most practical thing would 
be to put on a second ferry. But let me 
suggest to you, gentlemen, that our Board of 
Trade goes back to 1946 in its efforts before 
we finalized the construction and completion 
of the present ferry. So we have approximat
ed about 19 to 20 years in our efforts to get 
what we have today. And we are not com
plaining, gentlemen, with respect to the oper
ators of the present ferry.

It is a regrettable thing that Grand Manan 
was not consulted when the original contract 
was drawn up. After all, the ferry primarily 
serves the Island of Grand Manan, but the 
contract was drawn without our knowledge 
of its conditions, so we are not happy from 
that point of view.

So I say you have a growth factor over the 
last four years of a 32 per cent increase, and 
figures confirm this. I think all transportation 
reflects this 8 per cent annual growth. We 
still have a 20-car ferry which definitely is 
not adequate.

It is a matter of dollars and cents. We are 
bound down by a contract subject to renewal 
every five years, and this contract dates back 
to 1965 which is subject to renewal in 1970. 
It is a matter of finance, because the opera
tors are not going to increase the service 
unless they are recompensed for it. So I say 
it is a matter of finance, and we beg your 
indulgence and your future assistance, 
because if we could utilize this ferry to its 
capacity we would have a very favourable 
situation.

As I said before, we have a unique situation. 
We live on an island, there is no alternate 
transportation. In other words, supposing 
that the access roads to the City of Federic- 
ton were controlled at various points to per
mit three per cent of the cars in this city to 
exit the city, and after that you would be 
refused the right to leave.

In other words, that is what we are doing. 
When the ferry departs at 8:00 o’clock in the 
morning, that is it, with whatever she can 
take. And with a car population in excess of 
800 vehicles, just using a capacity of 20 cars 
you have only 21 per cent of our car popula
tion that can move in any one day. That is

[Interprétation]
augmentation de 32 p. 100 pour laquelle il 
n’y a pas d’installations de prévues.

Il n’y a qu’une seule alternative à l’heure 
actuelle. Bien que le président de l’ancienne 
commission maritime canadienne, M. Alex 
Watson, ait suggéré que si un seul transbor
deur comme notre transbordeur actuel n’était 
pas suffisant, la meilleure chose à faire serait 
d’en mettre un deuxième en service. Mais 
permettez-moi de vous dire, messieurs, que 
les efforts de notre Chambre de Commerce 
remontent à 1946 avant d’aboutir au trans
bordeur actuel. Il nous a donc fallu 19 ou 20 
ans d’efforts pour aboutir à ce résultat. Et 
nous ne nous plaignons pas, messieurs, des 
exploitants du transbordeur actuel.

C’est tout de même regrettable que les gens 
de Grand Manan n’ont pas été consultés 
avant de rédiger le contrat initial, parce 
qu’en fin de compte, c’est surtout l’île de 
Grand Manan qui est desservie. Mais le con
trat a été rédigé sans qu’on nous mette au 
courant des conditions du contrat et nous 
n’en sommes pas du tout heureux.

Je disais donc que nous avons un taux de 
croissance de 32 p. 100 pour les quatres der
nières années et les chiffres le confirment. Je 
crois que tous les moyens de transport reflè
tent ce taux de croissance annuelle de 8 p. 
100. Et nous avons toujours un transbordeur 
de 20 véhicules, ce qui est nettement 
insuffisant.

C’est une question de finances. Nous som
mes liés par un contrat renouvelable à tous 
les cinq ans. Comme ce contrat remonte à 
1965 il serait renouvelable en 1970. C’est une 
question de finances, car les exploitants 
n'augmenteront certainement pas le service à 
moins de recevoir une compensation. Nous 
disons donc que c’est une question de finan
ces. Nous demandons donc votre indulgence 
et votre aide à l’avenir, car si nous pouvions 
utiliser le transbordeur à pleine capacité, 
nous aurions une situation très favorable.

Comme je l’ai dit auparavant, notre situa
tion est unique. Nous vivons dans une île et 
il n’y a aucun autre moyen de transport. 
Autrement dit, supposons que les routes d’ac
cès de la ville de Fredericton étaient contrô
lées à divers endroits de façon à ne permettre 
que 3 p. 100 des véhicules qui s’y trouvent à 
sortir de la ville et qu’on vous refuserait 
ensuite la permission de sortir.

En d’autres termes, c’est ce que nous fai
sons. Quand le transbordeur part le matin à 
huit heures, chargé à pleine capacité, c’en est 
fait. Étant donné que le nombre de véhicules 
à moteur est de plus de 800, si la capacité est 
de 20 automobiles, seulement 2.5 p. 100 des 
voitures peuvent quitter l’île dans une jour-
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[Text]
on a one-day trip service. You subtract from 
that, gentlemen, the commercial vehicles 
which originate in Saint John, St. Stephen 
and elsewhere, Boston and what have you, 
which take space on the ferry, and you 
reduce our ability to move from Grand 
Manan to approximately not over two per 
cent in any one day.

So we feel we are desperately incapacitat
ed, and as I said before, we beg your indul
gence. It is a matter of a few extra dollars. 
We have no personal axe to grind; we are 
here on behalf of the community. We have a 
wonderful ferry; we have a wonderful 
island, known as the Bermuda of the Mari
times. You come down there and you do not 
see any snow, as you people have here. I 
think, gentlemen, that pretty much covers 
my remarks.

The Chairman: Thank you. Our next 
brief will be from the Fredericton Junior 
Chamber of Commerce. Mr. Jack Lamey, will 
you go ahead and make your presentation? 
Page 727.

Mr. Lamey: Mr. Chairman, gentlemen, I 
think that probably our brief will be 
appreciated by one of the members here this 
evening, anyway, because it is extremely 
brief. It was brief in the beginning, but then 
we cut it down again when we realized that 
we had to have a brief resumé of our brief, 
so we do have an extremely brief one.

First of all, we of the Frederiction Junior 
Chamber of Commerce are very interested in 
the reinstatement of a passenger service to 
the Fredericton area. We note that we are 
the only capital city in Canada without a 
passenger train service. We feel that because 
of the ever-growing area and increasing 
population of this city, and the existence of 
two universities and a teachers’ college, plus 
the Army base at Oromocto, which is one of 
the largest in Canada, we warrant such a 
service. The approximate population in the 
immediate and surrounding twelve miles of 
the city is estimated at 60,000 persons. This 
we feel should give an excellent list of 
prospective passengers.

The Maritime Freight Rates Act in itself is 
good for our area, but the less than carload 
service has proved a detriment to local pro
ducers. We feel that if the 20 per cent sub
sidy of tariff was extended to other modes of 
transportation of goods, it would once again 
serve a useful purpose and stimulate our 
trade with the rest of Canada. We under
stand that there have been recent changes in 
the last couple of days in carload service, but 
we have not had a chance to study them. 
However, any change for the better would be

[Intemretation]
née. Le transbordeur ne fait qu’un voyage par 
jour. Déduisez de cela, messieurs, les véhicu
les utilitaires qui partent de Saint-Jean, 
St. Stephen, Boston ou ailleurs et qui pren
nent beaucoup de place sur le transbordeur, 
et vous réduisez donc la possibilité que nous 
avons de partir de Grand Manan à 2 p. 100 
au maximum dans une journée. Nous nous 
trouvons donc nettement désavantagés et 
nous vous demandons encore une fois d’être 
indulgents. C’est une question de quelques 
dollars de plus. Nous n’avons aucun motif 
personnel; nous sommes ici au nom de la 
collectivité. Nous avons un très bon transbor
deur et une belle île qui est connue du nom 
des Bermudes des Maritimes. Il n’y a pas de 
neige comme vous voyez ici. Je crois, mes
sieurs, que c’est tout ce que j’avais à vous 
dire.

Le président: Merci. Le prochain mémoire 
est celui de la Jeune Chambre de Commerce 
de Fredericton. Êtes-vous prêts? Page 727.

M. Lamey: Monsieur le président et mes
sieurs, je crois que notre mémoire sera bien 
accueilli par un des députés ici ce soir étant 
donné qu’il est très bref. Il était déjà bref, 
mais nous l’avons résumé davantage, et c’est, 
en fait, un résumé de notre résumé.

Tout d’abord, la Chambre de Commerce 
junior de Fredericton, est très intéressée au 
rétablissement des services-voyageurs vers la 
région de Fredericton. Nous constatons que 
nous sommes la seule capitale canadienne 
sans service-voyageur par train. Nous 
croyons que l’expansion de la région et la 
population croissante, l’existence de deux 
universités et une école normale, en plus de la 
base militaire à Oromocto, qui est Tune des 
plus grande au Canada, justifient une telle 
demande. La population dans un rayon de 12 
milles de la ville est d’environ 60,000 person
nes, ce qui permet d’attendre un bon nom
bre de voyageurs.

La Loi sur les taux de transport des mar
chandises dans les provinces maritimes est, en 
soi, un avantage pour la région mais le tarif 
pour les chargements incomplets est désavan
tageux pour les producteurs locaux. Si les au
tres moyens de transport de marchandise 
bénéficiaient de cette subvention de 20 p. 100 
du tarif elle serait de nouveau utile et 
encouragerait notre commerce avec le reste 
du Canada. Il semble qu’il y a eu des change
ments depuis quelques jours pour le service 
de chargements incomplets, mais nous n’a-



17 février 1969 Transports et communications 429

[Texte]
very much appreciated and applauded by the 
Fredericton Jaycees.

So as local Jaycees we urge you to consid
er requesting the reinstatement of passenger 
service for our city and amend the Freight 
Rates Act for the Martimes to include the 
reduction of tariff on other transportation 
services, which would afford our area the 
advantage the rest of Canada enjoys. Res
pectfully submitted, Jack Lamey, Fredericton 
Jaycees.

The Chairman: Thank you. Mr. Mahoney?

Mr. Mahoney: Mr. Lamey, just for the 
record, I think the citizens of Charlottetown 
and Victoria, British Columbia, would be 
moderately surprised to hear you say that 
you are the only capital city without passen
ger train service. However, other than that, 
congratulations on the brief.

The Chairman: Mr. Skoberg.

Mr. Skoberg: When was the passenger 
train service taken off, sir?

Mr. Lamey: I would say it was six or 
seven years ago now.

Mr. Skoberg: Was vigorous opposition put 
up by the community here regarding its 
termination?

Mr. Lamey: I was not present in Frederic
ton at the time, but from what I can under
stand there were quite a few people saying 
that it should not be taken out, although the 
passenger service at that time was not mak
ing money, apparently.

Mr. Skoberg: What would you advocate for 
reinstituting a passenger service at this time? 
What type of service would you think would 
serve Fredericton, and to what point?

Mr. Lamey: I can see that a passenger ser
vice in Northern New Brunswick going 
through Fredericton and also on to Quebec 
and into the States would help, because of 
the universities here, and also leading to 
Quebec to link with Montreal and Western 
Canada where the families of many people in 
Base Gagetown live and who visit the Base. 
Also there are students at U.N.B., St. 
Thomas, and Teachers’ College who happen 
to make their way home every weekend.

Mr. Skoberg: Would you consider the day- 
liner type of service sufficient?

29690—14

[Interprétation]
vons pas eu le temps de les étudier. Mais, 
toute amélioration serait bien v^e de la part 
de la Jeune Chambre de Fredericton. A titre 
de la Jeune Chambre locale, nous vous 
exhortons à étudier la possibilité de rétablir 
le service-passager à Fredericton de modifier 
la Loi sur les taux de transport des marchan
dises dans les provinces maritimes de façon à 
étendre la réduction du tarif aux autres ser
vices de transport, ce qui donnerait à notre 
région les avantages dont jouit le reste du 
Canada. Respectueusement soumis, Jack La
mey, président de la Jeune Chambre de 
Fredericton.

Le président: Merci. Monsieur Mahoney?

M. Mahoney: Monsieur Lamey, pour le 
compte rendu, je crois que les citoyens de 
Charlottetown et de Victoria en Colombie- 
Britannique seraient très surpris de vous 
entendre dire que votre capitale est la seule 
au pays sans service-voyageurs par train. A 
part cela, toutefois, je vous dois des félicita
tions pour votre mémoire.

Le président: Monsieur Skoberg.

M. Skoberg: Quand le service des voya
geurs a-t-il été éliminé?

M. Lamey: Il y a environ 6 ou 7 ans, je 
crois.

M. Skoberg: Est-ce qu’il y a eu des protes
tations vigoureuses de la part de la 
population?

M. Lamey: Je n’étais pas à Fredericton à 
ce moment là, mais d’après ce que j’ai pu 
comprendre, beaucoup de gens s’y sont 
opposés, bien que le service-voyageur à ce 
moment-là n’était apparemment pas rentable.

M. Skoberg: Qu’est-ce que vous proposez 
pour rétablir le service-voyageur à l’heure 
actuelle? Quel genre de service devrait 
désservir Frédericton et vers quels endroits?

M. Lamey: Je vois très bien un service- 
voyageur vers le nord du Nouveau-Brun
swick qui passerait par Fredericton et se 
rendrait ensuite à Québec et vers les États- 
Unis, ce qui aiderait en raison des universités 
qu’on y trouve, et aussi vers Québec pour 
rejoindre Montréal et l’Ouest Canadien où 
vivent les familles de beaucoup de gens à la 
base militaire de Gagetown qui viennent en 
visite. Il y a aussi les étudiants de 
l’Université du Nouveau-Brunswick, du 
Collège St. Thomas et de l’école normale qui 
se rendent chez eux en fin de semaine.

M. Skoberg: Est-ce qu’un service d’autorail 
suffirait?
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tText]
Mr. Lamey: No, I do not think so. I think 

you have to consider the evening runs along 
with day runs.

The Chairman: Mr. McGrath.
Mr. McGrath: Why does the witness feel 

that the City of Fredericton requires the 
reinstatement of passenger train service?

Mr. Lamey: Well, I think I have already 
answered that question by mentioning the 
large number of new people we have in our 
city from the colleges and Base Gagetown, 
which is not far away. I think these people 
are interested in travel. We see many stu
dents hitch-hiking on the week-ends. Also I 
think we have stimulated our area as far as 
tourism goes too. I think it will bring more 
tourists into the city, and this is basically 
what we are interested ini as Fredericton 
Jaycees. We promote tourism in the 
community.

Mr. McGrath: If it is any consolation to the 
witness, Mr. Chairman, I want him to know 
that the unique distinction he feels Frederic
ton now enjoys in not having a passenger 
service will be shared by the Province of 
Newfoundland if the CNR has its way.

Mr. Lamey: Oh, never.
The Chairman: Mr. Nowlan.
Mr. Nowlan: My question has been already 

asked.
The Chairman: Mr. Nesbitt.
Mr. Nesbitt: A purely technical question. 

How far away from Fredericton is the near
est rail connection between Saint John and 
Montreal?

Mr. Lamey: About 40 miles, 40 to 45 miles.
Mr. Nesbitt: Is there any connection 

between this rail line and the City of Freder
icton at the present time, by bus or some 
other means of communication?

Mr. Lamey: I did not get the question.

Mr. Nesbitt: Is there any means of commu
nication between the City of Fredericton... ?

[Interpretation]
M. Lamey: Non, je ne le crois pas, je crois 

qu’il faut un service du soir de même qu’un 
service du jour.

Le président: Monsieur McGrath.
M. McGrath: Pourquoi le témoin croit-il 

que la ville de Fredericton exige qu’on réta
blisse le service-voyageurs.

M. Lamey: Je crois avoir déjà répondu à 
cette question lorsque j’ai mentionné le nom
bre de nouveaux arrivés dans notre ville qui 
viennent des collèges et des universités et de 
la base militaire de Gagetown, qui n’est pas 
trop éloignée. Tous ces gens désirent voyager. 
Il y a beaucoup d’étudiants qui font de 
l’auto-stop en fin de semaine, mais en plus de 
cela, on encouragerait ainsi le tourisme dans 
notre région. Je crois que beaucoup plus de 
touristes viendraient dans notre ville, et, 
au fond, c’est ce qui nous intéresse, la Jeune 
Chambre de Fredericton. Nous encourageons 
le tourisme dans notre ville.

M. McGrath: Si cela peut consoler le 
témoin, monsieur le président, la distinction 
unique dont jouit Fredericton en n’ayant pas 
de service-voyageur, sera partagée par Terre- 
Neuve, si le National Canadien obtient gain 
de cause.

M. Lamey: Non, jamais.
Le président: Monsieur Nowlan.
M. Nowlan: On a déjà posé la question que 

je voulais poser.
Le président: Monsieur Nesbitt.
M. Nesbitt: Une question de détail tout 

simplement. A quelle distance de Fredericton 
est le point le plus rapproché sur la ligne 
ferroviaire entre Saint-Jean et Montréal?

M. Lamey: Environ 40 ou 45 milles.
M. Nesbitt: Est-ce qu’il y a un moyen de 

transport entre cette ligne ferroviaire et la 
ville de Fredericton à l’heure actuelle, par 
autobus ou un autre moyen de transport.

M. Lamey: Je m’excuse, je n’ai pas compris 
votre question.

M. Nesbitt: Y a t-il un moyen de transport 
entre Fredericton...

Mr. Lamey: Oh yes, there is a connection M. Lamey: Oh! oui, par le service d’auto- 
by the local bus service. It goes through bus local. Il passe par Fredericton Junction 
Fredericton Junction and McGivney and et McGivney où il rencontre le train vers 
meets there the train service going to Montréal.
Montreal.

Mr. Nesbitt: And it meets the trains going M. Nesbitt: Et il rencontre régulièrement le 
through regularly. train qui passe.
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[Texte]
Mr. Lamey: Yes.

The Chairman: Mr. Corbin.

Mr. Corbin: How is the bus service in and 
out of Fredericton?

Mr. Lamey: How is it?

Mr. Corbin: Yes. How good is it? Or how 
bad is it?

Mr. Lamey: There have been many com
plaints about the buses. They are not the 
most modem in the world, and many people 
who are travelling by train—as a matter of 
fact one of my company’s head men is com
ing down tomorrow, and I have to go clear to 
Fredericton Junction to pick him up because 
he refuses to travel on the bus anymore. The 
buses are not that good. And they do not 
have a Sunday day travel. There were many 
people travelling on Sunday on the trains.

The Chairman: Mr. Perrault.

Mr. Perrault: In its original submission the 
Junior Chamber of Commerce stated March 
1968, and I quote, “Government has gam
bled in the past with our tax monies and we 
ask you to once again gamble for the benefit 
of the people of Fredericton.” In other words, 
in relation to the institution of this passenger 
service, I think the Government, or people in 
Government, are interested in perhaps gam
bling, but they like to know what the odds 
are. Do you have any more exact statistics 
about the passenger potential for the Freder
icton area if this passenger service is institut
ed. It seems to me it would strengthen your 
case if these statistics were made available to 
the Committee at some point, either while we 
are here or later in Ottawa.

Mr. Lamey: I agree very much and at the 
time the brief was made up we did have 
figures. The figures are not available now 
because I think they are out of date again, 
because of the increase in population of the 
city.

Mr. Perrault: I think it would be useful if 
these were sent along to the Chairman.

Mr. Lamey: I agree.

Mr. Perrault: That is all I have to ask, Mr. 
Chairman.

The Chairman: Mr. Allmand.

Mr. Allmand: Does the railway own the
bus line?

Mr. Lamey: The bus line is not owned by 
the CNR.

29690—141

[Interprétation]
M. Lamey: Oui.

Le président: Monsieur Corbin.

M. Corbin: Comment est le service d’auto
bus aller-retour de Fredericton?

M. Lamey: Comment il est?

M. Corbin: Oui, est-il bon ou mauvais?

M. Lamey: Il y a eu beaucoup de plaintes 
au sujet des autobus. Ils ne sont pas les plus 
modernes qui soient et plusieurs personnes 
qui voyagent en train... en fait, il y a un 
des dirigeants de ma société qui vient 
demain, et il faut que j’aille le chercher à 
Fredericton Junction puisqu’il refuse absolu
ment de prendre l’autobus. Les autobus ne 
sont vraiment pas très bons et ils ne fonc
tionnent pas le dimanche. Il y a beaucoup de 
gens qui voyagent par train le dimanche.

Le président: Monsieur Perrault.

M. Perrault: Dans la présentation initiale, 
la Jeune Chambre de Commerce a dit en 
mars 1968, et je cite: «Par le passé, le gou
vernement a misé avec l’argent des contri
buables, nous vous demandons donc de le 
faire encore une fois pour les gens de Frede
ricton ». Autrmeent dit, en ce qui a trait à ce 
service-voyageur, je crois que le gouverne
ment, ou les fonctionnaires, sont peut-être 
intéressés à miser, mais ils voudraient savoir 
quelles sont les chances. Avez-vous des don
nées statistiques plus détaillées et sûres 
quant au nombre de passagers que Frederic
ton peut assurer si on rétablit le service- 
voyageur. Il me semble que votre cause 
serait d’autant plus forte si vous communi
quez ces statistiques au Comité à un moment 
donné, soit ici, soit plus tard à Ottawa.

M. Lamey: J’en conviens. Nous avions des 
chiffres, au moment de la rédaction de notre 
mémoire, mais nous ne les avons pas à 
l’heure actuelle parce qu’ils ne sont évidem
ment plus à jour en raison de l’augmentation 
de la population de notre ville.

M. Perrault: Je crois que ce serait utile si 
vous les communiquiez au président.

M. Lamey: D’accord.

M. Perrault: C’est tout ce que j’avais à 
vous demander. Merci.

Le président: Monsieur Allmand.

M. Allmand: Est-ce que c’est le chemin de 
fer qui est propriétaire du service d’autobus?

M. Lamey: Non. Le service d’autobus n’ap
partient pas au National-Canadien.
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[Text]
Mr. Allmand: Who does own it?

Mr. Lamey: I believe it is a local concern.

Mr. Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman. Do these buses 
meet all the train services that you are get
ting at Fredericton Junction?

Mr. Lamey: They do not meet the Sunday 
service.

Mr. Trudel: Thank you.

Mr. Lamey: So anybody who did not know 
and was coming in on Sunday would have a 
real pleasant surprise to find themselves in 
the wilderness, without any mode of 
transportation.

Mr. Corbin: How good is the air service in 
and out of Fredericton? Are you satisfied 
with that?

Mr. Lamey: I do not think we are com
pletely satisfied at the moment. However, I 
have heard that we are getting DC-9’s in the 
spring, so I think this will greatly improve 
the air service.

Mr. Chairman: Mr. Lamey, it was very 
pleasant to have you with us.

The next brief will be presented by His 
Worship, Mayor W. T. Walker. The brief is 
from the City of Fredericton.

Mayor W. T. Walker (City of Fredericton):
Mr. Chairman, a year ago when we had our 
brief prepared, everyone’s crew was quite 
busy and we arranged through Councillor 
Seheult, who is the second man on my right, 
to arrange with a member of the Department 
of Economics at the University of New Brun
swick to prepare our brief. He is Mr. John 
Brander. Since Mr. Blander prepared this 
brief, I would ask him, with your permission 
Mr. Chairman, to read it.

Mr. J. Brander (Professor, University of 
New Brunswick): Mr. Chairman, the hour is 
late and I shall summarize it still further. 
The brief is concerned with four problems 
really, three of which are in the summary, 
one of which is not: the provisions of the 
Maritime Freight Rates Act; the quality of 
passenger service available at present; the 
problem created by the proposed consolida
tion of the railways with their express and 
less than carload service; and finally the 
matter of the freeze on certain freight rates 
in the Atlantic Provinces.

[Interpretation]
M. Allmand: Qui en est le propriétaire?

M. Lamey: Je crois qu’il s’agit d’une entre
prise locale.

Le président: Monsieur Trudel.

M. Trudel: Monsieur le président, est-ce 
que ces autobus vont à la rencontre de tous 
les trains qui passent à Fredericton Junction?

M. Lamey: Sauf le dimanche.

M. Trudel: Merci.

M. Lamey: Alors, quiconque ne le saurait 
pas et qui arrive le dimanche, serait agréa
blement surpris de se retrouver dans le bois 
sans moyens de transport.

M. Corbin: Est-ce que le service aérien est 
bon. En êtes-vous satisfait?

M. Lamey: Je ne crois pas que nous soyons 
tout à fait satisfaits à l’heure actuelle, mais 
j’ai entendu dire qu’on aura des DC-9 au 
printemps, ce qui améliorera la situation sans 
doute.

Le président: Nous avons été très heureux 
de vous avoir parmi nous, monsieur Lamey.

Le mémoire suivant est celui de Son Hon
neur M. le Maire W. T. Walker. Le mémoire 
vient de la ville de Fredericton.

Le maire W. T. Walker (Ville de Frederic
ton): Monsieur le président, il y a un an, 
lorsque nous avons préparé notre mémoire 
tout le monde était très occupé et nous avons 
demandé à mon collègue ici à ma droite, le 
conseiller Seheult, de demander à M. John 
Brander du département de l’économie de 
l’Université du Nouveau-Brunswick de pré
parer notre mémoire. Vu que M. Brander a 
préparé le mémoire, je lui demanderai donc, 
avec votre autorisation, monsieur le prési
dent, d’en donner lecture.

M. J. Brander (Professeur, Université du 
Nouveau-Brunswick): Monsieur le président, 
il se fait tard et je vais le résumer encore 
davantage. Le mémoire traite de quatre pro
blèmes essentiellement, dont trois sont men
tionnés dans le résumé. Les dispositions de la 
Loi sur les taux de transport des marchandi
ses dans les provinces Maritimes, la qualité 
du service-voyageurs actuel et le problème 
créé par la consolidation envisagée du service 
ferroviaire rapide et le service de charge
ments incomplets, et enfin la question du gel 
de certains tarifs marchandises dans les pro
vinces de l’Atlantique.
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[Texte] [Interpretation]
On the first probien, the brief recommends Dans le premier de ces problèmes, nous 

that the provisions of the Martime Freight recommandons que les dispositions de la Loi 
Rates Act be extended immediately to cover sur le transport des marchandises dans les 
all modes of transport; that the Act be provinces Maritimes soient immédiatement
extended to cover exports to the United 
States; that the Act be extended to cover 
west-to-east movements. On the second, the 
matter of passenger service, the brief in sum
mary states that the capital city has been 
discriminated against in the providing of ser
vice to our city by both railway companies, 
and urges that consideration be given by the 
Committee to put the fast-growing City of 
Fredericton back on the modern transporta
tion map.

In dealing with the third problem, the LCL 
traffic, the brief suggests that the density rule 
of ten pounds per cubic foot imposes a penal
ty rate on those shipping light and bulky 
commodities and recommends a lighter densi
ty rule of five pounds per cubic foot.

Finally, the rate freeze on non-competitive 
carload rates should be extended until such 
time as Parliament has had on opportunity to 
implement a new and effective transportation 
policy for the Atlantic Region. As you are no 
doubt aware, the National Transportation Act 
of 1967, imposed a two-year freeze on rates 
here, the idea being to give Parliament suffi
cient time to implement a regional policy. 
The freeze expires on the 23rd of March and 
as yet such a policy has not been implement
ed. For this reason we ask for its extension.

The Chairman: Mr. Trudel.

Mr. Trudel: One question, Mr. Chairman, 
regarding Article 3, that the provisions of 
the Maritime Freight Rates Act be extended 
to cover the west-to-east call. Would this not 
aggravate the situation that we now find by 
bringing in manufactured articles into the 
region, actually harming your own manufac
turing industry here?

Mr. Walker: This is a possibility. I have 
not examined in any depth the net benefit or 
cost to the region. Extending the subsidy to 
east-bound would, hopefully, reduce the cost 
of various articles to the consumer. And 
there is the penalty, I realize, of making it 
more difficult for existing industry.

Mr. Trudel: I am not disclaiming your 
point regarding raw material for your manu-

étendues à tous les modes de transport; que la 
Loi soit étendue aussi aux exportations vers 
les États-Unis; que la Loi soit étendue au 
transport Ouest-Est.

Quant au deuxième point, le service-voya
geurs, le mémoire stipule en résumé que le 
service assuré par les deux sociétés ferroviai
res constitue une discrimination à l’égard de la 
capitale, et exhorte le Comité à songer immé
diatement à remettre la ville de Fredericton 
sur la carte des modes de transport 
modernes.

Pour ce qui est du troisième problème, 
soit celui des chargements incomplets, le 
mémoire propose que la norme de densité qui 
est de 10 livres par pied cube constitue un 
désavantage pour ceux qui expédient des 
marchandises légères et volumineuses, et 
demande qu’elle soit réduite à 5 livres par 
pied cube.

Enfin, que le gel sur les taux non-concur
rentiels soit prolongé jusqu’à ce que le Parle
ment ait eu l’occasion de mettre en vigueur 
une nouvelle politique efficace des transports 
pour la région de l’Atlantique. Comme vous 
le savez sans doute, la Loi nationale sur les 
transports de 1967 imposait un gel de deux 
ans sur les tarifs, soit pour donner au Parle
ment le temps d’appliquer une politique 
régionale. Le gel prend fin le 23 mars et on 
n’a pas encore mis au point une telle politi
que. C’est pourquoi nous demandons ce 
prolongement.

Le président: Monsieur Trudel.

Mr. Trudel: Une question, monsieur le pré
sident, pour ce qui est de l’article 3, soit que 
les dispositions de la Loi sur le transport des 
marchandises dans les provinces Maritimes 
soient étendues au transport de l’Ouest à 
l’Est. Est-ce qu’on ne se trouverait pas à 
aggraver la situation actuelle en acheminant 
des produits manufacturés dans cette région, 
en nuisant effectivement à nos propres 
industries de fabrication?

M. Walker: C’est une possibilité. Je n’ai 
pas vraiment étudié la question pour ce qui 
est des avantages ou du coût net à la région. 
En étudiant les subventions au transport vers 
l’Est, nous espérons diminuer le coût de diffé
rents articles pour le consommateur. La peine 
qu’il nous fait payer du fait c’est qu’on rend 
la situation plus difficile pour les industries 
déjà installées.

M. Trudel: Je ne rejette pas votre argu
ment vis-à-vis des matières premières pour
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[Text]
facturing concerns, but I was just trying to 
underline that there is a possibility that 
manufactured items might come in and actu
ally hurt your industry.

Mr. Walker: Yes, I recognize this.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: In the brief you have just 
presented you have referred to the fact that 
Fredericton is a very fast-growing city. 
Could you give us an indication as to the rate 
of increase of growth, let us say, in the last 
ten years?

Mr. Louis Seheult (Councillor): The growth 
in the last ten years is from about 15,000 to 
22,000 that is in the immediate vicinity of 
Fredericton.

Mr. Nesbitt: Have requests been made by 
the Corporation of the City of Fredericton to 
either the Canadian Transport Commission or 
to the Canadian National Railways to renew 
passenger service and, if so, on how many 
occasions and when?

Mr. Seheult: On many occasions. I 
appeared before and presented briefs before 
the Board of Transport Commissioners in 
1961 and in 1959. On one occasion it was the 
removal of the railway passenger service 
from Fredericton to Fredericton Junction, 
and in the other case it was the removal of 
the train service from Fredericton to 
Newcastle.

Mr. Nesbitt: Has there been an application 
to the new Canadian Transport Commission?

Mr. Seheult: Not to my knowledge.

Mr. Nesbitt: Your Worship, I have every 
sympathy with the view you take on this 
because Canadian National Railways, I think, 
is pretty callous in its activities towards 
many cities, my own included. But I think 
one just has to keep on making applications 
to the Canadian Transport Commission.

Mr. Seheult: Mr. Chairman, I might 
answer the question that the member of the 
Junior Chamber of Commerce was not able 
to answer. At the time that we opposed the 
removal of the train from Fredericton Junc
tion, we did a very deep study on their 
losses. They were claiming a loss of some
thing like $50,000 but with the City Solicitor 
we were able to condense it down to about 
$5,000. We felt that if they did a little promo
tion like private business does they could 
have a profitable operation. But what was

[Interpretation]
vos industries, mais j’essayais simplement de 
vous signaler qu’on introduirait peut-être des 
produits fabriqués qui pourraient nuire à vos 
industries.

M. Walker: Oui, je le reconnais.

Le président: Monsieur Nesbitt.

M. Nesbitt: Dans le mémoire on parle du 
fait, que Fredericton est me ville qui croit 
rapidement. Est-ce que vous pourriez nous 
indiquer le taux de croissance pour les dix 
dernières années?

M. Louis Seheult (Conseiller municipal. 
Ville de Fredericton): Depuis dix ans nous 
sommes passés de 15,000 à 22,800, soit dans la 
région immédiate de Fredericton.

M. Nesbitt: Est-ce que la corporation de la 
ville de Fredericton a demandé à la Commis
sion canadienne des transports ou encore au 
National Canadien de rétablir son service- 
voyageurs, et, dans ce cas, quand et à com
bien de reprises l’avez-vous fait?

M. Seheult: Plus d’une fois. J'ai comparu 
devant la Commission canadienne des trans
ports à qui j’ai présenté des mémoires en 
1961 et en 1959. Dans un cas, il s’agissait du 
retrait du service-voyageurs entre Frederic
ton et Fredericton Junction, et la deuxième 
fois pour le retrait du service-voyageurs 
entre Fredericton et Newcastle.

M. Nesbitt: Est-ce que vous avez présenté 
une demande à la nouvelle Commission cana
dienne des transports.

M. Seheult: Pas à ma connaissance.

M. Nesbitt: Je sympathise vraiment avec 
votre point de vue à cet égard parce que le 
National Canadien agit, à mon avis, de façon 
assez fruste à l’égard de bon nombre de vil
les, dont la mienne. Mais je crois qu’il faut 
continuer de présenter demande sur demande 
à la Commission canadienne des Transports.

M. Seheult: Je pourrais peut-être répondre 
à la question à laquelle le représentant de la 
Jeune Chambre de Commerce n’a pu répon
dre. Au moment où on s’est objecté au retrait 
du service-voyageurs de Fredericton Junc
tion, nous avons fait une étude sérieuse des 
pertes. Ils prétendaient avoir des pertes de 
l’ordre de $50,000, mais avec l’aide de notre 
avocat nous avons pu les réduire à $5,000. Il 
nous a semblé qu’avec un peu de publicité, 
ils auraient sans doute pu le rendre rentable. 
Mais ce qui est pire, ils prétendaient qu’il
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[Texte]
worse, they said they required an average of 
16 pasengers on a sleeper at night, leaving 
Fredericton.

Through doing research on their figures, 
we discovered that they had an average of 12 
from here and that did not include those 
passengers who were embarking at Harvey 
and Fredericton Junction. So we thought that 
they were getting the required number.

Mr. Nesbitt: I have one brief further ques
tion as a result of the remarks of the mayor. 
When you made these representations to the 
former Board of Transport Commissioners 
concerning discontinuance of passenger ser
vice, was it pointed out in the brief that the 
Canadian National Railways had a duty to 
provide service perhaps to certain areas of 
Canada which are not as heavily populated 
as some others?

Mr. Walker: It has been pointed out from 
time to time, sir, and we have not been able 
to get anywhere with them. As a matter of 
fact, it is strange that at the time we 
appeared before the Board of Transport 
Commissioners there were 15 representatives 
representing the CPR railroad and not one of 
them used their own railroad coming in.

I pointed that out to them too.

The Chairman: Are there any other ques
tions on this?

Mr. Allmand: Mr. Mayor, to clear up some 
misunderstanding, when you had the passen
ger service here was it CPR or CNR?

Mr. Walker: We had both.

Mr. Allmand: I presume the CPR service 
went down to Fredericton Junction and con
nected with the line from Saint John to
Montreal?

Mr. Walker: Right.

Mr. Allmand: And where did the CNR 
service rim to? Did it run into Moncton?

Mr. Walker: The CNR ran to Newcastle 
and from there to Moncton in the north.

Mr. Allmand: Which service did you try 
and maintain? If you could not maintain 
both which one would you try to maintain?

Mr. Walker: We tried to maintain the CPR 
because we felt at that time it was a more 
direct route and more convenient for people 
to use. But we jointly opposed the removal of

[Interprétation]
leur fallait 16 voyageurs en moyenne dans les 
voitures-lits qui quittent Fredericton.

Lorsque nous avons fait des recherches, 
nous avons constaté qu’ils avaient une 
moyenne de 12 passagers qui partaient d’ici, 
sans compter les passagers qui prenaient le 
train à Harvey et à Fredericton-Junction. 
Nous croyions donc qu’ils avaient le nombre 
requis pour que ce soit rentable.

M. Nesbitt: Une autre question très brève 
sur les observations que son honneur le 
maire vient de faire. Lorsque vous avez for
mulé ces instances auprès de la Commission 
des transports du temps au sujet de la cessa
tion du service des voyageurs, est-ce qu’on a 
signalé alors dans le mémoire que le Natio- 
nal-Canadien se devait d’assurer un service 
dans certaines régions du Canada où la den
sité démographique n’était pas aussi grande 
qu’ailleurs.

M. Walker: Oui, on l’a fait de temps à 
autre et nous n’avons pas été en mesure 
d’accomplir quoi que ce soit. Question de fait, 
il est assez surprenant qu’au moment où nous 
nous sommes présentés devant la Commission 
des Transports, il y avait 15 représentants du 
Pacifique Canadien et aucun d’entre eux n’a
vait utilisé ce chemin de fer pour se rendre. 
Je leur ai fait remarquer.

Le président: Alors, avez-vous d’autres 
questions, messieurs?

M. Allmand: Monsieur le président, mon
sieur le maire, afin de faire disparaître toute 
incompréhension lorsque vous aviez un ser
vice-voyageurs ici, est-ce que c’était le CNR 
ou le CPR?

M. Walker: Nous avions les deux.

M. Allmand: Je vois. J’imagine que le ser
vice du CPR allait à Fredericton-Junction et 
se rattachait à la ligne Saint-Jean-Montréal?

M. Walker: C’est exact.

M. Allmand: Où se rendait le service pas
sager du CN? Allait-il à Moncton?

M. Walker: Le CN allait à Newcastle et de 
là à Moncton au Nord.

M. Allmand: Je vois. Quel service avez- 
vous essayé de maintenir, si vous ne pouviez 
maintenir les deux?

M. Walker: Nous avons essayé de garder le 
CP parce qu’à ce moment-là nous croyions 
que le parcours était plus direct et plus com
mode pour les usagers. Mais nous nous som-
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the other trains to various communities 
between here and Campbellton.

Mr. Allmand: Which service went first, the 
CPR or the CNR?

Mr. Walker: The CPR.
Mr. Allmand: The CPR went first, then 

you had the CNR for a certain period of 
time?

Mr. Walker: I am sorry—the Canadian 
National Railways went first.

Mr. Allmand: The Canadian National Rail
ways went first?

Mr. Walker: Yes. The way it was phased 
out, if I might say, Mr. Chairman, was by a 
depreciation of the service. From a first class 
train it went down to a rail line, then it went 
down to an old steam car and the people 
would not ride on it. This is the way it was 
phased out.

Mr. Allmand: This is the CNR train?
Mr. Walker: The CPR.
Mr. Allmand: The CPR?
Mr. Walker: Yes, sir.
Mr. Skoberg: Your Worship, I can certain

ly appreciate the problem of transportation 
in so far as passengers are concerned because 
I have seen the downgrading of the very 
same train that you have seen.

What is the city’s position here in regard to 
an international airport that would serve the 
three main centres—Moncton, Fredericton 
and Saint John?

Mr. Walker: I am in favour of one but I 
think any one of the three existing ones 
would be probably more suitable. When I 
saw on TV last week all the provincial 
Premiers down on their knees begging money 
for the various provinces, I wondered where 
the money is coming from to provide another 
international airport.

Mr. Skoberg: But you are in agreement that 
if one was established you would be quite 
satisfied to have it serve the three areas?

Mr. Walker: I beg your pardon?
Mr. Skoberg: You would agree though that 

one airport to serve the three areas would be 
sufficient?

[Interpretation]
mes conjointement opposés au retrait des 
autres trains dans le cas des diverses collecti
vités établies entre ici et Campbellton.

M. Allmand: Quel service a été instauré le 
premier, le CNR ou le CPR?

M. Walker: Le CPR.
M. Allmand: Le CPR a été instauré le 

premier, ensuite le CNR pour un certain 
temps.

M. Walker: Non, le CNR a disparu le 
premier.

M. Allmand: Le CNR est disparu le 
premier?

M. Walker: La façon dont il est disparu, M. 
le président, c’est à la suite de la dépréciation 
du service.

Le train de première classe est devenu un 
train ordinaire. Ensuite nous avons eu une 
vieille locomotive et les gens refusaient d’em
prunter ce service. C’est comme ça qu’il est 
disparu.

M. Allmand: Vous parlez du train du CN?
M. Walker: Le CP.
M. Allmand: C’est le CP qui a fait cela?
M. Walker: Oui.
M. Skoberg: Monsieur le président, votre 

honneur, je suis très conscient du problème 
des transports en ce qui a trait au service de 
voyageurs parce que j’ai vu cette situation se 
détériorer tout comme vous. Mais que pensent 
les gens ici d’une aérogare internationale des
servant les trois principaux centres, Moncton, 
Fredericton et Saint John?

M. Walker: Je serais en faveur, mais je 
crois que n’importe lequel des trois aéroports 
existants conviendrait mieux. Lorsque je 
songe à ce que j’ai vu à la télévision la 
semaine dernière tous les premiers ministres 
provinciaux quêtant de l’argent à genoux 
pour leurs provinces respectives, je me 
demande d’où vient l’argent qui permettrait 
d’aménager une autre aérogare internationale.

M. Skoberg: Mais vous êtes d’accord pour 
dire que si on en construisait une, vous seriez 
tout à fait satisfait qu’elle desserve les trois 
régions?

M. Walker: Je vous demande pardon?
M. Skoberg: Vous conviendriez toutefois 

qu’il serait suffisant d’avoir une seule aéro
gare pour desservir les trois régions.
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Mr. Walker: I certainly do—I do not. An 

international airport, yes.

The Chairman: Order, please. Mr. Nowlan?

Mr. Nowlan: From the summary of the 
brief that we were given tonight, do I under
stand, Your Worship, that in view of your 
recommendation number 2, extending Mari
time Freight Rates for exports to the United 
States, you generally would be in favour of 
an Atlantic free trade area?

Mr. Walker: I will ask Mr. Brander to 
answer that since he prepared the brief on 
freight rates.

Mr. Brander: Yes.

The Chairman: Any other questions, gen
tlemen. I want to thank you, Mr. Mayor. You 
have been very kind.

Mr. Walker: Thank you.

The Chairman: The next brief is from the 
Enterprise Foundry Company Limited. I will 
call upon Mr. Fisher. The brief is on page 
815.

Mr. Maurice P. Fisher (Vice-President Pur
chasing, Enterprise Foundry Company Limit
ed): Mr. Chairman and gentlemen, I have a 
summary here of our brief. I realize the hour 
is getting late. I have been on the go myself 
since 6 o’clock this morning, have been sit
ting here most of the day, and being proba
bly considerably more elderly than anyone 
else in the room perhaps you will give a little 
consideration to old age.

I feel that the situation which I will go 
into in connection with our company, which 
represents also other industries, is somewhat 
different than other briefs which have been 
presented to you today.

In our brief we have pointed out that our 
company is a private family-owned one 
which has been making cooking and heating 
equipment since 1872. It is the only private 
one left manufacturing similar lines in Cana
da out of a great many some years ago.

We employ 350 to 375 people, which means 
about 1,400 souls depending directly on the 
business for their living. This is a large per
centage of the population of the town and 
surrounding communities. The market we 
cater to is Canada and to do this it is neces
sary to have 10 distributing warehouses from 
St. John’s, Newfoundland to Vancouver.

[Interprétation]
M. Walker: Certainement non, non, pas du 

tout. Une aérogare internationale, oui.

Le président: A l’ordre s.v.p. M.
Nowlan?

M. Nowlan: D’après le résumé du mémoire 
qu’on nous a distribué ce soir, si je com
prends bien, votre honneur, j’ai lu la recom
mandation numéro 2 pour avoir inclus les 
exportations vers les États-Unis pour le tarif 
du transport des marchandises, est-ce que 
vous êtes en faveur d’une zone de libre 
échange de l’Atlantique.

M. Walker: Je demanderais, à M. Brander 
de répondre, vu qu’il a rédigé le mémoire sur 
le tarif du Transport des marchandises.

M. Brander: Oui.

Le président: Voyez-vous d’autres ques
tions, messieurs? Je désire vous remercier, 
monsieur le maire, de votre gentillesse.

M. Walker: Merci.

Le président: Le mémoire suivant sera 
celui de Enterprise Foundry Company Limit
ed. Je cède donc la parole à M. Maurice P. 
Fisher. La soumission est à la page 815.

M. Maurice P. Fisher (Vice-président des
Achats): Monsieur le président, messieurs, j’ai 
le résumé de mon mémoire et ici, je me rends 
compte que le temps file, il se fait tard, je 
suis debout depuis 6 heures ce matin. Je suis 
resté ici presque toute la journée et je suis 
un peu plus âgé que la plupart d’entre vous 
ici présent. Donc, tenez compte de mon grand 
âge, je vous en prie.

Je suis d’avis que la situation dont je vais 
vous parler et qui se rapporte à notre société, 
laquelle représente aussi d’autres industries, 
est quelque peu différente de celle qu’on ren
contre dans les autres mémoires qui ont été 
présentés aujourd’hui.

Dans notre mémoire, nous vous signalons 
que notre compagnie est une société familiale 
privée qui fait des appareils de cuisson et de 
chauffage depuis 1872. C’est la seule société 
privée qui fait une telle fabrication au Cana
da à partir d’un très grand nombre qui exis
tait il y a quelques années.

Nous avons de 350 à 375 employés, ce qui 
représente environ 1,400 personnes qui 
dépendent directement de notre entreprise 
pour leur subsistance. Il s’agit d’une impor
tante proportion de la population de la ville 
et des environs. Notre marché englobe tout 
le Canada. Pour ce faire, donc il nous faut 10 
centres de distribution de Saint-Jean, Terre-
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Most of our business is west of the Atlantic 

provinces, and it is there where we must look 
for growth for the continuance of our 
company.

Increased volume is essential to keep pace 
with wage and material increases. Transpor
tation is a vital factor in our business. Practi
cally all our raw materials have to be 
brought in by rail from Ontario, the United 
States and the Montreal district. This 
involves a very great expense. Comparing 
this with our competitors, who are largely 
situated in the Toronto area, our added costs 
over the Toronto area competitor means an 
added expense to us of over $100,000 a year 
on Tariff number 100 and the present carload 
rates. Details of this are given in our brief.

On the other hand, we have to compete 
price-wise and model-wise with these central 
Canada competitors, which are mostly United 
States subsidiaries. There are no compen
sating advantages in our location. We have 
to pay to get our goods into the Quebec and 
Ontario markets, absorbing the freights and 
maintaining costly warehouses to give the 
necessary service and delivery to customers 
in those areas.

Tariff 100, effective September 5, 1967, 
means that the cost of moving our product to 
our customers is tremendously increased and 
it has also greatly increased the cost of our 
incoming raw materials and supplies. This all 
adds up to greater sales resistance, with a 
possible loss of business and so of increasing 
our costs as to make us non-competitive.

The average increase brought about by 
Tariff 100 in LCL rates from Sackville to 24 
destinations throughout the Atlantic provinces 
for a normal shipment is 123 per cent for the 
same service as before. That is, this new 
Tariff 100 would increase our cost of delivery 
to our dealers at an average of 123 per cent. 
The average for similar shipments to points 
in Eastern Quebec is about 76 per cent. In 
respect of incoming supplies, local freights 
increased about 70 per cent.

This new Tariff calls for complicated and 
expensive methods in billing out shipments 
due to what appear to be many unnecessary 
detailed measurements, weights and compu
tations.

[Interpretation]
Neuve, à Vancouver. La plupart de nos affai
res se font à l’ouest des provinces de l’Atlan
tique et c’est là où nous devons nous tourner 
pour la croissance pour la survie de notre 
compagnie.

L’augmentation du volume est essentielle 
pour aller de pair avec les augmentations des 
salaires et des matériaux. Le transport est un 
élément vital de notre entreprise, à peu près 
toutes nos matières premières doivent être 
acheminées par rails de l’Ontario, les États- 
Unis et le district de Montréal. Cela entraîne 
des dépenses élevées, et, si on compare notre 
situation à celle de nos concurrents qui se 
trouvent entre partie dans la région de 
Toronto, nous rencontrons des frais supplé
mentaires de plus de $100,000 par année en 
vertu du tarif 100 et des tarifs actuels par 
wagon. Je vous donne tous ces détails dans 
notre mémoire.

D'autre part, il nous faut concurrencer 
pour ce qui est des prix et des modèles avec 
ces concurrents du Canada central qui pour 
la plupart sont des filiales de sociétés améri
caines. Il n’y a pas d’avantages de compensa
tion pour ce qui est de notre emplacement. Il 
nous faut payer pour expédier notre mar
chandise sur les marchés de Québec et de 
l’Ontario, absorber les frais de transport et 
maintenir des entrepôts très coûteux pour 
assurer le service et les livraisons voulus aux 
clients de ces régions.

Le tarif 100 mis en vigueur le 5 septembre 
1967 signifie que le coût de transport vers nos 
clients est augmenté considérablement. Il a 
vraiment augmenté le coût de l’approvision
nement en matières premières et en maté
riaux. Cela produit une plus grande résis
tance sur le marché des ventes, augmente nos 
risques de perte. L’augmentation de notre 
coût nous rend non-concurrentiels.

L’augmentation moyenne entraînée par le 
tarif 100 avec les taux visait les chargements 
incomplets, de Sackville à vingt-quatre points 
dans les provinces de l’Atlantique pour un 
expédition normal est de 123 p. 100, pour le 
même service, comparativement à autrefois. 
Ce nouveau tarif 100 augmenterait nos coûts 
de livraison à nos détaillants dans ces pro
portions de 123 p. 100. La moyenne pour des 
expéditions analogues dans l’est du Québec, 
est d’environ 76 p. 100. Les marchandises 
d’approvisionnement, le transport régional 
par rail, ont augmenté d’environ 70 p. 100

Le nouveau tarif entraîne des méthodes 
compliquées et coûteuses pour préparer l’ex
pédition, à cause de ce qui semble être des 
mesures et des calculs de pesanteur détaillés 
et inutiles.
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We have found these costs so high on both 

incoming materials and outgoing shipments 
that we are having these shipments made 
under the Class and Commodity Rates which 
are still in effect. Even these rates were 
increased on May 4, 1967 by amounts rang
ing from 6 per cent to 12 per cent. Also, the 
pickup and delivery services were cancelled.

In spite of these added costs, it is less 
expensive for us to use the Class and Com
modity Rates than the new Tariff 100. The 
delivery of our shipments to our customers is 
most discouraging as there are great delays 
in many cases.

There is one vital point not mentioned in 
our brief that we wish to refer to, namely 
the freeze on non-comparative carload rates 
and the possibility of these rates being 
materially increased unless the freeze 
schedules to expire on March 23 is continued. 
If this change occurs it will add greatly to a 
lot of our present incoming carloads of 
material and to outgoing carloads of finished 
goods to all points in the Atlantic provinces, 
Quebec and Ontario.

We are already suffering greatly from all 
these costs, as shown in detail in our brief. It 
would be disastrous to our company and oth
ers to increase the cost of raw materials and 
supplies and to increase the cost of shipments 
to branch warehouses.

Our industry is an extremely competitive 
one orice-wise. In our brief we have referred 
to DBS figures which show, in respect of our 
single largest product, electric ranges, that 
the wholesale selling price index has between 
1956 and November, 1968 been reduced 16.6 
per cent. To put it another way, the net 
wholesale selling index price on electric 
ranges is today 16.6 per cent less than it was 
in 1956. This is almost the greatest reduction, 
with one or two exceptions as are shown in 
the DBS Catalogue No. 62-002, and none of 
our products, or furnaces, show a price 
reduction in the same period of time of 9.6 
per cent.

These percentages have increased during 
the last 12 months. On the other hand, our 
raw materials, many of which are listed in 
this catalogue, show very substantial price 
increases. An example of this is cold rolled 
steel sheets, which increased 17.1 per cent. 
This is our largest single commodity.

Throughout the years many stove plants in 
the Maritime provinces have had to close up

[Interprétation]
Nous trouvons que ces coûts sont tellement 

élevés pas pour l’approvisionnement en den
rées et l’expédition vers l’extérieur que nous 
faisons ces expéditions en vertu de la catégo
rie et des taux préférentiels qui sont toujours 
en vigueur, ces taux ont augmenté le 4 mai 
1967 dans des proportions de 6 à 12 p. 100. 
Aussi, le service de livraison a été annulé. En 
plus de ces coûts additionnels, il est moins 
coûteux pour nous d’avoir recours aux taux 
de catégories de denrées plutôt qu’au nou
veau tarif 100. L’expédition de nos livraisons 
vers nos clients entraîne bien souvent des 
retards très grands.

Il y a un point essentiel qui n’est pas 
mentionné dans notre mémoire dont nous 
voudrions vous parler, soit le gel sur les taux 
non-concurrentiels des lots privés du fait que 
ça pourrait être augmenté substantiellement 
à moins que le gel qui doit prendre fin le 23 
mars ne soit maintenu. Si cette modification 
se produit, cela ajoutera à l’arrivée des lots 
privés de matériel et à l’expédition de pro
duits finis vers tous les points des provinces 
de l’Atlantique, du Québec et de l’Ontario.

Nous souffrons beaucoup déjà de tous ces 
coûts qui se présentent maintenant tel que 
présentés en détail dans notre soumission. De 
telles augmentations seraient désastreuses 
pour notre société et d’autres donc en aug
mentant le coût des matières premières et des 
approvisionnements et aussi des expéditions 
vers nos entrepôts.

Notre industrie est une industrie vraiment 
concurrentielle quant aux prix. Dans notre 
soumission, nous nous sommes reportés aux 
chiffres du Bureau fédéral de la statistique 
qui démontrent que dans le cas de notre 
principal produit, soit la cuisinière électrique, 
l’indice de prix de vente en gros de 1956 au 
mois de novembre 1966 a connu une diminu
tion de 16.6 p. 100. Autrement dit, le prix de 
vente en gros suivant l’indice des prix est de 
16.6 p. 100 de moins qu’il ne l’était en 1956. 
C’est à peu près la plus grande diminution 
sauf dans une exception ou deux, tel qu’on 
peut le voir dans le catalogue du Bureau fédé
ral de la statistique, au n" 6202. Aucun de nos 
produits ou fournaises n’a connu de réduc
tion de prix dans cette même période de 
temps de l’ordre de 9.6 p. 100.

Ces pourcentages ont augmenté au cours 
des douze derniers mois mais d’autre part, 
nos matières premières dont beaucoup sont 
établies dans ce catalogue, nous font part 
d’augmentations marquées. Les feuilles d’a
cier roulées à froid ont connu une augmenta
tion de 17.1 p. 100. C’est l’article que nous 
produisons le plus. Au cours des années, un 
bon nombre d’usines ont dû fermer leurs
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tText]
and go out of business. The last one was a 
plant in Moncton three years ago. There 
were, some years ago, 14 companies making 
stoves and oil furnaces in the Atlantic prov-

The CNR will always have to maintain 
operation of its lines through the Maritime 
provinces. Should they not then do every
thing they can to stimulate increased traffic 
in this region? The greater their volume the 
more helpful it is to their whole operation. A 
large part of the railway business in the 
Maritimes is captive business. We have prac
tically no other transportation available. The 
railways have the long haul in and the long 
haul out on almost all our tonnage, as well as 
the local Atlantic provinces haul. We have no 
other practical means of transportation. Our 
competitors do have various alternatives.

The sources of this whole difficult situation 
seems to be, in our opinion, that the National 
Policy and the National Transportation Policy 
are operating in opposite directions instead of 
the National Transportation Policy working 
in with the National Policy.

Our understanding is that one point in the 
National Policy is:

to afford Maritime Merchants, Traders 
and Manufacturers the larger markets of 
the whole Canadian people instead of the 
restricted market of the Maritimes 
themselves.

In our opinion, the National Transportation 
Policy should be made up of area policies so 
that each geographical area gets a square 
deal. This, we believe, is not the case now. 
The economy of the Atlantic provinces badly 
needs secondary industry which provides 
that great stabilizing influence, the weekly 
pay envelope which maintains communities 
in prosperity. Transportation help is needed 
to relieve the excessive comparative burden 
which Maritime industries are now strug
gling under. The question may be asked, 
“Where will the railway get the money to 
offset special rates given” as asked for in our 
brief.

There are four asked for and the ones we 
would refer to here to cut it down would be 
the continuance of the Maritime Freight 
Rates Act, with some revisions to bring it up 
to date, such as being applicable to move
ments from the West to the East. The con
tinuance of LCL freight; and the fact that we

[Interpretation]
portes, la dernière à Moncton, il y a trois ans. 
Il y a quelques années, nous avions qua
torze sociétés fabricant des cuisinières élec
triques et des chaudières à l’huile dans les 
provinces de l’Atlantique et maintenant il 
n’en reste plus que deux.

Le National Canadien devrait toujours 
maintenir ses lignes dans les provinces mari
times. Ne devrait-il pas alors faire tout en 
son possible pour augmenter la circulation 
dans cette région? Plus le volume est consi
dérable mieux s’en trouve toute l’exploita
tion. Une bonne partie des entreprises utili
sant les chemins de fer aux Maritimes sont 
des entreprises «captives». Nous n’avons pra
tiquement pas d’autres moyens de transport. 
Les chemins de fer font les longs parcours 
d’approvisionnement et d’expédition de pres
que tout, ainsi que les parcours régionaux 
des Maritimes. Nous n’avons pas d’autres 
moyens de transport pratiques. Nos concur
rents disposent de diverses solutions de 
rechange. La cause de toute cette situation 
difficile semble émaner, à notre avis, du fait 
que la politique nationale et la politique 
nationale en matière des transports, vont en 
direction opposée plutôt que d’avoir une poli
tique des transports qui travaille de concert 
avec une politique nationale.

Si nous comprenons bien, il y a un point 
de la politique nationale qui veut, je cite 
«fournir aux marchands, aux commerçants et 
aux fabricants des Maritimes d’avoir ainsi de 
plus grands marchés formés par l’ensemble 
de la population canadienne plutôt que d’être 
restreints au marché des provinces Maritimes 
elles-mêmes».

A notre avis, la politique nationale des 
transports devrait comprendre des politiques 
régionales pour que chaque région géographi
que soit traitée avec justice. Nous croyons 
que ce n’est pas ce qui existe maintenant. 
L’économie des provinces de l’Atlantique a 
besoin vraiment d’indus tines secondaires qui 
sont un grand facteur de stabilisation et qui 
maintiennent la collectivité dans la prospé
rité. Nous avons besoin de l’aide des Trans
ports pour soulager les Maritimes du fardeau 
excessif qui écrase ses industries que nous 
connaissons ici. On peut se demander alors 
«où peut-on obtenir l’argent pour les chemins 
de fer pour se rembourser des tarifs spéciaux 
accordés?» comme nous le demandons.

Il y a quatre réductions qui sont deman
dées ici, ainsi que celles dont on parle ici; 
réduire leur nombre voudrait dire la conti
nuation de la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes, avec quelques modifications pour la 
mettre au jour, comme le fait qu’elle s’appli-
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[Texte] [Interpretation]
should be in a position to compete rate-wise querait aux expéditions de l’ouest à l’est; le 
in territories west of the Maritimes with the maintien du tarif visant les wagons non com- 
manufacturers situated in Montreal. This is a plètement remplis, et le fait que nous 
national problem and whatever financial devrions être en mesure de concurrencer au 
assistance that is necessary, if any, to the point de vue tarif, dans les territoires à 
railway to enable Maritime industry to be l’ouest des Maritimes, avec les fabricants qui 
competitive should be paid from the federal se trouvent dans la région de Montréal. Il 
treasury. s’agit là d’un problème sur le plan national et

quelle que soit la nécessité d’obtenir une aide 
financière s’il y a lieu pour les sociétés ferro
viaires afin de permettre aux industries des 
Maritimes d’être concurrentielles, cela devrait 
provenir du trésor fédéral.

I know when you bring up the question of 
the federal treasury there is a great wringing 
of hands, but I think these are facts which 
we must face. In our opinion, such payments 
would do more good for Canada’s economy 
and prosperity than some of the other and 
much greater amounts that are expended 
each year in a vast multitude of ways. Such 
funds should not be looked on as an expense 
but as an investment on which the treasury 
would receive returns through income tax 
from more prosperous people. We need great
er prosperity here in these Atlantic provinces 
and if we are given the opportunity for a 
greater amount of business there are going to 
be greater incomes which will benefit the 
federal treasury, which takes about half any
way. I am speaking of business; it takes 
practically half.

In our brief we have pointed out the much 
larger percentage increase in profit per capita 
made in Ontario compared with New Bruns
wick. The gross product per capita in 
Ontario over New Brunswick is 75.1 per 
cent; the gross profit per capita in Ontario 
over New Brunswick is 135 per cent. These 
figures speak volumes in themselves and 
show that Maritime people are forced to get 
along under much more difficult conditions 
than their fellow provinces. Is this the just 
society? Is the present regional disparity to 
continue and to be made more severe?

Mr. Pickersgill, referring to the Transpor
tation Act, Hansard, August 29, 1966 page 
7745, stated:

Provisions were made for a method by 
which a maximum rate could be deter
mined if the shipper was in a captive 
position, that is, if the railways enjoyed 
a monopoly with regard to the carriage 
of his goods.

We are in a captive position. He also 
stated:

Where the railways are in a position of 
exercising a monopoly, a shipper will

Je sais que lorsqu’on parle du trésor fédé
ral, il y a beaucoup de mains qui se tordent, 
mais je crois que ce sont des faits qu’il faut 
regarder en face. A notre avis, ces paiements 
feraient plus de bien à l’économie du Canada 
et à sa prospérité que certains montants 
beaucoup plus importants qui sont dépensés 
chaque année d’une multitude de façons. De 
tels fonds ne devraient pas être considérés 
comme une dépense mais plutôt comme un 
investissement qui rapporterait un certain 
montant au Trésor, à cause de l’impôt que 
verseraient les personnes les plus aisées. Il 
nous faut davantage de prospérité dans les 
provinces de l’Atlantique; si nous avions la 
possibilité de développer notre économie, les 
revenus seraient plus importants, ce qui serait 
à l’avantage du trésor fédéral, qui en prend 
la moitié. Il s’adjuge près de la moitié de 
l’impôt sur le revenu des sociétés.

Dans notre mémoire, nous avons montré 
que le pourcentage des profits par tête est 
plus élevé en Ontario qu’au Nouveau-Bruns
wick. Le produit brut par habitant du Nou
veau-Brunswick représente 75 p. 100 de celui 
de l’Ontario. Le bénéfice brut pour l’Ontario, 
comparativement au Nouveau-Brunswick, est 
de 135 p. 100. Ces chiffres sont éloquents; ils 
nous montrent que dans les Maritimes, les 
gens doivent se plier à des conditions de vie 
beaucoup plus difficiles que celles des autres 
provinces. Est-ce là la société juste? Les dis
parités régionales doivent-elles se perpétuer 
et s’aggraver?

Monsieur Pickersgill, parlant de la Loi sur 
les transports, (Hansard, 29 août 1966, p. 
7745), déclarait que

des dispositions avaient été prises pour 
déterminer un taux maximum de trans
port advenant le cas où l’expéditeur soit 
contraint, c’est-à-dire si les chemins de 
fer avaient le monopole du transport de 
ses denrées.

Quant à nous, nous sommes contraints. 
Monsieur Pickersgill a également déclaré 
que:

si les chemins de fer étaient en mesure 
d’exercer un monopole, les expéditeurs
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[Text]
have the right to have controlled max
imum rates.

Another quotation of Mr. Pickersgill’s— 
you all are probably familiar with them—is 
as follows:

We require transportation assistance for 
the movement of inbound materials and 
outbound finished products to enable us 
to compete in the larger and faster devel
oping markets. To do this there must be 
a complete understanding and knowl
edge of Maritime problems and we feel 
they can be corrected by bold, farseeing 
steps.

An hon. Member: A quotation for every 
stipulation.

Mr. Fisher: Right. We are quoting Mr. 
Pickersgill.

Gentlemen, in our business—and this 
applies to some other industries—about 95 
per cent of our raw materials and supplies 
are apt to come in from Ontario, mid-West 
United States and some Montreal districts. 
They are manufactured here and shipped 
out, and the largest part of them go West of 
the Maritime provinces again. All our com
petitors are in the densely populated centres 
of Ontario and Quebec, right next door to 
their supplies and to their big markets.

Almost 80 per cent of the gas and electric 
range business is controlled by American 
subsidiaries.

Thank you.

The Chairman: Mr. Rose?

Mr. Rose: Mr. Fisher, I enjoyed your very 
comprehensive and interesting brief, as I 
used to enjoy toasting my shins in your 
ovens in years gone by.

I think that yours is the kind of industry 
that we need to encourage in our country, 
since we see great inroads of American com
petition and branch planned economy devel
oping all over Canada. In view of all the 
limitations imposed on you by freight rates, 
wholesale prices going down and retail costs 
going up on matters of raw materials, the 
most obvious question to me, sir, is how do 
you do it?

Mr. Fisher: It is a great deal of hard work. 
One has to cut everything to the bone as far 
as any frills and things of that kind go. We 
are blessed with a very fine lot of men work
ing with us. Families go back for three and 
four generations.

[Interpretation]
auraient droit à des taux maxima 
contrôlés.

M. Pickersgill a fait une autre observation 
que vous connaissez sans doute, lorsqu’il a dit

qu’il nous faut accorder une aide au 
transport des matières premières impor
tées et des produits finis destinés à 
l’exportation si nous voulions soutenir la 
concurrence sur des marchés en rapide 
expansion. Pour ce faire il nous faut con
naître et bien comprendre les problèmes 
des Maritimes, qui pourront être réglés 
par des mesures audacieuses et avisées.

Une voix: Une citation sous toute réserve.

M. Fisher: C’est exact; c’est de M. Pickers
gill qu’il s’agit.

Messieurs, dans notre industrie—et cela 
s’applique à d’autres également—environ 95 
p. 100 de nos matières premières et de nos 
approvisionnements viennent de l’Ontario, du 
centre-ouest des États-Unis et de certains 
secteurs de Montréal; ils sont transformés ici 
et expédiés, en grande partie à l’ouest des 
Maritimes. Tous nos concurrents se trouvent 
dans les régions à forte densité de population 
de l’Ontario et du Québec, tout près des cen
tres d’approvisionnement et des grands 
débouchés.

Près de 80 p. 100 de l’industrie des appa
reils fonctionnant au gaz et à l’électricité est 
contrôlée par des filiales américaines. Merci.

Le président: Monsieur Rose?

M. Rose: M. Fisher, j’ai beaucoup apprécié 
votre exposé, très complet et intéressant, car 
j’ai eu l’occasion de me réchauffer les pieds 
dans le four de vos cuisinières il y a long
temps déjà. Je pense qu’il s’agit là d’une 
industrie qu’il nous faut encourager dans 
notre pays, car la concurrence américaine est 
forte et leurs filiales s’installent partout au 
Canada. Étant donné toutes les restrictions 
qui vous sont imposées par le tarif marchan
dises, la baisse des prix de gros et la hausse 
des prix de détail des matières premières, la 
question qui me vient immédiatement à l’es
prit est la suivante: comment arrivez-vous à 
survivre?

M. Fisher: Il nous faut travailler dur. Il 
nous faut nous en tenir au strict nécessaire et 
éviter le superflu. Nous avons heureusement 
de très bons employés qui collaborent avec 
nous. Certaines familles travaillent chez nous 
depuis trois ou quatre générations.
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[Texte]
Mr. Rose: Would you say, sir, that your 

men are in effect subsidizing your business?

Mr. Fisher: No, not at all.

Mr. Rose: They are paid well, are they?

Mr. Fisher: They are paid well. We have 
exchanged information for many years with 
seven or eight companies in Ontario through 
a central agency—each company was a num
ber—and the results showed that some of our 
men were the top earners per man per hour 
in Canada, some were second and some were 
third.

Mr. Rose: You seem, in contrast to some of 
the others, from implied or factual informa
tion that we have here today, to have solved 
some of the problems of productivity which 
seems to be plaguing many industries not 
only in the Maritimes but in Canada 
generally.

Mr. Fisher: We have laid great stress on 
productivity. My son, who is in charge of the 
plant, and I are through the plant all the time, 
we know the individuals, we are watching, 
checking up and encouraging people on an 
individual basis, and it has brought results.

Mr. Rose: It is my understanding, sir, that 
while productivity can certainly benefit by a 
loyal and diligent crew it is often more the 
responsibility of the kind of machinery and 
techniques which are kept up to date.

Mr. Fisher: That is quite true. We are 
continually striving for new techniques and 
new methods to eliminate the amount of 
labour so a man can turn out more goods in 
a given time.

Mr. Rose: Do you turn out a limited num
ber of models, sir, like Volkswagen? Is that 
one way you solve it?

Mr. Fisher: No, we have a tremendous 
variety of models, probably the largest varie
ty of models of any plant in Canada in our 
line of business.

Mr. Rose: Sir, you touched on this but I do 
not think you gave it to me in great detail. 
You seem to be able to buy from central 
Canada, but you said that the bulk of your 
sales are outside the Atlantic provinces?

Mr. Fisher: Right.

Mr. Rose: What is the percentage in going 
outside and beyond?

Mr. Fisher: More than half goes outside 
the Atlantic provinces.

[Interprétation]
M. Rose: Diriez-vous que vos employés sub

ventionnent votre entreprise?

M. Fisher: Pas du tout.

M. Rose: Ils sont bien payés.

M. Fisher: Oui. Nous échangeons des ren
seignements depuis bon nombre d’années 
avec 7 ou 8 sociétés de l’Ontario par l’inter
médiaire d’une agence centrale. Chaque 
société était représentée par un numéro, et le 
résultat nous montre que certains de nos 
employés ont le meilleur salaire horaire par 
tête au Canada. Certains viennent au 
deuxième rang, d’autres au troisième rang.

M. Rose: Contrairement à d’autres d’après 
les renseignements que nous avons ici vous 
semblez avoir résolu certains des problèmes 
de productivité qui se posent à bon nombre 
d’industries, non seulement dans les Mariti
mes, mais dans l’ensemble du Canada.

M. Fisher: Nous insistons beaucoup sur la 
productivité. Mon fils, qui est responsable de 
l’usine, et moi-même, sommes toujours à l’u
sine; nous connaissons les employés, nous 
surveillons, vérifions, encourageons les 
employés personnellement, et cela a donné 
d’excellents résultats.

M. Rcse: Il me semble que même si la 
productivité a tout à gagner d’un travail 
consciencieux, elle dépend bien souvent 
davantage des techniques et de l’équipement 
modernes.

M. Fisher: C'est juste. Nous essayons tou
jours d’avoir de nouvelles méthodes, de nou
velles techniques pour réduire la quantité de 
travail et permettre aux employés de pro
duire plus en moins de temps.

M. Rose: Ne faites-vous que quelques 
modèles—comme Volkswagen—pour vous fa
ciliter la tâche?

M. Fisher: Non. Nous avons un très grand 
nombre de modèles différents, probablement 
la gamme la plus variée qui soit au Canada 
dans cette industrie-là.

M. Rose: Vous avez tout à l'heure abordé 
un sujet sans entrer dans les détails. Vous 
avez dit que vous achetiez du centre du 
Canada, mais que le gros de vos ventes 
s’effectue hors des provinces de l’Atlantique.

M. Fisher: Parfaitement.
M. Rose: Quel pourcentage va vers l’exté

rieur et à l’étranger?
M. Fisher: Plus de la moitié va vers l’exté

rieur des provinces de l’Atlantique. La plus
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[Text]
The greatest proportion of our sales go out 

beyond the Atlantic provinces in Quebec, 
Ontario and the West.

M. Godin: Merci, monsieur le président, je 
n’ai que quelques questions. M. Fisher a 
parlé de voies ferrées; lui serait-il possible de 
se servir de la voie maritime, soit pour la 
réception des matières premières ou soit pour 
l’expédition des produits finis. Je parle par 
exemple des produits expédiés à Québec, à 
Montréal, et même à la tête des Grand Lacs.

Mr. Fisher: We have investigated looking 
into the use of the Seaway and found it not 
at all practical because of all the handling 
involved and the delay. Today the merchant 
wants prompt delivery and for that reason we 
have to maintain 10 warehouses from coast to 
coast, with sales staff working out of each one 
so that he has prompt delivery.

Years ago merchants used to have a ware
house and would have stoves in stock. Now 
they keep them on their floor and when they 
sell one they pick up the telephone and want 
another and you have to get out there quick 
if you are going to maintain your display on 
their floors.

M. Godin: J’ai une autre question, qui 
relève peut-être du secret professionnel. Avez- 
vous une bonne partie du marché des provin
ces de l’Est où si la compétition est forte de 
ce côté-là?

Mr. Fisher: Yes, we get a very good share 
of the Atlantic provinces. I think I can quite 
conservatively say we get the biggest share 
of the Atlantic provinces. We work it in
tensely and it is our whole market. But we 
have to go well beyond that. I think we have 
about one million people here compared to 20 
million people in the rest of Canada. Our 
competitors are people who have made 
refrigerators, washers and so on. They make 
up these combination cars send them in here 
and distribute their products from central 
points such as Fredericton, Saint John, 
Moncton, Halifax and so on. We have lots of 
competition down here.

The Chairman: Mr. Horner?

Mr. Horner: Mr. Fisher, you outlined quite 
extensively the increase in freight rates, on 
LCL shipments particularly, and you fear a 
drastic increase in rates if the MFR is dis
continued. Some years ago the CNR particu
larly broke down their management into five 
basic regions. Did you notice any differ-

[Interpretation]
grande partie de nos ventes va à l’extérieur 
des provinces de l’Atlantique, au Québec, en 
Ontario et dans l’Ouest.

Mr. Godin: Thank you, Mr. Chairman. I 
only have a few short questions to ask. Mr. 
Fisher spoke a little while ago of railways. 
Would it be possible for him to use the 
Seaway either to receive raw materials or to 
ship finished products. I mean products, for 
instance, going to Quebec or Montreal and 
even the head of the lakes?

M. Fisher: Nous avons envisagé d’emprun
ter la voie maritime et nous avons constaté 
que ce n’était pas du tout pratique, à cause 
de la manutention et des retards qui s’ensui
vent. Aujourd’hui, les marchands veulent une 
livraison rapide, et pour cela nous avons dix 
entrepôts d’un océan à l’autre et un person
nel de vente dans chacun d’eux afin d’assurer 
une livraison rapide.

Il y a plusieurs années, les détaillants 
avaient un entrepôt où ils entassaient leurs 
cuisinières. Aujourd’hui, ils les exposent dans 
la salle de vente et quand ils en vendent une, 
ils décrochent leur téléphone et en comman
dent une autre; il faut la leur livrer rapide
ment si l’on veut garder leur inventaire en 
ordre.

M. Godin: I have another question that 
may be subject to professional secrecy. Do 
you have a good share of the markets in the 
eastern provinces, or is there stiff competi
tion in that area?

M. Fisher: Oui, nous avons une bonne part 
du marché des provinces de l’Atlantique. Je 
pourrais même dire sans exagérer que nous 
avons la plus grande partie du marché des 
provinces de l’Atlantique; nous le suivons de 
près et nous considérons que c’est notre 
affaire. Mais il nous faut aller bien au-delà 
de ce marché. Nous avons, je crois, un mil
lion de clients ici comparativement à vingt 
millions dans le reste du Canada. Nos con
currents fabriquent des réfrigérateurs, des 
lessiveuses, etc. Ils emplissent des wagons de 
leurs produits, les envoient ici et distribuent 
leur marchandise à partir de Centres de dis
tribution, comme Fredericton, Saint-Jean, 
Moncton, Halifax, etc. La concurrence est 
très forte dans notre région.

Le président: Monsieur Homer.

M. Horner: Monsieur Fisher, vous avez 
commenté en détail les effets de l’augmenta
tion du tarif marchandises, pour les charge
ments partiels en particulier, et vous craignez 
une augmentation excessive si on abolit la 
Loi sur les taux de transport des marchandi
ses dans les provinces Maritimes. Il y a de ça
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ence in the setting of rates? In other words, 
did this breaking down of the management 
of the CNR in any way facilitate the Mari
times in having a rate set quicker, better, or 
more in line with other modes of transporta
tion in the Maritimes?

Mr. Fisher: Everything is handled from 
Montreal. Very little of that is delegated to 
the regional officers. They are in a rather 
embarrassing position. They do what they 
can for us but they have to report to head
quarters.

Mr. Horner: I might say, Mr. Fisher, that 
you and I talked about this during the sup
per hour. I wanted that question on the 
record because the CNR will be before us 
and I wanted them to explain the differences 
of opinion that exist.

Now to go a little further, have you at any 
time discussed with the railroads the feasibil
ity of container shipments of your products 
by rail to your warehouses?

Mr. Fisher: We ship to our warehouses in 
straight carloads.

Mr. Horner: Straight carloads. Have you 
ever shipped or attempted to ship any into 
the State of Maine or the United States?

Mr. Fisher: Yes, we have. Several years 
ago we made quite a strong survey down as 
far as Boston and we worked on it for some 
time. The great difficulty is the American 
duty going in. You do not know what it is 
going to be. And when they take delivery of 
goods and pay a certain amount, they may 
come back after six months and double that 
amount. It is a very upset situation.

Mr. Homer: Have you at any time 
appeared before the Tariff Board? We have 
lust had an agreement on the Kennedy 
Round tariff negotiations, ratified by Parlia
ment. Did you or your industry present that 
particular problem to the authorities in 
Ottawa prior to the Kennedy Round, or 
since, or at any time in the past?

Mr. Fiiher: Not direct but these questions, 
have been taken up with the Canadian 
Manufacturers Association.

[Interprétation]
quelques années, le National-Canadien a 
décentralisé son administration en cinq 
régions principales. Avez-vous remarqué une 
différence dans l’établissement des taux? En 
d’autres termes, est-ce que cette mesure de la 
direction a permis aux Maritimes d’obtenir 
des ajustements plus rapides et plus convena
bles, plus conformes aux conditions créées 
par les autres moyens de transport dans les 
Maritimes.

M. Fisher: Tout est dirigé de Montréal. Il y 
a très peu de délégation de pouvoir aux 
bureaux régionaux. Les fonctionnaires de ces 
bureaux sont plutôt embarrassés, ils font ce 
qu’ils peuvent pour nous évidemment, mais il 
faut qu’ils fassent rapport au bureau princi
pal de la société.

M. Horner: Je pourrais peut-être ajouter, 
monsieur Fisher, que nous avons discuté de 
cette question à l’heure du souper. Je voulais 
que cette question figure dans le compte 
rendu car le National-Canadien sera aussi 
appelé à témoigner et j’aimerais qu’ils nous 
exposent leur point de vue.

Maintenant, est-ce que vous avez discuté 
avec les sociétés ferroviaires de la possibilité 
d’expédier vos produits par conteneurs 
jusqu’à vos entrepôts?

M. Fisher: Nos expéditions aux entrepôts 
se font par chargements complets.

M. Horner: Avez-vous déjà tenté d’en 
expédier dans l’État du Maine, aux 
États-Unis?

M. Fisher: Oui, il y a plusieurs années, 
nous avons fait une étude plutôt détaillée 
jusqu’à Boston même. Nous y avons travaillé 
pendant un certain temps. La grande 
difficulté ce sont les douanes ou le tarif amé
ricain. Vous ne pouvez pas savoir ce qu’il en 
sera. Lorsqu’on prend livraison des marchan
dises et que l’on paye un certain montant, on 
peut revenir six mois plus tard et l’on s’aper
çoit que les tarifs ont doublé. C’est une situa
tion plutôt instable.

M. Horner: Avez-vous déjà comparu 
devant la Commission du tarif? Nous venons 
tout juste de signer une entente sur les négo
ciations du Kennedy Round, qui a été approu
vée par le Parlement. Est-ce que votre 
industrie ou vous-même avez fait part de ce 
problème particulier aux autorités à Ottawa, 
avant, ou depuis les négociations du Ken
nedy Round, ou à n’importe quel moment 
dans le passé?

M. Fisher: Non pas directement, mais ces 
questions ont fait l’objet de consultations 
avec l’Association canadienne des manufactu
riers.
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Mr. Horner: And to any satisfaction? Ap

parently none.

Mr. Fisher: None.

Mr. Horner: I notice a location particularly 
at Sackville. You suggest in your brief too 
that transportation assistance should be 
stepped up and provided for raw materials 
and out-going products both ways. Have you 
at any time considered that it might be wiser 
for the Canadian Government, rather than to 
pay assistance on the transportation, to 
invest in the development of the Chignecto 
Canal? Are you an exponent of that canal in 
any way?

Mr. Fisher: No, I cannot see where it 
would help us at all.

Mr. Horner: It would not help you, par
ticularly in light of your location, I suppose.

Mr. Fisher: It would be just very close to 
us, but it would be frozen up most of the 
year or at least for a large part of the year.

Mr. Horner: Do you use the boat? Looking 
at the particular location of Sackville, do you 
use the water transportation?

Mr. Fisher: No, we tried water transporta
tion at Vancouver and it is very expensive in 
extra additional crating and packaging and 
wrapping to prevent the moisture, and it is 
also a tremendous delay.

Mr. Horner: The delay does not appeal- 
apparent to me because of the warehousing 
of your products, in any case, but have you 
considered the feasibility of the containeriza
tion of shipments to Vancouver via the Pana
ma Canal?

Mr. Fisher: No, we have not considered the 
containerization in that way because it would 
still be several weeks probably before it 
would get there. By rail it does it in seven 
days.

Mr. Horner: What about the water route 
by the St. Lawrence Seaway and up, which 
we are told is 500 miles cheaper? We were 
told earlier that particularly from the point 
of Saint John the water route would be more 
competitive with rail transportation through 
New Brunswick.

Mr. Fisher: We have investigated bringing 
steel down from Hamilton—that is where 
most of our steel comes from—and the cost 
of bringing it by ship. There are very, very 
rarely any shipments that come. They might 
come into Saint John but they are few and

[Interpretation]
M. Horner: Avec une certaine satisfaction? 

Aucune, apparemment.

M. Fisher: Aucune.

M. Horner: Je remarque un emplacement, 
surtout à Sackville. Dans votre mémoire vous 
proposez aussi que l’aide en matière de trans
port devrait être augmentée pour ce qui est 
des matières premières et des produits finis 
dans les deux sens. Avez-vous déjà songé que 
plutôt que de subventionner les transports, il 
serait peut-être préférable pour le gouverne
ment d’investir au creusement du canal de 
Chignecto? Est-ce que vous appuyez cette 
thèse?

M. Fisher: Non, je ne vois pas du tout 
comment cela pourrait nous aider.

M. Horner: Cela ne vous aiderait pas, en 
raison de l’emplacement, je suppose.

M. Fisher: Nous serions tout près du canal, 
mais il serait gelé une grande partie de 
l’année.

M. Horner: Vous servez-vous des bateaux? 
Étant donné la situation de Sackville, vous 
servez-vous du transport par eau?

M. Fisher: Non, nous l’avons essayé à Van
couver, et nous avons constaté qu’il était très 
coûteux étant donné l’emballage supplémen
taire nécessaire pour empêcher l’humidité et 
le retard considérable que cela provoque.

M. Horner: Le retard ne m’apparaît pas, à 
première vue, en raison du fait que vous 
entreposez vos produits de toute façon, mais 
avez-vous étudié la possibilité d’employer les 
«containers» pour vos expéditions jusqu’à 
Vancouver via le canal de Panama?

M. Fisher: Non, nous n’avons pas étudié 
cette possibilité, celle des « containers *, parce 
que ça prendrait probablement plusieurs 
semaines avant que les expéditions ne par
viennent à leur destination. Par chemins de 
fer, ils arrivent en une semaine.

M. Horner: Que pensez-vous du transport 
fluvial via la voie maritime du Saint-Laurent, 
ce qui fait, paraît-il, 500 milles de moins. On 
nous a dit auparavant qu’à partir de Saint- 
Jean, tout particulièrement, que le transport 
par eau serait plus compétitif avec le trans
port ferroviaire à travers le Nouveau- 
Brunswick.

M. Fisher: Nous avons étudié la possibilité 
de transporter de l’acier de Hamilton, car 
c’est généralement de là que provient notre 
acier; nous avons étudié également le coût du 
transport de l’acier par bateau. Rares sont les 
expéditions qui proviennent de là. Il y en a
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far between. We have to have shipments 
coming almost weekly.

Mr. Horner: And therefore, because of the 
infrequency of service, you have to use the 
rail.

Mr. Fisher: Infrequency of service and the 
extra handling—time in taking it out of the 
ship, putting it down, loading it on trucks 
and bringing it to Halifax, Saint John or 
Sackville. It would be just as costly and 
would do more damage.

Mr. Horner: Have you considered Mr. Irv
ing’s plan for spending $1 million in the 
Sackville area with the building of the Chig- 
necto Canal?

An hon. Member: One hundred million.

Mr. Horner: One hundred million, excuse 
me.

Mr. Fisher: I would like to have $100 mil
lion spent in that district.

Mr. Horner: Would this then benefit you 
by stepping up the frequency of the boat 
service and perhaps shortening the haul of 
the iron?

Mr. Fisher: I do not think it would, as far 
as we are concerned—for our product.

The Chairman: Mr. Perrault.

Mr. Perraull: Mr. Chairman, I would like 
to ask Mr. Fisher a question. He stated—and 
I made some notes here—that at least part of 
the answer to some of his problems and the 
problems of the Maritimes lies with the fed
eral treasury. He emphasized that point.

I think he presented an excellent paper 
here tonight. But does not the point arrive in 
the history of any company when you have 
to examine your own merchandising and 
marketing techniques? If you are faced with 
a difficult competitive situation in Central 
Canada, should you not begin to consider the 
establishment of branch plants in Western 
Canada and branch plants in other parts of 
the country the way some other companies 
do when faced with similar marketing prob
lems? Is it realistic to assume that changes in 
freight rates alone are going to solve the 
problem for you? Here you are sitting in the 
Atlantic Provinces saying you want to com
pete successfully all across the broad Domin
ion of Canada, right out to Vancouver where 
you maintain a warehouse.

But should you not be investigating your 
own marketing and merchandising tech-

[Interprétation]
qui arrivent à Saint-Jean mais elles sont 
rares et très espacées. Il nous en faut presque 
chaque semaine.

M. Horner: Et, par conséquent, en raison du 
manque de service, il vous faut utiliser le 
chemin de fer.

M. Fisher: Le manque de service ainsi que 
la manutention supplémentaire. Le décharge
ment des navires, ensuite le chargement des 
camions et le transport jusqu’à Sackville, ce 
qui coûterait autant et causerait plus de 
dommages aux marchandises.

M. Horner: Avez-vous songé que M. Irving 
compte dépenser un million de dollars dans 
la région de Sackville pour le creusement du 
canal de Chignecto?

Une voix: 100 million de dollars.

M. Horner: Je m’excuse, 100 millions de 
dollars.

M. Fisher; Ce serait très beau de dépenser 
cent millions de dollars dans notre région.

M. Horner: Cela vous conviendrait-il si l’on 
augmentait la fréquence du service, mais en 
réduisant peut-être le parcours?

M. Fisher: Je doute que cela nous con
vienne pour ce qui est de notre produit.

Le président: Monsieur Perrault.

M. Perrault: Monsieur le président, j’aime
rais poser une question à M. Fisher: D’après 
les notes que j’ai prises, il a affirmé que c’est 
le Conseil du Trésor qui détient la réponse à 
quelques-uns de ses problèmes, ainsi que 
ceux des Maritimes. Il en était sûr.

Je crois qu’il a présenté un excellent docu
ment ici ce soir, mais est-ce qu’on n’en arrive 
pas dans l’histoire d’une société au point où il 
faut examiner les nouvelles techniques de 
commercialisation et de mise en marché. Si 
vous faites face à une sérieuse concurrence 
dans le centre du Canada, est-ce que l’on ne 
devrait pas commencer par songer à établir 
des filiales dans l’Ouest du Canada et dans 
d’autres parties du pays, tout comme d’autres 
sociétés le font quand ils font face aux pro
blèmes de commercialisation semblable. Est-il 
vraiment réaliste de présumer que les chan
gements du tarif marchandise seul, régleraient 
le problème pour vous? Vous voilà ici, dans 
les provinces de l’Atlantique, essayant de 
soutenir avec succès une concurrence sur 
tout le territoire, et jusqu’à Vancouver où 
vous détenez un entrepôt.

Est-ce que vous ne devriez pas faire 
enquête sur vos propres techniques de corn-



448 Transport and Communications February 17. 1969

[Text]
tuques to examine whether or not the time 
has arrived, in view of the great population 
growth of Western Canada, that there should 
perhaps be a branch of enterprise out in the 
West? We would be glad to have you out 
there. But the total solution does not lie, 
surely, with the federal treasury pumping 
more money into helping people compete 
from coast to coast. There are many compa
nies in British Columbia, for example, whose 
marketing area stops at Winnipeg and they 
know they cannot compete beyond there 
unless they put up a plant in Winnipeg.

Mr. Fisher: Then you say if we established 
a branch plant . . .

Mr. Perrault: I am just saying, have you 
undertaken any feasibility studies to ...

Mr. Fisher: Yes, we have done very com
plete feasibility studies and we have put 
great emphasis on our marketing. It was 
done very thoroughly and completely. We 
have a very large business in the West. We 
have been warehousing in Vancouver for 
over 50 years.

Mr. Perrault: But do you think the point 
will arrive when you are going to have a 
plant out there—an associate plant with 
enterprise of the Atlantic Provinces?

Mr. Fisher: I cannot see it for a good many 
years to come. Because if we are able to get 
relief on the transportation of our raw 
materials on the basis of Montreal and going 
out there again, we can do better, I think, 
than having a plant in Vancouver.

Mr. Perrault: It seems to me if your 
sources of raw materials are brought in from 
other parts of Canada the point arrives, in 
view of the transportation difficulties, when 
you have to at least allow for these possibili
ties of having other plants established.

Mr. Fisher: We have considered it but the 
way we worked it out, it would not be feasi
ble; it would not be practical. Then you see, 
if you were speaking of moving our plant.. .

[Interpretation]
mercialisation et de vente, pour savoir si le 
moment ne serait pas propice, étant donné 
l’augmentation démographique dans les 
régions de l’Ouest, d’y établir une succursale 
de votre entreprise? Nous serions très heu
reux de vous accueillir là-bas? Mais la solu
tion totale ne réside certainement pas dans le 
Trésor fédéral d'aider, à coups de dollars, les 
gens à se faire la concurrence d’un littoral à 
l’autre? Il existe plusieurs sociétés en Colom
bie-Britannique, par exemple, dont le marché 
s’arrête à Winnipeg, et ils savent qu’ils ne 
peuvent soutenir la concurrence plus loin, à 
moins d’établir une usine à Winnipeg.

M. Fisher: Par conséquent, vous dites que 
si nous établissons une usine...

M. Perrault: Non, je demande simplement 
si vous avez entrepris des études pour con
naître les possibilités...

M. Fisher: Nous en avons fait des études et 
nous avons beaucoup insisté sur le côté com
mercialisation de nos produits. Nous l’avons 
fait de façon détaillée et de façon complète. 
Nous avons une très grande entreprise dans 
l’Ouest, et nous faisons affaire à Vancouver 
depuis plus de 50 ans.

M. Perrault: Mais auriez-vous, à un 
moment donné, une filiale là-bas ou une 
usine associée?

M. Fisher: Je ne vois pas la possibilité d’ici 
plusieurs années, mais si nous sommes capa
bles d’obtenir une certaine aide pour le 
transport de nos matières premières à partir 
de Montréal, par exemple, et encore une fois, 
nous pourrions peut être mieux réussir dans 
ce sens-là que si nous avions une usine à 
Vancouver.

M. Perrault: Si vos matières premières pro
viennent d’autres régions du Canada il arrive 
un point où, à cause des difficultés de trans
port, il vous faut au moins songer à la possi
bilité d’établir d’autres usines?

M. Fisher: Nous y avons songé, mais ce ne 
serait pas pratique d’après nous. Si vous par
lez de déplacer notre usine...

Mr. Perrault: I am not suggesting that M. Perreault: Ce n’était pas ce que je propo- 
because I think there is great potential in the sais, car je crois qu’il y a de grandes possibi- 
Maritimes, but as a Westerner, I would find lités dans les Maritimes, mais à titre de 
it difficult to support a proposition which personne qui vient de l’Ouest, je trouverais 
would provide limitless subsidies for compa- très difficile d’appuyer une proposition qui 
nies in British Columbia to compete right out consentirait des subventions illimitées à des 
to Newfoundland because the economics sociétés en Colombie-Britannique pour qu’elles 
simply do not make it possible because we fassent de la concurrence jusqu’à Terre-
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are doser to Soviet Russia than we are to St. 
John’s.

Mr. Mahoney: Yes, that is what Confedera
tion is all about.

The Chairman: Order, please, Mr. Mahoney.

Mr. Mahoney: Mr. Chairman, my questions 
have been covered.

The Chairman: Mr. Pringle.

Mr. Pringle: I just have a short supple
mentary. This matter was closely questioned 
by Mr. Horner but we have heard a great 
deal today about the possibility of a free 
trading area in the Maritimes so that you 
would concentrate more on trading north and 
south instead of east and west. Since you are 
in the manufacturing industry, I would be 
very interested to know your reaction with 
regard to this possibility relating to, say, the 
appliance business or the stove business here 
in the Maritimes.

Mr. Fisher: If we were able to ship our 
goods into the Eastern States or the New 
England States free of duty, we could pick 
up a lot of business. We have been down 
through there and have made quite extensive 
studies and the people in that area are well 
disposed towards Canadian goods.

Mr. Pringle: You feel that you could com
pete pricewise?

Mr. Fisher: The manufacturers of cooking 
and heating equipment in the United States 
can manufacture more cheaply than we can 
for many reasons. Their steel, which is a big 
item, and components, cost them less than 
they cost us in Canada, even those that are 
manufactured in Canada. The duty comes in. 
Then again, in the United States with their 
tremendous market they are able to special
ize. One company will make perhaps three 
gas ranges in a tremendous volume. Another 
will make three or four electric ranges in a 
tremendous volume. We in Canada have to 
take care of all the peculiarities of the popu
lace from coast to coast. We have to have a 
variety of models in all these lines in all 
fuels—electric, gas, oil, coal and wood, in 
cooking and also in heating and space 
heaters.

[Interprétation]
Neuve. Car la situation économique ne le 
rend pas possible du tout car nous sommes 
beaucoup plus près de la Russie soviétique 
que nous le sommes de Saint-Jean.

M. Mahoney: Oui, voilà ce que c’est que la 
Confédération.

Le président: A l’ordre s’il vous plaît, mon
sieur Mahoney.

M. Mahoney: Monsieur le président, mes 
questions ont été complètement couvertes.

Le président: Monsieur Pringle.

M. Pringle: J’aurais une brève question 
complémentaire. Les questions de M. Horner 
ont pratiquement couvert tout le sujet, mais 
nous avons beaucoup entendu parler 
aujourd’hui de la possibilité d’une zone de 
libre échange dans les Maritimes, de sorte 
que vous pourriez concentrer beaucoup plus 
d’efforts sur le marché nord-sud plutôt que 
est-ouest. Étant donné que vous êtes dans 
l’industrie manufacturière je serais très inté
ressé de connaître votre réaction en ce qui 
concerne cette possibilité en ce qui concerne 
par exemple l’industrie des appareils électri
ques ménagers ici dans les Maritimes.

M. Fisher: Si nous étions capables d’expé
dier nos produits vers les États de l’est ou 
vers les États de la Nouvelle-Angleterre, libres 
de douanes et de tarifs, nous pourrions cer
tainement nous faire une bonne clientèle. 
Nous nous y sommes rendus, nous avons fait 
des études détaillées à ce sujet et les gens de 
cette région sont très bien disposés envers les 
produits canadiens.

M. Pringle: Estimez-vous que vos prix sont 
compétitifs?

M. Fisher: Les fabricants d’articles de cui
sine et de chauffage aux États-Unis peuvent 
fabriquer à un prix inférieur au nôtre pour 
plusieurs raisons. Leur acier qui est un arti
cle très important ainsi que les pièces leur 
coûtent moins que chez nous, même celles qui 
sont fabriquées ici au Canada. Il y a encore 
des tarifs douaniers. D’autre part, aux États- 
Unis grâce à leur marché considérable les 
fabricants ont la possibilité de se spécialiser. 
Une compagnie fabriquera en série peut-être 
trois sortes de cuisinières. Une autre usine 
fabriquera trois ou quatre différentes sortes 
de cuisinières électriques en série. Tandis 
qu’ici au Canada, il nous faut tenir compte 
des particularités inhérentes à la population 
d’un bout à l’autre. Il nous faut offrir une 
variété de modèles dans chacune de ces li
gnes, cuisinières électriques, au gaz, au 
pétrole, au charbon, au bois, de même que 
pour le chauffage ainsi que les chaufferettes.
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Mr. Pringle: Then taking all those points 

into consideration there must be some secret 
here. Is it unit labour cost that makes it 
possible for you to compete? Just how can 
you possibly compete with all the advantages 
that the American manufacturer has, unless 
it is labour unit cost? If it is labour unit cost 
then would there not be a danger if you had 
a free trading area that very shortly you 
might find parity and wages getting hold of 
you?

Mr. Fisher: We might be swamped out 
with the Americans coming in here.

Mr. Pringle: You might be swamped out. 
Then apparently it must be in your unit 
labour cost that you make your saving. Is 
that correct?

Mr. Fisher: No, not in our unit labour 
costs. Our men’s earnings are as high as any. 
We have checked with others and our men’s 
earnings are well up with any in Canada.

The Chairman: Mr. Nesbitt.

Mr. Nesbitl: I have a very brief question, 
Mr. Chairman. I think a great many of us 
have been very impressed by the presenta
tion of Mr. Fisher, and it is my understand
ing that Mr. Fisher has had a great deal of 
long experience in the subject of freight rates 
and I, for one, would like to hear some 
additional comments and suggestions by Mr. 
Fisher in relation to this subject. Now it is 
getting very late, Mr. Chairman, and I would 
not want to burden Mr. Fisher or other mem
bers of the Committee at the present time, 
but I was wondering if perhaps Mr. Fisher 
would agree to prepare a further submission 
on the subject of freight rates in the Atlantic 
Provinces with some additional comments, 
sent in the form of a letter to you, Mr. 
Chairman, of which other members of the 
Committee could receive copies.

Mr. Fisher: Rates are shown here in this 
submission which is in the book you have. It 
says a 123 per cent increase would come into 
effect if we went from the present tariff rates 
to Tariff 100. On the next page it shows the 
similar situation in Quebec. And in State
ment “C” it refers to incoming raw materials 
and what these differences are. It is set out 
there in the rates that were in effect a year 
ago and those rates are still in effect on that.
I would be glad to endeavour to get any 
further information that you could suggest

[Interpretation]
M. Pringle: Considérant tout cela, il doit y 

avoir un secret ici. S’agit-il du coût unitaire 
de la main-d’œuvre qui vous permet de sou
tenir la concurrence? Comment pouvez-vous 
maintenir la concurrence contre le fabricant 
américain avec tous les avantages qu’il 
détient autrement que par le coût unitaire de 
la main-d’œuvre? Donc, si c’est le coût uni
taire de la main-d’œuvre qui vous avantage, 
ne serait-il pas dangereux pour vous, si vous 
aviez une zone de libre échange, que vous 
soyez soudainement surpris par la parité des 
salaires?

M. Fisher: Nous pourrions peut-être nous 
trouver forcés de céder le marché aux 
américains.

M. Pringle: Vous seriez peut-être balayés. 
Donc, il est évident que ce sont les coûts 
unitaires de la main-d’œuvre qui vous per
mettent d’économiser.

M. Fisher: Non, parce que notre main- 
d’œuvre nous coûte autant que n’importe qui. 
Nous avons vérifié cela avec d’autres et nous 
avons constaté que les revenus de nos sala
riés sont aussi élevés que n’importe où 
ailleurs.

Le président: Monsieur Nesbitt.

M. Nesbitt: Une question très brève, mon
sieur le président, je crois que plusieurs 
parmi nous sont très impressionnés de la 
présentation de M. Fisher, et je crois com
prendre que, M. Fisher, a une très grande 
expérience au sujet du tarif marchandise. 
Personnellement j’aimerais qu’il commente 
encore plus et qu’il nous formule des sugges
tions à cet égard. Il se fait tard, monsieur le 
président, et je ne voudrais pas en imposer à 
monsieur Fisher, ni aux autres membres du 
comité, mais je me demande si, M. Fisher, 
serait disposé à nous préparer un autre docu
ment sur les tarifs marchandises dans les 
Maritimes, avec des commentaires, et vous 
envoyer le tout sous forme de lettre, dont les 
copies seraient distribuées aux autres 
membres.

M. Fisher: Les taux sont indiqués dans la 
liste qui se trouve dans le compte rendu que 
vous avez en main. Ce compte rendu indique 
qu’une augmentation de 123 p. 100 entrerait 
en vigueur si nous passions du tarif actuel au 
tarif 100. A la page suivante il montre une 
situation analogue au Québec. Et dans l’état 
C il porte sur les matières premières impor
tées et sur ce que ces différences représen
tent. C’est indiqué par les taux qui étaient en 
vigueur il y a un an, et les mêmes taux 
valent aujourd’hui à ce sujet. Je serais, toute-
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[Texte]
after we have battled this rate thing with 
Boards—first the Board of Transport Com
missioners before which we appeared in 
1920, and we have been at it ever since with 
them, but it has not been too encouraging.

Mr. Nesbitt: It is for that reason, Mr. 
Chairman, that I suggested Mr. Fisher might 
perhaps like to make an additional submis
sion to the Committee by way of writing 
within the next week or two or some time 
and I would hope that perhaps he might.

The Chairman: Mr. Portelance.

Mr. Portelance: Mr. Fisher, according to 
this memo from Sackville to Truro you used 
to pay $2.90 for 440 pounds, and with the 
new rule you would pay $6.68 for two 
ranges.

Mr. Fisher: That is right, for two ranges.

Mr. Portelance: What would be the aver
age selling price of one range—$100, $200?

Mr. Fisher: By the average selling price do 
you mean the consumer’s price?

Mr. Portelance: From the store to the 
consumer.

Mr. Fisher: The average selling price 
would be in the vicinity of $200.

Mr. Portelance: Two hundred dollars. So 
this means there would be an increase of 
$3.34 on that $200 in the selling price and if 
they take their mark-up it would be an extra 
$5 to the consumer. So as far as the 123 per 
cent increase is concerned, it might be a 123 
per cent increase on the shipping costs but it 
is not that same percentage over the counter.

Mr. Fisher: Oh, no.
That is the increase in the shipping cost.

Mr. Portelance: Thank you.

The Chairman: Mr. Nowlan, the last 
question.

Mr. Nowlan: Thank you. Mr. Chairman, I 
do not know whether my questions or my 
voice are going to hold out longer because 
I have three or four. But the first question to 
Mr. Fisher, Mr. Chairman, because he ships 
and competes nationally, is: what relation is 
the transport cost to his cost? I again go back 
to the economic intelligence unit report sug- 

29690—161

[Interprétation]
fois, heureux d’essayer de vous procurer tout 
renseignement dont vous aurez besoin, après 
que nous aurons réglé la question des taux 
avec les commissions, tout d’abord, la com
mission canadienne des transports devant 
laquelle nous avons comparu en 1920, et nous 
ne cessons de le faire depuis lors, mais les 
résultats n’ont pas été encourageants.

M. Nesbitl: C’est pour cette raison, mon
sieur le président, que j’ai suggéré si M. 
Fisher, voudrait peut-être nous envoyer un 
document supplémentaire en vous écrivant, 
d’ici une semaine ou deux, par exemple, et 
j’espère qu’il le fera.

Le président: Monsieur Portelance.

M. Portelance: M. Fisher, selon les mémoi
res que vous nous avez donnés, de Sackville 
à Truro, vous payiez, autrefois, $2.90 pour 
440 livres et selon les nouvelles règles vous 
payeriez $6.68 pour deux cuisinières.

M. Fisher: Oui, c’est pour deux 
cuisinières.

M. Portelance: Quel serait le prix de vente 
moyen d’une cuisinière? $100.—$200.?

M. Fisher: Le prix de vente moyen au 
consommateur vous voulez dire? A partir du 
détaillant?

M. Portelance: A partir du détaillant.

M. Fisher: Le prix de vente moyen serait 
dans les $200.

M. Portelance: Dans les $200. Par consé
quent, il y aurait une augmentation de $3.34 
sur les $200. dans le prix de vente. S’ils 
prennent leur profit sur les $3.35, cela vou
drait dire $5. Mais pour ce qui est des 123 p. 
100 d’augmentation cela veut dire peut-être 
123 p. 100 sur les frais de transport, mais ce 
n’est pas nécessairement le même pourcen
tage pour le consommateur.

M. Fisher: Oh non. C’est l’augmentation 
sur les frais d’expédition.

M. Portelance: Merci.

Le président: Monsieur Nowlan une der
nière question.

M. Nowlan: Merci, monsieur le président. 
Je ne sais pas si ce sont mes questions ou ma 
voix qui vont réussir à l’emporter, j’aurais 
trois ou quatre questions à poser. Mais une 
question que je voudrais poser, à M. Fisher, 
étant donné qu’il expédie et fait affaire sur le 
plan national: quel est le rapport des frais de 
transport à ces frais à lui, à son coût à lui?
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[Text]
gesting that 5 per cent was cost of transporta
tion and transportation has been vastly over
rated in the Atlantic area. I just wonder what 
your experience has been, sir. This I pre
sume applies to both incoming and outgoing 
materials.

Mr. Fisher: I do not quite follow you there.
Mr. Nowlan: I can understand that because 

you may not be able to hear me too correctly. 
The survey commission by the Atlantic Devel
opment Board suggested that about 5 per 
cent of the cost of a product was really 
involved in the transport, separate and apart 
from distribution costs—the warehouses that 
you keep open in Vancouver and so on. I just 
wonder what your experience has been.

Mr. Fisher: I cannot say just what that 
would be. I can give you some figures. Take 
steel, for instance which costs about $185 a 
ton and our steel costs us $16.80 more than 
our competitors’ in Ontario.

Mr. Nowlan: I was going to come to steel, 
sir. Why is it that you have to get steel from 
Hamilton and that you cannot get it from 
Sydney?

Mr. Fisher: Sydney does not make steel 
sheets.

Mr. Nowlan: That is right.
Mr. Fisher: They are only made in Hamil

ton and Sault Ste. Marie.
Mr. Nowlan: Has this always been the case 

in your history?
Mr. Fisher: It has always been the case.
Mr. Nowlan: All right. Now the third ques

tion, then, Mr. Chairman. You have been 
silent on the question of the trucking indus
try. Is that because you do not use trucks?

Mr. Fisher: We do not use trucks'—we use 
them a little bit but very little. Their rates 
are just about as high as the Tariff No. 100 
now and also they are not too anxious to 
carry our goods because they can get heavier 
per-cubic-loot pick-up and usually they load 
in Moncton and they go through. Time after 
time we have called up Moncton. Scores of 
times we have had certain shipments here to 
go to Truro or Halifax and we have asked 
them to pick them up. We have waited per
haps two, three or four days and they never 
came to pick them up.

[Intervretation]
Je reviens encore au rapport Economic Intel
ligent Unit suggérant que les frais de trans
port équivalait à 5 p. 100 et qu’on avait 
exagéré les frais de transport dans la région 
de l’Atlantique. Je me demandais quelle était 
votre expérience dans ce domaine, Monsieur. 
Je présume que cela s’applique aux matières 
importées ainsi qu’aux produits exportés.

M. Fisher: Je n’ai pas tout à fait saisi.
M. Nowlan: Je le comprends car vous ne 

me comprenez peut-être pas. Vous ne m’en
tendez peut-être pas. L’étude faite par l’Office 
d’expansion des régions de l’Atlantique a 
suggéré qu’environ 5 p. 100 du coût d’un 
produit était vraiment constitué par les frais 
de transport à part les frais de répartitions 
représentés par les entrepôts à Vancouver, 
par exemple. Je me demandais quelle était 
votre expérience à ce sujet?

M. Fisher: Je ne saurais dire ce que cela 
représenterait, je pourrais peut-être vous 
donner des chiffres. Tenez, par exemple, l’a
cier qui coûte environ $185. la tonne. Notre 
acier, nous coûte $16.80 de plus que nos con
currents dans l’Ontario.

M. Nowlan: J’en arrivais justement à l’a
cier. Pourquoi faut-il que vous obteniez votre 
acier de Hamilton et non pas Sydney?

M. Fisher: Ils ne produisent pas les feuilles 
à Sydney.

M. Nowlan: C’est juste.
M. Fisher: Elles sont fabriquées seulement 

à Hamilton et à Sault-Sainte-Marie.
M. Nowlan: Cela a-t-il toujours été ainsi?

M. Fisher: Toujours.
M. Nowlan: Alors ma troisième question, 

monsieur le président. Vous avez passé sous 
silence la question de l’industrie du camion
nage. Est-ce parce que vous n’employez pas les 
camions?

M. Fisher: Nous n’employons pas de 
camions, non. Nous les utilisons, mais très 
peu. Leurs taux sont environ les mêmes pres
que aussi élevés que le tarif cent, à l’heure 
actuelle et d’autre part, ils ne sont pas telle
ment disposés à transporter nos produits 
parce qu’ils peuvent obtenir des livraisons 
beaucoup plus lourdes par pied cube. D’habi
tude ils chargent les camions à Moncton, et 
partent directement. Nous avons téléphoné à 
Moncton, plusieurs fois, pour dire que nous 
avions certaines livraisons à destination de 
Truro ou Halifax. Ils nous on dit qu’ils vien-
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Mr. Nowlan: Well, then, as far as extend
ing the MFRA to the trucking industry, you 
are neither plus nor minus—you are neuter. 
Is that correct?

Mr. Fisher: We have been giving all our 
business to the railways.

Mr. Nowlan: My last question, basically, 
Mr. Chairman, before my voice gives out, has 
to do with the submission made by Mr. Fisher 
a year ago in which he stated that he did 
not have time to come up with too many 
remedies in view of the lack of time for 
research, and I come over to his first recom
mendation. This is the first recommendation 
on page 818 of our brief:

... must be sufficient to place a maritime 
Manufacturer on a roughly equal basis, 
rate-wise, with the Manufacturer situated 
in Montreal.

Mr. Chairman, I sympathize with and con
gratulate a man who has been able to per
severe through all the ups and downs of the 
Atlantic enterprise. Along the line of Mr. 
Nesbitt’s question, I, as a layman politician, 
would like to know if you have any practical 
recommendations as to how you could equate 
a Maritime manufacturer with a manufactur
er in Montreal in enacting legislation.

Mr. Fisher: We took Montreal without ask
ing too much. We have to compete mainly 
with the people in Ontario so we say Mont
real. Let us equalize with Montreal. Let us 
come half way. Give us half a chance. We do 
not ask for the whole thing. We say give us 
half a chance, equalize us with Montreal and 
let us go at it from there.

There is one manufacturer in Montreal 
who is closing up on May 30 of this year.

[Interprétation]
tiraient les chercher mais après avoir attendu 
trois ou quatre jours, ils ne sont jamais 
venus.

M. Nowlan: Si nous appliquions la Loi sur 
les taux de transport des marchandises dans 
les provinces maritimes, sur l’industrie du 
camionnage, vous n’êtes ni en faveur ni con
tre, vous êtes neutre. N’est-ce pas?

M. Fisher: Nous avons toujours livré nos 
marchandises par chemins de fer.

M. Nowlan: Ma dernière question au fond, 
monsieur le président, avant de perdre la 
voix, a trait à la présentation de M. Fisher, il 
y a un an, où il déclarait justement qu’il 
n’avait pas le temps d’en arriver à un remède 
vu le manque de temps pour les recherches. 
J’en viens donc à sa première recommanda
tion et c’est la première recommandation 
qu’il formulait et que Ton trouvera à la page 
818 de notre compte rendu:

.. .devrait être suffisante pour que le 
fabricant des maritimes n’ait pas à assu
mer des taux plus élevés que son homo
logue de Montréal.

Et alors, monsieur le président, j’approuve 
et je félicite quelqu’un qui a su persévérer à 
travers toutes les vicissitudes d’une entre
prise dans l’Atlantique. Dans les mêmes 
lignes que M. Nesbitt, et à titre de simple 
homme politique, je voudrais savoir comment 
vous vous proposez d’insérer cela dans une 
mesure législative afin que la situation soit la 
même pour le fabricant dans les Maritimes 
qu’à Montréal?

M. Fisher: Nous avons pris Montréal sans 
trop poser de questions. Il nous faut faire la 
concurrence surtout avec les gens de l’Onta
rio. Alors nous disons Montréal. Faisons l’é
galité avec Montréal, donnez-nous la permis
sion d’y aller, d’aller à mi-chemin, nous ne 
demandons pas tout, mais donnez-nous une 
petite chance tout de même, égalisons les 
chances avec Montréal et ensuite nous nous 
arrangerons. Il y a un fabricant à Montréal 
qui doit fermer ses portes le 30 mai de cette 
année.

The Chairman: Mr. Breau, the last Le président: Monsieur Breau, une der- 
question. nière question.

Mr. Breau: Mr. Fisher, would you com- M. Breau: Monsieur Fisher, est-ce que vous 
ment on Mr. Perrault’s question about having pourriez commenter sur cette question d’a- 
a branch plant? Is it not a fact that in that voir une usine filiale. N’est-ce pas un fait que 
type of industry, the appliance industry, it is dans ce genre d’industrie, c’est-à-dire l’indus- 
not recommended that plants be duplicated? trie des appareils ménagers, la duplication 
The Maytag Company in washers and dryers des usines n’est pas indiquée? Comment 
has always been centralized in one place. expliquez-vous que la société «Maytag» qui

fabrique des lessiveuses et des sécheuses s’est 
toujours centralisée?
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Mr. Fisher: There are no branch plants in 

the stove and furnace industry in Canada. 
There is only one plant. Some American finan
cial corporations own two or three plants but 
they all work independently.

The Chairman: This is the end of our peri
od of questions. We want to thank you, Mr. 
Fisher.

Our next witnesses are the Enamel Heating 
Products Limited.

They are not here. Next we have the 
Opposition Members of the Legislative As
sembly of New Brunswick. Mr. McCain.

Mr. Nowlan: Before you begin, I want to 
congratulate you. This is the seventeenth 
brief we have had here today and I think 
you have been pretty good.

The Chairman: Thank you. Mr. McCain is 
going to make a few observations and read a 
few notes on his brief and members may ask 
questions afterwards.

Mr. Fred McCain (Member of the New 
Brunswick Legislative Assembly): Mr. Chair
man, Committee members, I think that as 
politicians perhaps we may now know 
tonight how the crowd in the hustings feel as 
the last speaker arrives at the big political 
rally because we certainly have been exposed 
to about that many remarks so far today.

Out of consideration for this, I will try to 
be brief in accordance with your patience, 
which I hope may still remain.

The breadth of discussion today seems to 
indicate a very sincere interest on the part of 
your Committee to do a job and we hope you 
will make a productive impression on gov
ernment to develop a continuing policy 
designed to fill the need at hand. Directly or 
indirectly, the taxpayer has supplied subsidy 
for transportation since the first land grant to 
a railroad was made in Canada, whether it 
was New Brunswick, Alberta or British 
Columbia.

Since the first trucking highway was con
structed, since the first airport was provided 
by the Department of Transport, since the 
first CN deficit as a national carrier, since the 
St. Lawrence Seaway and on and on ad 
infinitum, subsidy direct or indirect has been 
provided for transportation of individuals, 
animate and inanimate bodies, for the service 
of Canada. But all of these were done in 
good faith, in the firm belief that each was in 
the best national interest, and I, for one,

[Interpretation]
M. Fisher: Il n’y a pas d’usines filiales dans 

l’industrie manufacturière de cuisinières au 
Canada. Il y a juste une usine mère. Toute
fois il existe certaines sociétés américaines 
qui sont propriétaires de deux ou trois usi
nes, mais ces usines fonctionnent indépen
damment les unes des autres.

Le président: Voilà la fin de notre période 
des questions. Nous voulons vous remercier, 
monsieur Fisher de votre présentation. Le 
prochain témoin nous vient de la Enamel and 
Heating Products Limited. On me dit qu’ils 
ne sont pas ici. Les autres témoins sont Les 
members de l’Opposition de l’Assemblée 
législative du Nouveau-Brunswick. M. Mc
Cain.

M. Nowlan: Je voudrais vous féliciter, car 
c’est le 7* mémoire que nous avons eu et 
je trouve que vous avez été très bien.

Le président: Merci. Monsieur McCain, 
vous fera quelques commentaires et vous lira 
quelques notes au sujet de son mémoire, puis 
les membres pourront poser des questions.

M. McCain (Membre de l'Assemblée légis
lative du Nouveau-Brunswick): Monsieur le 
président, membres du comité, je crois, qu’à 
titre d’hommes politiques, nous pourrions 
peut-être savoir, nous saurons peut-être ce 
soir, comment la foule se sent quant arrive le 
dernier orateur de la réunion, car nous avons 
été vraiment exposés à toute une gamme 
d’observations de ce genre aujourd’hui. A la 
lumière de ceci, j’essaierai d’être bref, espé
rant que vous serez encore un peu patient 
avec moi. La discussion, aujourd’hui, semble 
indiquer un intérêt très sincère de la part de 
votre comité pour accomplir une tâche, et 
nous espérons que vous ferez une impression 
productive sur le gouvernement pour essayer 
de développer une politique qui répondra 
aux besoins que nous ressentons. Directement 
ou indirectement, le contribuable a versé des 
subventions au transport depuis que pour la 
première fois, on a accordé un terrain aux 
chemins de fer que ce soit n’importe où au 
Canada.

Depuis que la première route pour le 
camionnage a été construite, depuis que le 
premier aéroport a été fourni par le minis
tère des Transports, depuis le premier déficit 
du CN à titre de transporteur national, 
depuis la construction de la voie maritime du 
Saint-Laurent etc. «ad infinitum*, des sub
ventions directes ou indirectes ont été consen
ties pour le transport des particuliers, des 
organismes animés ou inanimés, pour servir 
le Canada.
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respect the judgment which brought each to 
pass. Today then we must not lose sight of 
the fact that we are considering a very small 
part of the national transportation problem— 
national transportation and government 
expenditure as a whole. But like each other 
part, it is vital to both the Atlantic and the 
national economy.

It has been pointed out today that free 
trade with the Eastern Seaboard of the United 
States would solve much of the problem—for 
agriculture, lumber, pulp and paper. For 
instance, Mr. Irving pointed out today they 
would be subject to 18 per cent duty on fine 
papers if they were to manufacture them in 
their plant. For fishing, it probably would, 
but when? When are the people of the Unit
ed States apt to open that most lucrative 
market to products from Canada which 
would be competitive?

I wondered when the gentleman from Brit
ish Columbia brought this subject up earlier 
today whether he had ever talked with Mr. 
Gilmore of the B.C. Coast Vegetable Market
ing Board. I am sure that if he were here, his 
approach to free trade would be very defi
nitely negative.

However, I do not share that feeling but 
the member from British Columbia perhaps 
might want to talk to Mr. Gilmore. I think it 
is important to note that the Atlantic area 
has had two very prosperous periods since it 
was settled as an organized society. The first 
occurred when we had free trade with the 
British market, and the second occurred 
when we had reciprocity with the United 
States. These were the two periods of real 
and proper prosperity for the Atlantic area 
and the only two. When our trade began to 
move east and west instead of north and 
south or out to sea—in other words when we 
became part of an area of Canada, we began 
to get into a bit of trouble, as far as our 
standards of living were concerned.

By all means let us work eternally towards 
broader trade patterns. But in the meantime 
let us solve the real transportation problem 
as it exists within our boundaries. There are 
many irritating questions which arise from 
the discussion as pointed out so ably by Mr. 
Irving earlier today, and in other industries 
similar question arise.

For instance, why is it cheaper to ship a 
product from Quebec City to St. John’s,

[Interprétation]
Mais on a tout fait, de bonne foi, croyant 

que chaque chose était faite dans l’intérêt 
national et personnellement j’ai beaucoup de 
respect pour les jugements ou pour la déci
sion prise. Aujourd’hui, donc, nous ne devons 
pas perdre de vue le fait que nous étudions 
une parcelle seulement du problème national 
en matière de transport, transport national et 
dépenses du gouvernement dans leur ensem
ble. Mais comme chacune des parties elles 
sont vitales pour l’économie de l’Atlantique 
tout comme pour l’économie nationale.

On a signalé, aujourd’hui, que le libre 
échange avec la côte Est des États-Unis 
réglerait le problème, pour l’agriculture, le 
bois, la pâte de papier. Par exemple, M. 
Irwin, a dit aujourd’hui qu’il était sujet à des 
tarifs de 18 p. 100 pour le papier fin s’ils le 
fabriquaient dans leurs usines. C’est vrai, 
peut-être, mais quand? Quand les Américains 
pourront-ils ouvrir ce marché payant aux 
produits compétitifs du Canada.

Je me suis demandé, lorsque le député de 
la Colombie-Britannique a soulevé la ques
tion plus tôt aujourd’hui, s’il avait déjà parlé 
à M. Gilmore de la B.C. Coast Vegetable 
Marketing Board. Je suis sûr que s’il était 
ici, son attitude en ce qui concerne l’échange 
libre serait certainement négative.

Cependant je ne partage pas ce sentiment 
mais les membres de la Colombie-Britanni
que voudraient peut-être parler à M. Gil
more. Je trouve qu’il est important de noter 
que la région de l’Atlantique a eu deux 
périodes très prospères depuis qu’elle s’est 
transformée en société organisée. La pre
mière c’est lorsque nous avons eu un libre 
échange avec le marché anglais et la deu
xième lorsque nous avons eu l’accord de réci
procité avec les États-Unis. Voilà les seules 
deux périodes de prospérité réelle pour la 
région de l’Atlantique. Lorsque notre com
merce a commencé à se faire dans le sens 
Est-Ouest au lieu de nord-sud, ou vers l’é
tranger, c’est-à-dire lorsque nous sommes 
devenus partie intégrante du Canada, nous 
avons commencé à éprouver des difficultés en 
ce qui concerne notre niveau de vie.

De grâce, travaillons sans relâche, en vue 
d’atteindre l'élargissement du commerce. 
Mais, essayons entre-temps, de régler le vrai 
problème tel qu’il existe à l’intérieur de nos 
frontières. Il y a plusieurs questions irritan
tes et fâcheuses qui se dégagent de la discus
sion qui a été si bien présentée par M. Irving 
aujourd’hui; d’autres industries se posent 
également les mêmes questions.

Par exemple, pourquoi coûte-t-il moins 
cher d'expédier un produit de la ville de



<56 Transport and Communications February 17, 1969

[Text]
Newfoundland, via rail than it is to ship the 
same product from Hartland, New Bruns
wick, to St. John's, Newfoundland, via rail? 
Let me point out there is no subsidy for the 
rail movement from Quebec City to St. 
John’s, Newfoundland, but there is subsidy 
from Hartland to St. John’s, Newfoundland. 
Yet the ratepayer pays more from Hartland.

Now, Mr. Chairman, the answer from the 
railroads might be that this is a water com
petitive rate from Quebec to Newfoundland; 
and if it be, I say to you that a subsidized 
railroad, it seems to me, is extremely ill- 
advised to give such a rate as to prejudice 
the position of another customer in another 
area of the same nation which pays its 
deficit.

Is there any reason, for instance, why we 
should not consider Maritime transportation 
problems when B.C. apples move freely to 
the Atlantic area, but New Brunswick stoves 
will have great difficulty in moving to British 
Columbia if present transportation policies 
and railroad1 policies become fact.

Another question which I think your Com
mittee should consider, and I do not have the 
answer is: Why is the intercolonial railroad 
still the base on which rates are set for the 
Atlantic area? It is historic fact that the 
intercolonial railroad was built around the 
north shore of New Brunswick as a defensive 
necessity. It was the first railroad to serve 
that area. It became obsolete as a defensive 
weapon in 1814, but the rate structure in the 
Atlantic area is still influenced by this rail
road. Why should it be, Mr. Chairman, that a 
product destined for Edmundston in New 
Brunswick from Hartland, New Brunswick, a 
distance of approximately 100 miles—and I 
notice that you have a New Brunswick map 
there; if you would like to follow me on 
this journey you would be interested, sir— 
why should it be that this product will be 
taken from Hartland to Woodstock CP, by 
CN to Fredericton, to McGivney to Newcastle 
to Campbellton to Cyr Junction to Edmund
ston, some 400 miles to travel 100 miles? This 
is the cheapest rate available. Why should 
this be?

These are questions and inequities that we 
feel that your Committee might have some 
influence in solving. To date our efforts to 
resolve these problems have not been produc-

[ Interpretation]
Québec à St-Jean de Terre-Neuve par che
mins de fer que ça nous coûte pour expédier 
le même produit de Hartland, Nouveau- 
Brunswick jusqu’à St-Jean Terre-Neuve par 
chemin de fer également. Permettez-moi de 
faire remarquer qu’il n’y a pas de subside 
pour le transport par rail de Québec à St- 
Jean Terre-Neuve, mais il y a des subsides 
de Hartland à Saint-Jean Terre-Neuve. Et 
malgré cela, le client paie plus à partir de 
Hartland.

Monsieur le président, la réponse des che
mins de fer serait peut-être que c’est un taux 
plus concurrentiel de la voie d’eau de Québec 
à Terre-Neuve et s’il en est ainsi, je vous 
dirais qu’un service ferroviaire subventionné 
me semble mal avisé pour donner un tel taux 
au détriment d’un autre client d’une autre 
région de cette même nation, qui, lui, doit 
payer son déficit.

Est-ce qu’il y a motif, par exemple, pour 
qu’on ne considère pas les problèmes de 
transport des Maritimes lorsque les pommes 
de la Colombie-Britannique viennent libre
ment dans notre région alors que les cuisiniè
res du Nouveau-Brunswick éprouveront beau
coup de difficultés à être acheminées vers la 
Colombie-Britannique si cette politique de
vient la réalité.

Une autre question qui devrait être étudiée 
par votre comité et dont je ne possède pas la 
réponse est: pourquoi le chemin de fer inter
colonial sert-il toujours de base pour le calcul 
des tarifs dans la région Atlantique? C’est un 
fait historique, que le Chemin de fer interco
lonial fut construit sur le littoral nord du 
Nouveau-Brunswick comme une nécessité 
défensive. Ce fut le premier chemin de fer 
construit. En 1814 il était périmé en tant 
qu’arme de défense mais la structure des 
tarifs dans la région de l’Atlantique est tou
jours influencée par ce chemin de fer. Pour
quoi, monsieur le président, un produit des
tiné à Edmundston (Nouveau-Brunswick) et 
venant de Hartland (Nouveau-Brunswick), 
une distance d’environ cent milles...

Je vois que vous avez une carte du Nou
veau-Brunswick ici, si vous voulez bien me 
suivre vous serez édifié, pourquoi ce produit 
serait-il acheminé de Hartland à Woodstock 
par le Pacifique-Canadien, puis par le Natio- 
nal-Canadien à Fredericton, McGivney, 
Newcastle, Campbellton, Cyr Junction et 
Edmundston soit un parcours de 400 milles 
pour faire cent milles?

C’est le taux le moins élevé disponible. 
Pourquoi en est-il ainsi?

Voilà donc des questions d’inégalité, que, à 
notre avis, votre comité pourrait aider à 
résoudre. Jusqu’ici nous n’avons pas réussi à 
résoudre ces problèmes. Pourquoi le taux de
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[Tezte]
tive. Why are eastbound rates often lower 
than, seldom higher than, and sometimes 
equal to westbound rates for similar prod
ucts? Why is this so? Please note again the 
westbound rates are subsidized but the east- 
bound rate, without subsidy, are often lower 
than the subsidized westbound rates.

This seems to be railroad policy and I 
think it is a question to which your Commit
tee might get the answer. But we in this area 
have been unsuccessful. For instance, why 
would beer in an occasional carload move as 
cheaply from Montreal to New Brunswick 
unsubsidized as potatoes would move by the 
thousands of cars from New Brunswick to 
Montreal under subsidy? The rate, Mr. 
Chairman, is quite comparable. These are 
infuriating questions and seem to present an 
unreasonable situation.

Why is the rate paid by Atlantic shippers 
plus government subsidy so often greater 
than unsubsidized rates for the same product 
moving eastward? Why cannot the CNR and 
the CPR co-operate to save themselves 
money and at the same time compete realisti
cally to save the customer’s money? The 
prime example, I would say, would be the 
routing of the potato chips from Hartland to 
Edmunds ton. Why has containerization been 
so long coming? Containerization has been 
taking business from agriculture in New 
Brunswick from other sources for 10 years, 
but containerization in 1968 became a topic 
in the Atlantic area by those interested in 
transportation.

Why is there so little piggyback for the 
general truckers? Why is there not co-opera
tion between rails and truckers with pig
gyback service? The railroads use it in the 
U.S. Piggyback trains move there, flowing 
from one despatch centre to another, expedit
ing service for all concerned, saving money 
for all. Why are the bottlers of soft drinks in 
the Atlantic area subject to the pressure of 
rates which they have depicted earlier? Is 
this to continue indefinitely?

The price-cost squeeze has farmers in a 
serious economic crop bind. The West is not 
alone in this. While transportation has not 
been the sole contributor it has been a very 
important part, and during the last 25 years 
there is no end in sight. Could your Commit
tee ask the Government of Canada that if 
there is no solution for the freight costs mov-

[Interprétation]
l’acheminement vers Vest est-il souvent moins 
élevé, rarement plus élevé et parfois égal aux 
tarifs des mêmes produits acheminés vers 
l’ouest. Pourquoi en est-il ainsi? Une fois de 
plus, veuillez observer que les tarifs vers 
l’ouest sont subventionnés, mais que ceux 
vers l’est, sans subvention, sont souvent 
moins élevés que les tarifs vers l’ouest.

Cela semble être la politique des chemins 
de fer et ce devrait être une question pour 
laquelle votre comité devrait obtenir une 
réponse. Nous, nous n’avons pas réussi. Ainsi, 
pourquoi la bière, en chargements irréguliers 
peut-elle être transportée aussi économique
ment de Montréal au Nouveau-Brunswick, 
sans subvention, que les pommes de terre qui 
sont acheminées par centaine de wagons, du 
Nouveau-Brunswick à Montréal, avec des 
subventions? Voilà des questions irritantes et 
qui témoignent d’une situation illogique.

Pourquoi le taux payé par les expéditeurs 
de l’Atlantique compte tenu de la subvention 
du gouvernement, est-il souvent plus élevé 
que le taux non subventionné pour le même 
produit qui est acheminé vers l’Est? Pourquoi 
le National Canadien et le Pacifique Cana
dien ne peuvent-ils pas collaborer pour épar
gner de l’argent, tout en ayant une concur
rence réaliste, pour épargner de l’argent aux 
clients? Le meilleur exemple, serait l’achemi
nement des croustilles de Hartland à 
Edmundston. Pourquoi la question des cadres 
a-t-elle mis tant de temps à venir? Le trans
port par cadres a enlevé des affaires à l’agri
culture du Nouveau-Brunswick et à d’autres 
sources pendant dix ans, mais en 1968 le 
transport par cadres est devenu un sujet au 
goût du jour pour ceux qui s’intéressent au 
transport dans la région Atlantique.

Comment se fait-il qu’il y ait si peu de 
remorques rail-route pour les camionneurs? 
Pourquoi n’y a-t-il pas de collaboration entre 
le service ferroviaire et les camionneurs? 
Aux États-Unis, les chemins de fer se servent 
des remorques rail-route. Des trains entiers 
de remorques vont d’un centre d’expédition à 
l’autre, accélérant le service pour tous et 
épargnant de l’argent à tous. Pourquoi les 
embouteilleurs de boissons gazeuses de la 
région de l’Atlantique, sont-ils sujets à la 
pression de ces taux qu’ils nous ont décrits 
plus tôt? Est-ce que cela va continuer indé
finiment?

L’écart des prix fait que les agriculteurs se 
trouvent dans une situation économique 
grave. L’Ouest n’est pas la seule région à 
connaître ce problème. Bien que le facteur 
transport ne soit pas le seul, ce fut un des 
facteurs importants, au cours des vingt-cinq 
dernières années et nous ne voyons pas 
encore la fin. Est-ce que votre Comité ne
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[Text]
ing westward can the government find mar
kets for our products elsewhere? Either one 
would be satisfactory. It is a matter of rates 
or markets for agriculture in this area. This 
is no simple problem, but it is very real.

Whether the rates be water competitive or 
road competitive or just plain competitive or 
noncompetitive, the Atlantic area must not be 
subject to rates which deny markets. This is 
an inherent right of our Confederation. The 
transportation industry, land, sea and air 
must be inventive, daring, pioneering, and 
when we look at changes in the U.S. under 
private ownership; changes in Europe, 
Russia, Japan, we are astounded that a land 
of daring pioneers such as ours has allowed 
our situation to degenerate to today’s level.

Mr. Chairman and gentlemen, I think that 
Grand Manan’s presentation has been an 
exclamation mark for presentations. They 
presented their case with sincerity, clarity 
and precision. The case for the Atlantic area 
cannot be so simply stated but it is no less 
urgent and it is no less clear in the minds of 
those in need.

In closing, I wish again to emphasize that 
the Atlantic problem is but a regional facet 
of the national problem where the taxpayers 
pay millions every day for all of Canada, and 
I refer to our brief where in essence we say 
we believe that an economic solution for the 
Atlantic area is a sound investment in Cana
da as a whole. Now, most of the questions 
have been asked and on behalf of the Oppo
sition our brief prepared about a year ago is 
on file and is in your book. We still support 
that brief. Thank you, very much for the 
sincere interest you have shown throughout a 
very long and informative day.

The Chairman: Thank you, very much. Mr. 
Perrault?

Mr. Perrault: Mr. Chairman, Mr. McCain 
made reference to British Columbia and I 
would like to ask one or two questions of 
him, but before I do I would like to refer to 
the brief which he submitted in March of 
19G8 which reads:

We are interested in and support the 
consideration of such proposals as the 
Chignecto Canal, a super airport, the 
Corridor Roads and Atlantic super

[Interpretation]
pourrait pas demander au gouvernement du 
Canada, que s’il n’y a pas de solution pour le 
coût des transports vers l’Ouest, il nous 
trouve des débouchés ailleurs pour nos pro
duits? L’une ou l’autre des solutions serait 
satisfaisante. Il s’agit d’une question de tarifs 
ou de marchés pour l’agriculture de cette 
région. Ce n’est pas un problème simple, mais 
c’est un problème.

Qu’il s’agisse de tarifs maritimes ou rou
tiers concurrentiels ou pas, la région de l’At
lantique ne doit pas faire l’objet de tarifs qui 
lui ferment des marchés. C’est un des droits 
de notre Confédération. L’industrie des trans
ports terrestres, maritimes ou aériens doit 
être à la pointe du progrès et lorsqu’on voit 
les changements qui se produisent aux États- 
Unis, en Europe, en Russie, au Japon, nous 
sommes étonnés de voir qu’une terre de pion
niers comme la nôtre ait permis que cette 
situation se détériore au point où elle en est 
aujourd’hui.

Monsieur le président, Messieurs, je pense 
que la présentation de Grand Manan a été un 
point d’exclamation. Us ont présenté leur 
situation avec sincérité, autorité et précision. 
Le cas de la région de l’Atlantique n’est pas 
aussi simple, mais, il est tout aussi urgent et 
tout aussi clair dans l’esprit de ceux qui sont 
dans le besoin.

En terminant, une fois de plus, je désire 
vous signaler que le problème de l’Atlantique 
est un aspect régional du problème national 
où les contribuables paient chaque jour des 
millions pour tout le Canada, et je me réfère 
à notre mémoire où nous disons, en essence, 
que nous croyons qu’une solution économique 
pour la région de l’Atlantique, est un bon 
investissement pour l’ensemble du Canada. 
La plupart des questions ont déjà été posées, 
et, au nom de l’opposition, notre mémoire a 
été présenté il y a environ un an, il figure au 
compte rendu. Nous appuyons toujours ce 
mémoire. Je vous remercie beaucoup de l’in
térêt dont vous avez fait preuve, tout au long 
de cette journée qui fut très longue, mais des 
plus utiles.

Le président: Merci beaucoup. Monsieur 
Perrault?

M. Perrault: Monsieur le président, M. 
McCain a parlé de la Colombie-Britannique. 
Je voudrais lui poser une ou deux ques
tions, mais avant de ce faire, je voudrais me 
référer au mémoire qu’il nous a présenté au 
mois de mars 1968 qui dit:

Nous nous intéressons à l’étude de pro
jets comme l’aménagement du canal de 
Chignecto, la construction d'un super
aéroport, l’aménagement de couloirs et
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[Texte]
ports... it is not .. sound to consider the 
elimination of subsidies.

Now, you know, to be responsible in public 
life you have to put price tags on these 
things. Now what has the Official Opposition 
in New Brunswick worked out in the way of 
a price tag for the Atlantic super port, the 
corridor road, the super airport, the Chignec- 
to Canal and the subsidies? Now, what does 
it all come to because.. .

An hon. Member: On a point of order . . .

The Chairman: Order! Order, please!

Mr. Perrault: Mr. Chairman, it is a serious 
question.

An hon. Member: It has all worked out in 
British Columbia.

Mr. Perrault: Mr. Chairman, I would ask 
that member be called to order because it is 
a serious question. We are faced, Mr. Chair
man, with the critical problem of balancing 
the national budget and I think it is 
important...

An hon. Member: Increase the expendi
tures by one . . .

Mr. Perrault: Mr. Chairman, this is a ques
tion I have asked of everyone appearing 
before the Committee today. I have asked the 
same question and I think it is important to 
find out what the price tag is.

The second question I would like to ask 
relates to transportation costs. I think there 
are transportation rate anomalies in the 
Maritimes. These anomalies also exist in 
Western Canada, as Mr. McCain knows, but 
he must have been out of the room when I 
referred to the matter of free trade. He seems 
to dismiss the feasibility of freer trade in the 
Maritimes.

He suggested I talk to Mr. Gilmore of the 
West Coast Fruit Marketing Board. We have 
had many conversations about it. Mr. Chair
man, I suggested earlier that whether we live 
in Western' Canada or in Eastern Canada we 
should discuss the possibility of industry by 
industry free trade with the United States. 
The suggestion of Mr. McCain is, Mr. Chair
man, that somehow Canada does not have 
any bargaining position at all; how could we 
possibly negotiate with the United States for 
freer trade? Now, I am suggesting to him, Mr. 
Chairman...

[Interprétation]
de superports sur l’Atlantique. Il n’est 
pas bon... de songer à éliminer les 
subventions.

Pour être responsable, dans la vie publique, 
il faut mettre un prix sur ces différents élé
ments. Alors, à combien l’opposition officielle 
a-t-elle chiffré le prix d’un superport sur 
l’Atlantique, d’un couloir, d’un super-aéro
port, du canal de Chignecto et des subven
tions? Qu’est-ce que cela représente car...

Une voix: J’invoque le Règlement...

Le président: A l’ordre, à l’ordre, s’il vous 
plaît.

M. Perreaul: Monsieur le président, c’est 
une question sérieuse.

Une voix: Le travail a été fait en 
Colombie-Britannique.

M. Perrault: Monsieur le président, je vou
drais que les députés soient rappelés à l’or
dre, car c’est une question sérieuse. Monsieur 
le président, nous devons faire face à un 
problème critique d’équilibre de notre budget 
national et je pense qu’il est important...

Une voix: Augmentez les dépenses de un...

M. Perrault: Monsieur le président, c’est 
une question que j’ai posée à tous les témoins 
qui ont comparu aujourd’hui. J’ai posé la 
même question et je pense qu’il est important 
de savoir combien ça coûtera.

La deuxième question que je voudrais 
poser a trait au coût de transport. Je pense 
qu’il y a des anomalies dans les tarifs de 
transport dans les Maritimes. Ces anomalies 
existent aussi dans l’Ouest du Canada, 
comme l’a dit M. McCain, mais il devait être 
à l’extérieur lorsque j’ai parlé de libre- 
échange. Il semble ne pas croire à la possibi
lité d’un échange plus libre dans les 
Maritimes.

Il a suggéré que je parle à M. Gilmore de 
l’Office de commercialisation des fruits de la 
côté ouest. Nous en avons beaucoup parlé. 
Monsieur le président, j’ai suggréré plus tôt 
que nous vivions dans l’Est ou dans l’Ouest 
du Canada, nous devrions parler de la possi
bilité du libre-échange, industrie par indus
trie avec les États-Unis. La suggestion de M. 
McCain, monsieur le président, c’est que le 
Canada n’est pas en position de négocier. 
Comment pourrions-nous négocier pour des 
échanges plus libres avec les États-Unis? 
Maintenant, je suggère, monsieur le prési
dent.
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[Text]
The Chairman: Mr. Perrault, if you would 

like to have an answer you will have to give 
the witness a chance to answer one of your 
questions.

Mr. Perrault: I am asking this question: 
Does Mr. McCain really believe that it is 
impossible, for example, to negotiate with the 
United States a free trade agreement in the 
area of forest products, for example, so we 
can sell some of our fine papers from Canada 
in the United States? A policy of this kind 
does not affect people who are in the busi
ness of marketing agricultural products in 
the United States. If we had more support 
for policies of this kind in the East and the 
West, Mr. Chairman, perhaps we could elimi
nate some of these transportation subsidies. 
Now that is my question, to start.

Mr. McCain: Mr. Chairman, I do not 
intend to attempt to compete...

Mr. Perrault: Well try.

Mr. McCain: I do not intend to attempt to 
compete in length with the last speaker. I 
will say that I do sincerely support any 
negotiations which can be conducted and 
which would have as an objective freer trade 
with our neighbour to the South. I so stated 
very clearly, but I also stated that the 
immediate problem at hand is our transpor
tation problem within Canada. This is the 
item which needs immediate attention 
because of regulations which are about to 
come into effect.

By all means, Mr. Chairman, anything that 
your Committee can do to encourage negotia
tions for free trade in the item I mentioned 
when I spoke earlier we support 100 per 
cent, but let us not wait for that to deal with 
this.

Mr. Perrault: Mr. Chairman, I am glad to 
have that clarification. Now, the second 
suggestion was that somehow...

Mr. McCain: May I interrupt a moment? 
Mr. Gilmore is the one who is the proponent 
of duties on agricultural products, particular
ly British Columbia fruits and vegetables, 
when they come in competition with Cali
fornia and Washington. He certainly would 
not promote or support, as I know him, any 
negotiations in respect of free trade in agri
culture.

Mr. Perrault: We are not talking about Mr. 
Gilmore; we are talking about transportation 
costs in the Maritimes.

Mr. McCain: You talked about him.

[Interpretation]
Le président: Monsieur Perrault, si vous 

voulez avoir une réponse, laissez au témoin 
une chance de répondre à vos questions.

M. Perrault: Voici la question que je pose: 
M. McCain croit-il vraiment qu’il soit impos
sible, disons, de négocier avec les États-Unis 
une entente de libre échange, disons, pour les 
produits forestiers, pour que nous puissions 
yendre cet excellent papier canadien aux 
États-Unis? Une telle politique n’affecte pas 
les gens qui se trouvent dans la commerciali
sation des produits agricoles, aux États-Unis. 
Si nous avions plus d’appui pour une telle 
ligne de conduite, dans l’Est et dans l’Ouest, 
monsieur le président, peut-être pourrions- 
nous faire disparaître certaines de ces sub
ventions en matière de transport. Voici, ma 
question, pour débuter.

M. McCain: Monsieur le président, je n’ai 
pas l’intention d’essayer de m’attaquer...

M. Perrault: Essayez, du moins!

M. McCain: Je n’ai pas l’intention de m’at
taquer au précédent orateur quant à la lon
gueur de ma réponse. Je dois dire que j’ap
puie sincèrement toutes négociations qui 
pourraient avoir lieu et qui auraient comme 
objectif des échanges plus libres avec notre 
voisin du Sud. Je l’ai d’ailleurs déjà dit, bien 
clairement. Mais j’ai dit aussi que le pro
blème immédiat est celui du transport au 
Canada. C’est là la question qu’il nous faut 
étudier immédiatement à cause des règle
ments qui seront mis en vigueur d’ici peu.

Enfin, monsieur le président, tout ce que 
votre comité pourra faire pour encourager de 
telles négociations pour des échanges plus 
libres dans les domaines dont j’ai parlé, nous 
l’appuierons tout à fait. Mais n’attendons pas 
cela pour régler les problèmes de transport.

M. Perrault: Je suis très heureux d’avoir 
cette précision. La deuxième suggestion était 
que...

M. McCain: Puis-je vous interrompre un 
moment? M. Gilmore est celui qui propose 
des droits sur les produits agricoles, notam
ment les fruits et légumes de la Colombie- 
Britannique, lorsque nous faisons concur
rence aux produits de Californie et de 
Washington. Il n’appuierait certainement pas, 
tel que je le connais des négociations visant à 
la libération des échanges dans le domaine de 
l’agriculture.

M. Perrault: On ne parle pas de M. Gil
more, on parle des transports dans les 
Maritimes.

M. McCain: Vous avez parlé de lui.
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[Texte]
Mr. Perrault: The second thing, Mr. Chair

man, is this: The suggestion has been made 
that somehow British Columbia apples should 
move freely to Nova Scotia while these Vali
ant Enterprise stoves have a difficult time 
getting out to British Columbia. Now, you 
know, I do not think that the scales are 
balanced in favour of Western Canada in this 
country. I think we are no better off and 
probably no worse off than any other part of 
the country. But British Columbia contrib
utes to the Atlantic Development Fund, we 
have no tax equalization out on the West 
Coast and I do not think this kind of com
ment is appropriate at a meeting of this kind; 
that somehow there is a favoured province 
status to one province in this country—cer
tainly it is not British Columbia.

Mr. McCain: Mr. Chairman, if I made any 
implication that any part of Canada was 
receiving preference as a result of national 
policies, I apologize. I was not aware that I 
was even implying such a thing. I did sug
gest that British Columbia, through very 
strong representations, had found ways and 
means of obtaining a rate which made it 
possible for them to ship British Columbia 
apples to New Brunswick, and I enjoy those 
apples.

I am not finding fault with that in any 
way. I am merely finding fault with the fact 
that New Brunswick industry in contrast has 
found it impossible, according to the future 
plans, to continue to ship to British 
Columbia. I am looking, sir, for a two-way 
street for the Atlantic area in the transporta
tion situation. That is all I ask.

An hon. Member: I move we adjourn.

The Chairman: Gentlemen, I think we 
have had a great day of work and I think 
everybody enjoyed it. We shall adjourn.

[Interprétation]
M. Perrault: Mais voici, monsieur le prési

dent, on a proposé que les pommes de la 
Colombie-Britannique viennent librement en 
Nouvelle-Écosse, alors que les cuisinières ont 
beaucoup de mal à se rendre en Colombie- 
Britannique. Je ne crois pas que l’Ouest soit 
très avantagé. On n’est pas mieux ou pire 
que n’importe quelle autre région du pays, 
Mais, la Colombie contribue au fond de déve
loppement de l’Atlantique. Nous n’avons pas 
de péréquation sur la côte ouest et je ne crois 
pas qu’un tel commentaire soit approprié au 
cours d’une telle réunion, disons que s’il y a 
un statut préférentiel pour une province, ce 
n’est certainement la Colombie-Britannique.

M. McCain: Monsieur le président, si j’ai 
laissé entendre quoi que ce soit voulant qu’il 
y ait une région du Canada qui reçoive un 
traitement préférentiel à la suite d’une politi
que nationale, je m’en excuse. Je ne croyais 
pas avoir dit une telle chose. J’ai seulement 
suggéré que la Colombie-Britannique, à la 
suite de demandes très fermes, avait trouvé 
des moyens d’obtenir un tarif lui permettant 
d’expédier au Nouveau-Brunswick les pom
mes de la Colombie-Britannique, et j’aime 
bien ces pommes.

Je ne vois rien de mai là-dedans. Ce que je 
trouve mal, c’est le fait que l’industrie du 
Nouveau-Brunswick s’est vue dans l’impos
sibilité, suivant les programmes à venir, de 
continuer ses expéditions vers la Colombie- 
Britannique. Ce que je voudrais, c’est une 
voie à double sens, pour les transports de la 
région atlantique, c’est tout ce que je de
mande.

Une voix: Je propose qu’on ajourne.

Le président: Messieurs, je pense que nous 
avons fait beaucoup de travail, que tout le 
monde l’a apprécié et que nous devrions 
lever la séance.

[End oj Volume 1—Balance in Volume 11] [Fin du volume I—suite au volume II]
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[Text]
EVIDENCE

(Recorded by Electronic Apparatus)

Fredericton. N.B.,
Tuesday, February 18, 1969

The Chairman: Gentlemen, the first item 
on our agenda this morning will be the Town 
of Dalhousie. Will the representatives come 
forward, please. Is Mr. D. E. Noel present?

From the Canadian Trucking Associations 
Inc. we have on my right Mr. J. E. Palmer, 
President, and Mr. A. K. MacLaren, Execu
tive Director. I imagine you have a short 
brief to present and then you would be will
ing to answer some questions from the 
members.

Mr. A. K. MacLaren (Executive Director, 
M.M.T.A.. Canadian Trucking Associations
Inc.): Mr. Chairman and gentlemen, this sub
mission is made jointly by the Canadian 
Trucking Associations and the Maritime 
Motor Transport Association Inc. We also 
have with us today Mr. Peter Cook, Vice- 
President of M.M.T.A. for Newfoundland, 
Mr. Ross Judge, Vice-President from Nova 
Scotia, Mr. Lowell Hogg, Vice-President from 
PE.I. and Mr. Charles Palmer, Vice-Presi
dent from New Brunswick.

Gentlemen, by way of introductory 
remarks and to explain the perhaps some
what unusual situation where a national 
association is participating in what might 
first appear to be a strictly regional matter, 
may I say that the problems facing the 
trucking industry in the four Atlantic Prov
inces and Eastern Quebec are important to 
the whole trucking industry for several rea
sons. The transportation policies in the Mari
times affect the trucking industry both with
in and without the Atlantic Provinces and it 
is for this reason that the CTA is 
participating.

Generally speaking, it is the policy of the 
Canadian Trucking Association to be against 
all forms of subsidies in transportation. 
However, where subsidies are necessary, it is 
our view that the subsidies should be applied 
equally to all modes of transport.

[Interpretation]
TÉMOIGNAGES 

(Enregistrement électronique)

Fredericton, N.-B.
Le mardi 18 févreir 1969

Le président: Messieurs, à l’ordre du jour 
de ce matin, nous avons une première sou
mission de la ville de Dalhousie et je 
demanderais aux représentants de bien vou
loir se présenter. Donc la ville de Dalhousie. 
Monsieur D. E. Noël est-il ici?

De l’Association Canadienne du Camion
nage Inc., nous avons, à ma droite, M. J. E. 
Palmer, président et M. A. K. MacLaren, 
directeur exécutif. J’imagine que vous avez 
un résumé à présenter et qu’en suite vous 
serez prêts à répondre aux questions que les 
membres voudront bien vous poser.

M. A. K. MacLaren (directeur exécutif, 
M.M.T.A. Association Canadienne du 
Camionnage Inc.): Monsieur le président, 
messieurs, notre présentation est faite con
jointement par l’Association Canadienne du 
Camionnage Inc. et la Maritime Motor 
Transport Association Inc. Avec nous, 
aujourd’hui nous avons aussi M. Peter Cook, 
vice-président de la M.M.TA. pour Terre- 
Neuve, M. Ross Judge, vice-président pour la 
Nouvelle-Écosse, Lowell Hogg, vice-président 
pour l’ile-du-Prince-Édouard, et M. Charles 
Palmer, vice-président pour le Nouveau- 
Brunswick.

Messieurs, pour vous présenter notre sou
mission, pour vous expliquer la situation 
quelque peu inusitée qui fait que nous parti
cipons, nous, une association nationale, à une 
question essentiellement régionale, permettez- 
moi de vous dire que le problème qu’envisage 
l’industrie du camionnage tant à l’intérieur 
provinces de l’Atlantique et l’est du Québec 
est important pour toute l’industrie du 
camionnage pour plusieurs raisons. La politi
que des transports dans les Maritimes touche 
l’industrie du camionnage tout à l’intérieur 
qu’à l’extérieur des provinces de l’Atlantique 
et c’est pour cette raison que l’ACC participe 
à votre étude.

Dans l’ensemble, l’Association Canadienne 
du Camionnage s’oppose à tout mode de sub
vention en matière de transport. Toutefois 
lorsque des subsides sont nécessaires, nous 
sommes d’avis que ces subsides devraient 
s’appliquer également à tous les modes de 
transport.
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[Text] [Interpretation]
The trucking industry in Canada is, I think L’industrie du camionnage au Canada est,

without question, the fastest growing mode of 
transport. Some of you will recall that two or 
three weeks ago I sent you a copy of a 
booklet prepared by our sister association in 
the United States, “Trucking 1980”, which 
shows in a rather dramatic fashion the 
growth rate of the trucking industry in the 
United States where at the present time 50 
per cent—just under 50 per cent, 49 decimal 
something per cent—of the value of intercity 
freight carried in the United States is carried 
by for-hire trucks. That is not private truck
ing, that is for-hire trucking. Based on 
trends, it is anticipated that within 10 years 
this will be up to 60 per cent. In Canada, 
unfortunately, statistical information is not 
nearly what we would like it to be. It would 
seem that the for-hire trucking industry 
accounts for about one third of the intercity 
freight generated. It is growing very rapidly.

One indication of that is the fact that the 
latest DBS figures show that trucking now 
accounts for one-third of the value of exports 
from Canada. Four years ago this figure was 
20 per cent. So the growth of the trucking 
industry goes hand in hand with the growth 
of the manufacturing industry.

I have just one other comment. The truck
ing industry was pleased to see the introduc
tion of the National Transportation Act. We 
want to be a part of the National Transporta
tion Act. We are pressing for implementation 
of Part III of the National Transportation 
Act and, quite frankly, we do not see how 
Section I of the National Transportation Act 
can be effective unless all modes of transport 
are included. As you know, the National 
Transportation Act virtually eliminates—it 
de-regulates—control over rates. Each mode 
is free to set rates as it chooses. The factor 
that is being encouraged under the National 
Transportation Act is competition between 
modes. While one mode is heavily subsidized 
and other modes are not, we frankly question 
if the national transportation policy can be 
effective.

With those comments, Mr. Chairman and 
gentlemen, I will turn to Mr. Palmer.

The Chairman: Mr. Palmer?

Mr. J. E. Palmer (President, Maritime 
Motor Transport Association Inc., Canadian 
Trucking Associations Inc.): Thank you, Mr. 
Chairman, and members of the Committee.

je pense, le mode de transport qui connaît le 
rythme d’accélération le plus élevé. Certains 
d’entre vous vous souviendrez qu’il y a deux 
ou trois semaines je vous ai fait parvenir un 
exemplaire d’une brochure préparée par l’as
sociation analogue à la nôtre aux États-Unis, 
«Trucking 1980» qui indique de façon plutôt 
dramatique le taux de croissance de l’indus
trie du camionnage aux États-Unis où, en ce 
moment, 50 p. 100, ou un peu moins que 50 p. 
100 soit 49.9 p. 100, du transport interurbain 
des marchandises aux États-Unis se fait par 
des camions de louage. Ce ne sont pas des 
camions privés, mais des camions de louage. 
C’est la tendance et on prévoit que d’ici dix 
ans cela sera rendu à 60 p. 100. Au Canada, 
malheureusement, les données statistiques ne 
sont pas tout à fait ce que nous aimerions 
voir. Il semblerait que l’industrie du camion
nage à forfait représente environ le tiers des 
transports de marchandises inter-urbains. 
Cela croît très rapidement.

Un indice est que les dernières données du 
Bureau fédéral de la statistique nous mon
trent que le camionnage est maintenant 
comptable du tiers des exportations du 
Canada. Il y a quatre ans, c’était 20 p. 100. 
Donc avec la croissance de l’industrie manu
facturière va de pair la croissance de l’in
dustrie du camionnage.

Une autre observation. L’industrie du 
camionnage était heureuse de voir la présen
tation de la Loi nationale sur les transports. 
Nous voulons faire partie de ses dispositions. 
Nous demandons la mise en vigueur de la 
partie III de cette Loi et sincèrement nous ne 
voyons pas comment la partie I de la Loi 
nationale sur les transports peut vraiment 
donner un rendement efficace à moins que 
tous les modes de transports soient inclus. 
Comme vous le savez, la Loi nationale sur les 
transports fait disparaître à peu près, se 
trouve à dérégler tout contrôle sur les taux. 
Chaque mode est libre d’établir ses taux sui
vant ses désirs. Le facteur qu’on encourage 
en vertu de la Loi nationale sur les trans
ports est la concurrence entre les différents 
modes de transports. Quand un mode de 
transport est fortement subventionné et d’au
tres ne le sont pas, nous nous demandons si 
cette politique nationale peut être vraiment 
efficace.

Donc, ceci dit, monsieur le président, mes
sieurs, je cède la parole à M. Palmer.

Le président: Monsieur Palmer?

M. J. E. Palmer (président. Maritime Motor 
Transport Association Inc.. Association Cana
dienne du Camionnage Inc.): Merci, monsieur 
le président et membres du Comité. D’abord
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[Texte]
First, on behalf of the M.M.TA., I would 
like to thank all of you for coming down and 
listening to the problems you heard yesterday 
and will hear again today. It is very good of 
you to do so. We will try to not take any 
more of your time than we have to, but we 
feel we have a very serious problem here and 
we would like to try to put it across to you.

First, M.M.TA. stands for Maritime Motor 
Transport Association, and it represents the 
for-hire trucking industry in the four Atlan
tic Provinces. Our name, I might add, will be 
changed to the Atlantic Motor Transport 
Association next fall—it is in the process 
now—as Newfoundland, since the Trans- 
Canada Highway has been completed, is get
ting big in for-hire trucking also. We repre
sent about 450 for-hire trucking companies.

We will not go into our brief this morning. 
Our brief is mainly composed of quotes from 
studies by three royal commissions carried 
out over the past 10 years, all of which agree 
with and back up what we say should hap
pen to the trucking industry. We are not here 
this morning to ask for handouts or to look 
for sympathy, or anything of this nature. We 
feel we have a fair beef, we feel we have 
had for 10 years, and we feel it is time 
something was done about it.

We in the trucking industry all have our 
own ideas on what may be best in the way of 
a transportation policy for the Atlantic Prov
inces. We feel that it is not our position to 
try to form policy, but we do say that what
ever the policy is now or what it may be 
next year or 10 years from now, we want to 
be a part of that policy.

Should the policy change, we will change 
with it, but we feel that in the past we have 
played a big part in helping the economy 
start to move in the Atlantic Provinces, we 
are at present and, if we are used equally, 
we will be a bigger part in the future. We 
feel that we have been discriminated against. 
We have been asked to compete against a 
government-owned railroad, and on a dollar 
rate we get the dollar and they get the dollar 
plus 20 per cent within and plus 30 per cent 
on westbound movements based on Levis, 
Quebec, and Diamond Junction. This kind of 
profit is not in business today. Nobody that 
we know of is making 20 and 30 per cent on

[Interprétation]
au nom de la M.M.TA., je désire vous 
remercier tous d’être venus ici pour entendre 
l’énoncé des problèmes dont on vous a parlé 
hier et dont on vous parlera aujourd’hui. Je 
suis d’avis que c’est excellent de le faire. 
Nous n’essayerons pas de prendre plus de 
temps que nous devons, mais nous sommes 
d’avis que nous avons un problème très 
grave à régler ici et nous aimerions essayer 
de vous l’exposer. D’abord la M.M.T.A. est la 
Maritime Motor Transport Association et elle 
représente l’industrie du camionnage à for
fait dans les quatre provinces Atlantiques. 
Notre nom, en passant, sera changé et 
deviendra Atlantic Motor Transport Associa
tion l’automne prochain. Cela est en voie de 
se faire depuis que Terre-Neuve, depuis l’a
chèvement de la route transcadienne, devient 
importante dans le camionnage à forfait. 
Nous représentons environ 450 sociétés de 
camionnage à forfait.

Ce matin nous ne voulons pas revenir sur 
notre mémoire qui essentiellement présente 
les citations des études de trois Commissions 
royales d’enquête qui ont été faites au cours 
des dix dernières années avec lesquelles nous 
sommes d’accord et qui appuient toutes les 
idées que nous avons énoncées comme devant 
se produire dans l’industrie du camionnage. 
Nous ne sommes pas ici pour demander la 
charité et vous demander votre sympathie ou 
quoi que ce soit de ce genre. Nous avons un 
juste grief, nous l’avons depuis dix ans et 
nous trouvons que le moment est venu d’y 
faire quelque chose.

Nous avons tous, dans l’industrie du 
camionnage, nos propres idées quant à ce qui 
pourrait être la meilleure politique en 
matière de transports pour les provinces 
Atlantiques. Ce n’est à nous d’essayer d’énon
cer cette ligne de conduite, mais nous disons 
que quelle que soit la ligne de conduite main
tenant, l’année prochaine ou peut-être dans 
dix ans, nous voulons être partie intégrante 
de cette politique lorsque la politique sera 
changée.

Si elle doit être modifiée, nous évoluerons 
aussi, mais nous sommes d’avis que par le 
passé nous avons vraiment aidé à lancer l’é
conomie dans les provinces Atlantiques et 
qu’en ce moment nous y participons et nous 
aurons un' rôle plus grand à remplir à l’ave
nir. Nous sommes d’avis que nous avons fait 
l’objet de distinction, on nous a demandé de 
concurrencer avec un chemin de fer 
subventionné, propriété du gouvernement et 
au taux d’un dollar, quand nous obtenons un 
dollar, eux obtiennent un dollar plus 20 pour 
cent, plus 30 pour cent pour la distribution 
pers 1 ouest par Lévis, Québec et Diamond 
Junction. Bien entendu qu’un tel bénéfice ne



466 Transport and Communications February 18, 1969

[Text]
any investment, and certainly not in the 
trucking business.

We have to abide by the laws of the four 
provinces. Any trucking industry crossing a 
border falls under all the jurisdiction of the 
federal government, such as the Canada 
Labour Code, Limitation of Hours of Work, 
and on and on.

Our costs have gone up continually and we 
are not only fighting one form of subsidy, in 
our opinion we are fighting three. The rate 
freeze has been on for two years and 
although it was only put on the railroads, the 
rates of the other competitive modes were 
also frozen.

The railroads’ rates were frozen, but they 
have also been helped in other subsidies to 
the tune of $100 million a year. We are not 
saying we want to have a subsidy—we are 
not saying this and we are not saying that— 
we are saying that we want to be a part of 
whatever you people think is the best policy 
and we will do our fair share.

I would also like to mention that although 
everyone here today from the four provinces 
is representing the larger carriers in the 
Atlantic Provinces, we feel our association 
speaks very loudly for all the for-hire truck
ers in the area. I have said many times, and 
1 said it a year ago when we met with the 
people in Ottawa, that I do not think it is 
right that the men whom we have seen work 
hard and who have helped to build this prov
ince, Nova Scotia, P.E.I. and Newfoundland 
should go broke because of the competition 
they have had to work against, and this has 
happened many, many times. So, we are not 
only representing ourselves here this morn
ing, but all the for-hire truckers.

There is much more I can say, but we are 
prepared to try to answer any questions you 
may ask. Thank you.

The Chairman: Thank you very much, Mr. 
Palmer. You will find the brief at page 832. 
Mr. McGrath?

Mr. McGrath: Mr. Chairman, can the wit
ness give us any examples of or indicate to 
us if CN trucks are taking advantage of the 
Maritime Freight Rates Act?

[Interpretation]
se trouve pas dans le monde des affaires 
aujourd’hui. Personne, nous le savons, n’a de 
bénéfices de 20 et 30 pour cent sur des inves
tissements sûrement pas dans l’industrie du 
camionnage.

Nous devons nous en tenir aux lois des 
quatres provinces. Toute industrie de camion
nage franchit une frontière tombe sous la 
juridiction du gouvernement fédéral. Par 
exemple en ce qui concerne les limites du 
Code canadien du travail, les heures de tra
vail et ainsi de suite. Nos coûts d’exploitation 
ont constamment augmentés et nous combat
tons non pas simplement une forme de sub
side, mais trois, selon nous. Le gel des taux 
est en vigueur depuis deux ans et bien qu’il 
n’existait que pour les chemins de fer, tout 
autre mode de transport concurrentiel a subi 
aussi un gel de leurs tarifs.

Les chemins de fer ont eu un gel de leurs 
tarifs, mais ils ont eu d’autres subventions au 
rythme de cent millions de dollars par année. 
Nous ne disons pas que nous voulons des 
subventions, ni ceci ou cela, nous disons que 
si vous croyez qu’une telle politique est à 
l’avantage de tous, nous voulons y participer 
à cette politique et avoir notre part juste et 
équitable.

Nous aimerions aussi dire que quoique tout 
le monde ici aujourd’hui représentant les 
quatres provinces représente les plus grands 
transporteurs des provinces Atlantiques, 
notre association, à notre avis, parle aux 
noms de tous les camionneurs à forfait de la 
région. J’ai dit plus d’une fois, et je l’ai dit 
quand nous avons rencontrer les gens à 
Ottawa il y a un an, que je ne crois pas qu’il 
soit juste que lorsque des hommes que nous 
voyons travailler et qui ont aidé à monter 
leur entreprise, ont aidé ces provinces, l’île- 
du-Prince-Édouard, Terre-Neuve et la Nou
velle-Écosse doivent faire faillite à cause 
de la concurrence qu’ils ont dû affronter et ce 
bien souvent. Nous représentons non pas sim
plement notre propre association, nous- 
mêmes ici, mais toutes les associations de 
camionneurs à forfait.

Je pourrais vous parler beaucoup plus lon
guement mais nous essayerons de répondre à 
toutes les questions que vous aimeriez bien 
poser. Merci.

Le président: Merci beaucoup, monsieur 
Palmer. Vous trouverez le mémoire à la page 
832. Monsieur McGrath?

M. McGrath: Monsieur le Président, le 
témoin pourrait-il nous donner des exemples 
ou nous indiquer si les camions du Canadien 
National bénéficient des dispositions de la Loi 
sur les taux de transport des marchandises 
dans les provinces Maritimes?
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[Texte]
Mr. Palmer: Yes. We have thought this for 

quite some time. A year ago we told the 
Minister of Transport that we felt they were.

A study was done about a month and a 
half ago by Touche, Ross, Bailey & Smart, 
the auditors for CNR, at the request of the 
Minister of Transport. In a preliminary audit 
they said they were able to say, without 
going further, that in the last year railroad 
trucks had received better than $50,000 by 
way of subsidy, and if we needed more 
information it would take a much bigger 
audit. It was not the amount of money we 
were looking for, it was whether they were 
getting it or not, and we have that.

Mr. McGrath: Have you made any 
representations to the Government of Canada 
in this regard?

Mr. Palmer: Yes, and we have been told— 
which we do not agree with—by the people 
paying the subsidy in Ottawa that as long as 
the company applying for it owns a railroad 
and the freight moves on a railroad bill of 
lading they do not care how it moves, it is 
for the subsidy.

Mr. McGrath: Perhaps you might be able 
to make a deal with the CNR to buy the 
Newfie Bullet and then you would be able to 
get—

Mr. Palmer: We have thought of that.

Mr. McGrath: How serious is the CN truck 
competition in the Atlantic Provinces? Per
haps, in explaining this to us, you might be 
able to break it down by provinces.

Mr. Palmer: The trucking arms of the CNR 
in the Atlantic Provinces number two. First, 
CNR completely owns Eastern Transport 
Ltd., which is the biggest carrier in Nova 
Soctia. Second, CNTL is a trucking arm of 
the railroad and they have a lot of trucks. 
We do not know how many, but I would say 
their fleet was by far the largest in the 
Atlantic Provinces.

What is happening today is that their 
trucks, for example, pick up freight in Monc
ton, New Brunswick and deliver it to Freder
icton, New Brunswick, and its never sees a

[Interpretation]
M. Palmer: Oui. Nous y avons pensé pen

dant longtemps. Il y a un an nous avons dit 
au ministre des Transports que nous pensions 
qu’ils le faisaient.

Une étude a été faite par Touche, Ross, 
Bailey et Smart, les vérificateurs du National 
Canadien, à la demande du ministre des 
Transports, il y a environ un mois et demi. 
Une vérification provisoire a été faite et ils 
ont dit qu’ils étaient en mesure de dire, sans 
aller plus loin, qu’au cours de la dernière 
année, les camions du chemin de fer avaient 
reçu plus de $50,000 en subventions et si 
nous voulions plus de renseignements il fau
drait une vérification plus grande. Nous ne 
voulions pas savoir le montant d’argent, mais 
nous voulions savoir si nous l’obtenions ou 
non et nous avons eu le renseignement.

M. McGrath: Est-ce que vous avez présenté 
des instances au gouvernement du Canada à 
cet égard?

M. Palmer: Oui, il nous a été dit, et nous 
ne sommes pas d’accord, par les gens qui 
payent le subside à Ottawa qu’aussi long
temps qu’une société qui le demande est pro
priétaire d’un chemin de fer et que les mar
chandises sont déplacées et expédiées en 
vertu d’une lettre de voiture ferroviaire peu 
importe le mode de transport, le subside est 
là.

M. McGrath: Vous pourriez peut-être faire 
un marché avec le National Canadien pour 
acheter le NewfieBullet et vous seriez alors 
capables...

M. Palmer: Nous y avons pensé.

M. McGrath: Dans quelques mesures consi
dérez-vous la concurrence des camions du 
National Canadien dans les provinces Atlan
tiques? Peut-être pourriez-vous, en nous l’ex
pliquant, nous faire une compilation par 
province.

M. Palmer: Les opérations de camionnages 
du National Canadien dans les provinces 
Atlantiques sont doubles. Tout d’abord, le 
National Canadien est propriétaire de l’Éas- 
tern Transport Ltd. qui est le plus grand 
transporteur dans la Nouvelle-Écosse. Deu
xièmement, le CNTL est une arme de 
camionnage des chemins de fer et possède un 
grand nombre de camions. Nous ne savons 
pas combien, mais je dirais que c’est la plus 
importante flotte des provinces de 
l’Atlantique.

Mais ce qui se produit aujourd’hui, c’est 
que leurs camions, par exemple, prennent des 
marchandises à Moncton et en font la livrai
son à Fredericton au Nouveau-Brunswick et
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[Text]
railroad. The solicitation is done by railroad 
people, the freight moves on a railroad bill of 
lading, but they are in direct competition 
with the for-hire truckers. The only differ
ence is that they get $1 plus 20 cents and we 
only get $1. We feel it is very unfair. This 
applies in all provinces.

Mr. McGrath: Are CN trucks hauling LCL 
freight in the Atlantic Provinces?

Mr. Palmer: Yes.
Mr. McGrath: In all four provinces?
Mr. Palmer: Yes.
Mr. McGrath: You state in your brief that 

the MFRA tends to inhibit competition. I 
gather you would prefer that the MRFA 
were dispensed with, but on the other hand 
you feel that if you are to stay in business 
you must come under it. Is that correct?

Mr. Palmer: We feel that all we want is to 
be treated equally. We have our own ideas 
between us, as truckers and as Maritimers, 
on whether they should stay or should not 
stay, but we do not feel that is the big 
question. If it is going to be there, then we 
should be a part of it. If it is going to be 
taken off, then we are still equal. I feel that 
the subsidy that is being paid goes back a 
long ways. I think you are all familiar with 
why it was put on in the first place.

Mr. McGrath: Under whose franchise do 
the CN trucks operate in the various 
provinces?

Mr. Palmer; Each time a rail line is aban
doned they apply to the motor carrier board 
in whichever province it may be, and so far 
the right has always been granted to them to 
run trucks to serve the same area that the 
rail line served.

Mr. McGrath: Did you make representa
tions at the time of these hearings opposing 
this CN application?

Mr. Palmer: We have opposed every 
application of CNR. We have not won one 
yet, but we have opposed them all.

[Interpretation]
ne voient jamais le chemin de fer. La 
réclame est faite par les gens des chemins de 
fer, les marchandises sont transportées en 
vertu d’une lettre de voiture ferroviaire, mais 
ces gens sont en concurrence directe avec les 
exploitants de camions de louage. La seule 
différence c’est qu’ils reçoivent une dollar 
plus vingt cents et nous n’obtenons nous 
qu’un dollar. Nous croyons que c’est injuste. 
Ceci arrive dans toutes les provinces.

M. McGrath: Est-ce que les camions du 
National Canadien font le transport des char
gements incomplets dans les provinces 
Atlantiques?

M. Palmer: Oui!
M. McGrath: Dans les quatre provinces?
M. Palmer: Oui!
M. McGrath: Vous dites, dans votre 

mémoire, que la Loi sur les taux de transport 
des marchandises dans les Maritimes tend à 
mettre fin à toute concurrence. Je suppose 
que vous préférez donc mettre de côté les 
dispositions de cette Loi, mais d’autre part 
que vous êtes d’avis que si vous voulez rester 
dans le monde des affaires, il vous faut être 
obligés par ces dispositions n’est-ce pas?

M. Palmer: Nous sommes d’avis que tout ce 
que nous voulons, c’est d’abord un traitement 
égal. Nous avons nos propres idées entre 
nous, entre camionneurs et résidents des 
Maritimes à savoir si on devrait y demeurer 
ou pas, mais ce n’est pas là la question qui 
importe. Si ce subside doit être donné, nous 
devrions aussi en bénéficier. S’il doit dispa
raître, donc nous sommes sur un pied 
d’égalité. Je suis d’avis que le subside payé 
remonte loin. Je crois que vous savez tous 
pourquoi on l’a donné, tout d’abord.

M. McGrath: En vertu de quelle concession 
les camions du National Canadien fonction
nent-ils dans les différentes provinces?

M. Palmer: Chaque fois qu’une ligne ferro
viaire est abandonnée, il présente une 
demande à la Commission de transport par 
route de chacune des provinces; jusqu’ici, ils 
ont toujours eu l’autorisation d’un service de 
camionnage pour desservir la même région 
desservie par la ligne ferroviaire.

M. McGrath: Est-ce que vous avez fait des 
instances au moment de ces audiences pour 
vous opposer à cette demande du National 
Canadien.

M. Palmer: Nous nous sommes opposés à 
toute demande présentée; nous n’avons 
jamais gagné jusqu’ici, mais on s’est opposé 
chaque fois.
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Mr. McGrath: What effect would the proc

lamation of Part III of the Transport Act 
have on the industry?

Mr. Palmer: I would like to give you my 
views and I would like to hear Ken add his 
as a Canadian. We feel that at present any 
company operating in more than one prov
ince has to abide by the laws of each and 
every province. We have felt for a long while 
that there should be one law governing 
licencing, fuel taxes, and whatnot, across 
Canada. We feel that if the industry is going 
to grow it cannot work by 10 different laws. 
We feel it will certainly help the trucking 
industry.

Mr. MacLaren: I might add to what Mr. 
Palmer has said, because this is one of the 
thing that we are working on at the pres
ent time. Hard representations have been 
made to the government by the Canadian 
Trucking Associations Inc. to have Part III 
implemented. The industry is unanimous 
across the country that we want Part III 
implemented, we want federal control over 
trucking. The reasons are numerous. The 
position of a trucker seeking extra-provincial 
operating authority in two or three provinces 
is that he has to make an application in each 
province and he often runs up against local 
opposition which has nothing to do with the 
need for the movement as an interprovincial 
movement.

You often have one provincial regulatory 
authority granting the authority, while 
another one will grant it with restrictions. 
The situation is developing where there is 
much more international trade, as I referred 
to earlier, or cross border trade with the 
United States. There are problems inherent 
in this. We feel that only the Canadian Trans
port Commission is in a position to deal on 
an equal basis with the ICC. I could really go 
on and on forever enumerating reasons why 
the trucking industry wants Part III.

We only want federal control—and this is 
perhaps interesting—over commerce that is 
moving interprovincially. In other words, we 
are asking that Ottawa and the provinces 
agree to draw the line. Any of you who are 
lawyers may recall the Winner case, which 
was decided in the Privy Council back in 
1952 or 1954. The decision in that case was 
that if a motor carrier crossed an interna
tional boundary the whole of the undertak
ing would then come under federal jurisdic
tion. Back in the early 1950s Ottawa did not 
have the machinery to regulate trucking, so

[Interprétation]
M. McGrath: Quels effets aurait la procla

mation de la partie III de la Loi sur les 
transports sur l’industrie?

M. Palmer: Je voudrais vous faire part de 
mon point de vue et je voudrais aussi que 
Ken nous fasse part de son point de vue 
en tant que Canadien. Nous sommes d’avis, en 
ce moment, que toute société qui fonctionne 
dans plus d’une provinces doit s’en tenir aux 
lois de chacune des provinces. Pendant long
temps nous étions d’avis qu’il devrait y avoir 
une loi régissant l’émission des permis, des 
impôts pour l’essence, et autres, à travers le 
Canada. Nous croyons que si l’industrie va 
croître, elle ne peut opérer en vertu de dix 
lois différentes. Nous croyons que cela aidera 
l’industrie du camionnage.

M. MacLaren: Je voudrais ajouter à ce 
qu’a dit M. Palmer, parce que c’est une des 
questions qui nous occupe présentement. Des 
instances ont été faites auprès du gouverne
ment par l’Association Canadienne du 
Camionnage pour la mise en vigueur de la 
partie III. L’industrie est unanime à travers 
le pays pour que cette troisième partie soit 
mise en vigueur, car nous voulons le contrôle 
fédéral sur le camionnage. Les motifs sont 
nombreux. Lorsqu’un camionneur essaie 
d’obtenir une autorité dans deux ou trois 
provinces, il doit présenter une demande à 
chacune des provinces et bien souvent il doit 
faire face à une opposition locale qui n’a rien 
à voir aux besoins de transport d’une pro
vince à l’autre.

Vous voyez souvent une autorité provin
ciale qui accorde cette autorité, tandis que 
l’autre l’accordera avec des restrictions. La 
situation, comme je vous en ai parlée plus 
tôt, nous avons de plus en plus un commerce 
international ou outre-frontière avec les 
États-Unis. Il y a des problèmes, et cela à 
notre avis, seule la Commission canadienne 
des transports est en mesure d’agir et de 
traiter directement avec l’ICC. Je crois pou
voir vous donner différentes raisons pour 
laquelle l’industrie du camionnage voudrait 
la mise en vigueur de la troisième partie.

Nous voulons le contrôle fédéral pour le 
commerce interprovincial; et ceci est peut- 
être intéressant. En d’autres mots, ce que 
nous demandons c’est qu’Ottawa et les pro
vinces conviennent d’établir une ligne. Vous 
qui êtes avocat, vous vous souvenez, sans 
doute, du cas Winner qui a été décidé au 
Conseil privé en 1952 ou 1954. La décision 
fut alors que si un transporteur routier fran
chissait une frontière internationale, le tout 
relevait de la compétence du gouvernement 
fédéral. Au début des années cinquante, 
Ottawa n’avait pas les rouages pour régir le
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they immediately passed the Motor Vehicle 
Transport Act delegating their authority to 
the provincial boards. What we want now is 
a division which is not strictly along the 
lines of the constitutional division. We 
want—and Section 29 of the National Trans
portation Act, Part III, permits this, I 
think—Ottawa to regulate the flow of com
merce across provincial boundaries. In other 
words, they will only regulate part of an 
undertaking, or that part of it that involves 
interprovincial movement. We are calling for 
a system that is very close to the ICC system, 
where the federal authorities in the United 
States regulate commerce moving across state 
boundaries.

The Chairman: A supplementary, Mr. 
Trudel?

Mr. Trudel: Mr. Chairman, I would like to 
direct this question to Mr. Palmer. You spoke 
about subsidies, I believe, in answer to Mr. 
McGrath, on the order of $50,000 per year. Is 
that correct?

Mr. Palmer: Yes.

Mr. Trudel: Is this in the form of a freight 
reduction rate?

Mr. Palmer: No. I probably should explain 
that. In the last fiscal year subsidies paid 
under MFRA in the Atlantic Provinces were 
in excess of $14 million. Of this $14 million, 
better than $12 million was paid to CNR. We 
have always said that some of this subsidy 
paid for the freight moved on trucks, not on 
rail. We asked that this be checked out and 
the auditors for the CNR in a preliminary 
audit said that on at least $50,000 of the 
subsidy paid the freight did not see the rail
road at all, it moved entirely on trucks.

Mr. Trudel: The reason I asked the ques
tion, Mr. Chairman, is that in your brief you 
mention that you get 73.8 per cent of the ton 
mile traffic moved on trucks. I am trying to 
relate this figure to the subsidy of $14 million 
and it just does not seem to have any bearing 
on it. In the first paragraph of your brief you 
say that 73.8 per cent of the total per ton 
mile was moved by trucks.

Mr. MacLaren: Oh, no, that statement 
describes the for-hire trucking industry and 
compares it to the whole of the trucking 
industry. As you know, there are private

[Interpretation]
camionnage, et alors ils ont institué la Loi 
sur le transport par véhicule à moteur qui 
déléguait leur autorité aux commiss.ons pro
vinciales. Ce que nous voulons maintenant, 
c’est une répartition, non pas suivant le par
tage constitutionnel, nous voulons, et à l’arti
cle 29 de la Loi nationale sur les transports, 
partie III, le permet, qu’Ottawa régisse le flot 
de commerce interprovincial. En d’autres ter
mes, ils ne seront responsables que d’un 
aspect de l’entreprise ou de cette partie qui 
touche le mouvement interprovincial. Nous 
voulons un système analogue au système du 
ICC où l’autorité fédérale aux États-Unis 
régit le commerce à travers les frontières des 
États.

Le président: Une question supplémentaire, 
monsieur Trudel?

M. Trudel: Je voudrais poser ma question 
à M. Palmer. Vous parliez de subsides, en 
réponse à M. McGrath, vous parliez de l’or
dre de $50,000 par année. C’est juste?

M. Palmer: Oui.

M. Trudel: Est-ce que cela est sous la 
forme d’une diminution des taux?

M. Palmer: Non. Peut-être devrais-je vous 
expliquer. Au cours de la dernière année 
financière, les subventions payées en vertu de 
la Loi sur le transport des marchandises dans 
les provinces Atlantiques étaient de plus de 
14 millions de dollars. De ces 14 millions, 
près de 12 millions furent payés au National 
Canadien. Nous avons toujours prétendu 
qu’une partie des subsides étaient pour des 
déplacements pair camion et non pas par che
min de fer. Nous avons demandé qu’il y ait 
vérification et les vérificateurs du National 
Canadien disent qu’après une première étude 
qu’au moins $50,000 de subventions ont été 
payées pour l’expédition de marchandises et 
qu’elles ont été expédiées exclusivement par 
camion et jamis par chemin de fer.

M. Trudel: La raison pour laquelle j’ai 
posé la question, monsieur le président, c’est 
que, dans votre mémoire, vous dites que vous 
avez 73.8 p. 100 du trafic des tonnes-milles, 
transporté par camion. Alors, j’essaie de rat
tacher ces chiffres aux subsides de 14 mil
lions de dollars et cela ne semble pas avoir 
de rapport. Par votre mémoire, au premier 
alinéa, vous dites 73.8 p. 100 du total par 
tonne-mille sont transportés par camion.

M. McLaren: Oh non, cette déclaration 
vous décrit ce qu’il en est pour l’industrie de 
camionnage à forfait et la compare à l’en
semble de l’industrie du camionnage. Comme
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trucks such as delivery trucks in cities, 
Simpsons, the big stores and the supermar
kets all have trucks that they own. That are 
not the for-hire regulated truckers.

Mr. Trudel: I agree.

Mr. MacLaren: We are saying there that 
the tor-hire trucks, which are only 6 per cent 
of the total truck registrations, account for 
73.8 per cent of the total intercity movement 
of freight by truck.

Mr. Trudel: This is correct. But I was also 
trying to relate the fact that in your state
ment you mention that the biggest line will 
have the biggest volume. Is that what you 
were trying to say, or is that what you said, 
that some of the Eastern truck lines you men
tioned were the bigger operators. Did you not 
mention that those owned by the railroad 
were the bigger operators in the area?

Mr. Palmer: CNR owns Eastern Transport 
Limited, that is a trucking company here 
that is owned by CNR. They are not getting 
a subsidy. The only trucks that are getting a 
subsidy are the trucks that operate under 
CNTL, which is an arm of the railroad.

Mr. Trudel: Right.

Mr. Palmer: We are saying that a CNTL 
truck picks up a shipment of freight in 
Moncton on a railroad bill of lading and 
delivers it in Fredericton and it never sees a 
railroad station or a rail car, but the subsidy 
is still paid on that movement; whereas when 
the for-hire trucker picks up the same ship
ment and delivers it to the same place they 
get the rate and that is it.

Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Mr. Rose?

Mr. Rose: I thought Mr. Skoberg was 
ahead of me but I will go ahead anyway. He 
will not mind. Mr. Palmer, historically when 
your companies began business in the Mari
times there was preferential treatment as far 
as the railways were concerned. Is that so?

Mr. Palmer: Yes.

Mr. Rose: Therefore, you felt it was 
economically possible for your companies to 
compete at that time. You went into it under 
those conditions.

[Interprétation]
vous le savez, il y a des camions privés tels 
que les camions de livraison dans les villes, 
Simpsons, tous les grands magasins et les 
super marchés ont leurs propres camions, ce 
ne sont pas des camions de louage.

M. Trudel: D’accord.

M. McLaren: Ce que nous disons ici, c’est 
que pour les camions de louage, qui ne repré
sentent que 6 p. 100 des permis, cela repré
sente 73 p. 100 de l’ensemble du transport 
interrurbain par camion.

M. Trudel: C’est juste. Mais j’essaie aussi 
de rattacher ce fait dans votre déclaration, 
lorsque vous parlez de certaines des lignes de 
camionnage les plus importantes ou celles qui 
ont le plus grand volume d’expéditions. Dans 
les lignes de l’Est dont vous parlez, certains 
sont des exploitants les plus importants? 
Est-ce que vous n’en avez pas parlé? C’est la 
propriété des chemins de fer qui sont les plus 
grands exploitants de la région?

M. Palmer: Le National Canadien est pro
priétaire de Eastern Transport, une maison 
de camionnage, propriété du National Cana
dien, et ils n’obtiennent pas de subventions. 
Ils obtiennent leurs subventions où les 
camions du CNTL soit une émanation du 
chemin de fer.

M. Trudel: C’est exact.

M. Palmer: Ce que nous disons, c’est qu’un 
camion du CNTL prend une livraison de 
marchandises à Moncton avec une lettre de 
voiture ferroviaire et en fait la livraison à 
Fredericton, et ces marchandises n’ont jamais 
vu autre chose qu’un camion et il y a des 
subventions qui sont payées; alors qu’un 
camion à forfait qui fait la même livraison 
d’un colis, n’obtient pas ces mêmes subven
tions.

M. Trudel: Merci beaucoup, monsieur le 
président.

Le président: Monsieur Rose?

M. Rose: Je croyais que M. Skoberg avait 
la parole avant moi. Peu lui importe; donc, je 
prends la parole. Monsieur Palmer, sur le 
plan historique, lorsque votre industrie a 
commencé son entreprise dans les Maritimes, 
il y avait un traitement préférentiel pour les 
chemins de fer n’est-ce pas?

M. Palmer: Oui.

M. Rose: Par conséquent, il était possible, 
sur le plan économique, pour vous et votre 
compagnie, de concurrencer, et vous avez 
commencé alors dans de telles conditions?
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Mr. Palmer: I think in the case of most 

trucking companies—and I think this applies 
to North America, but it is definitely so in 
the Atlantic Provinces—that it was not a 
planned business or a planned venture. They 
started out by hauling fish or potatoes, or 
something, to market and getting a load of 
fertilizer or sugar or roofing, or something, to 
bring back. It was because our service was 
better. It was a case of your neighbour want
ing to know if you would bring this or that 
back for him, and in this way you bought 
two crops. I think that probably every com
pany that M.M.TA. represents was started in 
that manner. We did not plan on taking on 
the CNR, but all at once we were caught up 
in it and now we are in competition with 
them.

Mr. Rose: In other words, you started out 
in a very small way and gradually as you 
grew and as business increased you reached 
the point where you are now in competition 
with the rail carriers.

Mr. Palmer: That is correct.

Mr. Rose: Do you know if any of the 
companies that you represent traditionally 
lose money on their lines?

Mr. Palmer: I think I can answer that. In 
the Atlantic Provinces there is seldom a 
month goes by that a small trucking compa
ny does not go bankrupt, so I am sure they 
have lost money. That could be due to com
petition, poor management or under-capitali
zation. It could be due to a lot of things. I 
think we have found in the trucking industry 
that when we had one truck and drove it 
ourselves and worked day and night seven 
days a week and did the bookkeeping out of 
our hip pocket we could compete with the 
railroads without the subsidy. As we got big
ger and got more trucks and had to hire 
people to work for us—they do not seem to 
want to work that long and that hard—we 
have found that we cannot compete, but we 
have also found that the people want us here 
competing.

Mr. Rose: You really did not answer my 
question. I asked you if your major trucking 
lines traditionally lose money in this part of 
the country?

[Interpretation]
M. Palmer: Je pense que la plupart des 

exploitations de camionnage, et cela vaut 
pour l’Amérique du Nord, mais sûrement 
pour les provinces de l’Atlantique, ne furent 
pas des entreprises conçues dans leurs moin
dres détails. Nous avons commencé par le 
transport de poisson, de pommes de terre ou 
d’autres produits vers le marché, et d’obtenir 
du sucre ou des fertilisants ou quelque chose 
d’autre pour le retour. Nos services étaient 
meilleurs. Il n’y avait personne qui exploitait 
ceci. Tout d’abord, votre voisin voulait savoir 
si vous pouviez rapporté telle marchandise 
pour lui, et de cette façon vous achetiez deux 
récoltes. Je pense que chacun des membres 
de notre Association a commencé de cette 
façon. On ne prévoyait pas ainsi faire con
currence au National Canadien, mais nous 
avons été pris et maintenant, nous faisons 
concurrence au National Canadien.

M. Rose: En d’autres mots, vous avez com
mencé peu à peu, cela a augmenté, et mainte
nant vous faites concurrence avec le trans
port ferroviaire.

M. Palmer: C’est juste.

M. Rose: Savez-vous s’il y a des sociétés 
que vous représentez qui, sur le plan tradi
tionnel, perdent de l’argent de leur ligne?

M. Palmer: Je pense pouvoir répondre à 
votre question. Dans les provinces de l’Atlan
tique, à peine un mois s’écoule pendant 
lequel on n’a pas une petite société de 
camionnage qui fasse faillite. Elles ont perdu 
de l’argent, c’est peut-être dû à la concur
rence, à une mauvaise administration, en 
vertu de capitalisation ou autre chose, mais 
ce que nous trouvons dans l’industrie du 
camionnage, c’est lorsque nous avons un 
camion et que nous utilisons toujours le 
même, que nous travaillons jour et nuit, sept 
jours par semaine et que nous faisons la 
comptabilité; nous pouvons alors concurren
cer avec les chemins de fer sans subvention. 
Au fur et à mesure où nous avons plus de 
camions, où nous prenons plus d’importance 
et nous embauchons des camionneurs, ils ne 
veulent pas travailler si longtemps et si dur, 
et maintenant nous trouvons que nous ne 
pouvons plus concurrencer, mais nous trou
vons aussi qu’on nous veut ici pour faire la 
concurrence.

M. Rose: Vous n’avez pas vraiment 
répondu à ma question. Je vous ai demandé 
si certaines lignes de camionnage perdent de 
l’argent dans cette région du pays?
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Mr. Palmer: I guess anyone who operates 

year after year and keeps operating is not 
losing money.

Mr. Rose: All right. You are making 
money, then. There is nothing unique about 
the trucking business as far as the small 
operator dropping out is concerned. We see 
this in farming, in fishing, in manufacturing 
and all the rest of it. We are seeing a trend 
in our country where the big fish eat the 
little fish. Would you agree with that?

Mr. Palmer: I think the trend in North 
America today is toward mergers; the bigger 
companies are getting bigger and the smaller 
companies are getting smaller, yes.

Mr. Rose: You do not have certain costs, 
sir, that the railroads have such as maintain
ing roadbeds, and that sort of thing. You are 
subsidized in a sense by the municipalities in 
the provinces because of your use of the 
highways. Is that so?

Mr. Palmer: I do not believe that at all. I 
think we pay our way very, very well. For a 
truck and trailer to operate 150,000 miles we 
pay $10,500 in fuel tax and licences alone, 
which represents 7 cents for every mile. That 
is not counting the sales tax we pay to the 
provinces, the federal sales tax we pay when 
we buy the equipment and the sales tax we 
pay on the tires and all the parts. A study 
was done in Ontario last year which shows 
that the for-hire trucking industry more 
than pays their fair share of the highways 
costs. So, I say we have that cost and we pay 
for it well.

Mr. Rose: You are paying your own way, 
then, you say.

Mr. Palmer: Very well.
Mr. Rose: I was interested in the idea you 

put forward that should you get this subsidy 
it would make you more competitive with the 
CNR. Is that right? In other words, we are 
adding more government money to the trans
portation industry. You said that it would 
make the trucks more competitive with the 
CNR, and that this would ultimately bring 
prices down. This is the part I could not 
understand.

Mr. Palmer: Definitely. We are hauling 
today at a break-even point or at a very 
small profit. If we were to get the subsidy or 
if the subsidy was taken away—I want to 
make that very clear we were equal in both 
ways—if we were to get the subsidy immedi
ately rates would be cut to the shipper in the

[Interprétation]
M. Palmer: J’imagine que quiconque fait 

une telle exploitation annuellement et main
tient ses opérations ne perd pas de l’argent.

M. Rose: D’accord. Vous faites de l’argent, 
alors. Il n’y a rien de particulier pour ce qui 
est de l’industrie du camionnage et du fait 
que le petit exploitant disparaît. Il y a la 
même chose qui se produit dans le secteur 
agricole, de la pêche, etc., dans le reste du 
pays ou ici. Les grands exploitants, le grand 
mange le petit? Seriez-vous d’accord?

M. Palmer: Je pense que la tendance en 
Amérique du Nord, aujourd’hui, est pour le 
fusionnement. Les grandes compagnies 
deviennent de plus en plus grandes, et les 
petites de plus en plus petites, oui.

M. Rose: Est-ce qu’il n’y a pas des frais 
chez les chemins de fer que vous n’avez pas, 
l’entretien des voies par exemple? Vous êtes 
subventionné en ce sens par les municipalités 
dans les provinces parce que vous utilisez la 
route n’est-ce pas?

M. Palmer: Non, je ne dirais pas cela. Nous 
payons notre part. Tout camion que nous 
avons pour, disons, faire 150,000 milles, nous 
payons en permis, en impôt sur l’essence, une 
somme qui représente 7c. le mille, sans 
compter la taxe de vente que nous payons à 
la province, la taxe de vente du fédéral pour 
l’équipement, la taxe de vente pour les 
pneus, les pièces de rechange, je suis d’avis 
que l’étude faite en Ontario l’année der
nière, nous montre que pour l’industrie du 
camionnage à forfait, nous nous trouvons à 
payer plus que notre part de l’aménagement 
des routes. Et, je vous dirai donc que nous 
avons fait calculer ces frais. Nous payons.

M. Rose: Vous payez votre part.

M. Palmer: Oui, de beaucoup.
M. Rose: Je suis intéressé à cette idée que 

vous avez énoncée, si vous obteniez les sub
ventions, vous pourriez mieux concurrencer 
avec le National Canadien? C’est juste? Donc, 
il y aurait plus d’argent du gouvernement 
pour l’industrie du transport, c’est que vous 
avez dit? Les camions pourraient mieux con
currencer avec le National Canadien? Ainsi 
les prix pourraient baisser, c’est ce que je ne 
comprends pas.

M. Palmer: Définitivement nous faisons 
très peu de profit, si nous en faisons, dans le 
camionnage actuellement. Si nous obtenions la 
subvention ou si la subvention était enlevée, 
je veux que ce soit très clair, il y a des 
opinions dans les deux sens. Si nous rece
vions la subvention, les taux seraient immé-
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Atlantic Provinces. We do not need nor do 
we want 20 per cent. We would not know 
what to do if we were to get 20 per cent on 
every pound of freight we moved. We would 
like a little piece of it but we are very 
willing to pass a good part of it back to the 
shipper and that is where we understand the 
subsidy is to go. In our opinion, at present 
the subsidy is not going to the shipper, it is 
going to the CNR.

Mr. Rose: Well, sir, I have just one or two 
questions, Mr. Chairman. I was relatively 
silent yesterday you must admit.

The Chairman: You are having a good try 
today.

Mr. Rose: I am always interested in this 
idea about competition bringing prices down. 
It is interesting to me that wherever I go it 
does not matter what brand of gas I have the 
price is the same. We hear that in places like 
Alberta there are too many gas stations but it 
never brings the price down. So I am not 
particularly convinced with that argument. 
Do you think any subsidy should go directly 
to the shipper or should it go to the trucker?

Mr. Palmer: We in the industry could care 
less where it is paid. If it is paid to the 
shipper then the shipper has the choice of 
using any form of transport he wants. If it is 
paid to the carrier then it is in our coffers 
and we can adjust rates accordingly. We feel 
as a trucking industry that it would be more 
easily regulated to pay it to a few carriers 
than to a lot of shippers, but that is strictly 
which ever the government feels is the best 
way to do it.

Mr. Rose: This is my final question, sir, 
unless you have something to add?

Mr. Palmer: When you speak about compe
tition I would just like to refer you to the 
back pages of our brief where we have noted 
what competition did to rates when it started 
to grow here. Then I would add my own 
remarks. Let me take an area I know. The 
trucking industry started hauling potatoes, 
for example, from Carleton County to Mont
real and in the 1940*s and 1950’s the rate on 
potatoes from our area to Montreal was 60 
cents a 100 pounds.

[Interpretation]
diatement réduits dans les provinces de l’At
lantique pour l’expéditeur. Nous n’aurons pas 
besoin, nous ne voudrions pas de 20 p. 100, 
nous ne saurions pas quoi faire si nous obte
nions 20 p. 100 pour chaque livre de mar
chandises que nous transportons. Nous aime
rions bien en avoir une partie, mais nous 
sommes très consentants à en remettre une 
partie à l’expéditeur. Si c’est ce que nous 
comprenons du tout de la subvention. A 
notre avis, à l’heure actuelle, la subvention 
n’est remise à l’expéditeur, mais bien plutôt 
donnée aux chemins de fer nationaux du 
Canada.

M. Rose: Il me reste encore une autre 
question. J’ai été plutôt silencieux hier, vous 
l’avouerez.

Le président: Vous commencez bien toute
fois aujourd’hui.

M. Rose: L’histoire de la concurrence qui 
fait baisser les prix m’intéresse toujours. Il 
me semble que peu importe où je vais, et peu 
importe la marque d’essence, nous entendons 
dire que dans l’Alberta, par exemple, il y a 
trop de postes d’essence, mais le prix est 
toujours le même, il n’est jamais réduit, et 
alors cet argument ne me convainc pas. Vous 
croyez donc qu’une subvention devrait être 
remise directement à l’expéditeur ou au 
camionneur.

M. Palmer: Dans l’industrie, peu nous 
importe à qui on le remet. Si c’est l’expédi
teur qui l’a, il a donc le choix d’employer 
n’importe quelle forme de transport. Si c’est 
le transporteur qui le reçoit, alors nous pou
vons ajuster nos taux de conséquence, lors de 
notre conférence. A titre de porte-parole de 
l’industrie du camionnage, ce serait plus 
facile si nous le versions à quelques transpor
teurs plutôt qu’à un très grand nombre d’ex
péditeurs. Mais c’est au Gouvernement de 
décider de la façon dont il veut procéder.

M. Rose: C’est ma dernière question à 
moins que vous ayez quelque chose à 
ajouter?

M. Palmer: En ce qui concerne la concur
rence, j’aimerais bien qu’on revienne à la fin 
de notre mémoire, car nous y avons men
tionné quelque chose à ce sujet en ce qui a 
trait aux taux. Ensuite je dirais au sujet de 
la concurrence, que l’industrie du camion
nage a commencé par transporter des pom
mes de terre, par exemple, du côté de Carie- 
ton jusqu’à Montréal. Dans les années 1940 
ou dans les années 1950, le taux de transport 
pour les pommes de terre dans notre région 
jusqu’à Montréal était de 60 cents le 100 
livres. „i
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[Texte]
When truck competition started taking 

over it came down from 55 to 50 to 45 to 40 
and it is now 39 cents. I do not think the 
railroad would have ever cut the rate on 
potatoes if there had not been truck competi
tion. Our costs are certainly more in the 
sixties than they were in the forties and the 
rates have come down only because of 
competition.

Mr. Rose: You have larger trucks now too, 
do you not?

Mr. Palmer: We have larger trucks but at 
present the railroad wants that haul. The 
trucks are not hauling the potatoes now 
because the railroad cut the cost down to 
where it is noncompensatory to either them 
or us but the potato farmers benefit from it, 
that is all.

Mr. Rose: This is my final question, sir. 
The railroads were established and many 
lines are run at a loss—this refers to some
thing I said earlier—for various social, cul
tural or national reasons. Do you have any 
lines you operate that way, and would you 
operate any lines that way if you were 
awarded the subsidy?

Mr. Palmer: We certainly operate such 
lines. If you are hauling for a big customer 
you just cannot take his good freight, you 
have to take all his freight.

Our own firm serves every town and vil
lage in the Province of New Brunswick. 
There is not a hamlet that we do not serve. 
We serve places that the railroads do not 
serve. I think the same is true in Nova Scotia 
and the same is true in P.E.I. The trucking 
industry is serving each and every town and 
each and every run does not pay.

The Chairman: Mr. Mahoney.

Mr. Mahoney: That seems like a good place 
to begin because the impression we got yes
terday, sir, was that the industry was being 
pretty well served in over-the-highway hauls 
from central Canada. However, certainly 
both the T. Eaton Co. Limited brief and The 
Enterprise Foundry Company Limited pres
entation indicate that there is a great lack of 
service within the province. I wonder if you 
have any explanation for that. Do you agree 
with the presentations?

Mr. Palmer: No, we do not agree. We 
heard some of those briefs yesterday— 
although we are here as a group today when 
we leave we are all competitors—and we

[Interprétation]
Quand la concurrence de la part des 

camions a commencée, le prix a baissé à 55 
cents, 50, 45 et maintenant le prix est de 39 
cents. Je ne croyais pas que les chemins de 
fer allait réduire les taux. Nos coûts sont 
beaucoup plus élevés aujourd’hui qu’ils ne 
l’étaient dans les années 1940. Mais les taux 
sont réduits en raison de la concurrence.

M. Rose: Vous avez des camions plus 
grands, maintenant, n’est-ce pas?

M. Palmer: Oui, mais en fait maintenant ce 
sont les chemins de fer qui veulent assumer 
le transport. Ce ne sont pas les camions qui 
les transportent maintenant, car les taux sont 
tellement bas que ce n’est pas payant ni pour 
les chemins de fer ni pour nous.

M. Rose: Ma dernière question, monsieur. 
Les chemins de fer ont été établis et il y a 
plusieurs lignes qui sont exploitées à perte 
comme on l’a dit plus tôt. Pour diverses rai
sons sociales, économiques ou culturelles. 
Avez-vous des lignes que vous exploiteriez de 
cette façon si vous obteniez une subvention.

M. Palmer: Nous exploitons certainement 
des lignes. Si vous avez un bon client, vous 
ne pouvez tout simplement pas prendre uni
quement ses produits payants, il faut tout 
prendre.

Dans la province du Nouveau-Brunswick, 
notre compagnie dessert chaque ville et vil
lage de la province du Nouveau-Brunswick. 
Il n’y a pas un seul hameau que nous ne 
desservons pas. Nous desservons des endroits 
qui ne sont pas desservis par les chemins de 
fer; et je crois que la chose est vraie aussi en 
Nouvelle-Écosse, et à l’île-du-Prince-Édouard. 
Nous desservons chaque ville et village dans 
l’industrie du camionnage, mais ce ne sont pas 
tous des parcours rentables.

Le président: Monsieur Mahoney.
M. Mahoney: Voilà il me semble un bon 

endroit où il faudrait répartir, car hier nous 
avons appris que l’industrie était passable
ment bien desservie par l’industrie du camion
nage. Mais le mémoire de la Société Eaton et 
celle de la Enterprise Foundry indiquait qu’il 
y avait un très grand manque de service 
partout dans la province. Je me demande si 
vous auriez une explication à ce sujet, ou 
est-ce que vous êtes d’accord avec ce qu’il 
nous ont dit?

M. Palmer: Non, nous ne sommes pas d’ac
cord. Nous avons entendu certains de ces 
mémoires hier. Aujourd’hui nous sommes ici 
à titre de groupe mais nous avons noté hier
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[Text]
compared notes very quickly last night and 
found there is more than one firm that would 
like to have that business. We have tried to 
get that business. We are willing to take the 
business. It is strictly because of the rates 
they want to pay that we cannot take the 
business.

Mr. Mahoney: The rates they want to pay 
are the rates they are paying the railway?

Mr. Palmer: That is correct.

Mr. Mahoney: So you feel that the only 
reason you have not been able to move into 
this market is because of the competitive 
advantage the railway has in charging?

Mr. Palmer: That is correct.

Mr. Mahoney: Thank you.

The Chairman: Mr. Horner.

Mr. Horner: Mr. Palmer, would you sug
gest that a better way to grant the subsidy to 
the Maritimes might well be to give the sub
sidy direct to the shipper rather than to the 
transportation companies?

Mr. Palmer: I think I just answered that. 
We are not trying to set policy. As long as all 
modes are treated equally we are very will
ing to go along with any way it is done.

Mr. Horner: I noticed in your brief that 
before the Minister of Transport on Decem
ber 7, 1967, you were told that if this subsidy 
were extended to the trucking industry it 
would1 cost an additional $4 million, which 
the government felt they could not find at 
that particular time. The question remaining 
in the air is whether or not prices would 
actually be lowered. Do you think that the 
public, or the shipper in many cases, would 
feel more of the direct benefit of the subsidy 
and be able to choose whatever means of 
transportation he liked if it were paid to 
him?

Mr. Palmer: I think personally it makes no 
difference. The shipper will get the same 
amount whether it is paid to the carrier or 
the shipper if it is paid to all modes of 
transport. I think our country is built on 
competition and if you put competition back 
into the picture it will find its own level. The 
company that wants to make a big profit 
today will only make it for a short time. 
Someone will pass it back to the shipper. You 
cannot be greedy if you are in a competitive 
market.

[Interpretation]
soir qu’il y a plus d’une société qui aimerait 
avoir ce genre de commerce. Nous avons 
essayé de l’obtenir. Nous sommes prêts à l’en
treprendre mais aux taux qu’on veut nous 
payer on ne peut l’accepter.

M. Mahoney: Les taux qu’ils veulent payer 
sont les taux qui’ls payent aux chemins de 
fer?

M. Palmer: C’est exact.

M. Mahoney: Alors vous croyez que la 
seule raison pour laquelle vous n’avez pas pu 
obtenir une partie de ce marché c’est en 
raison des avantages concurrentiels des che
mins de fer.

M. Palmer: C’est exact.

M. Mahoney: Merci.

Le président: M. Horner.

M. Horner: Monsieur Palmer, est-ce que 
vous diriez qu’une meilleure façon de donner 
la subvention pour les Maritimes, serait de 
donner la subvention directement à l’expédi
teur plutôt qu’à la société de camionnage?

M. Palmer: Je crois avoir déjà répondu à 
cette question. En effet, nous n’essayons pas 
d’établir la politique à condition que tous les 
modes de transport obtiennent une partie des 
affaires. Nous sommes très consentants à pro
céder nous aussi.

M. Horner: J’ai remarqué dans votre 
mémoire présenté au ministre des Trans
ports le 7 décembre 1967, que vous avez dit 
que si la subvention était étendue à l’institut 
du camionnage, cela coûterait quatre millions 
de dollars de plus selon l’estimation du gou
vernement à cette époque et que les taux ne 
seraient pas réduits. Croyez-vous que le 
public ou l’expéditeur dans plusieurs cas 
auraient été concerné davantage en raison de 
la subvention et choisir le mode de transport 
qu’ils désiraient s’ils obtenaient la subven
tion?

M. Palmer: A mon sens, il n’y a aucune 
différence. L’expéditeur obtiendrait le même 
montant, que la subvention soit versés a 
transporteur ou à l’expéditeur. Je crois que 
notre pays, justement, a besoin de concur
rence et a été édifié compte-tenu de la con
currence. Si on veut de gros profits, cela ne 
durera pas tellement longtemps. Il faudrait 
nécessairement remettre cet argent à 
l’expéditeur.
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[Texte]
Mr. Horner: I was interested in your 

remarks, Mr. Palmer, with regard to Eastern 
Transport Limited and the application of the 
subsidy. We have always been told in the 
Transportation Committee with regard to the 
CNR venture into trucking, that the books on 
each trucking firm were kept independent of 
one another and that each trucking firm 
received no subsidy from the rail operations, 
You in a sense stated that, in fact, if the bill 
of lading goes out from the railroad company 
it is more or less credited to the railroad. You 
more or less suggested that the books are not 
kept separate and it is pretty near impossible 
to keep them separate.

Mr. Palmer: If I said that I did not mean 
to as far as Eastern Transport running sepa
rately is concerned. However, if Eastern 
Transport hauls freight for the CNR, which 
they do, they have a contract with the CNR 
and they haul per ton mile, but the freight 
still keeps moving on a railroad bill of lad
ing. The CNR gets the sudsidy, Eastern Trans
port does not.

Mr. Horner: Then you are suggesting that 
Eastern Transport’s books would not show as 
much money as they are actually making?

Mr. Palmer: I guess it could be interpreted 
that way. The subsidy price that the railroad 
is getting could be in the price they pay 
Eastern Transport per mile for hauling the 
freight. I do not know what their price is.

Mr. Horner: Is it your belief that because 
Eastern Transport has received part of the 
subsidy that in a sense they have presented 
themselves to be pretty stiff competition to 
other trucking lines?

Mr. Palmer: I would say Eastern Transport 
is a good trucking company. It is well 
managed. The management of Eastern Trans
port are not rail people, they are trucking 
people. However, I think that Eastern Trans
port has an advantage, there is no question 
about it. The same is true of Smith Transport 
which is owned by CPR and has an advan
tage over the private trucking firm. For 
example, Eastern Transport get their money 
at less than bank interest. They have become 
a part of the big buying volume CNR has in 
buying equipment and tires and all these 
things. I guess we cannot say too much about 
that, it is only good business.

Mr. Horner: Eastern Transport and Smith 
Transport are not members of your trucking 
association?

[Interprétation]
M. Horner: J’étais très intéressé au sujet 

de ce que vous avez dit au sujet de la Eost- 
ern Transport et de l’allocation de la sub
vention. On nous a toujours dit au comité des 
transports que dans l'industrie du camion
nage en regard du CN, que la rentabilité 
était distincte pour chaque société de camion
nage et que leur exploitation était distincte 
de celle des chemins de fer. Et alors, si la 
feuille de route est prise à titre de chemin de 
fer, on donne crédit au chemin de fer, d’a
près ce que vous dites. Vous prétendez que la 
comptabilité n’est pas séparée.

M. Palmer: Si c’est ce que j’ai dit, je n’a
vais certainement pas l’intention de le dire. 
En ce qui concerne la Eastern Transport, 
c’est vrai que c’est distinct. Mais si la Eastern 
Transport qui transporte justement des mar
chandises pour le CN, la Eastern Transport a 
un contrat avec le CN à un taux de X par 
milles. Toutefois, les marchandises sont tou
jours transportées en vertu d’une feuille de 
route. Ainsi, c’est le CN qui obtient la sub
vention et non pas la Eastern Transport.

M. Horner: Alors, vous suggérez que la 
Eastern Transport, dans sa comptabilité, n’in
diquerait pas autant de profit qu’elle en fait 
effectivement?

M. Palmer: On pourrait peut-être l’inter
préter de cette façon. La subvention reçue 
par les chemins de fer pourrait fort bien 
comprendre le taux par mille reçu pour le 
transport routier.

M. Horner: Croyez-vous que la Eastern 
Transport par sa participation à la subven
tion, que dans un certain sens, elle se consi
dère comme étant un fort concurrent des 
autres sociétés de camionnage?

M. Palmer: Je prétends que la Eastern 
Transport est une excellente société de 
camionnage, très bien administrée. La direc
tion de la Eastern Transport ne fait pas par
tie des chemins de fer. Ce sont des camion
neurs. Mais, tout comme la Smith’s Transport 
qu’appartient au CP elle a aussi un avantage 
sur le camionneur privé et indépendant—par 
exemple, la Eastern Transport obtient des 
capitaux au-dessous du taux bancaire. Elle 
devient une partie du CN, et par conséquent, 
a tous les avantages pour les achats, les vastes 
achats du CN, en pneus etc...

M. Horner: La Eastern Transport et la 
Smith Transport ne font pas partie de votre 
association?

29690—2
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[Text]
Mr. Palmer: Yes, they are and they are 

very good members.
Mr. Horner: I think Mr. McGrath asked 

this question and I do not think you 
answered it exactly. What percentage of the 
trucking industry in the Maritimes is under 
Eastern Transport or Smith Transport or the 
railroads or CNTL?

Mr. Palmer: That is a pretty hard question 
to answer. The only rail-owned companies in 
the Atlantic Provinces are Eastern Transport, 
which is owned by CNR and Smith Trans
port which is owned by CPR.

Mr. Horner: Give us a rough idea, would it 
be 5 per cent, 10 per cent, or 50 per cent? 
Surely we can hit upon an approximate per
centage. You have suggested there are some
thing like 700 firms employing 7,500 people. 
Could we figure it out by the number of 
people that Eastern Transport and Smith 
Transport and CNTL employ? Could we use 
a figure from that to give us an idea of the 
percentage owned by the railroads? In other 
words, if the railroads and the trucking 
industry employ 2,500 people and the total 
trucking industry employ 7,500 people I 
could then assume with a fair amount of 
accuracy, providing one outfit was as efficient 
as the other, that they have a third of the 
trucks.

[Interpretation]
M. Palmer: Oui, ils font partie de l’associa

tion. Ils sont d’excellents membres.
M. Horner: Je crois que M. McGrath nous 

a posé la question, mais je ne crois pas que 
vous ayez répondu. Quel pourcentage de l’in
dustrie du camionnage dans les Maritimes 
revient à la Smith Transport, à la Eastern 
Transport, au chemin de fer, ou à la CNTL?

M. Palmer: Ce serait très difficile de vous 
donner une réponse. Les seules compagnies 
de camionnage qui appartiennent aux che
mins de fer sont la Eastern Transport, et la 
Smith’s Transport.

M. Horner: Dormez-nous une idée, tout de 
même. 5 p. cent, 10 p. cent, donnez-nous une 
approximation? Vous avez dit qu’il y avait 
environ 700 compagnies employant 7,500 per
sonnes. Pourriez-vous dire alors combien la 
Eastern Transport, la Smith’s Transport et la 
CNTL emploient de personnel? Quel pour
centage fait partie des chemins de fer? En 
d’autres termes, si les chemins de fer et la 
société de camionnage emploient 2,500 per
sonnes et que l’industrie du camionnage dans 
son ensemble emploie 7,500 personnes, je 
pourrais donc présumer assez exactement, à 
condition que les deux côtés soient adminis
trés de façon efficace, qu’ils auraient, mettons 
le tiers des camions.

Mr. Palmer: I am doing a quick calcula- M. Palmer: Je fais un calcul rapide. Je ne 
tion. I would not like to go into roles but I voudrais pas trop me prononcer, mais je 
would say that Eastern Transport and Smith dirais que la Eastern Transport et la Smith’s 
Transport would be doing 6 or 8 per cent of Transport font environ 6 ou 7 p. 100 du 
the “for hire’’ trucking in the Atlantic camionnage des Provinces maritimes. 
Provinces.

Mr. Horner: It is that small. Are represen
tatives of those two trucking firms with you 
today?

Mr. Palmer: No, they are not here today.
Mr. McGrath: May I ask a supplementary.
Mr. Horner: Go ahead.
Mr. McGrath: When you say that this only 

accounts for 6 or 7 per cent of the “for hire” 
trucking industry you are not taking into 
account the fleets owned directly and operat
ed directly by the railways?

Mr. Palmer: I was taking those in but not 
the arm of the railroad in CNTL. We have no 
idea how many trucks they have.

Mr. McGrath: The figure is not really 
realistic?

Mr. Palmer: It is not a good figure.

M. Horner: C’est plutôt peu. Est-ce qu’il y 
a des représentants de la société ici?

M. Palmer: Non.
M. McGrath: Question complémentaire.
M. Horner: Allez-y.
M. McGrath: Quand vous dites que cela ne 

compte que 6 ou 7 p. cent, pour l’industrie du 
camionnage de louage, tenez-vous compte des 
sociétés exploitées directement pour les che
mins de fer?

M. Palmer: Oui, je les comptais, mais non 
l’armée de camions du CNTL. Nous n’avons 
aucune idée du nombre de camions qui leur 
appartiennent.

M. McGrath: Monsieur, ainsi ce n’est pas 
exact.

M. Palmer: Non. Je dirais que non.
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[Texte]
Mr. Horner: Do you believe if the subsidy 

were paid direct to truckers that there would 
be a definite growth in the amount of truck 
services in the Maritimes?

Mr. Palmer: Definitely.

Mr. Horner: Would the railroads also 
improve their ability to provide trucking 
service?

Mr. Palmer: If they were efficient I think 
they would.

The Chairman: Are you through, Mr. 
Horner?

Mr. Horner: Yes, thank you.

Mr. Skoberg: Thank you, Mr. Chairman. I 
believe your pen must have gone dry a little 
earlier in the morning. Mr. Palmer, how far 
do your “for hire” trucks travel out of the 
provinces? I realize they are interprovincial 
in the Maritimes. How far west, for example, 
do they travel?

Mr. Palmer: The group of trucks that 
M.M.T.A. represents covers Newfoundland, 
Nova Scotia, P.E.I., New Brunswick, Quebec, 
Ontario and the Eastern States of the United 
States.

Mr. Skoberg: I am just wondering about 
the port facilities you refer to in your brief. 
What type of facilities do they have at the 
ports for handling truck cargo and are they 
sufficient?

Mr. Palmer; All port facilities here were 
designed for rail movements. In Halifax and 
Saint John we have no level dock loading or 
unloading at the docks. The only thing we 
can do is back into the sheds and use fork 
lifts. There is no level dock loading.

Mr. Skoberg: What does your association 
recommend for improvement in this regard?

Mr. Palmer: This is a very controversial 
subject which I would rather not try to deal 
with because of the changes in transporta
tion. With containerization coming in and so 
on and so forth, I think anything that might 
have been recommended a year ago would 
not do the trick today and possibly might not 
tomorrow. We feel that the trucks will prob
ably never catch up in port traffic in the old
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[Interprétation]
M. Horner: Vous croyez donc que si la 

subvention était versée directement aux 
camionneurs, il y aurait croissance dans le 
nombre des services des camionneurs dans 
les Maritimes.

M. Palmer: Oui, certainement

M. Horner: Est-ce que les chemins de fer 
amélioreraient aussi leurs services ou est-ce 
qu’ils seraient plus en mesure de donner des 
services de camionnage?

M. Palmer: S’ils sont efficaces, oui.

Le président: Avez-vous fini M. Horner?

M. Horner: J’ai fini. Merci.

M. Skoberg: Merci, M. le Président. J’avais 
cru que vous aviez manqué d’encre un peu 
plus tôt ce matin. M. Palmer, je me demande 
jusqu’à quel point vos camions parcourent 
dans les Maritimes, jusqu’à quel point dans 
l’ouest vont-ils?

M. Palmer: Les camions représentés par 
l’association de transport des Maritimes, voya
gent dans Terre-Neuve, la Nouvelle-Écosse, 
l’île du Prince-Édouard, le Nouveau-Bruns
wick, le Québec et l’Ontario, ainsi que cer
tains états de l’est des États-Unis.

M. Skoberg: Dans votre mémoire, j’ai lu 
quelque chose au sujet des installations por
tuaires. Quel genre d’installations a-t-on dans 
les ports pour les cargaisons destinées aux 
camions et sont-elles suffisantes?

M. Palmer: Toutes les installations portuai
res ont été conçues pour le transport par 
chemin de fer. Les installations portuaires 
d’Halifax et de Saint-Jean n’ont pas de quais 
routiers. Nous n'avons pas de rampes pour le 
déchargement au quai, et nous devons recu
ler jusqu’aux hangars et utiliser des leviers 
mécaniques.

M. Skoberg: Et qu’est-ce que votre associa
tion recommande comme améliorations dans 
ce sens?

M. Palmer: C’est un sujet de controverse. 
Mais je préférerais ne pas y répondre, en 
raison des changements dans les transports 
dus aux containers. Je trouve que tout ce 
qu’on aurait pu recommander il y a un an ne 
serait pas suffisant. Aujourd’hui, et il ne le 
sera peut-être pas demain non plus. Nous 
estimons que les camions ne pourront jamais 
récupérer ce qu’ils avaient dans les installa-
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[Text]
way of handling freight. We feel the trucking 
industry will be a big part of the containeri
zation movement.

Mr. Skoberg: How many trucks do you 
have, Mr. Palmer, that are driver-owned or 
how many people do you have to hire in 
your association? Could you give me an 
estimtion of how many people you have to 
hire for driving?

Mr. Palmer: When we prepared the brief 
we thought the industry here was hiring 
around 7,500, is that correct? However, the 
industry is growing quite fast and probably 
it is close to 10,000 today.

Mr. Skoberg: Are these people organized in 
an official organization, in a union type of 
operation?

Mr. Palmer: The only companies that have 
unions in the Atlantic Provinces are the two 
companies owned by the railroads.

Mr. Skoberg: Are the which? I did not 
hear the last part.

Mr. Palmer: The only two companies 
working under union are Eastern Transport 
and Smith Transport.

Mr. Skoberg: I have just two more ques
tions, Mr. Chairman. Mr. Palmer, how would 
you suggest controlling the truckers from the 
Quebec and Ontario areas bringing their 
loads to the Maritimes, returning home with 
the revenue freight and then assessing the 
rates far below the tariff charges or the so- 
called gas rates? How would you suggest that 
we could control this type of traffic?

Mr. Palmer: I do not think that is being 
controlled anywhere in North America. You 
will always have the person who buys a 
truck, or the shipper who gets his own truck 
and goes for gas money. I think as long as he 
is willing to operate the shipper should take 
advantage of it. He will not be there long, 
you generally get the business back. One 
comes and goes and then another one comes 
and goes, I think we will always have them.

Mr. Skoberg: The last question then, Mr. 
Palmer. Are the Atlantic truckers abiding by 
the tariff rates and does your trucking 
association or any other body audit these 
tariff rates or do they know what the bills of 
ladings are in regard to the trucks under 
your association?

[Interpretation]
tiens portuaires. Nous estimons que tous les 
camions devront nécessairement occuper une 
bonne part du trafic des containers.

M. Skoberg: Combien de camions sont-ils 
conduits par leurs propriétaires et combien 
de gens devez-vous engager dans votre asso
ciation pour conduire les camions? Combien 
d’employés, en d’autres termes?

M. Palmer: A la rédaction de notre mé
moire, nous estimons que l’industrie avait 
environ 7,500 employés. C’est bien ça? L’in
dustrie croit assez rapidement. Je crois que 
le chiffre serait peut-être de 10,000 aujour
d’hui.

M. Skoberg: Les employés, sont-ils syndi
qués? Font-ils partie d’un syndicat 
quelconque?

M. Palmer: Les seules compagnies qui ont 
des syndicats dans les provinces de l’Atlanti
que sont les compagnies exploitées par les 
chemins de fer.

M. Skoberg: Lesquelles?

M. Palmer: Les deux seules sont la Eastern 
Transport la Smith’s Transport.

M. Skoberg: Juste deux autres questions, 
monsieur. Pour contrôler les camions du Qué
bec et de l’Ontario, qui viennent dans les 
Maritimes et qui repartent avec des cargai
sons payantes et fixant des taux très bas. 
Comment estimez-vous qu’on peut contrôler 
ce genre de trafic?

M. Palmer: Je ne crois pas qu’on puisse le 
contrôler. A n’importe quel endroit en Améri
que du Nord, vous aurez toujours l’expédi
teur ou le camionneur indépendant qui ob
tient ses expéditions. Évidemment, l’expédi
teur ou le camioneur indépendant qui obtient 
ses expéditions. Évidemment, l’expéditeur 
peut en profiter mais le camionneur ne 
durera pas tellement longtemps. II y a aussi 
l’expéditeur lui même qui emploie sa propre 
flotte, mais généralement, il abandonne.

M. Skoberg: Ma dernière question mainte
nant, M. Palmer. Est-ce que les camionneurs 
de l’Atlantique s’en tiennent aux taux du 
tarif et est-ce que votre association de ca
mionnage vérifie ce tarif ou est-ce qu’ils 
savent ce que comportent les feuilles de route 
pour les camionneurs?



18 février 1969 Transports et communications 481

[Texte]
Mr. Palmer: To get a licence within the 

Atlantic Provinces you have to file your rates 
at the Board but they are not controlled or 
audited. Any of us who operate into Quebec 
or Ontario belong to the tariff bureaus there 
and then our rates tire controlled and 
audited.

Mr. Skoberg: In effect then the tariff rates 
are not really being quoted and protected by 
any regulating body at this particular time?

Mr. Palmer: No, none.

Mr. Nesbitt: First of all, I was wondering 
Mr. Chairman, if a point of clarification 
could be made. Could you tell us, Mr. Chair
man, if there is a member of the Canadian 
Transport Commission with us today?

The Chairman: Yes, by the name of Mr. 
Hanley. As I promised yesterday I talked to 
the Minister of Transport and he provided us 
with the services of Mr. Hanley, but only as 
an observer.

Mr. Nesbitt: I am sure we all welcome his 
presence, Mr. Chairman.

Mr. Rose: Mr. Chairman, the translator 
could not hear your remarks and perhaps 
you might like to introduce Mr. Hanley 
again?

The Chairman: It is not so important. If it 
is important everyone will hear me; do not 
worry. I said when this question was put 
yesterday we phoned Ottawa right away and 
the Minister provided the service of Mr. 
Hanley.

Mr. Horner: On a point of order, while I 
have no question for Mr. Hanley right now, I 
think if he is just along as an observer he 
could read the transcript when we got back. 
I think he should be available for questions 
or to provide information or advice at any 
time the Committee so desires.

An hon. Member: I do not support that

The Chairman: No, I do not think he was 
sent here to talk; for the government.

Mr. Horner: No, he is here for the CTC 
which is not an agency of the government. It 
is supposed to be an independent body.

The Chairman: Just a moment, please, Mr. 
Allmand.

[Interprétation]
M. Palmer: Dans les provinces de l’Atlanti

que, il faut absolument donner votre tarif à 
la Commission mais les taux ne sont pas 
vérifiés. Parmi nous il y a des camionneurs 
qui se dirigent vers l’Ontario et le Québec, ils 
donnent leurs taux à la Commission et les 
taux sont vérifiés.

M. Skoberg: En d’autres termes, le tarif 
n’est pas protégé par un organisme de con
trôle à l’heure actuelle?

M. Palmer: Non.

M. Nesbitt: Tout d’abord, je me demandais 
si peut-être on pourrait éclairir un point. 
Pourriez-vous nous dire, monsieur le prési
dent, s’il y a un membre de la Commission 
canadienne des Transports parmi nous 
aujourd’hui?

Le président: Oui, M. Hanley. Comme je 
vous l’ai promis hier, je me suis mis en 
contact avec le ministre et le ministre nous a 
fourni les services de M. Hanley; mais uni
quement comme observateur.

M. Nesbitt: Je suis sûr que nous lui souhai
tons tous la bienvenue.

M. Rose: Je ne sais pas si c’est important 
ou non, mais apparemment l’interprète ne 
vous aurait pas compris. Est-ce que vous 
voulez répéter maintenant pour que ce soit 
bien inscrit sur le ruban?

Le président: Ce n’est pas tellement impor
tant. Apparemment, c’est inscrit sur le ruban. 
Tout le monde m’a compris. Ce que j’ai dit, 
c’est que nous avons téléphoné immédiate
ment hier lorsque la question a été soulevée. 
Nous avons téléphoné à Ottawa et le ministre 
nous a donné les services de M. Hanley.

M. Horner: Un appel au règlement, s’il 
vous plaît.

Même si je n’ai pas de question à poser à 
M. Hanley à l’heure actuelle, s’il est unique
ment ici à titre d’observateur. Il aurait pu 
lire le compte rendu à son retour. Je pense 
qu’il devrait pouvoir nous répondre à tout 
moment si le comité le désire.

Une voix: Je n’admets pas cela.

Le président: Non, je ne crois pas qu’on 
l’ait envoyé ici comme porte-parole du 
gouvernement

M. Horner: Non, il est ici pour la CCT qui 
n’est pas un organisme du gouvernement. 
C’est un organisme qui est censé être indé
pendant du gouvernement.

Le président: Un moment, s’il vous plaît, 
monsieur Allmand.
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[Text]
Mr. Allmand: On the point of order, Mr. 

Chairman, before we met we set up a 
schedule of witnesses in the Maritimes whom 
we would hear and there were many people 
we decided not to hear at this time. I think 
we should stick to the scheduled witnesses, 
but when we return to Ottawa if we want to 
hear the Minister, a representative from the 
Canadian Transport Commission or anybody 
else, we could decide to do so.

Mr. Horner: Apparently you have misun
derstood my remarks. I do not want to hear 
from the CTC, but if they have some knowl
edge and can clear up some misunderstand
ing in the Committee on one or two brief 
points we should be able to call them. That is 
all I said.

The Chairman: Mr. Horner, I think if you 
want some clarification, Mr. Hanley will be 
very happy to give it to you. All you have to 
do is sit right next to him and he will give 
you all the answers you require. Mr. Nesbitt.

Mr. Nesbitt: Yes, Mr. Chairman, I notice in 
the brief, Mr. Palmer, that you said there are 
700 firms—trucking firms—in the Maritimes 
that are represented here. I would1 take it, of 
course, that a very large number of those 
firms were purely local trucking firms. Could 
you give us any idea of how many firms of 
this type there are in the Maritime prov
inces? Perhaps it would be better to put it 
this way, do you have the figures for all the 
firms in the Atlantic provinces that do inter- 
provincial or international business?

Mr. Palmer: We feel about 250 to 275 
trucking companies cross borders.

Mr. Nesbitt: The second question I have 
then is, could you give us a rough estimate, a 
very rough estimate—I do not expect you 
will have exact figures on this—of the total 
volume of business of the trucking compa
nies—when I refer to trucking companies I 
refer to ones that cross provincial or interna
tional borders. What would be the gross 
volume per year?

Mr. Palmer: That figure is not available in 
any way because the regulatory boards do 
not ask for financial statements of this nature 
and many of the companies are very hesitant 
to give it out. We do have wild guesses, but 
that is really about all they would be.

[Interpretation]
M. Allmand: Sur un point de Règlement, 

monsieur le président. Nous avons décidé 
qu’il y avait plusieurs personnes qu’on avait 
l’intention d’entendre pendant la tournée et 
d’autres que nous ne voulions pas entendre. 
Nous devrions nous ne tenir à ce programme. 
Quand nous reviendrons à Ottawa, si nous 
voulons entendre le ministre, ou un représen
tant de la Commission canadienne des trans
ports ou n’importe qui, nous pourrons le 
faire.

M. Horner: Vous m’avez mal compris. Je 
ne veux pas entendre le représentant de la 
CCT, mais, s’il peut éclaircir un ou deux 
points très rapidement, je crois qu’on devrait 
nous permettre de leur poser des questions. 
C’est tout ce qui j’ai dit.

Le président: M. Hanley sera très heureux, 
je pense, de vous donner des renseignements 
si vous en désirez, M. Horner. Tout ce que 
vous avez à faire, c’est de vous asseoir à côté 
de lui et il vous donnera toutes les réponses 
voulues. Monsieur Nesbitt.

M. Nesbitt: Merci, monsieur le président. 
J’ai remarqué dans le mémoire, monsieur Pal
mer, que vous dites qu’il y a 700 sociétés de 
camionnage dans les Maritimes, qui sont 
représentées ici. Je dois comprendre, bien 
sûr, qu’un très grand nombre de ces sociétés 
sont des sociétés purement locales. Pouvez- 
vous nous donner une idée du nombre de 
sociétés de camionnage de ce type qui exis
tent dans les provinces Maritimes? Ou plutôt, 
avez-vous le chiffre pour toutes les formes 
des provinces de l’Atlantique, qui ont une 
exploitation interprovinciale ou internatio
nale.

M. Palmer: Nous estimons à environ 250 à 
275 les sociétés de camionnage qui traversent 
les frontières provinciales.

M. Nesbitt: Ma deuxième question, mainte
nant. Je ne m’attends pas à ce que vous ayez 
les chiffres exacts, mais si vous ne les avez 
pas, vous pourrez peut-être nous donner une 
idée générale, quel serait le volume total 
d’affaires des sociétés de camionnage; quand 
je parle de sociétés de camionnage, je parle 
de celles qui traversent les frontières provin
ciales ou internationales, quel serait le chiffre 
d’affaires brut, de ces sociétés?

M. Palmar: Ce chiffre n’est pas à notre 
disposition. Les organismes de contrôle n’exi
gent pas le chiffre d’affaires. Plusieurs com
pagnies évidemment, hésitent à publier ces 
chiffres. Nous pourrions deviner, peut-être, 
mais ce serait tout simplement deviner; ce ne 
serait pas sûr.
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[Texte]
Mr. Nesbitt: I thought perhaps you might 

not be able to give me an answer, but on the 
other hand, there is always hope. If you ask 
questions you might get an answer. I suppose 
it will be rather difficult to get an answer 
to my other question, too. Would you have 
any idea of the percentage of the total 
volume of transport business in the Atlantic 
provinces that would be done by the trucking 
firms? Again, I refer to firms crossing pro
vincial borders and international borders 
only.

Mr. Palmer: The only way I could give you 
a figure on that and probably it would not be 
too far out would be by knowing the per
centage our own company handles, the per
centage of trailers we buy in this area and so 
on and so forth, and multiplying it by our 
gross. In this way I could come up with a 
fair assumption of the business done.

If my figures are correct in the percentage 
of trailers our company owns versus the total 
trailers for hire—this would not include 
straight trucks and there are a lot of straight 
trucks working in remote areas, these would 
be the trailer fleets—the trucking industry in 
the Atlantic provinces would be doing some
where in the vicinity of $50 million worth of 
business.

Mr. Nesbitt: Yes, but what percentage of 
the total transport business would this repre
sent? What I am trying to get at, you see—

Mr. Palmer: We feel that the trucking 
industry is doing between 35 per cent and 40 
per cent of the total business.

Mr. Nesbitt: Thank you. I have just a few 
other brief questions. I think of the trucking 
industry in terms of other transport busi
nesses such as railways and now we have a 
new form, of course, coming up and that is 
adr cargo. Would you—I do not mean you 
personally, I mean the trucking industry—be 
in favour of possible subsidies going to air 
carriers at some time in the future?

In other words, should they be part of the 
general freight rate structure of the Mari
times? You said, as I understood it, that 
whatever policy the government decided vis- 
à-vis freight rate subsidies, your only concern 
is that you be treated the same as the rail
way industry. Do you think the air industry 
should be treated the same way as well?

Mr. Palmer: I believe very strongly that 
whatever is good for rail should be good for 
trucks, should be good for air, should be good

[Interprétation']
M. Nesbitt: C’est ce que je pensais, mais 

j’espérais tout de même avoir une réponse. 
Maintenant, j’imagine, que ce serait difficile 
d’obtenir aussi une réponse à ma deuxième 
question. Auriez-vous une idée du pourcen
tage du volume total de transport, dans les 
provinces de l’Atlantique, qui est effectué par 
des sociétés de camionnage? Encore une fois, 
il s’agit des sociétés de camionnage qui tra
versent les frontières provinciales ou 
internationales.

M. Palmer: La seule façon pour moi de 
vous répondre, et ne ne serait peut-être pas 
si loin de la vérité, serait de prendre les 
pourcentages du chiffre d’affaires de notre 
propre société et de multiplier pour notre 
chiffre d’affaires total. De cette façon, nous 
pouvons avoir une idée du chiffre d’affaires 
réalisé.

Si les chiffres que j’ai en main sont exacts, 
en ce qui concerne le pourcentage de camions 
que nous possédons sur le total des camions 
de louage, il s’agit des camions-remorques et 
non pas tout simplement des camions, et il en 
a beaucoup qui travaillent dans les régions 
éloignées, l’industrie du camionnage dans les 
provinces de l’Atlantique aurait un chiffre 
d’affaires d’environ 50 millions de dollars.

M. Nesbitt: Oui, mais quel pourcentage du 
total de l’industrie du transport cela 
représente-t-il?

M. Palmer: Nous estimons que l’industrie 
du camionnage a de 35 à 40 p. 100 du total 
des transports.

M. Nesbitt: Merci. Encore quelques ques
tions plutôt brèves. Je songe à l’industrie du 
camionnage en comparaison avec les autres 
modes de transport, comme les chemins de fer 
et maintenant, un nouveau mode de trans
port, le transport aérien. Seriez-vous, je ne 
parle pas de vous personnellement, mais de 
l’industrie du camionnage, seriez-vous en 
faveur d’une subvention donnée aux trans
porteurs aériens à l’avenir, par exemple?

En d’autres termes, devraient-ils faire par
tie de la structure générale pour le transport 
des marchandises? Si je vous ai bien compris, 
vous avez dit que quelle que soit la politique 
adoptée par le gouvernement, au sujet des 
subventions pour le tarif des marchandises, 
ce que vous vouliez c'est être traité de la 
même façon que les chemins de fer. Croyez- 
vous alors que les industries aériennes 
devraient être traitées de la même façon?

M. Palmer: Je crois fermement que ce qui 
est bon pour les chemins de fer, devrait être 
bon pour les camions, devrait aussi être bon
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[Text]
it it goes by dog team. I think everybody in 
this country should be treated equally and 
then let them make their bed after that.

Mr. Nesbitt: I have one final question. We 
have heard from some other witnesses and 
we have heard various announcements 
recently about improved cargo handling ser
vices in the Atlantic area as well as else
where. What would improved cargo handling 
services in this region do to your business? 
Do you think it would help it; would you be 
able to cut your costs? Could you give us 
some general remarks on that?

Mr. Palmer: Definitely anything to improve 
cargo handling will reduce costs, especially 
as per hour labour costs go higher and high
er. I think containerization is one form of 
reducing costs; I think containerization is 
starting to come in very fast now, not as we 
think of containers, but containers within 
trailers. If the drug companies and grocery 
companies instead of giving the trucking 
companies or railroads 99 little pieces that 
have to be handled 99 times, put these in one 
box then only one lift would have to be made 
instead of 99 lifts. I think this will correct 
itself as the labour costs go higher.

I think perhaps the reason we are behind 
the times here in handling freight is that our 
labour costs have been lower. If we used two 
men to do something it did not cost as much 
as it would to have used two men in Toronto 
to do the same thing.

Mr. Nesbitt: You have found in your 
experiences that containerization is progress
ing very rapidly in the Atlantic region?

Mr. Palmer: Yes.
Mr. Nesbitt: Thank you very much.
The Chairman: Mr. Perrault.
Mr. Perrault: Mr. Chairman, most of my 

questions have already been posed, but I 
want to say that Mr. Palmer’s organization 
appears to be very well established, indeed, 
and I am sure he can give us the answer to 
this question. How many Atlantic provinces’ 
truckers have gone out of business in the 
past 10 years as the result of business fail
ure? I think this is a question of some inter
est to us. Is the industry in trouble or is it in 
relatively good condition at the present time? 
How many business failures have involved 
members of your association in the past ten 
years or even five years?

[Interpretation]
pour les transporteurs aériens et même pour 
les traîneaux à chiens. Ça devrait s’appliquer 
à tout le monde, d’après nous.

M. Nesbitt: Une dernière question, mainte
nant. Nous avons entendu d’autres témoins et 
nous avons entendu parler d’amélioration 
dans le transport des marchandises dans la 
région Atlantique comme ailleurs. Qu’est-ce 
que cette amélioration donnerait à votre in
dustrie? Est-ce que cela vous aiderait? Est-ce 
que ça réduirait vos frais d’exploitation? 
Pourriez-vous nous donner des commentaires 
généraux à ce sujet?

M. Palmer: Toute amélioration de la manu
tention des marchandises, réduirait certaine
ment nos frais, notamment de main-d’œuvre 
qui ne cessent de croître. Je crois que le trans
port par cadres aiderait beacoup à réduire les 
frais. J’ai l’impression qu’on l’emploie de plus 
en plus, maintenant. Quand nous parlons de 
cadres vous voulons dire des cadres pour 
camions-remorques. Si au lieu de donner aux 
sociétés de camionnage ou aux chemins de fer, 
99 petits colis qui doivent être manutentionnés 
99 fois, on les met tous dans une seule boite, 
il ne faut manutentionner qu’une seule fois 
au lieu de 99. Cela va se produire au fur et à 
mesure que le coût de la main-d’œuvre 
s’élève.

La raison pour laquelle nous sommes en 
retard, c’est parce que notre main-d’œuvre 
était moins coûteuse, ici. Et, alors même s’il 
fallait deux hommes ici pour une exploita
tion, ça ne coûtait pas aussi cher qu’à 
Toronto, par exemple.

M. Nesbilt: Alors, vous trouvez qu’on pro
gresse rapidement dans le domaine du trans
port par cadre, dans les provinces de 
l’Atlantique?

M. Palmer: Oui.
M. Nesbitt: Merci beaucoup.
Le président: Monsieur Perrault.
M. Perrault: Monsieur le président, la plu

part de mes questions ont déjà été posées, 
mais je voudrais dire que l’organisation de 
M. Palmer semble être très bien établie et je 
suis sûr qu’il pourra nous donner la réponse 
à cette question. Combien de camionneurs 
des provinces de l’Atlantique, ont fait faillite 
depuis dix ans? Je pense que c’est une ques
tion importante pour nous. Est-ce que l’in
dustrie souffre à l’heure actuelle ou est-ce que 
sa situation est relativement bonne? Combien 
de membres de votre association ont fait ban
queroute depuis dix ans ou même cinq ans?
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[Texte]
Mr. Palmer: In the last five years we have 

averaged about a member a month going out 
of business due to financial failure.

Mr. Perrault: A member a month because 
of financial failure?

Mr. Palmer: Yes.

Mr. Perrault: How many truckers have 
gone into business during a comparable peri
od, either the five-year period or the ten-year 
period which I cited?

Mr. Palmer: Most of these failures have 
been picked up by existing carriers.

Mr. Perrault: So the total number then is 
remaining relatively the same?

Mr. Palmer: It has been decreasing.

Mr. Perrault: Some of them may have gone 
out of business because of merges and pur
chases by larger trucking organizations?

Mr. Palmer: Yes, there also have been 
some new firms started up, but these cannot 
compare in numbers with those that have 
gone out of business.

Mr. Perrault: The figure $4 million was 
mentioned in the 1967 meeting with the Min
ister of Transport as perhaps the amount of 
money required to provide a subsidy to the 
truckers. How many dollars would be 
involved in a subsidy to Atlantic truckers 
today if they achieved parity with the rail
roads in this area, do you think?

Mr. Palmer: A year ago under MFRA $14 
million was paid. If the trucking industry 
were included under this and as we are 
doing 35 per cent to 40 per cent of the 
business, then we would be talking of $5 
million to $6 million.

Mr. Perrault: Five or six million dollars.

Mr. Palmer: We have no way to prove 
these figures, but they are probably fairly 
close.

Mr. Perrault: Would you say your profit 
margins are increasing in this industry or 
declining?

Mr. Palmer: Declining.

Mr. Perrault: That is the limit of my 
questioning.

[Interprétation]
M. Palmer: Depuis cinq ans, nous avons 

perdu en moyenne un membre par mois par 
suite de faillite.

M. Perrault: Un par mois par suite de 
faillite?

M. Palmer: Oui.

M. Perrault: Combien de sociétés de 
camionnage ont été créés pendant cette même 
période de temps de cinq ans ou dix ans?

M. Palmer: La plupart de ces faillites, ont 
été remplacées par des transporteurs 
existants.

M. Perrault: Par conséquent, le nombre est 
demeuré relativement stable?

M. Palmer: Il a diminué.

M. Perrault: Peut-être en raison de fusion
nement ou d’achat par des organisations plus 
importantes.

M. Palmer: Oui. Il y a eu aussi de nouvel
les sociétés mais cela ne se compare pas avec 
le nombre de faillites.

M. Perrault: On a mentionné le chiffre de 4 
millions de dollars qui seraient nécessaires 
pour subventionner les camionneurs. Quelle 
serait la somme requise pour les provinces de 
l’Atlantique pour en arriver au pair avec les 
chemins de fer dans ce domaine, à l’heure 
actuelle?

M. Palmer: Il y a un an, $14 millions ont 
été versés en vertu de la Loi sur les taux de 
transports des marchandises dans les provin
ces Maritimes. Si les sociétés de camionnage 
en faisaient partie, et si nous avons de 35 à 
40 p. 100 des transports, alors nous parlerions 
d’un chiffre de l’ordre de 5 ou 6 millions de 
dollars.

M. Perrault: Cinq ou six millions de 
dollars?

M. Palmer: Il n’y a pas moyen de le prou
ver, mais c’est probablement très près de 
cela.

M. Perrault: Est-ce que vos marges béné
ficiaires augmentent ou diminuent dans ce 
domaine?

M. Palmer: Elles diminuent.

M. Perrault: C’est tout ce que j’avais à 
dire.

The Chairman: Mr. Breau. Le président: Monsieur Breau.
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[Text]
Mr. Breau: Mr. Chairman, I would like to 

ask Mr. Palmer a couple of questions. You 
mentioned that the 20 per cent that went to 
the railroads went as extra profits, but are 
there not extra costs that the railroads have 
that you do not have? For example, I would 
be inclined to think that their manpower 
would be more expensive than yours.

Mr. Palmer: It should not be because I do 
not think the railroad has any better men 
working for them than we do. Therefore, we 
should be paying our men the same price. If 
the railroads have extra costs I do not think 
the taxpayers of Canada should give them 
money. If there is another form that can do 
the job cheaper, that is the form that should 
be doing it.

Mr. Breau: Do you think you are giving a 
better service within the Atlantic provinces 
either westbound or eastbound than the CNR 
are giving? I would imagine the main com
plaint would be the amount of time taken. 
We have heard a lot of complaints during the 
last year about the CNR, for example, taking 
about three weeks to go from Moncton to 
Campbellton or something of the sort. Does 
this happen in your industry?

Mr. Palmer: I would like to say it never 
does, but yes, it does happen. However, I 
think over-all the trucking industry does give 
a better service by far than the CNR.

Mr. Breau: Would you say then that 
because the CNR does not have to compete 
with you as they have a subsidy, they are not 
as efficient as you would be if you had a 
subsidy or if their subsidy were taken off? 
Could they become more efficient?

Mr. Palmer: I think they could become 
much more efficient. If they were not so 
inefficient the trucking industry would not 
have grown as it has.

Mr. Breau: So the people of the Atlantic 
provinces then would be getting a better 
service?

Mr. Palmer: Yes.
Mr. Breau: You mentioned that the truck

ing industry was getting 35 per cent to 40 per 
cent of the business. Is this just within the 
Atlantic provinces? I would like to know 
what percentage of business you get that 
goes, say, from the Atlantic provinces to 
Toronto and eastbound. Is it about the same 
percentage?

[Interpretation]
M. Breau: J’aimerais poser quelques ques

tions à M. Palmer. Vous avez mentionné que 
les 20 p. 100 donnés aux chemins de fer, 
étaient un profit supplémentaire, mais est-ce 
qu’il n’y a pas des frais supplémentaires que 
les chemins de fer encourent et que vous n’en
courez pas? Ainsi, je serais porté à croire que 
leur main-d'œuvre serait plus chère que la 
vôtre.

M. Palmer: Ça ne devrait pas, parce que je 
ne crois pas que les chemins de fer aient une 
main-d’œuvre plus spécialisée que la nôtre. 
On devrait donc payer les hommes le même 
prix. S’ils ont des frais additionnels, je ne 
crois pas que le contribuable canadien doive 
leur donner de l’argent. S’il y a une autre 
méthode qui peut faire le travail moins cher 
c’est celle-là qu’il faut employer.

M. Breau: Croyez-vous que vous fournissez 
un meilleur service dans les provinces de 
l’Atlantique, vers l’est ou vers l’ouest, que le 
CN? J’imagine que les délais sont le défaut 
principal. Au cours des dernières années on a 
reçu beaucoup de griefs contre le Canadien 
National, voulant qu’il mette trois semaines 
pour aller de Moncton à Campbellton, ou 
quelque chose de ce genre. Est-ce que cela se 
produit dans votre cas?

M. Palmer: J’aimerais bien pouvoir dire 
que cela ne se produit jamais, mais malheu
reusement cela arrive. Cependant dans l’en
semble, l’industrie du camionnage donne un 
bien meilleur service que le Canadien 
National.

M. Breau: Diriez-vous que parce que le 
Canadien National a une subvention, il n’a 
pas a se préoccuper de la concurrence et n’est 
pas aussi efficace que si vous étiez aussi sub
ventionné ou si la subvention disparaissait. 
Pourraient-ils devenir plus efficaces?

M. Palmer: Ils pourraient l’être. S’ils n’a
vaient pas été aussi inefficaces, l’industrie du 
camionnage n’aurait pas grandi autant.

M. Breau: Donc les provinces de l’Atlanti
que devraient obtenir un meilleur service?

M. Palmer: Oui.
M. Breau: Vous dites que l’industrie du 

camionnage obtenait de 35 à 40 p. 100 des 
affaires. Je voudrais savoir quel pourcentage 
vous obtenez, disons, des provinces de l’At
lantique vers Toronto et vers l’est? Est-ce à 
peu près le même pourcentage?
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[Texte]
Mr. Palmer: We feel that it is about the 

same. It is almost next to impossible for us to 
come with figures that we can really hang 
our hat on. We only have been able to come 
up with these figures by comparing and 
watching and looking and listening and, I 
think, our best source is from our customers, 
from what they tell us and so forth.

Mr. Breau: You mentioned that some 
trucking firms, particularly Eastern Trans
ports, might get a subsidy anyway—the CNR 
was getting a subsidy for them. There are 
probably many places in the Atlantic prov
inces that, I think, no longer are served by 
rail, for example, the CNR no longer delivers 
to some small towns. What would happen if a 
shipment were to come, say, from Montreal 
to Moncton and then go by a CN truck—I am 
not speaking of Eastern Transport, but a CN 
truck—to (inaudible), Rogersville or Buc- 
touche or what have you. Would the CNR get 
the subsidy for that part of the trip made by 
truck?

Mr. Palmer: First, the subsidy does not 
apply to freight moving from west to east. It 
only applies from east to west.

Mr. Breau: All right, then let us suppose it 
came from the east.

Mr. Palmer: Yes, they get the subsidy if 
the subsidy is applicable, if it is on a railroad 
bill of lading and if the truck takes it.

The Chairman: Mr. Pringle.

Mr. Pringle: Thank you, Mr. Chairman. 
Mr. MacLaren mentioned a (inaudible) way 
about recommending that Part III of the 
National Transportaton Act should be enact
ed now or completed. He stated that there 
would be considerable merit in this as this 
will probably be the last time we will have 
the opportunity of meeting with the Canadi
an Trucking Association along with the 
Maritime Motor Transport Association. I 
wondered if he could give us an example of 
the application of Part III as it would apply 
to the Maritime provinces.

Mr. A. K. MacLaren (Executive Director, 
Canadian Trucking Association): If somebody 
were seeking authority to operate from Hali
fax to Toronto, say, a trucking firm, in Nova 
Scotia that saw some business for delivery 
through to Ontario, instead of having to go to 
four boards, turn up with all his witnesses, 
be met with varying degrees of local opposi
tion, and ending up with an operating au
thority that would be different, perhaps, in all

[Interprétation]
M. Palmer: Nous sommes d’avis que c’est à 

peu près la même chose. C’est à peu près 
impossible de fournir des chiffres sûrs. On ne 
peut mentionner ces chiffres qu’en établissant 
des comparaisons, en écoutant, en observant, 
et je pense que la meilleure source de rensei
gnements c’est ce que les clients nous disent.

M. Breau: Vous avez mentionné que certai
nes entreprises de camionnage, comme, par 
exemple, Eastern Transports pourraient obte
nir des subventions tout de même car le CN 
les obtient pour eux. Et dans les provinces de 
l’Atlantique, il y a beaucoup d’endroits qui 
ne sont plus desservis par le CN, par exem
ple, le CN ne dessert plus les petites villes. 
Qu’arriverait-il si un colis allant de Montréal 
à Moncton et emprunte ensuite un camion du 
Canadien National, je ne parle pas de Eas
tern Transport, mais du CN, pour aller 
ensuite à Rogersville, Buctouche ou ailleurs. 
Le Canadien National obtient-il la subvention 
pour la partie du transport effectuée par 
camion?

M. Palmer: D’abord, la subvention ne s’ap
plique pas au transport de l’ouest vers l’est. 
Elle ne s’applique que d’est en ouest.

M. Breau: Parfait disons que cela vient de 
l’est.

M. Palmer: Oui, ils obtiennent la subven
tion, si la subvention s’applique, si c’est une 
feuille de route du Canadien National et si 
un camion prend le chargement.

Le président: Monsieur Pringle.

M. Pringle: Merci beaucoup, monsieur le 
président. M. MacLaren a parlé de recom
mander que la partie trois de la Loi nationale 
sur les transports, soit mise en vigueur ou 
complétée. Il a déclaré qu’il y aurait beau
coup de mérite là dedans puisque ce sera 
sans doute la dernière fois que nous avons 
l’occasion de rencontrer l’Association cana
dienne du camionnage et la Maritime Motor 
Transport Association. Est-ce qu’il ne pour
rait pas nous donner un exemple de l’appli
cation de la partie III en ce qui concerne les 
provinces maritimes.

M. A. K. MacLaren (Directeur exécutif de 
l'Association Canadienne du camionnage): Si
quelqu’un essayait d’obtenir le droit d’opérer 
de Halifax à Toronto, disons une société de 
camionnage en Nouvelle-Écosse qui trouve 
des livraisons à effectuer jusqu’en Ontario, 
au lieu de présenter une demande d’exploita
tion à quatre commissions, de se présenter 
avec tous ses témoins, de se heurter à divers 
degrés d’opposition locale et de finir avec des
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[Text]
four provinces, he could go to the Canadian 
Transport Commission and they would decide 
whether the licence should be granted on 
grounds of public convenience and necessity. 
It seems to me that on long-haul interprovin- 
cial operations the Canadian Transport Com
mission would decide questions of public 
convenience and necessity on a slightly differ
ence basis than a provincial regulatory au
thority would.

Mr. Pringle: In other words, it would 
facilitate the trucking industry as far as the 
Maritimes particularly are concerned and 
Canada in general. Is that correct?

Mr. MacLaren: This is our very strong 
feeling.

Mr. Pringle: Are you getting any opposi
tion to the...

Mr. MacLaren: We are getting very strong 
opposition from several provinces.

Mr. Pringle: Is the opposition a provincial 
matter?

Mr. MacLaren: Yes.
Mr. Pringle: You mentioned, Mr. Palmer, 

that when the CNR abandons a freight route 
or railroad, you have opposed their going 
into the trucking business. I wonder if it is 
possible that a part of the consideration with 
regard to the abandonment of the railroad is 
that the CNR must provide an alternate car
rier within that area. Is this part of the 
reason why your opposition has been unsuc
cessful? Were the pre-arranged requirements 
essential?

Mr. Palmer: Yes, that has happened many 
many times in the past.

Mr. Pringle: In other words, if the aban
doning of the railroad were judged just on 
the merits of abandoning it and not on the 
premise that they must replace it with a 
trucking system, you may have had a better 
chance in your opposition? Is that reasonably 
correct?

Mr. Palmer: I think that is a fair 
statement.

Mr. Pringle: I have one last question. You 
mentioned about the service in the Mari
times; I happen to have been associated with 
an industry in Prince Edward Island and I 
have to say in front of all your men here 
that the service has been certainly less than

[Interpretation]
droits d’exploitation différents peut-être dans 
chacune des provinces, il pourrait se présen
ter à la Commission canadienne des trans
ports et celle-ci déciderait si ce permis doit 
être accordé pour des motifs de nécessité et 
dans l'intérêt du public. Il me semble que 
pour les opérations interprovinciales, la 
Commission canadienne des transports déci- 
dérait des questions d’intérêt public selon 
une toute autre optique que les commissions 
provinciales.

M. Pringle: En d’autres termes, cela facili
terait l’industrie du camionnage en ce qui 
concerne les Maritimes et l’ensemble du pays. 
C’est cela?

M. MacLaren: Oui, ce sont là nos 
impressions.

M. Pringle: Vous avez de l’opposition...

M. MacLaren: Ou.', dans bon nombre des 
provinces, nous faisons face à une forte 
opposition.

M. Pringle: Est-ce que cela vient du plan 
provincial?

M. MacLaren: Oui.
M. Pringle: Vous avez dit, monsieur Palmer, 

que lorsque le Canadien National abandonne 
une ligne ferroviaire, vous vous opposez à ce 
qu’il établisse une ligne de camionnage. 
Je me demande si une partie des considéra
tions, dans les cas d’autorisation d’aban
don de lignes ferroviaires, n’est pas que le 
Canadien National fournisse un autre moyen 
de transport dans cette région où se trouvait 
le chemin de fer. N’est-ce pas là une des 
raisons pour laquelle votre opposition n’a pas 
réussi? N’était-ce pas dû à des exigences pré
vues à l’avance?

M. Palmer: Oui, cela s’est produit plus 
d’une fois dans le passé.

M. Pringle: En d’autres mots, si en aban
donnant les lignes ferroviaires, on avait jugé 
seulement sur les mérites de l’abandon sans 
condidérer l’obligation de fournir un système 
de camionnage de remplacement, vous auriez 
eu une meilleure position pour votre opposi
tion? Est-ce exact?

M. Palmer: Oui, c’est juste.

M. Pringle: Une dernière question. Vous 
avez parlé des services dans les Maritimes; 
j’ai été associé à une société dans l’île-du- 
Prince-Édouard et je dois vous dire, devant 
vos différents représentants ici, que le service 
était vraiment moins que souhaitable, du
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[Texte]
desirable as far we were concerned. We were 
unable to function in a satisfactory manner 
because of it. This happens to be a frozen 
food industry in Prince Edward Island. We 
get complaints from Montreal customers all 
the time about the inadequacy of the truck
ing out of Prince Edward Island to the point 
where they have been pleading with us to 
allow them to make arrangements to send 
trucks from Montreal to do this trucking. I 
would like to register that complaint and ask 
if there is some particular reason for this? Is 
it going to improve or all the allegations 
incorrect?

Mr. Palmer: No, I do not think they are. I 
think the trucking industry has been treated 
as a second class industry here. We are meet
ing, in fact, tomorrow night with the Depart
ment of Transport and the Canadian Nation
al Railways to see if we can upgrade the 
ferry service as far as trucks are concerned 
between New Brunswick and Prince Edward 
Island. I am very glad you brought this ques
tion up. Again on rates, we are not only 
governed by MFRA because the boats that run 
between New Brunswick and Prince Edward 
Island are owned by the Department of 
Transport and operated by CNR. Anyone in 
the private trucking industry has to pay 
between $15 and $16 a round trip to take a 
40-foot trailer and tractor from New Bruns
wick to Prince Edward Island and back. 
The CNR pays $2 to take a loaded car over 
and if it comes back empty it comes back for 
nothing. This, we feel is not fair in any way.

An hon. Member: May I supplement that?
The Chairman: I think it would be a good 

idea to let this gentlemen complete his 
answer.

An hon. Member: I thought he was 
finished, Mr. Chairman, I did not intend to 
be rude.

Mr. Palmer: This makes us uncompetitive 
with their rates because they have an advan
tage of $14 a load over the trucking industry 
just in getting back and forth across the 
Northumberland Strait.

In the second place, the service last sum
mer to Prince Edward Island was terrible. I 
am personally familiar with your company 
and there were times when it took us as long 
as three days to get back and forth. We could 
not hold equipment up that long.

[Interpretation]
moins en ce qui nous concernait. Nous étions 
dans l’impossibilité d’exploiter une industrie 
de façon satisfaisante à cause de cela. C’était 
une entreprise de produits congelés dans 
l’île-du-Prince-Édouard. Nous avons reçu 
constamment des plaintes de nos clients de 
Montréal, tous nos clients se plaignaient du 
mauvais service de camionnage à partir de 
l’île-du-Prince-Édouard, au point qu’ils nous 
priaient de les autoriser à envoyer une mai
son de Montréal pour faire ce transport par 
camion. Je veux donc vous saisir de cette 
plainte et vous demander s’il y a une raison 
particulière à un tel état de choses. Est-ce 
que cela va être amélioré ou est-ce que ces 
accusations sont injustes?

M. Palmer: Non, je ne crois pas. Je pense 
que l’industrie du camionnage a été traitée 
comme une industrie de deuxième ordre ici. 
Nous rencontrons, en fait, demain soir, le 
ministère des Transports et le Canadien 
National afin de voir si on ne peut pas amé
liorer le service de bacs pour les camions 
entre le Nouveau-Brunswick et l’île-du- 
Prince-Édouard. Je suis très heureux que 
vous ayez soulevé la question. Encore une fois 
pour ce qui est de nos tarifs, nous ne sommes 
pas régis par la Loi sur le taux de transport 
des marchandises dans les provinces mari
times, car les bacs qui assurent le service en
tre le Nouveau-Brunswick et l’île-du-Prince- 
Édouard sont la propriété du ministère des 
Transports et sont exploités par le Canadien 
National. Tout camionneur privé doit payer 
de $15.00 à $16.00 le voyage aller-retour 
pour un camion-remorque de 40 pieds du Nou
veau-Brunswick à l’île-du-Prince-Édouard. Le 
Canadian National paie $2.00 pour passer un 
camion chargé et s’il revient à vide il ne paie 
rien. Voilà donc une situation injuste, à notre 
avis, vraiment injuste.

Une voix: Puis-je ajouter quelque chose?
Le président: Je pense qu’il serait bon de 

permettre au témoin de terminer sa réponse.

Une voix: Je m’excuse si je suis impoli, 
monsieur le président, je pensais qu’il avait 
terminé.

M. Palmer: Donc, on ne peut concurrencer 
sur le plan des tarifs parce que pour un seul 
chargement, ils ont un avantage de $14.00, 
simplement pour franchir le détroit de 
Northumberland.

Deuxièmement, l’été dernier, le service 
était vraiment terrible. Je connais très bien 
votre compagnie et parfois il nous a fallu 
trois jours pour aller et revenir. On ne pou
vait retarder aussi longtemps le matériel.
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[Text]
You would go and not get within five miles 

of the ferry and when you have a $40,000 
piece of equipment, you could not sit there so 
you went somewhere else and loaded it, and 
the truck that was going to get your load of 
trade ended up loading in New Brunswick or 
going empty, because in the freight business 
you have to haul this way; this is where you 
make your money. You certainly do not 
make it hauling west so I think that an 
improved ferry service plus MMTA has and 
will continue strongly to endorse the building 
of a permanent crossing between New Bruns
wick and P.E.I.

The Chairman: A supplementary, Mr. 
McGrath?

Mr. McGrath: Thank you, Mr. Chairman. I 
wonder if the witness could relate the same 
answer to the Nova Scotia-Newfoundland 
ferry service?

Mr. Palmer: Very definitely so. As I say, 
we are meeting tomorrow night. We hope we 
are winning a part of this battle, but again 
on the ferry service between Nova Scotia and 
Newfoundland we pay $2 a foot to cross on 
that ferry, so a rig that is 60 feet long costs 
$120 to go across. The railway pay on a very 
complicated formula that is written into the 
Constitution and is a part of Newfoundland’s 
joining Canada. They pay according to their 
ton-mile revenue in the Atlantic Provinces, 
and crossing is considered as 90 miles.

Therefore, based on the ton-mile revenue, 
the CNR guess it is costing them somewhere 
in the vicinity of $8 to get a railcar across on 
the boat.

Mr. Carter: Could I ask a supplementary, 
Mr. Chairman?

The Chairman: Yes, Mr. Carter.
Mr. Carter: Concerning this $2 per foot 

charge on the ferry, I wonder whether he 
can tell us how this compares with regular 
costs when going on a highway. Ninety miles 
of highway would cost you so much; how 
much more does this 90 miles of water cost?

Mr. Palmer: Over-the-highway cost of 
operation runs about 50 cents a mile so it is 
not that far out of line in the crossing there, 
but the time factor well overtakes it. To 
operate 90 miles of highway takes two hours; 
to operate 90 miles between North Sydney 
and Port aux Basques takes eight hours, so 
the time factor becomes very expensive, plus 
the fact that we have to pay men.

[Interpretation]
Nous y allions, mais nous ne pouvions nous 

approcher à cinq milles du bac, lorsque vous 
avez un équipement de $40,000 vous ne pou
vez le laisser attendre à rien faire, vous allez 
donc charger ailleurs et le camion qui devait 
prendre votre chargement, charge au Nou
veau-Brunswick ou revient à vide, c’est ainsi 
si vous voulez ne pas perdre d’argent. Donc, 
il faudrait améliorer le service de bacs, de 
plus la MMTA a soutenu et soutiendra fer
mement l’aménagement d’une voie perma
nente de franchissement entre l’île du Prin
ce-Édouard et le Nouveau-Brunswick.

Le président: Une question supplémentaire, 
monsieur McGrath?

M. McGrath: Merci monsieur le président. 
Est-ce que le témoin ferait la même réponse 
en ce qui concerne le service de bacs entre la 
Nouvelle-Écosse et Terre-Neuve?

M. Palmer: Absolument. Comme je vous le 
disais, nous nous réunissons demain soir. 
Nous espérons gagner une partie de la 
bataille, mais une fois de plus, pour ce qui 
est du service de bacs entre la Nouvelle- 
Écosse et Terre-Neuve, nous payons $2 le pied 
pour utiliser ce bac, donc un attelage de 60 
pieds de longueur, doit payer $120 de pas
sage. Les chemins de fer paient selon un tarif 
très complexe inscrit dans la Constitution et 
faisant partie des conditions d’association de 
Terre-Neuve au Canada. Ils paient suivant 
leur revenu par tonne-mille dans les provin
ces de l’Atlantique et la traversée est consi
dérée comme représentant 90 milles.

En se fondant sur le revenu par tonne- 
mille, le Canadien National, pense qu’il leur 
en coûte environ $8 pour transporter un 
wagon de chemin de fer par le bac.

M. Carter: Puis-je poser une question sup
plémentaire, monsieur le président?

Le président: Oui, monsieur Carter.
M. Carter: Pour ces $2 par pied sur le bac, 

comment pouvez-vous comparer cela avec les 
frais réguliers de parcours de 90 milles sur la 
grand-route, combien vous en coûte-t-il? 
Combien en coûte-t-il de plus pour 90 milles 
d’eau?

M. Palmer: Sur la route les frais d’exploi
tation sont d’environ 50 cents le mille, alors 
l’écart n’est pas tellement grand pour ce qui 
est de cette traversée, mais le facteur temps 
est énorme pour 90 milles de route il faut 
deux heures, mais par contre pour 90 milles 
de traversée entre North Sydney et Port aux 
Basques il faut huit heures, et ce facteur 
temps improductif s’ajoute aux salaires de 
nos hommes.
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[Texte]
Mr. Carter: Is this reflected in the final 

cost to your customers?
Mr. Palmer: I think all rates are composed 

of final costs—all costs plus trying to get a 
small margin of profit, so it has to be 
reflected.

Mr. Pringle: Just in closing I would like to 
say I do not think it would be fair for me to 
leave this particular question without saying 
that we have also ordered a freight car from 
the railroad which took two weeks to get and 
when it finally arrived in the afternoon at 4 
o’clock, ready to be loaded the next morning, 
we have gone out to find it gone, so the 
Prince Edward Island situation is rough in 
all forms of transportation.

The Chairman: I still have five more mem
bers that have asked to put questions. Would 
you please try to make your questions as 
short as you can because we are away 
behind in our scheduled time. Mr. Rock?

Mr. Rock: Mr. Palmer, I would like you to 
clarify a few answers that you gave a little 
while ago on certain items. You mentioned 
something about the stiff competition that the 
other truckers are getting from the two 
trucking companies, Eastern and Smith, 
which are owned by the railways.

Would you tell me if they were giving stiff 
competition to the other truckers before they 
were owned by the railway companies? Were 
Smith and Eastern very competitive to the 
other truckers before they were owned by 
CP and CN?

Mr. Palmer: Smith was one of the biggest, 
if not the biggest, company in Canada before 
it was purchased by CPR. Smith Transport 
operated here a very short time, owned as 
Smith Transport. It was purchased by CPR 
very shortly after it got operating rights 
within the Atlantic Provinces, so that is hard 
to say. Eastern Transport has been owned by 
CNR for 10 or 12 years—about 12 years, I 
think. It was two companies bought out and 
then made into Eastern Transport and East
ern Transport are certainly much bigger than 
the two companies that were purchased. 
Whether the two companies would have 
grown to the same size or not we will never 
know.

Mr. Rock: Do other trucking companies, 
say, other than Smith and Eastern use the 
piggyback service?

Mr. Palmer: Yes, the only piggyback ser
vice we have in the Atlantic Province* on

[Interprétation]
M. Carter: Est-ce que cela se retrouve dans 

le prix des billets?
M. Palmer: Le coût final se retrouve tou

jours, il nous faut récupérer le coût et faire 
un bénéfice.

M. Pringle: En terminant, je ne crois pas 
qu’il serait juste que de laisser cette question 
sans dire que nous avons eu aussi un wagon 
de chemin de fer qui a pris deux semaines 
pour venir, il est arrivé à 4 heures un après- 
midi et prêt à être chargé le lendemain 
matin. Mais le lendemain matin il était déjà 
parti. La situation à l’île du Prince-Édouard 
n’est donc pas facile quel que soit le mode de 
transport.

Le président: J’ai encore cinq autres mem
bres du Comité inscrits pour poser des ques
tions. Veuillez, je vous en prie, être aussi 
brefs que possible parce que nous sommes en 
retard sur notre horaire. Monsieur Rock?

M. Rock: Monsieur Palmer, je voudrais 
simplement faire préciser quelques réponses 
que vous nous avez fournies. Vous avez parlé 
de l’importance concurrence à laquelle les 
autres camionneurs doivent faire face de la 
part de deux compagnies, Eastern et Smith, 
qui sont la propriété des chemins de fer.

Pourriez-vous me dire s’ils faisaient une 
grande concurrence aux autres camionneurs 
avant qu’elles ne soient la propriété des che
mins de fer? Est ce que Smith et Eastern 
faisaient une grande concurrence aux autres 
camionneurs avant qu’ils ne soient la pro
priété du CP et du CN?

M. Palmer: Smith était une des plus gran
des, sinon la plus grande, sociétés de camion
nage du Canada avant qu’elle ne soit achetée 
par le CP. Smith Transport n’a été ici que 
peu de temps, comme Smith Transport. Il a 
été acheté par le Canadien Pacifique, peu 
après avoir obtenu les droits d’exploitation 
dans les provinces de l’Atlantique, c’est donc 
difficile à dire. Eastern Transport est la pro
priété du Canadien National depuis dix ou 
douze ans, je dirais plutôt douze ans. C’était 
deux sociétés qui furent achetées et consti
tuées en une seule, Eastern Transport et Eas
tern Transport est beaucoup plus grande que 
les deux sociétés qui furent achetées. Est-ce 
que les deux compagnies auraient pu croître 
jusqu’à une telle importance, nous ne le sau
rons jamais.

M. Rock: Est-ce que d’autres compagnies 
de camionnage autres que Smith et Eastern 
utilisent le service rail-route?

M. Palmer: Oui, le seul service rail-route 
que nous ayons dans les provinces de l’at-
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CNR is to go east or west. They will not give 
us piggyback service, say, to pick up in 
Moncton and take to Halifax, so the carriers 
within the province cannot use it but all 
carriers operating to Quebec and Ontario use 
piggyback from time to time.

Mr. Portelance: I have a supplementary on 
that, Mr. Chairman.

The Chairman: Mr. Portelance?

Mr. Portelance: If they use piggyback at 
that time they have a subsidy by using them, 
the trucking themselves?

Mr. Palmer: We thought maybe it might 
have been, but they tell us, no.

Mr. Portelance: You are not allowed sub
sidy if you use the piggyback system going 
west?

Mr. Palmer: If CN or CP picks up freight 
that is piggyback they get a subsidy on it 
because it does not say how it is hauled.

Mr. Portelance: What about your own 
firm; are you allowed to use it?

Mr. Palmer: No; we use it but we cannot 
get subsidy.

Mr. Portelance: You do not get subsidy?

Mr. Palmer: No.

Mr. MacLaren: If I might just add, that 
the National Transportation Act provides 
specifically—I cannot just find the section 
now—that independent truckers are to have 
the same rates as the railways for piggyback 
service. It is spelled right out in the act

Mr. Rock: There is another point I would 
like Mr. Palmer to clarify. You know, after 
you answer questions sometimes certain 
things hang in the air without your realizing 
it. It does not come to a proper conclusion. I 
would like to know from you whether you 
are actually for the subsidy to be given to 
the shippers or that the subsidy be 
removed...

The Chairman: The same question was 
asked.,.

Mr. Rock: Mr. Chairman, may I finish 
please? You do not know what is in my 
mind. —or whether...

[Interpretation]
lantique par le Canadien National est un 
service est-ouest. Ils ne nous donnent pas de 
service rail-route pour aller de Moncton à 
Halifax donc les transporteurs dans la pro
vince ne peuvent y avoir recours, mais tous 
les transporteurs allant au Québec et en 
Ontario utilisent les services rail-route de 
temps à autre.

M. Portelance: J’ai une question supplé
mentaire sur ce sujet, monsieur le président.

Le président: Monsieur Portelance?

M. Portelance: Alors, lorsqu’ils utilisent le 
service rail-route ils ont une subvention?

M. Palmer: On avait pensé qu’il en était 
ainsi mais on nous a dit que non.

M. Portelance: Vous n’avez pas de sub
vention lorsque vous utilisez le système rail- 
route vers l’ouest?

M. Palmer: Si le CN ou le CP prennent des 
marchandises acheminées rail-route ils 
obtiennent une subvention, parce que rien 
n’indique le mode de transport.

M. Portelance: Que dire de votre maison; 
êtes-vous autorisé à demander la subvention?

M. Palmer: Non, nous l’utilisons mais nous 
n’avons pas de subvention.

M. Portelance: Vous n’avez pas de subven
tion?

M. Palmer: Non.

M. MacLaren: Je voudrais ajouter que la 
Loi nationale sur les transports prévoit, je ne 
trouve pas l'article, que les camionneurs 
indépendants devraient bénéficier exactement 
des mêmes tarifs que les chemins de fer pour 
les services rail-route. C’est écrit dans la loi.

M. Rock: Je voudrais une autre précision 
de la part de M. Palmer. Après avoir 
répondu aux questions, parfois il y a certai
nes choses qui restent obscures et nous n'ar
rivons pas à une conclusion appropriée. Je 
voudrais donc savoir si vous êtes en faveur 
d’une suvention à l’expéditeur ou que cette 
subvention soit supprimée...

Le président: Cette question a déjà été 
posée ..

M. Rock: Monsieur le président, pourriez- 
vous s’il vous plait, me laisser terminer? 
Vous ne savez pas ce à quoi je pense. .. .ou 
est-ce...
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The Chairman: This same question was 

asked by four or five members this morning.

Mr. Rock: You do not know whether it was 
because I did not finish Mr. Chairman, 
please. —or whether you would like to see 
the subsidy removed from the railway com
pany because you said both in the past and I 
would like this clarified. You said, for better 
competition you would rather see it removed 
from the railway company.

Mr. Palmer: All I am saying is that we in 
the trucking industry have our own ideas of 
what we feel would be best but we do not 
feel it is our place nor are we probably 
qualified to set the policy, so whatever policy 
the federal government comes up with, all 
we are saying is we want to be a part of that 
and we will be happy whatever it is.

Mr. Rock: This is exactly what I wanted 
you to be more specific about and you are 
not, so that is all right. I mean, this is again 
your answer. I was trying to get a better 
answer than that, but I understand now. The 
other question that I think either you or Mr. 
MacLaren could answer is, are you for this 
well-talked-about State of Maine corridor? I 
am asking this for a reason and that is 
because of the possible complications that 
may arise if your truckers use a corridor like 
this, vis-à-vis licensing and state taxes and 
things like that.

Mr. Palmer: I think I can answer that very 
quickly. If there is any shorter route to any 
place it is not for us to say whether we will 
use it or not. Road transport will always use 
the shortest, fastest, cheapest route available, 
so if it is built and the cost is a cent a mile 
cheaper to get to Montreal using that road, 
we shall use it; if it is not cheaper we will 
not use it.

Mr. Rock: What about the complications of 
taxation on the trucker? In the Montreal 
area some truckers have complained to me in 
the past about their having to pay a New 
York State tax and on and on, going through 
although, being employed by a Canadian 
company, they still have to pay these other 
income taxes. I would like to know what the 
complications will be for your truckers 
through the Maine Corridor.

Mr. Palmer: The only tax that you have to 
pay in the United States is the same as in 

29690—3

[Interpretation]
Le président: Quatre ou cinq autres mem

bres du Comité ont posé la même question ce 
matin.

M. Rock: Vous ne savez pas si c’est la 
même tant que je n’ai pas fini de la poser.
.. .ou est-ce que vous voulez que cette sub
vention ne soit plus accordée aux sociétés 
ferroviaires? Vous avez dit les deux, je vou
drais donc savoir exactement. Vous avez dit 
que pour avoir une meilleure concurrence 
vous préféreriez que la société ferroviaire 
n’ait plus cette subvention.

M. Palmer: Tout ce que je dis c’est que 
nous avons nos propres idées quant à ce qui 
serait la meilleure situation, mais nous som
mes d’avis qu’il ne nous appartient pas d’é
tablir la politique et nous n’avons pas qualité 
pour le faire. Quelle que soit la ligne de 
conduite étabie par le gouvernement fédéral, 
tout ce que nous disons c’est que nous vou
lons y participer, quoi qu’elle soit.

M. Rock: C’est exactement ce que je vou
lais vous voir préciser, j’essayais d’obtenir 
une réponse précise, mais vous n’en donnez 
pas, parfait. Maintenant, je comprends très 
bien. Vous ou peut-être M. MacLaren pourrez 
sans doute répondre à mon autre question. 
Est-ce que vous êtes en faveur de ce corridor 
de l’État du Maine dont on parle tellement? 
Je demande cela pour certaines raisons liées 
aux complications qui pourraient se présenter 
si vos camions utilisaient un tel corridor, 
disons, en ce qui concerne les permis, les 
impôts de l’état et autres.

M. Palmer: Je pourrais y répondre assez 
rapidement. S’il y a une route plus courte, ce 
n’est pas à nous de dire si nous l’utiliserons 
ou non. Le transport routier utilisera tou
jours la route la plus courte, la plus rapide et 
la moins coûteuse qui soit disponible, donc si 
cette route est aménagée et si il nous en 
coûte un cent de moins du mille pour se 
rendre à Montréal, nous l’utiliserons. Mais si 
ce n’est pas moins cher nous ne l’utiliserons 
pas.

M. Rock: Mais que dire des complications 
en ce qui concerne les impôts payés par les 
camionneurs? Je sais que par le passé dans 
la région de Montréal des camionneurs se 
sont plaints d’avoir à payer un impôt dans 
l’État de New York bien qu’ils soient à l’em
ploi d’une société canadienne, et qu’ils aient à 
payer les impôts sur le revenu. Je voulais 
savoir ce qu’il en serait pour vos camiorv- 
neurs si on utilisait un tel corridor dans le 
Maine.

M. Palmer: La seule taxe que vous avez à 
payer aux États-Unis est la même qu’au
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Canada, which we in the trucking industry Canada. Nous sommes d’avis qu’on devrait 
believe in. We believe that we should pay a payer toute taxe sur la vente de l’essence 
fuel tax for the miles used in any province or pour les milles parcourus dans toute province 
any state. That is our toll and we think we ou état. C’est notre péage et nous sommes
should pay it, so whether we pay it to Maine, 
New Hampshire or Vermont or New Bruns
wick, Quebec and Ontario makes no differ
ence to us.

Mr. Hock: Mr. Chairman, I do not think 
Mr. Palmer understands my question. You 
are talking about licensing and I did not 
mention licensing. I am talking about the 
chauffeur who may be obliged to pay income 
tax in another state because he is travelling 
through that state. Possibly 60 per cent or 90 
per cent of his distance is through America 
rather than Canada and he has to pay that 
portion of his income tax to another country.

Mr. MacLaren: Mr. Rock, may I answer 
that? There are certain hazards involved— 
and this has just come to light recently. 
Many of the trucks coming from Western 
Canada to Ontario and Quebec use what they 
call the bridge states, the Dakotas, Michigan, 
Wisconsin. Usually there is a charge, a transit 
fee going through a bridge state.

Mr. Palmer: You either have to buy 
enough fuel for the mileage you travel there 
or you pay the tax anyway.

Mr. MacLaren: Yes, but recently the State 
of Wisconsin—in fact this is on now; we are 
finding it right now—has tried to hit one of 
the biggest carriers in Western Canada with 
corporate income tax and personal income 
tax on the driver, even though they are 
doing no business at all in the state. They are 
simply using it to drive through. In fact, two 
states are attempting to do this now. This is a 
problem that we are faced with. We hope we 
can resolve it.

Mr. Hock: You are not aware that possibly 
the State of New York also charges income 
tax to every chauffeur of Canadian firms who 
travels through New York State.

Mr. MacLaren: Well, it would depend; if 
they are doing business in New York City, if 
their terminal is in New York City, then, of 
course, they would be paying that kind of 
tax.

Mr. Rock: That is all, Mr. Chairman.
The Chairman: Mr. Allmand?

d’avis que nous devons payer cet impôt, 
qu’on le paie au Maine, au New Hampshire, 
au Vermont, au Nouveau-Brunswick, au 
Québec ou à l’Ontario, peu nous importe.

M. Rock: Monsieur le président, je ne crois 
pas que M. Palmer ait compris ma question. 
Vous parlez des permis, ce n’est pas ce dont 
j’ai parlé. Je parle du conducteur de camion 
lui-même qui sera peut-être tenu de payer un 
impôt sur le revenu dans un autre état parce 
qu’il traverse cet état. Peut-être que 60 ou 90 
p. 100 de sa distance à parcourir sera aux 
États-Unis plutôt qu’au Canada et il devra 
donc payer cette partie de son impôt à un 
autre pays.

M. MacLaren: M. Rock puis-je répondre à 
votre question? Il y a certaines inconnues qui 
se présentent. Cela n’est apparu que récem
ment. Bon nombre de camions qui viennent 
de l’ouest du Canada vers l’Ontario ou le 
Québec utilisent ce qu’on appelle les états de 
Liaison, les Dakota, le Michigan et le Wiscon
sin. Habituellement il y a une redevance 
pour la traversée de ces états.

M. Palmer: Vous devez acheter suffisam
ment d’essence pour les distances parcourues 
dans cet état ou bien vous payez la taxe de 
toute façon?

M. MacLaren: Oui, mais récemment l’état 
du Wisconsin a essayé de s’en prendre à un 
des plus grands transporteurs de l’ouest du 
Canada en lui imposant un impôt corporatif 
et un impôt personnel aux chauffeurs bien 
qu’ils ne font aucun commerce dans l’état. Ils 
traversent simplement l’état. Il y a deux états 
qui essaient de le faire maintenant et c’est un 
véritable problème qui se pose pour nous. 
Nous espérons pouvoir le résoudre.

M. Rock: Vous n’êtes pas au courant du fait 
que l’État de New York de même prélève un 
impôt personnel auprès de tout camionneur 
de maison canadienne qui doit passer par l’É
tat de New York.

M. MacLaren: Tout dépend s’ils font des 
affaires à New York, si leur terminus est à 
New York, alors ils paient certains impôts.

M. Rock: J’ai terminé monsieur le président. 
Le président: Monsieur Allmand?
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Mr. Allmand: Mr. Palmer, in answer to 

certain questions you stated that you thought 
you were paying a fair share towards the 
construction and upkeep of roads through 
licences and taxes. I want to ask you several 
questions on this matter. What is the differ
ence between the diesel oil tax and the gaso
line tax?

Mr. Palmer: In every province it is 
different.

Mr. Allmand: Do most of your trucks oper
ate on diesel fuel?

Mr. Palmer: Almost all line haul tractors 
that haul the freight from one city to another 
use diesel fuel. The pickup trucks within the 
cities are mostly gas.

Mr. Allmand: Do you know the difference 
between the tax on diesel fuel and gasoline?

Mr. Palmer: In New Brunswick the diesel 
fuel tax is 23 cents a gallon and gasoline is 
19 cents. In Nova Scotia it is 19 cents on gas 
and 27 cents on diesel.

Mr. Allmand: So it is more on diesel fuel 
clear through, is it, gentlemen?

Mr. Palmer: It is twenty-five cents on each 
in Newfoundland.

Mr. Allmand: So in every province that 
you know of the diesel fuel tax is higher 
than the gasoline tax.

Mr. Palmer: As high or higher.

Mr. Allmand: Do you know what percent
age of highway costs—and here I include 
construction and maintenance of highways— 
are covered by revenue from trucking com
panies? You may not know. Do you know 
whether statistics are kept by the provinces?

Mr. Palmer: I think Mr. MacLaren can 
answer that.

Mr. MacLaren: There has only been one 
significant study in Canada that we know of. 
There have been studies in the United States, 
but the Committee on Taxation in Ontario, 
brought down its report—the Smith Report— 
a year ago. It is a most complicated matter; I 
do not pretend to understand it. Chapter 30 
of that report goes into this in detail. They 
did lengthy studies. They made the calcula
tions in two or three different ways and the 
conclusion was that buses and heavy high- 

29690—3)

[Interprétation]
M. Allmand: Monsieur Palmer, en réponse 

à certaines questions vous avez dit que vous 
pensiez payer votre dû pour l’aménagement 
et le maintien des routes par les permis et les 
impôts. Je voudrais vous poser plusieurs 
questions là-dessus. Quelle différence y a-t-il 
entre l’impôt pour l’essence et le carburant 
pour diesel?

M. Palmer: Chaque province a un système 
différent.

M. Allmand: Est-ce que la plupart de vos 
camions utilisent le carburant pour diesel?

M. Palmer: La plupart des tracteurs qui 
font le transport d’une ville à l’autre utilisent 
le carburant pour diesel. Les camions qui 
font le ramassage dans les villes utilisent de 
l’essence.

M. Allmand: Quelle différence y a-t-il 
entre les impôts à payer sur ces deux 
carburants?

M. Palmer: Au Nouveau-Brunswick l’impôt 
sur le carburant pour diesel est de 23 cents le 
gallon, pour l’essence 19 cents. En Nouvelle-É
cosse 19 cents pour l’essence et 27 cents pour 
le carburant pour diesel.

M. Allmand: C’est donc plus pour le diesel.

M. Palmer: A Terre-Neuve c’est 25 cents 
pour les deux.

M. Allmand: Donc en règle générale l’im
pôt pour le diesel est plus élevé.

M. Palmer: Plus élevé ou aussi élevé, oui.

M. Allmand: Savez-vous quel pourcentage 
du coût des chemins, soit pour la construction 
soit pour l’entretien, est couvert par les reve
nus provenant des sociétés de camionnage? 
Vous ne le savez peut-être pas. Savez-vous si 
les provinces ont des statistiques à ce sujet?

M. Palmer: Je pense que M. MacLaren 
peut répondre à cela.

M. MacLaren: Nous ne connaissons au 
Canada qu’une étude faisant autorité. Il y en 
a eu aux États-Unis, mais le Comité ontarien 
sur la taxation a produit son rapport, le rap
port Smith, qui a été présenté il y a un an. 
C’est une question complexe que je ne pré
tends pas comprendre. Au chapitre 30 de ce 
rapport on a des explications détaillées. 
Après une longue étude, on a fait les calculs 
de deux ou trois façons différentes et les
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way trucks are more than paying their fair conclusions auxquelles on en est arrivé 
share of highway costs. furent que les autobus et les camions paient

plus que leur juste part du coût d’entretien et 
de construction des routes.

Mr. Allmand: I think this is very impor
tant, to answer the questions that were 
raised, I think, by Mr. Rose and others, and 
questions that are in my own mind whether 
or not the trucking companies are paying a 
fair share. I think perhaps we will study this 
report put out by the government of Ontario. 
Now, in the Maritimes you do not have any 
toll roads but we do in Quebec and in many 
of the United States there are toll roads.

Would it help your business in the Mari
times and in parts of Quebec where you do 
business if the governments were to build 
toll roads? Often they feel that they cannot 
build a road now due to other priorities but 
they can build a toll road because they know 
they will get back revenue to support the 
construction and maintenance of that road 
very quickly and they build the road much 
quicker through that means. If the provinces 
here in the Maritimes need the roads but feel 
they cannot do it out of ordinary revenues, 
do you support the toll road principle of 
getting the roads built right away, quickly?

Mr. McGrath: Mr. Chairman, on a point of 
order that question is irrelevant because it 
applies to provincial jurisdiction.

Mr. Allmand: Oh, it is very relevant.

Mr. McGrath: No, not at all.

The Chairman: Mr. Allmand.

Mr. Allmand: We have joint highway pro
grams such as the Trans-Canada Highway. 
We may go into toll roads; I do not know.

Mr. Palmer: I would answer that only per
sonally because it has never been discussed 
in our association.

I think no one ever wants to pay for any
thing as long as he does not have to. I think 
the toll road has a lot of merit. Certainly 
when you go in the United States you are on 
one toll road after another and they certainly 
get a lot of traffic. If, for example, there were 
a toll road running parallel to Trans-Canada 
I would not be in favour of it, but if the only 
way we were going to get a road from Monc
ton to Cambellton was to construct a toll 
road, then I think probably the industry 
could well afford to pay the toll versus the

M. Allmand: Je pense qu’il est très impor
tant de répondre aux questions posées par M. 
Rose et autres et aux questions que je me 
suis posées pour savoir si les sociétés de 
camionnage payaient leur juste part. Peut- 
être pourrions-nous consulter ce rapport de 
l’Ontario. Dans les Maritimes vous n’avez pas 
de routes à péage, mais nous en avons dans 
le Québec et dans bon nombre d’états 
américains.

Est-ce que cela aiderait votre entreprise 
dans les Maritimes et dans certaines régions 
du Québec où vous allez si le gouvernement 
aménageait des routes à péage? Souvent, ils 
sont d’avis qu’ils ne peuvent construire une 
route maintenant vu les autres priorités, mais 
s’ils peuvent, disons, construire une route à 
péage parce qu’ils peuvent obtenir un revenu 
pour son entretien, ils peuvent construire des 
routes plus rapidement. Si les provinces 
Maritimes ont besoin de routes mais n’ont 
pas la possibilité de le faire avec les revenus 
habituels, est-ce que vous appuieriez que le 
principe du péage pourrait vous aider à faire 
construire une route rapidement.

M. McGrath: Monsieur le président, un 
rappel au règlement parce que cela relève de 
la compétence provinciale.

M. Allmand: Cela nous concerne parfaite
ment.

M. McGrath: Non, pas du tout.

Le président: Monsieur Allmand.

M. Allmand: Nous avons des programmes 
conjoints de construction de routes, comme la 
Route transcanadienne, nous en viendrons 
peut-être aux routes à péage, je n’en sais 
rien.

M. Palmer: Je ne vous donnerai qu’une 
réponse personnelle parce que nous n’en 
avons jamais parlé au sein de l’association.

Je pense que personne ne veut payer pour 
quoi que ce soit aussi longtemps qu’il ne doit 
pas le faire. Je pense que la route à péage a 
beaucoup de mérite. Lorsque vous allez aux 
États-Unis vous avez une route de péage 
après l’autre et il y a beaucoup de circula
tion. Si, disons, par exemple, il y avait une 
route à péage parallèle à la Route transcana
dienne, je ne serais pas en faveur de celle-là. 
Mais si la seule façon de pouvoir avoir une 
roue de Moncton à Campbellton était une 
route à péage, alors j’imagine que l’industrie
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time it is taking to get there now. However, I 
think it is a bigger decision than I would like 
to make on the spur of the moment.

Mr. Allmand: All right. Now, you said that 
you find it hard to compete because of the 
subsidies paid to the railways and you say 
that the reason you find it hard to compete is 
mainly because of the rates you must charge 
in comparison with those that railways must 
charge. Yesterday we had McCain Foods Lim
ited here and they say they use trucking as 
a principal means of transport and the rea
son they do it is because you can give them 
services that they cannot get from the rail
ways, and the price of the service is not so 
much greater as to deter them from using the 
trucks.

I am questioning your principal argument 
that you are not competitive with the rail
ways principally because of the cost. McCain, 
for example, said that they find it quicker to 
go out of the Maritimes by truck. They also 
find that they can service their customers 
better because of multiple drops, because of 
siding problems, and so on, so I think you 
have many competitive advantages that the 
railways do not have in the Maritimes and 
that you are competing, in fact.

Mr. Palmer: We are competing and what 
you say is true with a lot of companies, but 
also when it comes to negotiating a rate and 
the railway has a rate of 80 cents a hundred 
or 70 cents a hundred or 90 cents a hundred 
the choice comes down very quickly to, do 
you want it for this rate or do you not? This 
is with the food companies, the paper compa
nies, the fish companies—any of the big com
panies; our rate is determined in the end by 
what they can get it hauled for by rail and 
we have met this many, many times.

We will negotiate a rate, buy equipment, 
get set up and then the rail comes in because 
they have lost the business and they cut the 
rate by 10 cents a hundred. We have one of 
two choices; we stop hauling it, or we cut our 
rate by 10 cents a hundred. We have a prime 
example of this happening right now with 
one of our big back hauls. Two companies, a 
competitor and. we, have been hauling it and 
we are getting 63 cents a hundred to haul 
from Bathurst to Montreal. The railway has

[Interprétation]
pourrait très bien se permettre de payer le 
péage si on tient compte du temps qu’il nous 
faut pour nous y rendre maintenant. Je 
pense que c’est une décision trop importante 
à prendre pour l’adopter sans hésitations.

M. Allmand: Vous trouvez qu’il vous est 
difficile de concurrencer les chemins de fer à 
cause de la subvention qu’ils reçoivent et 
vous dites que la raison pour laquelle vous 
trouvez que cette concurrence est difficile 
c’est essentiellement parce que vous vous trou
vez dans l’obligation d’exiger des tarifs com
parativement plus élevés que ceux des chemins 
de fer. Hier nous avons eu les représentants 
de McCain Foods Limited et ils nous ont dit 
qu’ils utilisaient des camions comme moyen 
principal de transport parce que le service 
était meilleur que celui des chemins de fer et 
que la différence de prix était trop faible 
pour les dissuader d’utiliser des camions.

Donc, je mets en doute votre argument 
voulant que vous ne pouvez concurrencer les 
chemins de fer, et cela essentiellement à 
cause de tarifs. McCain, entre autres, ont 
déclaré qu’ils trouvaient qu’il était plus 
rapide de parcourir les Maritimes en camion. 
Ils ont également constaté qu’ils pouvaient 
mieux servir leurs clients parce qu’ils pou
vaient faire des livraisons échelonnées et 
qu’ils avaient d’autres avantages. Donc, je 
pense que vous avez vraiment bon nombre 
d’avantages que n’ont pas les chemins de fer 
dans les Maritimes que vous essayez de con
currencer.

M. Palmer: Oui, nous faisons la concur
rence et cela vaut pour bon nombre de socié
tés, mais tout de même, lorsque nous en 
arrivons à la négociation d’un tarif et que les 
chemins de fer ont 70 ou 80 ou 90 cents le 
cent, alors le choix en vient rapidement à: 
est-ce que vous acceptez ce tarif ou pas? Que 
ce soit avec les sociétés de produits alimen
taires, de papier, de poisson, enfin, n’importe 
quelle grande société, notre tarif est déterminé 
à la fin par le prix qu’ils obtiennent des 
chemins de fer, et c’est la situation que nous 
avons rencontrée très souvent.

Nous négocions un tarif, achetons l’équipe
ment, constituons notre service, ensuite les 
chemins de fer arrivent, ils ont perdu des 
clients, ils baissent leurs prix et nous perdons 
le client ou nous baissons nos prix. Nous 
avons deux solutions: perdre le client ou 
baisser nos prix. Nous avons un excellent 
exemple de cette situation qui se produit 
maintenant avec un des grands parcours. 
Deux sociétés, celle d’un concurrent et 
la mienne faisions ce transport et nous obte-
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come in and said, give us 90 per cent of your 
business and we will give you a rate of 44 
cents a hundred.

Mr. Allmand: Despite this you are still in 
great demand. As a matter of fact, in their 
brief Mr. McCain says they find there is a 
shortage of good trucking companies with 
proper refrigeration service. It is right in 
their brief. 1 do not know whether or not you 
read their brief.

Mr. Palmer: Yes I did and this is correct. I 
know that we load all the trucks we can get 
there and they are looking for more all the 
time.

Mr. Allmand: I see. All I say is that there 
is some doubt about the competitiveness or 
not. How many national trucking firms are in 
the Maritimes as opposed to local firms? I am 
speaking of companies like Smith. I do not 
know what other large national ones you 
have here.

Mr. Palmer: Smith is the largest. We have 
Rimouski Transport out of Rimouski. We 
have Daigneault out of Riviere-du-Loup; we 
have Speedway Express Ltd. from Montreal, 
etc.

Mr. Allmand: The follow-up question 
would be: if the same subsidies were given to 
the trucking industry as to the railways, 
would you expect more competition to come 
in from the trucking firms in Montreal, 
Toronto and Quebec City?

Mr. Palmer: I would expect the moment 
that trucking was put equal with other 
modes in the provinces you would see the 
intercities, the Kingsways, and all the firms 
immediately taking a look at the Atlantic 
provinces.

Mr. Allmand: And do you not feel that 
they may be able to put a lot of you boys out 
of business down here?

Mr. Palmer: No. Anyone who goes out of 
business by good, fair competition should go 
out of business—by fair competition.

Mr. Allmand: Thank you.
The Chairman: Mr. Thomas.
Mr. Thomas (Moncton): Mr. Chairman, first 

I would like to thank Mr. Palmer for his 
very timely remarks on the difficulties

[Interpretation]
nions 63 cents le 100 pour faire le transport 
de Bathurst à Montréal. Les chemins de fer 
sont arrivés et ont dit, donnez-nous 90 p. 100 
de vos affaires et on vous consentira 44 cents 
le 100.

M. Allmand: Malgré tout on a toujours 
recours à vos services. McCain dans son 
mémoire dit qu’il y a insusffiance d’excellen
tes maisons de camionnage avec des camions 
réfrigérés appropriés et adéquats. C’est dans 
leur mémoire. Je ne sais pas si vous avez lu 
ce mémoire.

M. Palmer: Oui, je sais, c’est juste. Nous 
savons que les camions qu’on peut y achemi
ner sont remplis et on peut toujours en four
nir plus.

M. Allmand: Très bien, je vois. Tout ce que 
je peux dire, c’est qu’il y a certains doutes au 
sujet de la concurrence. Combien de sociétés 
nationales de camionnage se trouvent dans 
les Maritimes par opposition aux sociétés 
locales? Je parle des compagnies comme 
Smith etc... Je ne connais pas les autres 
grandes sociétés nationales que vous avez ici.

M. Palmer: Smith Transport est la plus 
considérable. Nous avons aussi Rimouski 
Transport qui vient de Rimouski. Nous avons 
aussi Daigneault de Rivière-du-Loup; Speed
way, de Montréal, etc. ..

M. Allmand: Et maintenant, une autre 
question qui fait suite à celle-ci. Si la même 
subvention était donnée au camionnage qu’à 
l’industrie des chemins de fer, est-ce que 
vous vous attendriez à plus de concurrence 
de la part des sociétés de Montréal, Toronto 
et Québec? Les grandes compagnies?

M. Palmer: Du moment que le transport 
par camion est sur un pied d’égalité avec les 
chemins de fer, toutes les grandes sociétés 
comme Kingsway et les autres regarderaient 
vers les provinces de l’Atlantique immédiate
ment.

M. Allmand: Ne croyez-vous pas que ces 
compagnies pourraient peut-être éliminer 
plusieurs de vos sociétés ici?

M. Palmer: Non. Ceux qui se retirent des 
affaires à la suite d’une bonne et juste con
currence devraient se retirer des affaires, à 
condition que ce soit une concurrence juste.

M. Allmand: Merci.
Le président: Monsieur Thomas.
M. Thomas (Moncton): Monsieur le prési

dent, tout d’abord je voudrais remercier M. 
Palmer de ses observations très justes au
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incurred in the expense involved in shipping 
to and from Prince Edward Island. I think if 
any of the members of this Committee had 
any doubts as to the validity of or the ne
cessity for a permanent Island-Northumber- 
land Strait crossing, you must have given 
them some food for thought to take back 
with them. Thank you very much.

In connection with Part III of the National 
Transportation Act which still has not been 
implemented, Mr. Pickersgill told us in a 
Committee session that negotiations were 
under way, I presume with the provinces and 
with the trucking industry, but he could not 
give us any idea of when this might be 
implemented. Do you, in your capacity with 
the Canadian Trucking Association, have any 
indication as to when this Part III may come 
into effect?

Mr. MacLaren: I do not think it would be 
appropriate for me to predict what the Com
mission may recommend or the government 
may do. All I would say is that we have been 
twisting arms and everything as hard as we 
can all over the place to try and get some 
action. In actual fact I do not think it is any 
secret that the Canadian Transport Commis
sion is now enagaged in discussions with all 
the interested road transport groups, Canadi
an Industrial Traffic League, our association, 
the CWA and the warehousing association to 
find out exactly where they stand on this 
matter. We hope that a recommendation will 
be going forward to the government fairly 
soon. We are pressing for this and we hope it 
will happen.

Mr. Thomas (Moncton): Thank you. Mr. 
Palmer, we heard yesterday of several 
instances of, to me, ridiculous figures of diff
erences in rates between places of similar 
distances or instances where the railway rate 
for 500 miles is lower than a rate for 200 
miles; this did not seem to make sense. There 
was also an inference that rates across the 
country vary. Does this apply to the trucking 
industry? In other words, talking about per 
ton mile does it cost the same to ship 200 
miles in Ontario as it does to ship 200 miles 
in the Maritimes? Are we paying higher 
rates in the Maritimes per ton mile than in 
other parts of the country, in your industry?

Mr. Palmer: I think I can answer this best 
this way; we have tried very hard to figure 
out how the railway sets rates. No-one has 
ever been able to give me an answer of how 
this is done. In the trucking industry our 
rates are set mainly on three things: distance 
is certainly a factor; The type of freight you 
are hauling is certainly a factor; and then 
the volume of freight that any one customer

[Interprétation]
sujet des difficultés et des frais encourus pour 
l’expédition vers et de T île du Prince- 
Édouard. Si les membres du Comité avaient 
des doutes sur la validité ou la nécessité d'un 
lien pour le Détroit de Northumberland, il a 
certainement donné lieu à réfléchir, et je l’en 
remercie.

J’aimerais bien demander à M. MacLaren 
en rapport avec la partie III de la Loi natio
nale sur les transports qui n’a pas encore été 
mise en vigueur, M. Pickersgill nous a dit, 
lors d’une séance de Comité, que les négocia
tions étaient en cours, je présume, avec les 
provinces et avec l’industrie du camionnage. 
Mais il ne savait pas du tout quand cette par
tie serait mise en vigueur. Selon votre titre 
dans l’association, avez-vous une idée quand 
cela sera mis en vigueur?

M. MacLaren: Cela ne serait pas approprié 
pour moi de vous dire ce que la Commission 
peut recommender ou peut faire. Tout ce que 
je peux dire, c’est que nous avons essayé de 
faire jouer des influences partout pour 
essayer d’obtenir des résultats. En fait, ce 
n’est pas un secret que la Commission des 
Transports canadienne à l’heure actuelle a 
des pourparlers avec toutes les parties intéres
sées: la Canadian Industrial Traffic League, 
notre association, la CWA, et l’association des 
propriétaires d'entrepôts pour connaître leurs 
opinions à ce sujet. Nous espérons qu’une 
recommandation sera formulée auprès du 
gouvernement très rapidement. Nous exhor
tons que cela se fasse le plus tôt possible et 
nous espérons que cela arrivera.

M. Thomas (Moncton): Merci. Maintenant, 
monsieur Palmer, hier, on nous a donné plu
sieurs exemples de chiffres ridicules et de 
différences de taux sur les mêmes parcours 
ou des exemples, où le tarif du chemin de 
fer pour 500 milles était moins élevé que 
pour 200 milles, ce qui ne semble avoir aucun 
sens. On nous a dit aussi que les taux va
riaient d’un bout à l’autre du pays. Est-ce 
que cela s’applique au camionnage aussi? Est- 
ce que, dans l’Ontario, le prix par tonne- 
mille est plus élevé pour expédier des mar
chandises sur un trajet de 200 milles qu’aux 
Maritimes?

M. Palmer: Je crois que la meilleure 
réponse à cette question serait la suivante: 
quant aux taux des chemins de fer, nous 
avons essayé très fort de savoir de quelle 
façon les chemins de fer établissent leurs 
tarifs. Personne n’a jamais pu me donner une 
réponse à ce sujet. Dans l’industrie du 
camionnage, nos taux sont fixés selon trois 
éléments: la distance est certainement un des
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has to offer you over a period of years is 
certainly a factor. Putting those three factors 
together we have come up with a rate with 
which we hope can meet all our costs and 
make a little profit.

What we find in competing with the rail
way is that with some commodities in some 
areas we have no problem whatsoever. It 
seems that for the same product in a similar 
area somewhere else their rate is half. I do 
not think the trucking industry’s rates vary 
this much. I think mileage is always a factor.

Mr. Thomas (Moncton): But is it fair to say 
from that that it could very well be that in 
the Maritimes in certain cases we are paying 
higher rates than Ontario because in the 
more highly competitive situation the rail
ways might have reduced their rates.

Mr. Palmer: The competitive part is one 
thing, but I think another thing that makes 
rates higher here in some areas is because of 
the small amount of traffic that goes through 
the area; you could never get there with a 
truck-load of freight. Basically your per mile 
haul makes no difference whether you carry 
20,000 pounds of freight or 40,000 pounds.

Mr. Thomas (Moncton): This is the core of 
our whole problem down here and this is 
what we are trying to get at.

I was also interested to hear yesterday— 
and this has come up before—one or two 
shippers make the statement that they could 
not use truck transportation because it was 
not satisfactory. In one case we had a ship
per stating flatly that in Sackville he had 
ordered trucks to pick up two or three times. 
The trucks had passed by his door so he is 
now shipping everything by rail. This was 
interesting.

Also we have a case of a brief that was 
presented last year, and I suppose it will be 
presented here today, where a company 
declares that they are a captive shipper. This 
is the Chestnut Canoe Company Limited 
brief from Fredericton, N.B. and they say, in 
effect, that the railways have enjoyed them 
as a captive market because of inadequate 
truck transportation and point to the unwill
ingness of truck transports to carry out com
modity and the outright refusal by two 
trucking firms to pick up canoes. This is 
basically what the man in Sackville said,

[Interpretation]
éléments; le genre de cargaisons que vous 
transportez aussi, ainsi que le volume d’un 
seul client au cours d’une armée, qui est le 
troisième facteur. Si vous mettez les trois 
facteurs ensemble, nous en arrivons aux taux 
qui, nous l’espérions, nous permettront de 
faire un très petit profit.

Mais quand nous en arrivons à la concur
rence avec les chemins de fer, ce que nous 
trouvons, c’est que pour certaines denrées 
dans certaines régions, il n’y a aucun pro
blème du tout quant à la concurrence. Mais 
pour les mêmes produits dans d’autres 
régions, on découvre que le tarif est coupé de 
50 p. 100. Et je ne crois pas qu’il y ait 
tellement de différences dans le camionnage 
mais je crois que le millage y est pour quel
que chose.

M. Thomas (Moncton): Alors, pour être 
juste, est-ce que l’on peut dire que dans les 
Maritimes nous payons des taux plus élevés 
dans certains cas, alors que dans l’Ontario, en 
raison de la situation plus concurrentielle, les 
chemins de fer ont dû réduire leurs taux?

M. Palmer: Oui, dans une certaine mesure. 
Mais la raison pour laquelle les taux sont 
élevés ici dans certaines régions, c’est en rai
son du peu de volume qui se rend dans cette 
région et cela est absolument impossible de 
s’y rendre avec un camion de marchandises. 
En d’autres termes, peu importe si vous avez 
à transporter 20,000 livres ou 40,000 livres 
avec un seul camion.

M. Thomas (Moncton): Voilà la raison clé 
pour laquelle nous voulons obtenir le corri
dor. Hier, j’étais intéressé à cette question et 
un ou deux expéditeurs ont déjà déclaré 
qu’ils ne pouvaient pas employer les camions 
parce que le service n’était pas satisfaisant. 
Dans un cas, un des expéditeurs nous a dit 
carrément qu’il avait commandé des camions 
deux ou trois fois à Sackville pour venir 
chercher ses colis et que les camions n’étaient 
même pas venus. Il faisait depuis ses expédi
tions par chemin de fer.

Il y a un mémoire qui a été présenté l’an 
dernier et je suppose qu’il a été présenté 
cette année aussi, où l’expéditeur déclare être 
un expéditeur captif. Il s’agissait de la com
pagnie Chestnut Canoe Company Ltd. de 
Fredericton et en fait, ce qu’il ont dit, c’est 
que les chemins de fer nous les avaient 
comme clients captifs parce que les camions 
ne veulent pas transporter leurs produits. Il 
s’aggissait de canoës. C’est ce qu’il nous ont 
dit, que les camionneurs préfèrent la densité 
au volume. Et alors, ils prétendaient dans 
leur mémoire qu’il y avait deux sociétés de
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that the trucks would not take the bulky 
freight; they would rather haul the high 
density freight. The brief goes on to say that 
the two truck companies have actually 
refused to haul their products. Have you any 
comments on these statements?

Mr. Palmer: I am very familiar with both 
of these cases. The trucking companies have 
not refused to haul the product. We have 
rates published for every product in the 
Atlantic provinces, but we cannot operate at 
a loss for any one company, because we have 
no-one to pick up the tab at the end of the 
year if we do not make a profit. Companies 
such as Chestnut Canoe Company Limited or 
Enamel and Heating Products Ltd., are both 
talking of bulky expensive products. At a 
rate for which canoes have been hauled from 
Fredericton to Montreal and Toronto, with 
the biggest vans we have, based on the same 
rate, we would get something like $60 or $70 
to go from here to Toronto, which we cannot 
do. Perhaps the rails can, but we cannot.

Mr. Thomas (Moncton): Just one more 
short question. You indicated earlier an 
instance of the railways reducing their 
freight rates on hauling potatoes to the point 
where it was no longer possible for the 
trucking industry to carry them?

Mr. Palmer: Yes.

Mr. Thomas (Moncton): This also ties in 
with some evidence we heard yesterday that 
the railways have been following this policy 
of deliberately cutting their rates to put com
petition out of business. Is this still going on? 
Does this go back some years or would you 
say that this policy is still being followed by 
the railways?

Mr. Palmer: The part that bothers me 
very much is that the government of Canada, 
the people of Canada, who have been paying 
$14 million a year in subsidy, are saying that 
should be passed to the shipper so that the 
people in the Maritimes can get their prod
ucts on the central Canadian market and be 
competitive. I say the railroad has taken 
advantage of this, because if they were using 
it rightfully, then they should have given the 
best rate to the customer who was going 
farthest. It is only truck or water competition 
that reduced that rate and it has happened 
many, many, many times with our own com
pany. Anybody here will tell you that once

[Interprétation]
camionnage qui avaient refusé de transporter 
ces produits. Avez-vous des commentaires à 
formuler à ce sujet?

M. Palmer: Je connais les deux cas. Les 
compagnies n’ont pas refusé de transporter 
les produits. Nous avons un tarif publié pour 
chaque province dans les provinces de l’At
lantique. Mais nous ne pouvons subir des 
pertes ou exploiter à perte pour une seule 
compagnie, car à la fin de l’année, si nous ne 
faisons de profits, il n’y a personne qui va 
combler notre déficit. Qu’il s’aggisse de la 
Chestnut Canoe ou de la Enamel and Heating 
Products Ltd., leurs produits sont très volu
mineux et coûteux. Au taux auquel on trans
porte les canots de Fredericton à Montréal ou 
Toronto avec les remorques que nous avons à 
l’heure actuelle, nous recevrions de $60.00 ou 
$70.00 pour nous rendre d’ici Toronto, et c’est 
absolument impossible pour nous de le faire à 
ce prix-là. Les chemins de fer peuvent peut- 
être le faire mais nous, non.

M. Thomas (Moncton): Merci. Une autre 
brève question maintenant. Un peu plus tôt, 
vous nous avez donné un exemple où les 
chemins de fer avaient réduit leur tarif-mar
chandises pour le transport des pommes de 
terre jusqu’au point où ce n’était plus renta
ble pour l’industrie du camionnage de faire 
ce transport.

M. Palmer: Oui.

M. Thomas (Moncton): Cela concorde avec 
les preuves que nous avons eues hier à l’effet 
que les chemins de fer suivaient cette politi
que de couper délibérément les taux afin 
d’éliminer la concurrence. Est-ce que cela se 
produit toujours, ou est-ce que cela remonte 
à plus loin, à quelques années en arrière? 
Est-ce que vous diriez que cette politique est 
toujours suivie par les chemins de fer?

M. Palmer: Ce qui me préoccupe le plus, 
c’est que le gouvernement du Canada, le peu
ple du Canada, qui versent 14 millions de 
dollars par année en subventions, qu’on 
devrait verser ces allocations aux expédi- 
tuers, afin que la population des Maritimes 
puissent acheminer leurs produits vers le 
centre du Canada et soutenir une certaine 
concurrence. Je prétends que les chemins de 
fer en ont profité, effectivement en ont abusé 
car si ces subventions avaient été utilisées à 
bon escient elles auraient dû procurer le 
meilleur taux possible au client expédiant 
dans les centres les plus éloignés. Mais ce 
n’est que la concurrence du transport mari-
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trucks come in and get the product, immedi
ately there is a rate cut given by the 
railroad.

Therefore, I can only assume that they 
were making excess profits before, because 
the trucking industry will never reduce a 
rate to below what they need to pay their 
bills. You cannot do it and stay in business. 
You can run for a while at break-even, or 
you can run a small segment of your busi
ness at a loss, but you cannot run your whole 
business at a loss.

Mr. Thomas (Moncton): Thank you, Mr. 
Palmer. In other words, if we can come up 
with an over-all transportation policy that 
will apply to the trucking industry as well as 
the railways, you may very well get lower 
rates?

Mr. Palmer: I would say immediately.

Mr. Thomas (Moncton): Thank you.

The Chairman: Mr. Portelance.

Mr. Portelance: Thank you, Mr. Chairman. 
Regarding subsidy from government, if this 
was ever desired, would you not agree that it 
would be easier for the government to give 
these subsidies to the transport companies 
instead of the shipper? There would be less 
people involved.

Mr. Palmer: We feel there would be less 
people involved. Also we feel that it could be 
better controlled through a for-hire trucker. 
If it is given to the licensed people in the 
trucking industry, a very valuable asset of 
that company is their franchise permit given 
by the different provinces or the Dominion. 
Therefore if it is given to the trucking indus
try, and if abused, the penalty clause could 
be that the franchise be taken away. To give 
it to the shippers, we feel, might be very 
hard to administer. However, that is out of 
our field.

Mr. Portelance: You were saying that you 
had a lot of opposition when you had to 
contract for permits with the different prov
inces^ Did this opposition come from the 
trucking industry, the transport companies, 
or from the province itself, or their 
representative?

Mr. Palmer: I am sorry, I did not get the 
first part of the question.

[Interpretation]
time ou par camion qui a réduit ce taux. 
C’est une chose qui est arrivée plusieurs fois, 
dans notre compagnie. On vous le dira par
tout: du moment que nous faisons de la con
currence, il y a une réduction de tarif de la 
part du chemin de fer.

Je présume donc qui’ls faisaient des profits 
exhorbitants et excessifs avant notre arrivée 
car l’industrie du camionnage ne réduira 
jamais un taux à un montant qui soit infé
rieur à ce qui est nécessaire pour payer leurs 
comptes. C’est impossible de le faire et de 
rester en affaires. Vous pouvez exploiter à 
perte une petite partie de votre industrie 
mais vous ne pouvez pas faire fonctionner 
tout votre commerce à perte.

M. Thomas (Monclon): Merci M. Palmer. Si 
nous en arrivons à une politique d’ensemble 
qui s’applique au camionnage, vous serez 
donc heureux.

M. Palmer: Oui.

M. Thomas (Monclon): Merci.

Le président: M. Portelance.

M. Portelance: Merci, monsieur le prési
dent, en ce qui concerne les subventions; 
est-ce que vous ne seriez pas d’accord qu’il 
serait plus facile de donner cette subvention 
au camionneur plutôt qu’à l’expéditeur étant 
donné qu’ily a moins de gens en cause?

M. Palmer: Oui, et nous croyons aussi qu’il 
y aurait un contrôle plus efficace pour le 
camionnage de louage si on les donne à l’in
dustrie du camionnage. Le permis d’exploita
tion qu’il reçoit de la part des différentes 
provinces ou la franchise reçue du gouverne
ment fédéral sont très précieux. Si on les 
donne à la société de camionnage, voilà la 
punition qu’on pourrait imposer: lui enlever 
son permis si elle ne remet une partie de la 
subvention à l’expéditeur. Ce serait très com
pliqué au point de vue administratif si on le 
donnait directement à l’expéditeur mais ce 
n’est pas de notre ressort.

M. Portelance: Une autre question. Vous 
avez di que vous aviez eu une forte opposi
tion quand vous avez dû négocier les permis 
d’exploitation dans les différentes provinces. 
Est-ce que cette opposition vous venait de la 
part de l’industrie du camionnage, des trans
ports, ou de la province ou de ses 
représentants?

M. Palmer: Je m’excuse. Je n’ai pas com
pris le début de votre question.
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Mr. Portelance: Once you have a contract 

situation with another province—because 
there are four provinces here and you may 
have to go to Quebec also, and you have to 
get a licence—you seem to meet opposition. 
Does the opposition come from the province 
itself, or from the trucking industry in the 
province?

Mr. Palmer: No, from licensed carriers 
already serving the route.

Mr. Portelance: For example, if someone 
from outside wants a licence to come into 
New Brunswick, does your company or the 
one you represent also make opposition?

Mr. Palmer: All franchises are given on 
the need and necessity of the public. If we 
feel we could serve the industry, we would 
oppose. If we felt we could not, we would 
not.

Mr. Portelance: Thank you.

The Chairman: Mr. Nowlan.

Mr. Nowlan: Mr. Chairman, I am breaking 
my moratorium of silence, because I have 
one question to ask Mr. Palmer. I was going 
to ask a supplementary to someone else, but 
you changed too quickly. It has to do with 
the ferry services and the preferential treat
ment on some of the CN boats, or the CN 
trailers compared to for-hire trucks.

At long last we have a Digby-Saint John 
ferry announced and that is to take truck 
trailers which it could never take before. Is 
there a joint approach to this problem—not 
just the CN, Prince Edward Island and New
foundland—but a joint approach to ferries, 
in effect, and the rates that should be 
charged to truck trailers regardless of wheth
er it is owned by the CP or the CN along 
with the private industries? You mentioned 
the meeting with the Department of Trans
port. Is that just to do with the Canadian 
National, or should not the trucking industry 
produce some type of resolution with a uni
form approach to ferry service, whether 
you own the truck trailer or whether it is a 
private truck trailer? If there is no uniform 
approach, why cannot there be?

Mr. Palmer: We have been working very 
hard on that. I think we are making some 
headway, but not enough. We are saying that 
with the ferry problem, be it Newfoundland 
or Prince Edward Island, that what CNR has 
to pay should be brought up to be equal to 
ours. Perhaps that is what should be done,

[Interprétation]
M. Portelance: Lorsqu’il vous faut traiter 

un contrat ou négocier un contrat avec une 
autre province, il y a quatre provinces ici, 
mais peut-être devez-vous vous adresser à 
Québec aussi,—il semble que vous ayez une 
certaine opposition à ce moment-là. D’où 
vous vient cette opposition? De la province 
elle-même ou de l’industrie du camionnage 
au sein de la province?

M. Palmer: Non, de la part des transpor
teurs qui desservent déjà la route.

M. Portelance: Et alors, si quelqu’un 
demandait à entrer au Nouveau-Brunswick, 
votre compagnie ou celles que vous représen
tez s’opposeraient-elles aussi lorsque quel
qu’un de l’extérieur veut obtenir un permis?

M. Palmer: Toutes les franchises sont don
nées en vertu de la nécessité et du besoin que 
ressent le public. Si nous estimions que nous 
pouvions servir le public, oui, alors nous nous 
y opposerions. Autrement, non.

M. Portelance: Merci.

Le président: M. Nowlan.

M. Nowlan: Je romps le silence car j’ai une 
question complémentaire à poser à M. Palmer. 
J’avais une question complémentaire aussi à 
quelqu’un d’autre mais vous avez passé trop 
rapidement. Cela avait trait aux services de 
bacs et au service préférentiel sur certains 
navires du CN comparativement aux taux 
des camions de louage.

En fin de compte, nous avons eu l’annonce 
d’un transbordeur de Digby à Saint-Jean 
pour transporter les camions qu’ils avaient 
toujours refusé de transporter jusque-là. 
Est-ce qu’il s’agit d’une approche conjointe 
d’une solution non seulement pour Terre- 
Neuve et l’île du Prince-Édouard, mais pour 
les bacs en général, ainsi que les taux qui 
devraient être chargés, peu importe qui en 
est le propriétaire, le CN, le CP, ou l’industrie 
privée? Vous avez mentionné le ministère des 
Transports. Est-ce qu’il s’agirait tout simple
ment du CN ou est-ce que l’industrie du 
camionnage ne devrait pas avoir une résolu
tion comportant une attitude uniforme à l’é
gard des services de bacs, que vous soyez 
propriétaire d’un camion-remorque ou qu’il 
s’agisse d’un exploitant indépendant? Si il 
n’y a pas d’attitude uniforme, pourquoi pas?

M. Palmer: Nous avons fait beaucoup de 
travail dans ce sens mais les progrès ne sont 
pas tout à fait ceux que nous aurions espérés. 
En ce qui concerne Terre-Neuve ou l’fle du 
Prince-Édouard, nous dirions que le taux 
payé par le CN devrait être augmenté ou 
porté jusqu’au niveau du nôtre, car il y a un
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[Text]
because there is a big deficit in running these 
ferries, but if the government is going to pick 
up the deficit and not raise their rate, then 
our rate should be reduced to theirs. We 
should ask—and I can see no argument 
against it—to pay no different rate to cross 
on a ferry than does the CNR or CPR or 
anyone else.

Mr. Nowlan: We have never had the CPR 
problem, but we are going to have it, and I 
just wonder if you are not going to have the 
same discrimination unless there is some 
advance work done and foundation laid to 
try to get a uniform policy apply to CN and 
CP.

Mr. Palmer: The way I feel on this is that 
CP is putting this boat on from Saint John to 
Digby, and if they run that independently 
and the federal government is not involved 
and they pick up no deficits on it, then CPR 
could charge the trucking industry anything 
they want to to use that boat. Once the 
federal government becomes involved, then 
our costs should be the same.

Mr. Nowlan: I will not argue the point, but 
I must say, what about the terminal facilities 
at both ends? The Canadian taxpayer pays 
that. Surely, we are not going to have a 
private industry boat charging only the rates 
that it wants if the taxpayer is producing the 
terminals at both ends to the tune of several 
millions of dollars. I do not quite agree with 
your point, Mr. Palmer.

It is interesting, because if that is your 
personal view, then perhaps it is not the 
reason why the trucking association, to me, 
should be in this Committee. Perhaps it 
should make some type of recommendation, 
but certainly I think the trucking industry 
could help if there could be a uniform policy 
for ferry services. I do not care where the CP 
boat is going to run, they do not own the 
terminal facilities. They are being developed 
by the federal government.

Mr. Palmer: I probably did not make 
myself clear on this and I will try to be brief.
I know we have taken a lot of your time and 
we appreciate it. We feel that rates should be 
the same for all modes of transport, as should 
subsidies be the same. We are not trying to 
say whether the rate to Prince Edward 
Island should be $16 or $2; we do not feel we 
are qualified to make that statement. Howev
er, we feel as long as we are paying the 
same, then we can adjust our rates and 
should be able to be competitive. We would 
like to see this followed with all ferries, and

[Interpretation]
déficit considérable dans l’exploitation de ces 
bacs. Si le gouvernement doit payer les 
déficits pour ne pas augmenter le taux, alors 
notre taux devrait être réduit en consé
quence. Je ne vois aucune raison pour 
laquelle nous paierions un tarif différent 
pour les services de bac du CN ou du CP.

M. Nowlan: Nous n’avons jamais eu de 
problème avec le CP jusqu’ici. Mais nous 
allons l’avoir à moins que l’on travaille à 
l’avance afin d’essayer d’obtenir une politique 
uniforme qui s’appliquerait au CN et au CP.

M. Palmer: Ma réaction à l’égard du nou
veau bac du CP qui sera mis en service entre 
Digby et Saint-Jean est la suivante: si c’est 
une exploitation indépendante, si le gouver
nement n’est pas en cause et s’il ne paie pas 
les déficits, le CP pourra charger à l’industrie 
du camionnage tout ce qu’il voudra pour 
l’utilisation du bac. Mais du moment que le 
gouvernement fédéral est en cause, les coûts 
devraient être les mêmes pour tous.

M. Nowlan: Je n’argumenterais pas, mais 
qu’en est-il des frais d’exploitation des termi
nus? C’est le contribuable qui paie tout de 
même. Sûrement, nous n’allons pas avoir un 
bateau appartenant à l’industrie privée qui 
chargera des taux libres si c’est le contribua
ble qui paie les frais des terminus. Je ne suis 
pas tout à fait d’accord avec le point que 
vous soulevez, monsieur Palmer.

C’est très intéressant car si c’est votre opi
nion personnelle, ce n’est peut-être pas la 
raison pour laquelle l’industrie du camion
nage est présente ici même. Notre Comité 
devrait peut-être formuler une recommanda
tion mais je crois que l’industrie du camion
nage pourrait aider si elle avait une politique 
uniforme pour les services de bacs. Peu 
importe où vont être en action les navires du 
CP, ils ne sont pas propriétaires des installa
tions portuaires et des terminus qui sont, 
eux, la propriété du gouvernement fédéral.

M. Palmer: Je n’ai peut-être pas été aussi 
clair que j’aurais voulu l’être. Nous avons 
pris beaucoup de votre temps mais nous 
apprécions le temps que vous nous avez 
accordé. Nous croyons que les taux devraient 
être les mêmes pour tous les modes de trans
port, tout comme les subventions devraient 
être les mêmes. Nous n’essayons pas de dire 
que le taux pour l’île du Prince-Édouard 
devrait être de $16.00 ou de $2.00. Nous ne 
sommes pas compétents pour faire ce genre 
de déclaration. Mais nous croyons qu’aussi 
longtemps que nous payons la même chose,
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[Texte]
with all decisions made in transportation we 
would like to think that the trucking indus
try is now big enough to be a part of that 
policy.

Mr. MacLaren: I might add, Mr. Nowlan, 
that the Canadian Transport Commission has 
been of great assistance to MMTA in their 
problem with the CNR and conceivably there 
is some way, if the problem arose with the 
CP ferry, they would do the same.

Mr. Nowlan: Mr. Chairman, I wonder if I 
could ask one more question of Mr. MacLar
en. In the experience of British Columbia, 
where the CP were very involved with ferry 
service and now, of course, the government 
has taken it over, was there this same type of 
preferential treatment to the CP tractors 
against the independent tractor trailers?

Mr. MacLaren: Being relatively new to 
the business, I do not know how Mr. Bennett 
runs his fleet, or how the CP ran it before 
that. I am sorry but I cannot answer your 
question.

Mr. Nowlan: All I say, Mr. Chairman, is 
that where it involves federal money, I quite 
agree with Mr. Palmer; if the CP builds the 
boat and runs between its own terminals 
they can charge anything they want, the 
same as they can on a train, but where 
federal moneys are involved, and this is a 
common carrier that is looked for with some 
expectation in western Nova Scotia and New 
Brunswick, I cannot understand why a uni
form recommendation or resolution could not 
apply to the ferry service, because we only 
have three, basically, where this problem 
arises, in the east: P.E.I., Newfoundland and 
now the Digby-Saint John ferry, excluding 
Grand Manan and some of the smaller ones. 
Federal money is involved in the three cases. 
I do not see why there should be discrimina
tion against a private industry in favour of 
the public where public money is involved.

Mr. MacLaren: I think your point, Mr. 
Nowlan, is quite well taken, that they are a 
common carrier and perhaps something can 
be done on that.

The Chairman: Gentlemen, I want to 
thank you.

I will now call upon the next witnesses 
from the Chestnut Canoe Co. Ltd., of Freder
icton, N.B.

[Interprétation]
les taux devraient être ajustés de façon à être 
concurrentiels. Nous voudrions que cela se 
fasse avec tous les transbordeurs, et de toutes 
les décisions prises dans le domaine des 
transports, nous aimerions bien croire que 
l’industrie du camionnage est maintenant 
assez grande pour s’intégrer dans cette 
politique.

M. MacLaren: Je pourrais peut-être ajou
ter, monsieur Nowlan, que la Commission 
canadienne des transports a beaucoup aidé 
l’industrie et que, s’il y avait justement un 
problème à l’égard du bac du CP, il y aurait 
probablement une intervention de la part de 
la Commission.

M. Nowlan: Une dernière question à l'en
droit de M. MacLaren. En Colombie-Britan
nique où le CP exploitait un service de bac 
qui est maintenant exploité par le gouverne
ment, est-ce que le même genre de traitement 
préférentiel a été donné aux remorques du 
CP en comparaison aux indépendants là-bas?

M. MacLaren: Étant un nouveau venu ici 
dans l’industrie, je ne sais pas comment M. 
Bennett exploite sa flotte, ou comment le CP 
le faisait auparavant.

M. Nowlan: Là où les fonds fédéraux sont 
en cause, je suis d’accord avec M. Palmer. Si 
c’est le CP qui construit son navire et s’en 
sert entre ses propres terminus, il peut en 
faire ce qu’il veut. Mais là où les fonds du 
gouvernement fédéral sont en cause, il s’agit 
d’un bac public comme nous espérons qu’il 
va en être au Nouveau-Brunswick et en Nou
velle-Écosse, je ne vois pas pourquoi une 
recommandation uniforme ne s’appliquerait 
pas au service de bacs. Nous n’en avons que 
trois: celui de l’île du Prince-Édouard, celui 
de Terre-Neuve, et maintenant celui de 
Digby-Saint-Jean à l’exclusion des plus petits 
bacs pour Grand Manan etc... Mais là où 
les fonds du gouvernement fédéral sont en 
cause, dans les trois cas, je ne vois pas pour
quoi il y aurait une distinction injuste à 
l’égard de l’industrie privée.

M. MacLaren: Monsieur Nowlan, vous avez 
certainement raison dans le sens où ils sont 
des transporteurs publics. Et on pourrait 
peut-être faire quelque chose dans ce 
domaine.

Le président: Messieurs, je vous remercie 
de votre présentation.

Et maintenant, nous allons demander à la 
Chestnut Canoe Co. Ltd. de Fredericton de 
nous faire sa présentation. Vous trouverez le
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[Tert]
You will find the brief on page 729. I 

understand there will be no opening remarks, 
so, if members are ready for questions, we 
will proceed. As you know we are behind our 
time schedule, so I would ask members to be 
brief.

Mr. G. W. Birch (President, Chestnut 
Canoe Co. Ltd.. Fredericton, N.B.): Mr. Chair
man, due to the lateness of your meetings, I 
am prepared to waive the summary of my 
previous brief in order to expedite the later 
meetings, and I am here to answer any ques
tions on our previous brief, dated March 7, 
1968.

Mr. Pringle: I just have a short question. 
You mention in your brief that rail carriers 
should be nationalized and become non-profit 
organizations to work for the good of all 
Canadians.

In view of the fact that the railroad that is 
presently nationalized is running into pretty 
heavy deficits and the one that is not nation
alized is not considered to be running into 
deficits, do you feel that this statement is 
justified?

Mr. Birch: I feel that both railroads should 
be amalgamated to eliminate the duplication 
of services into different cities. If they were 
amalgamated they possibly could operate at a 
much lower rate than they are operating now 
and still break even.

Mr. Pringle: Thank you. I had only one 
question.

Mr. Rock: On reading your brief it seems 
to me that you are blaming the shipping for 
your loss of business. Do you not think it is 
more related to the new methods of building 
fibreglass boats? Has that not got a great 
deal more to do with the loss of business 
than shipping costs?

Mr. Birch: In my brief I refer to a loss of 
business in the western provinces. We were 
non-competitive in carload rates going in that 
direction, simply because at the time the rail
roads were providing their Ontario and Que
bec manufacturers—particularly those in On
tario—with larger cars at the same price as 
the standard 40-foot car. I am referring now 
to shipments out of Ontario to Edmonton and 
Calgary, and particularly to Edmonton, 
where we have distributors who eventually 
changed over to the Ontario manufacturer 
because his rail rates were much less.

[Interpretation]
mémoire à la page 729 de votre compte rendu 
en anglais. Le représentant m’a dit qu’il n’a
vait pas de mémoire à présenter. Pourriez- 
vous s’il vous plait poser vos questions? 
Comme vous le savez, nous sommes très en 
retard et alors je demanderais encore une 
fois d’être très bref.

M. G. W. Birch (président. Chestnut Canoe 
Co. Lid., Fredericton, N.-B.l: Merci, monsieur 
le président. En raison de l’heure tardive, je 
mettrais de côté la présentation de mon 
mémoire.

Je suis ici pour répondre aux questions au 
sujet du mémoire que nous avions présenté le 
2 mars 1968.

M. Pringle: J’ai une brève question. Vous 
dites dans votre mémoire que les transpor
teurs ferroviaires devraient être étatisés et 
devenir des organismes sans but lucratif tra
vaillant au bien-être de tous les Canadiens. 
Étant donné que la ligne de chemin de fer, 
nationalisée accuse un déficit assez lourd et 
que celle qui ne l’est pas ne semble pas être 
en déficit, pensez-vous que cette déclaration 
est justifiée?

M. Birch: J’estime que les deux chemins de 
fer devraient être fusionnés, afin d’éliminer 
le double emploi ou le chevauchement des 
services dans diverses villes. S’il y avait 
fusion des deux compagnies, elles pourraient 
tourner à un coût bien inférieur et boucler 
leur budget.

M. Pringle: Merci; je n’avais qu’une 
question.

M. Rock: A la lecture de votre mémoire, 
j’ai l’impression que vous rendez les expédi
teurs responsables de vos pertes. Ne croyez- 
vous pas que ces pertes sont plutôt attribua
bles aux nouvelles méthodes de construction 
de bateaux en fibre de verre? N’est-ce pas là 
plutôt la cause de cette perte d’affaires plutôt 
que de l’attribuer aux frais d’expédition?

M. Birch: Si j’ai parlé d’une perte sur 
notre chiffre d’affaires, il s’agissait des pro
vinces de l’Ouest. Les taux de chargements 
complets vers cette direction ne sont pas 
compétitifs, et cela pour la simple raison 
qu’en ce temps-là, les chemins de fer met
taient à la disposition des fabricants du Qué
bec et surtout ceux de l’Ontario, des wagons 
plus grands que ceux de 40 pieds. Je parle 
maintenant des expéditions qui se font à par
tir de l’Ontario vers Calgary, et surtout vers 
Edmonton, plus particulièrement à Edmonton 
là où nous avons des distributeurs qui, en fin 
de compte, ont préféré faire affaire avec les 
fabricants de l’Ontario, car ses taux de trans
port par chemins de fer étaient moins chers.
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[Texte]
If you refer to the brief, you will find we 

suggest that the railroad was providing the 
carriers in Ontario with a 50-foot car at 
railroad convenience, and then later, after we 
got this cleared up, the railroad then took the 
action of supplying two 40-foot cars in lieu of 
a 50-foot car and at the same cost.

Mr. Rock: Yes; but this does not mean that 
the boat manufacturers are using these facili
ties. This is my point. There are now manu
facturers of fibreglass boats in every little 
nook and comer of Canada, therefore it does 
not pay today to make a fibreglass boat here 
and ship it to Montreal. Because right in the 
area of Montreal, or even in the outlying 
areas, there are manufacturers of fibreglass 
boats today.

Mr. Birch: Yes; but we are in the fibre- 
glass boat business, too, and we are having 
difficulty getting into the Ontario and West
ern Canadian markets with them. Our main 
line of business, however, is canoes, and we 
have to compete with Ontario and Quebec 
manufacturers as well as Western manufac
turers in producing them. We were doing so 
very successfully up to now.

Mr. Rock: Let us correct one thing. You 
seem to have left the impression that canoes 
are only made out of wood. We must admit 
they are also made out of fibreglass.

Mr. Birch: Yes, indeed, they are; and we 
are making fiberglass canoes, too, and receiv
ing orders for them, as well.

Mr. Horner: On page 732 of your brief 
your recommendation (G) is:

That all activity of rail and truck trans
portation be closely supervised by a 
national supervisory committee. ..

Does not the CTC fully comply with your 
suggestion in (G)?

Mr. Birch: I am not sure whether or not it 
fully complies. AU I am saying is that we 
know for a fact that Upper Canadian manu
facturers have been given agreed freight 
rates and combination carloads at the price 
of one carload—in lieu of that is, a 50-foot 
car they have been given 80 feet of car space 
by the supply of two 40s. We are saying that 
this is cramping our business in the western 
market because we in the Maritimes cannot 
get the same privileges.

[Interprétation]
Si vous consultez le mémoire, vous consta

terez que les chemins de fer fournissaient 
aux transporteurs dans l’Ontario des wagons 
de 50 pieds avec tous les avantages, et après 
que cette affaire avait été réglée, les chemins 
de fer se sont permis de fournir deux wagons 
de 40 pieds au lieu d’un seul de 50 pieds et 
cela au même prix.

M. Rock: Oui, mais cela ne veut pas dire 
que les fabricants de bateaux emploient ces 
facilités; il y a actuellement tellement de 
fabricants de bateaux de fibre de verre par
tout au Canada, qu’il n’est plus payant d’en 
construire ici et de les expédier à Montréal, 
car il y a aujourd’hui dans la région de 
Montréal, ou même dans les environs des 
fabricants de bateaux de fibre de verre.

M. Birch: Oui; mais nous produisons aussi 
des bateaux de fibre de verre et nous éprou
vons des difficultés à nous introduire en Onta- 
roi et au Québec. Cependant nous fabriquons 
principalement des canoës, et nous devons 
soutenir la concurrence des fabricants du 
Québec et de l’Ontario, ainsi que de ceux de 
l’Ouest. Ce que nous faisions assez bien 
jusqu’à maintenant.

M. Rock: Il y a une chose que nous devons 
mettre au clair. Vous semblez laisser enten
dre que les canoës ne sont faits que de bois, 
alors qu’ils sont faits aussi de fibre de verre.

M. Birch: Oui. En effet, nous fabriquons 
aussi des canoës de fibre de verre, et nous en 
recevons des commandes également.

M. Horner: A la page 732 de votre 
mémoire, vous dites dans une de vos recom
mandations, que:

Tout le domaine des transports par che
mins de fer et par camion devrait être 
étroitement surveillé par un comité 
national de surveillance. ..

La Commission canadienne des transports 
a-t-elle pleinement tenu compte de votre sug
gestion contenue dans le paragraphe (G) de 
votre mémoire?

M. Birch: Je ne suis pas sûr si elle s’en 
tient étroitement à ce que nous avons 
proposé. Tout ce que je sais, c’est que les 
fabricants du Haut-Canada ont reçu un tarif 
marchandises convenu, ainsi que des charge
ments combinés au prix d’un chargement, 
c’est-à-dire qu’au lieu d’avoir un wagon de 
50 pieds, ils en ont reçu deux de 40. Nous 
sommes d’avis que cette situation gêne nos 
affaires sur le marché de l’Ouest, parce que 
nous dans les Maritimes, nous ne pouvons 
jouir des mêmes privilèges.
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[Text]
Mr. Horner: Have you ever considered tak

ing your case to the CTC so that they 
could...

Mr. Birch: We have taken our case, first, to 
the railroads on a local basis, and only 
received denials that this ever existed. We 
then took the case up with the Maritime 
Transportation Commission, and after about 
a year we find that the railroads have 
changed their story and have admitted that 
they were doing this. But before they admit
ted it we had an Ontario manufacturer make 
a shipment to us and we told him to ask for 
a 50-foot car, and, if they could not supply it, 
see what would happen on two 40s. I have 
with me the documents showing that he did 
receive two 40-foot cars for the price of a 50 
out of Ontario. This established the fact that 
this was being done at that time.

Mr. Horner: Do you think you have rec
tified that situation now?

Mr. Birch: Only to a certain degree.

Mr. Horner: You are still complaining 
about it?

Mr. Birch: Yes, we are.

Mr. Horner: And do you propose to bring 
the matter before the CTC at any time?

Mr. Birch: Not at the moment; we have 
been working with the Maritime Transporta
tion Commission on it and we believe that 
this is the body that should fight for us.

Mr. Horner: You suggest in your recom
mendation (D) that the railroad should 
become a non-profit organization. These 
organizations always interest me. I am a 
member of several in Western Canada and I 
have often found to my surprise that they still 
use profit as their guide to efficiency, if you 
follow what I mean.

How can you tell whether a railroad is 
really providing a service efficiently unless 
you look at their profit and loss sheet? If all 
railroads operated as non-profit organizations 
what would you use as your guide to 
efficiency?

Mr. Birch: This would be a management 
problem, would it not?

Mr. Horner: But the taxpayers would still 
want efficiency, I would think.

[Interpretation]
M. Horner: Avez-vous déjà songé à présen

ter votre cause devant la CTC afin qu’elle 
puisse. ..

M. Birch: Tout d’abord, nous avons pré
senté notre cause aux chemins de fer dans le 
domaine local et, évidemment, ils ont nié la 
chose. Ensuite, nous en avons parlé à la Com
mission de transport des Maritimes et une 
année plus tard nous constatons que les che
mins de fer ont changé d’idée et ont avoué 
que c’était en fait ce qui se passait. Mais 
avant qu’ils ne l’aient avoué, nous avons 
demandé à un fabricant de l’Ontario d’effec
tuer une expédition et nous lui avons dit de 
demander un wagon de 50 pieds, et, s’il ne 
réussissait pas à l’obtenir, de demander deux 
wagons de 40 pieds. J’ai eu en ma possession 
des documents qui prouvent qu’il a effective
ment reçu deux wagons de 40 pieds pour le 
prix d’un seul de 50 pieds, à partir de l’On
tario. Ce qui prouvait que cela se pratiquait 
encore à ce moment-là.

M. Horner: Croyez-vous que la situation 
soit différente actuellement?

M. Birch: Jusqu’à un certain point.

M. Horner: Et, vous vous en plaignez 
toujours?

M. Birch: Oui, certainement.

M. Horner: Est-ce que vous vous proposez 
d’en parler à la Commission canadienne des 
transports?

M. Birch: Pas pour le moment; nous avons 
travaillé avec la Commission maritime cana
dienne à ce sujet, et nous croyons que c’est 
cet organisme-ci qui devrait justement venir 
à notre défense.

M. Horner: Dans le paragraphe (D) des 
recommandations, vous avez dit que les che
mins de fer devraient devenir une entreprise 
à but non lucratif. Je me suis toujours inté
ressé à ces organisations. Je suis membre de 
plusieurs d’entre elles dans l’Ouest du Canada 
et j’ai souvent trouvé, à ma grande surprise, 
qu’on considérait toujours le profit comme 
règle de conduite de l’efficacité.

Comment savoir si une compagnie de che
min de fer est vraiment efficace, à moins d’en 
examiner les pertes et profits? Si tous les 
chemins de fer étaient des organisations sans 
but lucratif, qu’est-ce qui serait le facteur 
déterminant pour l’efficacité?

M. Birch: C’est un problème qui concerne
rait la Direction, n’est-ce pas?

M. Horner: Oui, mais je pense que les 
contribuables voudraient de l’efficacité.
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[Texte]
Mr. Birch: I would think so.
Mr. Horner: That is right.
Mr. Birch: But I do feel that the railroads 

should be amalgamated and not duplicating 
service. For example, we have both railroads 
servicing the City of Fredericton which has a 
population of 25,000 people. One would have 
a great time arguing that if one rail carrier 
was going out of here and taking all of the 
traffic their cost could not, or would not, be 
reduced considerably.

Mr. Horner: Could not the same be said of 
the trucking industry; that if one large 
trucking firm did all the trucking it would 
increase their efficiency?

Mr. Birch: It would increase the efficiency 
of the trucking service if there was one large 
trucking organization; there is no doubt 
about that.

Mr. Horner: And if one large canoe manu
facturer in Canada had the whole business 
would not that increase their efficiency?

Mr. Birch: Yes, it would.
Mr. Horner: Therefore, do you not agree 

that if we follow that point to the inevitable 
you are not going to increase employment in 
the Maritimes particularly?

Mr. Birch: I am talking about a national 
service—a service for all Canadians—as a 
Maritime Canadian. This is a common ser
vice. It is not a competitive industry, in the 
sense that it should be made competitive.

Mr. Horner: It is on that rationalization 
that I am questioning you. It does not matter 
whether or not it is a common service. The 
public, as taxpayers—and these are the peo
ple I am concerned about—want efficiency. 
They want efficiency in governments, 
although sometimes they do not get it; they 
want efficiency in railroads; and they want 
efficiency in manufacturers, whether they be 
canoe manufacturers, or what they may be.

Mr. Birch: That is right.

Mr. Horner: What other guide are you 
going to use if you do not use profit, and does 
competition not make you more aware of the 
efficiency factor?

Mr. Birch: My reference was particularly 
to railroad carriers. Are the railroads operat
ing efficiently now?

[Interprétation]
M. Birch: Oui, je le croirais moi aussi.
M. Horner: C’est exact.

M. Birch: Mais je crois qu’il faudrait 
fusionner les chemins de fer, et éviter la 
duplication des services. Nous avons, par 
exemple, deux chemins de fer qui desservent 
Fredericton, une ville de 25,000 habitants. Il 
serait difficile de prétendre que les coûts ne 
seraient pas réduits de beaucoup, s’il n’y 
avait qu’un seul chemin de fer ici, pour s’oc
cuper de tout le mouvement.

M. Horner: Est-ce qu’on ne pourrait pas 
dire la même chose de l’industrie du camion
nage; si l’on n’avait qu’une seule grande 
compagnie de camionnage qui s’occuperait de 
tout le mouvement, que cela augmenterait 
leur efficacité?

M. Birch: Cela améliorerait l’efficacité de la 
société de camionnage; oui, certainement.

M. Horner: Et s’il n’y avait qu’un seul 
fabricant de canoës au Canada, est-ce que cela 
n’améliorerait pas l’efficacité?

M. Birch: Oui, certainement.

M. Horner: Par conséquent, n’êtes-vous pas 
d’accord que si nous poursuivions ce point-là 
jusqu’à l’infini, il y a l’inévitable, vous n’allez 
certainement pas augmenter les possibilités 
d’emploi dans les Maritimes?

M. Birch: Je parle d’un service national, 
c’est-à-dire un service pour tous les Cana
diens, à titre de Canadien des Maritimes. Il 
s’agit d’un service en commun. Ce n’est pas 
une industrie concurrentielle dans le sens où 
elle devrait être compétitive

M. Horner: C’est la raison pour laquelle je 
pose des questions justement. Et je mets en 
doute votre raisonnement. Peu importe s’il 
s’agit d’un service en commun ou non. Le 
public en tant que contribuable, et ce sont les 
gens dont je me préoccupe, exige un rende
ment efficace de la part du gouvernement, 
bien que parfois, ils ne l’obtiennent pas, de la 
part des chemins de fer et des fabricants, 
qu’il s’agisse d’un fabricant de canoës ou non.

M. Birch: C’est exact.

M. Horner: Quelle serait la ligne de con
duite si ce n’est les profits? Et, est-ce que la 
concurrence ne vous rend pas plus sensible 
ou conscient du facteur d’efficacité?

M. Birch: Je me référais surtout aux trans
porteurs par chemins de fer. Le rendement 
des chemins de fer est-il plus efficace à 
l’heure actuelle?

29690—4
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[Text]
Mr. Horner: I do not think so, no.

Mr. Birch: Evidently one is not and the 
other is.

Mr. Horner: I would not even accept that. 
It depends on what is being transported. I 
would readily say that the CNR is operating 
far more efficiently than the CPR in hauling 
passengers. The direct reverse might be true 
in hauling freight. But I would not even 
accept that either. I think both of them oper
ate inefficiently. I do not think that competi
tion is keen enough, particularly here in the 
Maritimes. Perhaps trucking could create 
more competition if we allowed the truckers 
to have the advantage of the MFRA. Do you 
agree with that?

Mr. Birch: I agree to a certain extent with 
what you are saying, but when you consider 
the capital cost of laying railroads and rails 
into smaller cities of this country I do not 
agree that it is economical to do so on a 
duplicated basis.

Mr. Horner: Yes; but they are already laid.

Mr. Birch: They are already laid; but they 
have to be maintained, do they not?

Mr. Horner: Yes, to a certain extent; but 
what you are suggesting, sir, is that part of 
the trackage into Fredericton should be 
rolled up; that it is costing too much to 
maintain; and that the one track would do a 
more efficient job.

Mr. Birch: I am suggesting that this should 
be done in all small cities across Canada; not 
just Fredericton.

Mr. Horner: I question that as a guide to 
creating greater efficiency. It might create 
greater efficiency, but, on the direct reverse, 
do you not think it could bring about poorer 
services to many of the areas?

Mr. Birch: This would be an administra
tion problem, to see that it did not cause that.

The Chairman: Mr. Rose, on a 
supplementary?

Mr. Rose: I was interested in Mr. Horner’s 
logic about efficiency in relation to largeness, 
and having one large canoe firm, and so on.

[Interpretation]
M. Horner: A mon sens, non.

M. Birch: Apparemment, Tune est efficace 
et l’autre ne l’est pas.

M. Horner: Je n’accepte même pas cela; 
cela dépend de ce que l’on transporte. Je 
dirais tout de suite que le National Canadien 
a un rendement beaucoup plus efficace que le 
Pacifique canadien, pour ce qui est du trans
port des voyageurs, alors que l’inverse serait 
peut-être vrai dans le cas des marchandises, 
mais je n’accepterais même pas cela. Je crois 
que les deux sont inefficaces. Je ne crois pas 
que la concurrence soit assez acharnée dans 
ce domaine et, surtout, ici, dans les Mariti
mes. Le camionnage pourrait peut-être créer 
une plus forte concurrence, si l’on donnait 
aux camionneurs les avantages de la Loi. 
N’ètes-vous pas d’accord là-dessus?

M. Birch: Je suis d’accord avec ce que vous 
dites, jusq’à un certain point, mais lorsqu’on 
songe aux frais d’immobilisation pour amé
nager des voies de chemins de fer dans les 
petites villes de ce pays, je ne suis pas d’avis 
qu’il est rentable de le faire sur une base 
double.

M. Horner: Oui, mais les installations y 
sont déjà.

M. Birch: Oui, elles le sont toujours, mais 
ne faut-il pas penser à l’entretien tout de 
même?

M. Horner: Oui, dans une certaine mesure. 
Mais, vous laissez entendre qu’une partie de 
la voie ferrée à proximité de Fredericton 
devrait disparaître; que le maintien coûte 
trop cher et qu’une seule voie serait plus 
efficace.

M. Birch: Je dis que cela devrait être fait 
dans toutes les petites villes du Canada, non 
pas simplement Fredericton.

M. Horner: Je doute que cela puisse servir 
de principe directeur menant à une plus 
grande efficacité. Cela pourrait mener à une 
plus grande efficacité, mais inversement ne 
croyez-vous pas que cela pourrait entraîner 
un service inférieur pour un bon nombre de 
ces régions?

M. Birch: Alors, ce serait à la direction de 
voir à ce qu’une telle situation ne se présente 
pas.

Le président: Monsieur Rose, question 
complémentaire?

M. Rose: Je m’intéresse à la logique du 
raisonnement de M. Homer, pour ce qui est 
de l’efficacité de rendement proportionnelle-
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[Texte] [Interpretation]
Perhaps he would agree that one large farm ment à la grandeur, et d’avoir une seule 
would be more efficient than, say, many grande fabrique de canoës, ainsi de suite, 
small ones of the kind that he operates? I Serait-il peut-être d’avis qu’une grande 
think he would probably agree that the per- ferme serait plus efficace que le genre de 
sonal interest of the management of the own- petite ferme qu’il exploite lui-même? Je
er-farmer, or the family farmer, is much 
more efficient. All these forms of logic break 
down ultimately if you take them to their 
ludicrous extreme.

I would suggest to you, sir, that perhaps in 
your testimony you are looking upon the 
railroads as an extension of a social policy 
and as a service rather than as a business; is 
that so?

Mr. Birch: That is correct.

Mr. Rose: And would you also agree that 
perhaps the trucking firms are not so inter
ested in pursuing a social policy and, because 
of their private ownership nature as opposed 
to the public ownership of, let us say, the 
CNR, they have less right to public support?

Mr. Birch: I believe that the truckers basi
cally are privately owned, that they operate 
their business as I would try to operate mine; 
and that probably competition, in one sense, 
would be good there. But, on the other hand, 
let us get down to the basic fact that large
ness of a trucking firm and the non-duplica
tion of highway travel, and so on, would no 
doubt make trucking firms more profitable, 
too.

Mr. Rose: I agree with you that the rail
roads should be nationalized, or that at least 
their operations should be nationalized, so 
that we can avoid duplication. But, of course, 
the railroads are not unique in this. There 
are many other instances of this.

However, you were complaining about a 
captive market. Would you not agree that if 
this happened, and the two railroads were 
made into one, you would be more at the 
mercy of a captive market than you are at 
the moment?

Mr. Birch: I do not think so; not if it was 
properly supervised.

Mr. Rose: Thank you.
Le président: Monsieur Godin? Voulez- 

vous attendre une minute, s’il vous plait?
M. Godin: Je vous remercie, monsieur le 

président. Les réponses données jusqu’à 
maintenant répondaient à mes questions.

The Chairman: Thank you. Mr. Allmand?
29690—4j

pense qu’il admettrait probablement le fait 
que l’administration d’une propriété agricole, 
c’est-à-dire le petit fermier, est beaucoup 
plus efficace en fin de compte. Toute cette 
logique s’effondre si elle est poussée à l’ex
trême. Je dirais que, dans votre témoignage, 
vous considérez peut-être les chemins de fer 
comme étant une expansion d’une politique 
sociale et comme un service plutôt qu’une 
entreprise n’est-ce pas?

M. Birch: Oui, c’est juste.
M. Rose: Vous conviendrez aussi que les 

sociétés de camionnage ne sont peut-être pas 
tellement intéressées à maintenir une politi
que sociale, et du fait que ce sont des compa
gnies privées, contrairement aux sociétés 
publiques, comme le National-Canadien, ont 
de moins en moins de droit à l’appui du 
public?

M. Birch: Je crois que les camionneurs qui 
sont essentiellement des sociétés privées 
exploitent leur entreprise comme j’essayerais 
d’exploiter la mienne; et que la concurrence, 
dans un sens, serait bénéfique là. Mais, d’au
tre part, revenons-en au principe fonda
mental à l’effet que l’envergure, d’une société 
de camionnage et non duplication du par
cours routier rendraient sans doute les socié
tés de camionnage plus rentables.

M. Rose: Je conviens avec vous que les 
chemins de fer devraient être nationalisés ou 
du moins que leurs opérations soient rationa
lisées pour éviter ce double emploi. Ce n’est 
pas une situation particulière aux chemins de 
fer. Elle se présente dans d’autres cas ana
logues. Toutefois, vous vous plaigniez à pro
pos d’un marché captif. Ne convenez-vous pas 
que si nous avions une seule compagnie 
ferroviaire, vous seriez encore plus à la merci 
d’un marché captif que vous ne l’êtes main
tenant?

M. Birch: Je ne le crois pas. Certainement 
pas si c’était bien administré.

M. Rose: Merci.
The Chairman: Mr. Godin? Would you 

please wait a minute?
Mr. Godin: Thank you, Mr. Chairman. The 

answers given so far have answered my 
questions.

Le président: Merci. Monsieur Allmand?
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[Text]
Mr. Allmand: Sir, I find an interesting 

paragraph in your brief at page 730; in the 
second one from the top you say:

Also due to the volume demand on truck 
transportation at this time truck trans
porters are now increasing their rates. 
They can do this knowing that they are 
still more than competitive with rail 
transporters on the cube basis of 
calculation.

I wish I had had that paragraph before me 
when I was discussing the brief with the 
previous witness, because you seem to think 
that the truckers are in a very good competi
tive position with the railways. As a matter 
of fact, you say they are increasing their 
rates, which conflicts with the truckers who 
were here before you.

Do you have any real evidence that this is 
so, or is this just your impression?

Mr. Birch: No; I do not have any bills of 
lading with me, but shortly after the cube 
rates, or the class 100 rates, went into effect 
there was a general increase in the trucking 
rates on some of the commodities we were 
bringing in from Ontario and Quebec.

I think I go on to say, too, that the service 
became much poorer on account of traffic 
loads on the trucks coming inward.

Mr. Allmand: The truck service, or the—

Mr. Birch: The truck service.

Mr. Allmand: Due to over-demand?

Mr. Birch: Because of over-demand.

Mr. Allmand: I notice that in your brief 
you do not recommend that the truckers be 
given the same subsidies as the railways 
under the Maritime Freight Rates Act. Would 
that be a recommendation, or do you think 
that all means of transport should be put 
under the MFRA?

Mr. Birch: I agree that under the Mari
times Freight Rates Act the subsidies given 
to the railroads are to allow shippers in the 
Atlantic region to be competitive with manu
facturers in the central provinces, or the 
mass market provinces; and with the subsidy 
the railroads are in a position where they

[Interpretation]
M. Allmand: Monsieur le président, je 

trouve qu’il est fort intéressant de lire l’ali
néa dans votre mémoire à la page 730, deu
xième colonne, colonne de droite, en haut, 
vous dites:

Par ailleurs, du fait que les entreprises 
de camionnage, sont très recherchées en 
ce moment, augmentent leurs taux et 
n’hésitent pas à le faire, sachant qu’elles 
peuvent encore soutenir la concurrence 
des transporteurs ferroviaires d’après le 
calcul du volume.

J’aurais bien aimé avoir cet alinéa sous les 
yeux lorsque nous étions en train de poser 
des questions au témoin précédent, parce que 
vous semblez croire que les entreprises de 
camionnage sont vraiment compétitives. Vous 
dites même qu’ils augmentent leurs taux, ce 
qui est en contradiction avec les représentants 
de l’Association des camionneurs, qui ont 
comparu avant vous. Est-ce que vous avez 
des preuves qu’il en est ainsi ou est-ce une 
impression?

M. Birch: Non. Je n’ai pas de feuilles d’ex
péditions ici, avec moi, mais peu après la 
mise en vigueur de la catégorie des taux 
en pieds cubes ou de la catégories 100 on a 
constaté une augmentation générale dans les 
taux de transport par camion pour certaines 
des denrées que nous faisions apporter à par
tir de l’Ontario et du Québec. Et, je pourrais 
ajouter que les services se détérioraient à cau
se des expéditions par camion qui se faisaient 
vers l’extérieur.

M. Allmand: Le service de camionnage?

M. Birch: Oui.

M. Allmand: Parce qu’ils avaient une trop 
grande demande?

M. Birch: Oui.

M. Allmand: Je remarque que dans votre 
mémoire vous ne recommandez pas que les 
camionneurs aient les mêmes subventions que 
les chemins de fer, aux termes de la Loi sur 
les taux de transport des marchandises dans 
les Maritimes? Est-ce que c’est là votre recom
mandation ou croyez-vous que tous les 
moyens de transport devraient être visés par 
la Loi sur les taux de transport des marchan
dises dans les provinces maritimes?

M. Birch: J’admets qu’en vertu de la Loi 
sur les taux de transport des marchandises 
dans les Maritimes, les subventions consenties 
aux chemins de fer ont pour objet de permet
tre aux expéditeurs de la région Atlantique 
de soutenir la concurrence des fabricants 
dans les provinces centrales ou des provinces
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[Texte]
have to take below normal rates in order to 
protect the shipper from here so that he can 
get his goods on a competitive basis into the 
mass market. I think this is really the prime 
purpose of the Maritime Freight Rates Act.

Mr. Allmand: Yes; but do you think the 
truckers should have that same subsidy—that 
same benefit—in the Maritimes?

Mr. Birch: Whether or not they would util
ize it to the same benefit is something else 
again. For instance, I cannot see shipping 
canoes or boats via truck and being competi
tive in Ontario with the 20 per cent subsidy 
given to the truckers. They would still want 
quite a premium to carry this type of product 
on account of its lightness and bulkiness.

Mr. Allmand: Thank you.

The Chairman: Are there any further
questions, gentlemen?

Mr. Skoberg: Are you finding yourself in 
the position now that if transportation costs 
are not stabilized and the MFRA rates come 
off, your plant will be faced with extinction?

Mr. Birch: Yes; there is no question in our 
minds that if these rates come off we will 
have to settle in the mass market area which, 
in our case, is the province of Ontario. We 
would be foolish to stay here and try to ship, 
for example, a 16-foot canoe. Such a boat is 
now going to Montreal at $4.62, but when the 
rates come off it will go to $24 and some
thing—an increase of 528 per cent. We would 
be foolish to try to stay in the province of 
New Brunswick and fight with our competi
tors in Ontario—even though we do produce 
a better quality product. We would be better 
to move there. A canoe such as the one I 
referred to would sell wholesale to the dealer 
at about $150.

Mr. Skoberg: Are you finding, then, that 
to decentralize would not be the answer; 
that you do not care to move into the 
market?

[Interprétation]
comportant les grands débouchés commer
ciaux; en effet avec cette subvention les che
mins de fer sont alors dans une position qui 
leur permet d’accepter des tarifs inférieurs à 
la normale afin d’assurer la protection de 
l’expéditeur et pour que son produit par
vienne aux grands débouchés à un prix com
pétitif. C’était là le but essentiel de cette loi 
sur les taux de transort des marchandises 
dans les provinces Maritimes.

M. Allmand: Oui, mais ne croyez-vous pas 
que les camionneurs devraient recevoir cette 
même subvention? D’avoir ces mêmes avan
tages dans les Maritimes?

M. Birch: Qu’ils utilisent ces subventions 
aux mêmes profits ou pas, c’est une autre 
chose. Par exemple, je ne vois pas comment 
l’expédition de canoës ou de bateaux par 
camion peut soutenir la concurrence en Onta
rio avec une subvention de 20 p. 100 qui 
serait consentie aux camionneurs. Ils vou
dront quand même toute une prime pour 
transporter ce genre de marchandise par 
suite de la légèreté et du volume excessif du 
produit

M. Allmand: Merci beaucoup.

Le président: Auriez-vous d’autres ques
tions à poser, messieurs.

M. Skoberg: Une question très brève, mon
sieur le président. Est-ce que vous vous trou
vez dans une situation telle que si ces coûts 
de transport ne se stablisent pas et que, si les 
tarifs prévus par la Loi sur le transport des 
marchandises dans les Maritimes sont élimi
nés, votre usine serait en voie de disparaitre?

M. Birch: Oui. Il n’y a aucun doute. Si ces 
taux disparaissent, nous devrons vendre sur 
les grands marchés et, dans notre cas, ce sera 
en Ontario. Nous serions stupides de rester 
ici et d’essayer d’expédier un canoë de 16 
pieds cubes. Un canot de ce genre est expédié 
vers Montréal pour $4.62, mais avec l'aboli
tion des taux il en coûtera $24 et quelque, ce 
qui fera une augmentation de 528 p. 100. Il 
serait stupide de notre part d’essayer de 
demeurer au Nouveau-Brunswick et de lutter 
contre nos concurrents de l’Ontario, quoique 
nous puissons produire un meilleur produit. 
Nous ferions mieux d’aller nous établir en 
Ontario. Un canoë de ce genre, se vendrait en 
gros à $150.

M. Skoberg: Est-ce que vous trouvez que la 
décentralisation ne serait pas la réponse; qu’il 
vous importe peu de vous y établir?

Mr. Birch: Pardon me? M. Birch: Je m’excuse, je n’ai pas compris.
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[Text]
Mr. Skoberg: You are not willing to move 

to where the market demand is?

Mr. Birch: We would have to move to the 
central market if the rates were cancelled.

Mr. Skoberg: This just multiplies the situa
tion that already exists in this area?

Mr. Birch: That is right. It would throw 
about 60 men out of employment.

The Chairman: If there are no more ques
tions, I wish to thank you, Mr. Birch, for 
your presence this morning.

Our next brief will be from Mr. J. W. Mac
Donald, Mayor of the City of Campbellton; 
Mr. J. W. Bird of J. W. Bird and Company 
Limited; and from the City of Bathurst I 
have on my right Mr. J. A. Picot, the Mayor.

Mr. J. A. Picot (Mayor of Bathurst): We
intended to present a brief a year ago, but 
because of delays this was set aside and, 
subsequently, when the hearings were 
resumed, we did not have the time to meet 
again and to update our brief. So this is the 
reason that we did not file any. Would it be 
possible, with your permission, to update this 
brief and submit it at a later date.

The Chairman: How long would this take?

Mr. Picot: It would take us about 10 days.

The Chairman: We could print it as an 
appendix.

Mr. Picot: Thank you very much.

The Chairman: Is that the wish of the 
Committee?

Some hon. Members: Agreed.

Mr. Picot: I would at this time make only 
a few brief statements concerning primarily 
the City of Bathurst and transportation as it 
affects us.

The City of Bathurst has a population of 
approximately 16,000. We have in our county 
three other towns. Bathurst is the central 
point for these three towns. This is the city 
where these people come to market and 
where they take the CNR facilities to Mont
real and elsewhere.

Over the past great number of years the 
trend as been for these people to entrain in 
Bathurst, therefore this pattern has been

[Interpretation]
M. Skoberg: Vous ne voulez pas aller vous 

établir là où se trouvent les marchés?

M. Birch: Nous devrions nous y établir si 
ces taux étaient supprimés.

M. Skoberg: Alors, cela multiplie et aug
mente la situation qui existe déjà dans cette 
région?

M. Birch: Cela ferait perdre l’emploi à 60 
employés.

Le président: Nous vous remercions, mon
sieur Birch de votre présentation de ce 
matin.

La soumission suivante nous vient de M. J. 
W. MacDonald, maire de la ville de Camp
bellton. M. J. W. Bird de la J. W. Bird and 
Company Limited; et de la Ville de Bathurst. 
A ma droite, M. J. A. Picot, le maire.

M. Picot (maire de Bathurst): Nous son
gions à présenter un mémoire il y a un an, 
mais vu que vous avez eu des retards, nous 
avons mis la question de côté et par la suite, 
lorsque les audiences furent reprises, nous 
n’avons pas eu le temps de nous réunir de 
nouveau afin de mettre notre mémoire à jour. 
C’est la raison pour laquelle nous n’en avons 
pas déposé. Serait-il possible, avec votre 
autorisation, de mettre ce mémoire à jour et 
de le présenter plus tard?

Le président: Combien de temps cela 
prendrait-il?

M. Picot: Il nous faudrait environ dix 
jours.

Le président: Nous pourrions l’imprimer en 
annexe.

M. Picot: Merci beaucoup.

Le président: Est-ce que le Comité est 
d’accord?

Des voix: D’accord.

M. Picot: Maintenant, je me contenterai de 
faire quelques déclarations plutôt brèves, 
essentiellement sur la ville de Bathurst et la 
question des transports, en ce qu’elle nous 
concerne.

La ville de Bathurst compte environ 16,000 
habitants et nous avons, dans notre comté, 
trois autres villes. Bathurst est le point cen
tral de ces trois villes. C’est là que les gens 
viennent au marché, prennent le train du 
CNR pour se rendre à Montréal, et ailleurs.

Au cours des dernières années, ces person
nes ont pris l’habitude de prendre le train à 
Bathurst et, par conséquent, ces caractéristi-
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[Texte]
established. The total population in the area, 
besides the City of Bathurst, is approximate
ly 40,000 people. We established in Bathurst 
a few years ago an airport with a 4,000 foot 
runway. Incidentally, this is a municipally- 
owned airport.

In the past year we have established and 
set up facilities, including a terminal build
ing. The Air Transport Board has granted a 
licence to Eastern Provincial Airways to 
serve the Bathurst area from an airport 
situated in Charlo approximately 50 miles 
away. This service is not what the City of 
Bathurst and the residents of the lower part 
of the County of Gloucester who traditionally 
come to Bathurst feel that they should have. 
We feel that the runway should be extended 
to a proper length to facilitate the landing of 
larger aircraft, so that a first-class service 
may be established from the airport in 
Bathurst.

These are the points that I wanted to make 
particularly before this Committee this morn- 
mg. When you read our brief you will note 
that we are endorsing possibly the ideas set 
forth by other people, other towns and cities 
in the Province of New Brunswick where it 
concerns freight movement, passenger move
ment on the CNR and otherwise.

Gentlemen, I thank you very much. If 
there are any questions that I can answer, I 
will certainly be glad to do so.

Mr. Portelance: Mr. Picot, you were saying 
that the airport is owned by the City of 
Bathurst?

Mr. Picot: That is correct, yes.
Mr. Portelance: It was built with your own 

money. If you enlarge it do you want to pay 
for the enlargement too?

Mr. Picot: The surface treatment and 
■mprovements on the present runway were 
paid for by the Department of Transport 
under the shared costs agreement. The 
Department of Transport did spend money 
on the runway. The land was purchased by 
ihe municipality of Gloucester and the City 
of Bathurst at that time on a )o-nt venture, 
and since that time it has been transferred 
0lver to the City of Bathurst. Toe terminal 
was built by the City of Bathurst

Mr. Portelance: Wh h Vzwfis do Baste/o 
Provincial Airways sendee right now?

Mr. Picot: They I>.-#4 n Charlo, W> js 
approximately 50 mile* away from Bathurst 
Charlo would be northeast of Bathurst.

[Interprétation]
ques se précisent. L’ensemble de la popula
tion, à mon avis, dans cette région, en plus de 
la ville de Bathurst, est donc d’environ 40,000 
personnes. Nous avons, à Bathurst, il y a 
quelques années, aménagé un aéroport avec 
une piste de 4,000 pieds. Soit dit en passant, 
il s’agit d’un aéroport qui est la propriété de 
la municipalité.

Au cours de la dernière année, nous avons 
constitué et aménagé les services, y compris 
un terminus. La Commission des transports 
aériens a accordé un permis à la Eastern 
Provincial Airways afin de desservir la 
région de Bathurst à partir d’un aéroport qui 
se trouve à Charlo, soit à 50 milles environ. 
Ce service n’est pas ce dont ont besoin la 
ville de Bathurst et les résidents de la région 
sud du comté de Gloucester, qui, traditionnel
lement, viennent à Bathurst. Cette piste, à 
notre avis, devrait être allongée pour faciliter 
l’atterrissage d’avions plus gros pour que 
nous puissions établir un service de première 
classe à l’aéroport de Bathurst.

Voilà donc les quelques observations que je 
voulais faire ce matin. Lorsque vous lirez 
notre mémoire, vous remarquerez que nous 
appuyons les idées énoncées par d’autres 
gens et d’autres villes et la province du Nou
veau-Brunswick, en ce qui concerne le trans
port des marchandises et des voyageurs par 
le CN, et autrement Je vous remercie beau
coup, Messieurs. S’il y a des questions, je me 
ferai un plaisir d’y répondre.

M. Portelance: Monsieur Picot, vous disiez 
que l'aéroport était la propriété de la ville de 
Bathurst?

M. Picot: Oui, en effet.
M. Portelance: On l’a construit avec votre

argent. Si vous voulez l’agrandir, voulez-vous 
payer ces frais d’aménagement aussi?

M. Picot: Le traitement de la surface et k* 
améliorations à apporter à la piste sont payés 
par le ministère des Transports, en vertu de 
l’entente de partage des frais, le ministère 
des Transports a dépensé de l’argent pour 
l’aménagement de la piste. Le terrai» fut 
acheté par la municipalité de Gloucester et la 
ville de Bathurst; c’était une entreprise «ou- 
jointe et depuis lors, on en a fait le transfert 
à La ville de Bathurst. Le terminus fut <x>.-.s- 
truit par la ville de Bathurst.

M. Portelance: Et maintenant, 1» Bwte/w 
Provincial Airways dessert quelles viLes?

M. Picot: Charlo, qui est à envW. y; 
les de Bathurst, soit au nord-est de Bath,/ yt
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[Text]
Mr. Breau: Mr. Mayor, could you tell the 

Committee exactly what facilities and run
ways you would need, say, in the next year 
to get the air service that you need?

Mr. Picot: The information that we have at 
the present time is that we would require an 
extension of a minimum of 6,500 feet to our 
runway. Our runway is now laid out on a 
piece of property approximately 10,000 feet 
long. It has a solid gravel base and can be 
enlarged at a very low cost because of the 
type of soil that we have there and the easy 
availability of further land. What we are 
asking is that the federal government, 
through the Department of Transport, make 
available to us a paved runway 6,500 feet 
long at the minimum.

Mr. Breau: Am I correct that at the pres
ent time there is a surface treatment on it 
and DOT are committed to repave 4,000 feet 
right now?

Mr. Picot: That is my understanding. This 
surface treatment was laid under specifica
tions of the Department of Transport and, 
because it was a chip and seal type of treat
ment, it did not stand up under winter 
conditions.

Mr. Breau: Has your terminal building 
that the city paid for been approved by 
DOT?

Mr. Picot: Yes, it has. We submitted the 
plans to them and the regional office in 
Moncton have approved the type of building 
that we have.

Mr. Breau: Therefore you main recommen
dation in your brief is for an extension of the 
runway?

Mr. Picot: That is what we would be 
asking.

The Chairman: Mr. Pringle?
Mr. Pringle: I have only one supplemen

tary. You mentionned that the runway had not 
stood up. If you increased it to 6,500 feet you 
would also increase the size and weight of 
the aircraft, therefore you are probably sug
gesting that the entire runway would have to 
be rebuilt?

Mr. Picot: Not rebuilt in that sense. It 
would have to be paved. What happened is 
that the surface was prepared for paving but 
there was no paving put on it. I should not 
say that it was oil treated; it was more of a 
composition treatment that was put on.

[Interpretation]
M. Breau: Monsieur le maire, pourriez- 

vous dire au Comité exactement de quels 
services et aménagements de pistes auriez- 
vous besoin, disons, pour l’année prochaine 
pour avoir le service dont vous avez besoin?

M. Picot: D’après les renseignements que 
nous avons en ce moment, il nous faudrait un 
prolongement pour la porter à au moins 6,500 
pieds. Notre piste, maintenant, est sur une 
propriété de 10,000 pieds de long, à base de 
gravier, avec peu de frais d’agrandissement 
ou de prolongement. C’est le genre de sol que 
nous avons et la disponibilité d’autres ter
rains. Donc, ce que nous demandons, c’est 
que le gouvernement fédéral, par l’entremise 
du ministère des Transports, mette à notre 
disposition une piste pavée de 6,500 pieds de 
long au moins.

M. Breau: A l’heure actuelle, il y a un 
revêtement, et le ministère des Transports 
s’est engagé à repaver 4000 pieds dès 
maintenant?

M. Picot: Oui, c’est juste. Ce fut aménagé 
suivant le cahier des charges du ministère 
des Transports. C’était plus ou moins un 
genre de traitement q ui ne pouvait être 
maintenu avec les conditions en hiver.

M. Breau: Le terminus payé par la ville 
a-t-il été approuvé par le ministère des 
Transports?

M. Picot: Oui. Nous avons présenté les 
plans au ministère et le bureau régional de 
Moncton a approuvé le genre de terminus 
que nous y avons aménagé.

M. Breau: Donc, vous proposez essentielle
ment le prolongement de la piste?

M. Picot: Oui, c’est juste, c’est ce que nous 
demandons.

Le président: Monsieur Pringle?
M. Pringle: J’ai une seule question1 complé

mentaire à poser. Si vous portiez cette piste à 
6,500 pieds, vous vous trouveriez à avoir la 
possibilité d’avoir un avion plus grand. Vous 
proposez donc qu’on reconstruise toute la 
piste?

M. Picot: Il faudrait la payer. Ce qui s’est 
produit, c’est que la surface a été préparée 
pour être bitumée, mais on ne l’a pas fait, on 
lui a donné un traitement à l’huile tout sim
plement. Je ne devrais pas parler de traite
ment à l’huile vraiment, mais il s’agit d’un 
composé qu’on a utilisé.
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[Texte]
The Chairman: Mr. Skoberg?

Mr. Skoberg: Your Worship, what is the 
closest first-class landing field you have to 
your city at the present time?

Mr. Picot: Charlo Airport has a 4,000 foot 
runway.

Mr. Skoberg: I am thinking of distance.

Mr. Picot: It is 50 miles from Bathurst on 
number 11 highway which is completely 
built up the whole length of that 50 mile 
distance. To travel to Charlo, Bathurst resi
dents have to go through anywhere between 
15 to 20 speed limit zones because they travel 
through thickly populated villages along this 
highway. Conditions do not lend themselves, 
in my view or in the view of the citizens of 
Bathurst, for adequate service in that locality 
to the citizens of Bathurst.

Mr. Skoberg: Thank you. What rail service 
do you have in there now?

Mr. Picot: We are on the CNR main line 
from Montreal to Halifax.

Mr. Skoberg: Are you receiving satisfacto
ry rail service? I am not using this as an 
argument against your other request.

Mr. Picot: I would not care to comment on 
that it has improved, although we still get a 
mentioned in our brief.

I would say that in the past six months it 
has improved. The system that was installed 
instead of the Ocean Limited for a time did 
give us cause for concern. We did receive a 
number of complaints from the travelling 
public in this area. I do say that in my view 
that it has improved, although we still get a 
number of complaints.

Our complaints, as far as freight service is 
concerned, are probably similar to other 
towns or cities along the main line. But I can 
say that we are closely related to the towns 
of Tracadie, Shippigan and Caraquet, which 
are not on the main line, and we do get a lot 
of complaints from those areas.

The Chairman: Mr. Breau?

Mr. Breau: Mr. Mayor, could you tell us 
what kind of service the parts of the county 
other than Bathurst are getting? Are they 
getting adequate service from Charlo?

[Interprétation]
Le président: Monsieur Skoberg?

M. Skoberg: Votre Honneur, où se trouve 
la meilleure piste d’atterrissage la plus rap
prochée en ce moment?

M. Picot: L’aéroport de Charlo a une piste 
de 4,000 pieds.

M. Skoberg: Je parle de distance.

M. Picot: Il se trouve à 50 miles de 
Bathurst, le long de la route 11, qui est tout à 
fait aménagée tout le long des 50 milles. Pour 
se rendre à Charlo, les résidents de Bathurst 
doivent parcourir de 15 à 20 zones de vitesse 
contrôlée, parce qu’il y a un bon nombre de 
villages le long de cette route. Et à mon avis, 
et de l’avis des citoyens de Bathurst, les 
conditions ne se prêtent pas du tout à un 
service adéquat à cet endroit pour les 
citoyens de Bathurst.

M. Skoberg: Merci. Quels sont les services 
ferroviaires que vous avez?

M. Picot: Nous sommes le long de la ligne 
principale du National-Canadien de Montréal 
à Halifax.

M. Skoberg: Est-ce que le service ferro
viaire est adéquat? Ce n’est pas un argument 
contre votre demande.

M. Picot: Je ne veux pas faire de commen
taires là-dessus maintenant, mais ce sera 
mentionné dans notre mémoire.

Je dirais qu’au cours des six derniers mois, 
la situation s’est améliorée. Le système qui a 
remplacé l’Océan Limitée pour un certain 
temps nous a donné certaines préoccupations. 
Nous avons reçu un certain nombre de plain
tes du public voyageur dans cette région, et 
j’ajouterais qu’à mon avis le service a été 
amélioré, mais nous avons toujours des griefs 
qui nous sont formulés.

Nos griefs, pour ce qui est des messageries, 
sont à peu près les mêmes que ceux formulés 
par ces autres villes qui se trouvent le long 
de l’embranchement principal, mais j’ajoute
rais que là où nous sommes, c’est étroitement 
rattaché aux villes de Tracadie, de Shippigan 
et de Caraquet qui ne sont pas situées le long 
de la principale ligne, et nous recevons un 
bon nombre de plaintes de ces régions.

Le président: Monsieur Breau?

M. Breau: Monsieur le maire, pourriez- 
vous nous dire quel genre de service les 
autres points du comté reçoivent, en plus de 
la ville de Bathurst? Est-ce qu’ils ont un 
service adéquat, de Charlo?
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Mr. Picot: I met with representatives of 

these towns not too long ago and they are 
certainly concerned with the present service 
to these areas. Some of these towns are as 
far away from Charlo as 122 miles and they 
feel that they are certainly not getting the 
service that they should be getting.

Mr. Breau: So they would rather use 
Moncton then?

Mr. Picol: In this sense they have indicat
ed to me that what they are doing now is 
using Air Canada facilities in Moncton.

The Chairman: Mr. Corbin?
M. Corbin: Nous avons traité jusqu’à main

tenant de problèmes...
Le président: M. Picot comprend le fran

çais, alors, pas de problèmes.
M. Corbin: Ce matin, nous avons parlé 

surtout de problèmes de transport aérien; 
mais, n’en existe-t-il pas aussi pour le réseau 
routier dans votre région? Est-ce que vous 
n’avez pas besoin de meilleures routes, par 
exemple?

M. Picot: J’y ai fait allusion en passant 
lorsqu’il fut question de la route n" 11 et je 
suis certain que nous allons apparter notre 
appui aux autres villes situées le long de 
cette route, car nous sommes d’avis qu’elle ne 
dessert pas adéquatement les régions de 
Bathurst, Campbellton, Dalhousie et quelques 
autres.

M. Corbin; Des améliorations s’imposent?
M. Picot: Certainement.
Mr. Picot: We feel, gentlemen, that number 

11 Highway from Campbellton down to 
Bathurst and to Moncton certainly should be 
brought up to Trans-Canada standards. 
Bypasses should be built especially around 
the City of Bathurst. I know there have been 
steps taken in that direction. We feel this is a 
priority item because a lot of traffic is mov
ing in and around Bathurst. Also, we are 
centrally located in the new mining develop
ment in that area, and we will certainly 
endorse any demands that would be made to 
upgrading or even relocating in some areas 
number 11 highway.

Mr. Corbin: I have another question, Mr. 
Chairman. In connection with the air service 
provided by EPA which is now based at 
Charlo, do you have the impression that EPA 
mainly wanted that station up there in order 
to get into Montreal, or do you feel they are

[ I nterpretation ]
M. Picot: Eh bien, j’ai rencontré les repré

sentants de ces villes il n’y a pas tellement 
longtemps, et ils sont vraiment préoccupés du 
service qui est offert maintenant pour ces 
régions. Certaines de ces villes sont aussi 
éloignées de Charlo que 122 milles, et ils sont 
d’avis, qu’ils n’ont pas le service qu’ils 
devraient obtenir.

M. Breau: Ils préféreraient aller à Monc
ton, alors?

M. Picot: En ce sens, ils m’ont indiqué que 
ce qu’ils font maintenant, c’est d’avoir 
recours au service d’Air Canada à Moncton.

Le président: Monsieur Corbin?
Mr. Corbin: So far we have been dealing 

with...
The Chairman: Mr. Picot understands 

French, so there is no problem.
Mr. Corbin: This morning we have spoken 

mainly about air transport problems. But is 
there not also a problem with regard to the 
road transport network in your area? Do you 
not need better roads, for instance?

Mr. Picot: I mentioned it in passing when 
highway 11 was mentioned and I am sure 
that we will support the other cities located 
on highway 11, because we are of the opinion 
that this highway is not adequate to service 
the regions of Bathurst, Campbellton, Dal
housie and a few other places.

Mr. Corbin: So it should be improved?
Mr. Picot: Yes.
M. Picol: Nous estimons. Messieurs, que la 

route n° 11 de Campbellton à Bathurst, et 
Moncton devrait être aménagée selon les 
normes de la route transcanadienne. Et on 
devrait construire des voies d’évitement, sur
tout autour de la ville de Bathurst. Je sais 
que certaines mesures ont été prises à cet 
égard. Nous croyons qu’il s’agit d’une priorité 
en raison de la circulation autour et dans la 
ville de Bathurst. De même, nous sommes 
situés au centre de la nouvelle région 
minière, et nous appuyerions certainement 
toute demande d’amélioration de la route, ou 
même de déplacement, de la route n° 11.

M. Corbin: J’ai une autre question à poser, 
monsieur le président. Quant au service 
aérien assuré par EPA, qui a sa base à 
Charlo à l’heure actuelle, avez-vous l’impres
sion que EPA voulait cette base là-bas afin 
de pouvoir se rendre à Montréal, où est-ce
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[Texte]
really serious in giving the people of the area 
very good service.

Mr. Picot: I am afraid, Mr. Corbin, that 
that is too much of a loaded question at this 
time for me to answer.

Mr. Corbin: I appreciate your position, sir.

The Chairman: I want to thank you, Mr. 
Mayor.

Mr. Picot: Thank vou.

The Chairman: This completes our work 
for this morning. We will adjourn.

AFTERNOON SITTING

The Chairman: Gentlemen, our first brief 
this afternoon is from Ganong Brothers 
Limited of St. Stephen, New Brunswick. On 
my left here I have Mr. J. P. Ensor and Mr. 
P. D. Frye. They are going to give us a short 
brief and then you can ask questions after.

Mr. J. P. Ensor (Ganong Bros. Limited):
Mr. Chairman, members of the Committee. 
The Ganong Brothers brief was submitted to 
the Standing Committee on Transport and 
Communications in order to bring to your 
attention the effect that the new non-carload 
freight rates have on our company.

Of particular concern is the new minimum 
shipping weight of 300 pounds and the extra 
charge of 20 cents for each carton over one. 
The 300-pound minimum and1 the 20-cent 
upcharge affect the cost of shipping confec
tionery to a greater degree in the Atlantic 
Provinces due to the fact that the average 
non-carload shipment is considerably smaller 
in this region than elsewhere in Canada. The 
average wholesale and retail outlet is smaller 
than its counterpart in the central and west
ern regions of Canada, and consequently 
requires frequent shipments in order to keep 
inventories at a minimum and maintain fresh 
stocks.

The average carton weight for general 
confectionery is between 15 and 20 pounds, 
which means that an order under 300 pounds 
at 20 cents a carton charge becomes a very 
important cost.

We also pointed out in our brief the effects 
of the increase on inward freight. In October

[Interprétation]
qu’ils sont vraiment sérieux en voulant don
ner un excellent service aux gens de la 
région?

M. Picot: Monsieur Corbin, je regrette, 
mais j’ai l’impression que la question est trop 
dangereuse; je ne saurais y répondre.

M. Corbin: Je comprends parfaitement 
votre situation, monsieur.

Le président: Je voudrais vous remercier, 
monsieur le maire.

M. Picot: Merci.

Le président: Je crois que cela termine 
notre travail pour ce matin. Nous allons lever 
la séance.

SÉANCE DE L'APRÈS-MIDI

Le président: Messieurs, le premier 
mémoire que nous avons cet après-midi est 
celui de la Ganong Brothers Limited de St. 
Stephen (N.-B.)

J’ai à ma gauche M. J. P. Ensor et M. P. D. 
Frye. Ils vont nous donner un bref résumé de 
leur mémoire et ensuite vous pourrez poser 
des questions.

M. P. F. Ensor (Ganong Brothers Limited):
Monsieur le président, membres du Comité, 
le mémoire de Ganonig a été présenté au 
Comité permanent des transports et commu
nications afin d’attirer votre attention sur 
l’effet que les nouveaux taux de transport 
des chargements incomplets ont sur notre 
compagnie.

Nous nous préoccupons du nouveau mini
mum de 300 livres et du taux supplémentaire 
de 20c. pour chaque boîte s’ajoutant à la 
première. Le minimum de 300 livres et l’aug
mentation de 20c. affecte les frais d’expédi
tion des confiseries beaucoup plus dans les 
provinces de l’Atlantique en raison du fait 
que la moyenne des chargements incomplets 
est beaucoup plus faible dans notre région 
qu’ailleurs au Canada. Le grossiste et le 
détaillant moyen sont moins considérables 
que dans les parties centrales et l’ouest du 
Canada, et en conséquence, demandent des 
expéditions fréquentes afin de maintenir les 
inventaires au minimum et de garder des 
stocks frais.

Le poids moyen est de 15 à 20 livres pour 
une boite ordinaire de produits de confiseries, 
ce qui veut dire que pour une commande de 
moins de 300 livres à 20c. la boite, les frais 
deviennent plutôt considérables.

Nous avons aussi indiqué dans notre pré
sentation, les effets de l’augmentation sur les
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1966, there was an increase in the carload 
rate of sugar of four cents per hundred 
pounds, which increased Ganong’s inward 
freight cost by 30 per cent on its chief raw 
material. This rate has since been increased 
another one cent per hundred pounds.

In Ontario where truck competition is very 
keen, the rail rate between Toronto and Lon
don was not increased. So Ganong’s largest 
competitors in general confectionery were not 
affected. Therefore, we feel that the new 
non-carload freight rate structure should be 
reconsidered as it puts the Ganong Company 
at a competitive disadvantage in its home 
market, particularly in regard to shipments 
under 300 pounds.

The Chairman: Mr. Horner?

Mr. Horner: Mr. Ensor, I find your brief 
quite interesting. It is once again enunciating 
the firm belief that in the Maritimes, the 
implementation of the non-carlot shipment of 
goods has been very detrimental to your 
business. This appears to be a pattern that is 
developing in the Maritimes. Have you con
sidered appealing to the Canadian Transport 
Commission, making the case that these new 
rates are detrimental to the public interest?

Mr. Ensor: We have not done this.

Mr. Horner: Have you discussed it with the 
Maritime Transportation Commission or 
the...

Mr. Ensor: I believe your President has.

Mr. Horner: You do not know whether 
they are prepared to take your case to the 
CTC?

Mr. Ensor: I do not right now, I am sorry.

Mr. Horner: This is not the first time we 
have heard it in this series of briefs we have 
been hearing. You suggest that it has been 
an increase of 64 per cent on all shipments 
under 300 pounds, or something like that. To 
me this is a drastic increase. You suggest that 
if it continues you will pretty nearly be 
forced out of business.

Mr. Ensor: I think, sir, that 64 per cent of 
our shipments are under 300 pounds.

[Interpretation]
frais de transport des matières premières 
venant du Haut-Canada. En octobre 1966, il y 
a eu une augmentation de prix de 4 cents le 
cent livres, ce qui a augmenté les frais de 
transport de 30 p. 100 pour la matière pre
mière la plus importante de Ganong. Depuis, 
on l’a augmenté de nouveau de un cent le 
cent livres.

En Ontario où la concurrence des camions 
est très intenses, on n’a pas augmenté le tarif 
entre Toronto et London. Ce qui fait que les 
plus gros concurrents de Ganong dans la 
confiserie générale n’ont pas été touchés. 
Nous estimons donc qu’on devrait réévaluer 
le nouveau tarif-marchandises des charge
ments incomplets étant donné que la société 
Ganong est à un désavantage concurrentiel 
sur ses propres marchés, surtout en ce qui 
concerne les expéditions de moins de 300 lbs.

Le président: M. Horner.

M. Horner: Monsieur Ensor, j’ai trouvé 
votre mémoire très intéressant. Encore une 
fois, il nous montre très clairement cette 
croyance qu’on a que dans les Maritimes, la 
mise en vigueur des taux à l’égard des char
gements incomplets est au détriment de votre 
commerce. Ce qui semble être une tendance 
qui se développe dans les Maritimes. Avez- 
vous songé à en appeler à la Commission 
canadienne des Transports à l’effet que ces 
nouveaux taux sont au détriment de l’intérêt 
public?

M. Ensor: Non, nous ne l’avons pas fait.

M. Horner: L’avez-vous discuté avec la 
Commission des transports des Maritimes?

M. Ensor: Je crois que notre président l’a 
fait.

M. Horner: Est-ce que vous savez s’ils sont 
prêts à porter votre cause devant la Commis
sion canadienne des transports?

M. Ensor: Je ne le sais pas, je regrette.

M. Horner: Ce n’est pas la première fois 
que nous entendons ceci dans la série de 
mémoires que nous avons entendus. Vous 
prétendez qu’il y a eu augmentation de 64 p. 
100 sur toutes les expéditions de moins de 
300 livres, n’est-ce pas? Et alors, à mon sens, 
c’est une augmentation draconienne. Vous 
dites dans votre mémoire que si cela se conti
nue, vous serez presque forcés à abandonner 
les affaires.

M. Ensor: Je crois que 64 p. 100 de nos 
expéditions sont de moins de 300 lbs, 
monsieur.
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[Texte]
Mr. Horner: Are under 300 pounds. Oh. 

The average increase is 85 per cent?

Mr. Ensor: Yes.

Mr. Horner: The average increase is 85 per 
cent. In other words nearly double, and 
would you disagree with the suggestion I 
made that if it is to continue that you will 
pretty nearly be forced out of business?

Mr. Ensor: It would force us to take seri
ous consideration.

Mr. Horner: Yes. I do not suppose that you 
or your legal advisers have made any study 
under Clause 16 of the new bill which set up 
the CTC?

Mr. Ensor: No, we have not.

Mr. Horner: The reason I bring this up is 
because this Section 16 was hotly debated 
when the bill was passed, and you have 
to—as a private shipper—hang your case on, 
if you might put it that way, on the fact that 
it is in the public interest. Believe me, I 
argued this for a number of days in the 
House of Commons, the fact that it would be 
difficult for a concern—an individual concern 
such as yours—to build a case around the 
contention that the public interest would be 
in jeopardy. And I say to you, and I encour
age you, that I would like to see—a number 
of cases have come before the Committee 
similar to this, but no one apparently has 
taken it to the CTC yet.

And I encourage you to—either through 
your Maritime Transportation Commission, 
or privately yourself, because in order to 
really test the application of the Act, we 
have to have an interpretation from the CTC 
as to what is meant, or what is in the public 
interest. And I realize the plight you are 
faced with, and encourage you to pursue it to 
the ultimate limit.

The Chairman: Mr. Allmand?

Mr. Allmand: Mr. Ensor, your factory is 
very close to the American border; as a mat
ter of fact it is right on the border.

Mr. Ensor: Right on the border, yes.

Mr. Allmand: What is your attitude on the 
proposed corridor roads up through Maine to

[Interprétation]
M. Horner: Oh, je vois, de moins de 300 

livres. Et l’augmentation moyenne est de 85
p. 100?

M. Ensor: Oui.

M. Horner: L’augmentation moyenne est de 
85 p. 100. En d’autres termes, presque le 
double, et est-ce que vous conviendriez alors 
de la suggestion que j’ai faite à l'effet que si 
cela se continue, ça vous forcera à vous reti
rer des affaires.

M. Ensor: Cela nous force à étudier la 
question très sérieusement, oui.

M. Horner: Oui. Je ne m’imagine pas que 
vous et vos conseillers juridiques auront fait 
une étude en vertu de l’article 16 du nouveau 
bill qui a établi la nouvelle Commission 
canadienne des transports?

M. Ensor: Non, nous ne l’avons pas fait.

M. Horner: La raison pour laquelle je sou
lève la question c’est que l’article 16 a été 
discuté très à fond et chaudement lorsque le 
bill a été adopté, et à titre d’expéditeurs 
particuliers, il faut que votre cause repose, si 
je puis dire, sur le fait que ce soit dans 
l’intérêt public. Et croyez-moi, j’ai soulevé 
l’argument pendant plusieurs jours à la 
Chambre des communes à l’effet que ce serait 
une préoccupation pour une entreprise 
comme la vôtre, que ce serait très difficile de 
prétendre que l’intérêt public serait en jeu, 
dans un cas comme le vôtre. Je vous dis 
donc, que j’aimerais voir, étant donné qu’il y 
a plusieurs cas qui sont présenté au Comité, 
et personne jusque là n’a porté la cause 
devant la Commission canadienne des 
transports.

Alors je vous encourage, ou par l’entremise 
de la Commission des transports des Mariti
mes, ou à titre privé, vous-mêmes, si vous le 
voulez, afin de bien vérifier la Loi, il faut 
avoir une interprétation officielle de la part 
de la Commission Canadienne des transports 
pour savoir ce que cela veut dire, ou ce qui 
est dans l’intérêt public. Je comprends bien 
la situation dans laquelle vous vous trouvez, 
et je vous encourage fortement à poursuivre 
la cause.

Le président: Monsieur Allmand?

M. Allmand: Monsieur Ensor, votre fabri
que se trouve très près de la frontière 
américaine.

M. Ensor: En fait elle est très proche.

M. Allmand: Quelle est votre attitude au 
sujet de routes-corridor à travers le Maine
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[Text]
Montreal and so forth? Would you consider 
shipping by truck if such a road was built?

Mr. Ensor: Yes, we certainly would. In fact 
we have been shipping with some truck trans
port to Montreal and Upper Canada.

Mr. Allmand: What percentage do you ship 
by truck?

Mr. Ensor: Before this new rate came in 
we were shipping 75 per cent rail and 25 per 
cent transport. Today it is just reverse; 75 
per cent transport and 25 per cent rail.

Mr. Allmand: I see; since the new LCL 
rates have come in you have completely re
versed your percentage.

Mr. Ensor: Pretty well, yes.

Mr. Allmand: Do you have contracts with 
trucking firms or do you have your own 
trucks?

Mr. Ensor: No, we do not have our own 
trucks. We use Day & Ross Transport Co. Ltd. 
mainly to Montreal.

Mr. Allmand: So you are interested in the 
proposed corridor road. That is all, thank 
you.

Mr. Trudel: Mr. Chairman, I would like to 
direct my question to Mr. Ensor. You men
tion here, Mr. Ensor, a 300-pound minimum 
shipment. What minimum shipment weight 
are you looking for that would be ideal for 
your business?

Mr. Ensor: In the Atlantic Provinces, sir, 
150 pounds would be the good minimum 
shipment that we have.

Mr. Trudel: What would be the average 
weight of your shipments within the 
Maritimes?

Mr. Ensor: Our average is about 165 to 200 
pounds:

Mr. Trudel: You also mentioned in your 
brief, Mr. Ensor, that you have a penalty per 
carton. Is it not possible for you to group 
your smaller packages into one box?

Mr. Ensor: We have investigated this and 
we could put perhaps four cartons in a ship
ping container that would save us 60 cents, 
but the carton itself would cost us 60 to 65

[Interpretation]
vers Montréal, etc? Est-ce que vous songeriez 
à expédier par camion, si une telle route était 
construite?

M. Ensor: Oui certainement. Nous le 
ferions. En fait, nous avons fait des expédi
tions par camion vers Montréal et le 
Haut-Canada.

M. Allmand: Quel est le pourcentage que 
vous expédiez par camion?

M. Ensor: Avant l’introduction du nouveau 
taux, nous expédiions 75 p. 100 des marchan
dises par chemin de fer et 25 p. 100 par 
camion, alors qu’aujourd’hui c’est juste l’in
verse, 25 p. 100 par chemin de fer et 75 p. 
100 par camion.

M. Allmand: Je vois. Depuis l’introduction 
du nouveau tarif pour les chargements 
incomplets la situation est complètement 
renversée.

M. Ensor: Oui, à peu près.

M. Allmand: Est-ce que vous aviez un con
trat avec une entreprise de camionnage ou 
est-ce que vous avez vos propres camions?

M. Ensor: Non, nous n’avons pas nos pro
pres camions. Day & Ross Transport Co. Ltd. 
assure normalement le transport jusqu’à 
Montréal.

M. Allmand: Alors, la nouvelle route vous 
intéresse. C’est tout. Merci.

M. Trudel: Monsieur le président, je vou
drais poser une question à M. Ensor. Vous 
avez mentionné, monsieur Ensor, un charge
ment minimum de 300 livres. Quel serait le 
chargement minimum qui serait idéal pour 
votre commerce?

M. Ensor: Dans les provinces de l’Atlanti
que, monsieur, 150 livres seraient un mini
mum acceptable.

M. Trudel: Quel serait le poids moyen de 
vos expéditions dans les Maritimes?

M. Ensor; Environ 165 à 200 livres.

M. Trudel: Vous avez aussi mentionné dans 
votre mémoire, monsieur Ensor, qu’il y a une 
punition par colis. Est-ce qu’il ne serait pas 
possible de grouper vos petits colis en un 
seul?

M. Ensor: Oui, nous avons fait enquête à 
ce sujet et nous pourrions peut-être mettre 
quatre cartons dans un cadre, ce qui nous 
épargnerait 60 cents, mais le cadre nous coû-
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[Texte] [Interpretation]
cents so it is not practical. We have tried terait 65 cents, de sorte que cela ne serait pas 
strapping and this has not worked out too pratique. Nous avons essayé avec des lanières 
successfully yet, but we are still working on sans trop de succès. Nous essayons toujours 
it and trying to condense our shipments by de condenser nos expéditions en liant les 
strapping into larger packages. colis ensemble.

Mr. Trudel: This has been the answer in M. Trudel: Ce fut la solution dans d’autres 
several other areas of transportation. domaines des transports.

Mr. Ensor: Yes. M. Ensor: Oui.

Mr. Trudel: I have one or two more ques- M. Trudel: Une ou deux autres questions, 
tions, Mr. Chairman. You mentioned in your monsieur le président. Vous avez mentionné 
brief that 50 per cent of the business in the que 50 p. 100 des affaires dans les Maritimes
Maritimes is being conducted or done by the 
independent stores, whereas it is 5 per cent in 
Ontario.

Mr. Ensor: This is food chains, sir.

Mr. Trudel: Yes, I understand. Taking that 
into consideration I think this does not give 
us the entire story. Although we have 
independent stores, we also have group stores 
and I think you have them here as well.

Mr. Ensor: Yes, we do.

Mr. Trudel: Most of these group stores are 
now drawing their goods from various ware
houses in the area, but you are talking here 
as if all your distribution is done on a direct 
basis.

Mr. Ensor: In Montreal and Toronto, sir, 
the food chains have central warehouses 
where a shipment is sent for distribution, but 
no food chain in the Maritimes has a central 
warehouse where we can ship. We have to 
ship to individual stores.

Mr. Trudel: Yes, but taking this a little 
further, you are talking about food chains in 
Montreal. They do less than 30 per cent of 
the business in the Province of Quebec. 
Therefore, we are talking about independent
ly-owned or group stores that are in exis
tence here. What I am trying to arrive at is 
whether all of your business is done on a 
direct basis. You do not go through a retailer 
or a wholesaler?

Mr. Ensor: Wholesale and retail, sir, yes.

Mr. Trudel: Therefore, your shipments in a 
lot of cases would exceed 150 pounds.

Mr. Ensor: In a lot of cases through the 
wholesaler; they are drop shipments and 
they are shipped direct to the store and 
charged through the wholesaler.

sont entre les mains de magasins indépen
dants, à l’égard de 5 p. 100 dans l’Ontario.

M. Ensor: Il s’agissait des épiceries, 
monsieur.

M. Trudel: Oui, je le comprends et, si l’on 
tient compte de ce fait, je crois que cela ne 
nous donne pas tous les éléments en cause. 
Nous avons des magasins indépendants, nous 
avons aussi des magasins à succursales multi
ples et je crois que vous les avez ici, aussi.

M. Ensor: Oui, monsieur.

M. Trudel: La plupart d’entre eux tirent 
leurs stocks d’entrepôts de la région, mais, 
vous semblez dire que tout se fait sur une 
base directe.

M. Ensor: A Montréal et à Toronto, les 
magasins d’aliments à succursales multiples 
ont un entrepôt central qui assure la distri
bution, mais, aucun magasin à succursales 
multiples des Maritimes a un entrepôt cen
tral, où nous pourrions expédier. Il faut 
nécessairement expédier aux magasins mêmes.

M. Trudel: Oui, puisque vous parlez des 
magasins à succursales multiples de Mont
réal, ils représentent moins de 30 p. 100 du 
chiffre d’affaires de la province de Québec. 
Par conséquent, nous parlons des magasins 
indépendants et des coopératives qui existent 
ici. Ce à quoi je veux en venir, c’est de savoir 
si toutes vos affaires se font sur une base 
directe. Vous ne passez pas par un grossiste 
ni un détaillant?

M. Ensor: Par le grossiste et le détaillant, 
oui, monsieur.

M. Trudel: Alors, beaucoup de vos charge
ments dépasseraient 150 livres.

M. Ensor: Il y a beaucoup de chargements 
échelonnés qui sont envoyés directement aux 
magasins et défrayés par les grossistes.
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[Text]
Mr. Trudel: I am thinking of some of your 

competitors who are also in that type of 
business. They are now even grouping their 
shipments to a group of wholesalers, let alone 
retailers. You are talking here about 
independent stores.

Mr. Ensor: Yes, we do this in Montreal but 
in the Atlantic Provinces there is no group to 
which we can ship.

Mr. Trudel: But you are able to deal on 
the wholesaler basis with distribution from 
there afterwards?

Mr. Ensor: In the Atlantic Provinces?

Mr. Trudel: In the Atlantic Provinces.

Mr. Ensor: Yes, we ship to wholesalers and 
we ship direct through wholesalers on a drop 
shipment basis. It does not go to the 
wholesaler.

The Chairman: Mr. Portelance?
Mr. Portelance: When you make drop ship

ments, do you not charge more?

Mr. Ensor: No, we do not.
Mr. Portelance: At the same price?
Mr. Ensor: We charge to the wholesaler at 

the same price.
Mr. Portelance: Some firms have different 

prices; when it is a drop shipment they usu
ally get more for it.

Mr. Trudel: I have one more question, Mr. 
Chairman. Mr. Ensor, what per cent of your 
business would be done in the Maritimes?

Mr. Ensor: Approximately 50 per cent of 
our business is done in the Maritimes.

Mr. Trudel: In other words, what we are 
talking about now would involve about 50 
per cent of your business on the LCL basis?

Mr. Ensor: That is right.
Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Mr. Skoberg?
Mr. Skoberg: I would like to ask, what per 

cent is LCL in so far as the western part of 
the nation is concerned?

Mr. Ensor: All carload to Western Canada, 
sir; we ship all carload to Western Canada.

[Interpretation]
M. Trudel: Je songe à certains de vos con

currents qui sont dans le même genre d’en
treprise et qui groupent leurs expéditions en 
formant un groupe de grossistes et même de 
détaillants. Vous parlez de magasins 
indépendants.

M. Ensor: Oui, on le fait à Montréal, dans 
les provinces de l’Atlantique, il n’y a pas de 
tels groupes auxquels nous pourrions 
expédier.

M. Trudel: Mais vous pouvez le faire avec 
un grossiste qui assure la distribution.

M. Ensor:
l’Atlantique?

Dans les provinces de

M. Trudel: Dans les provinces de
l’Atlantique.

M. Ensor: Oui, nous expédions à ou par 
l’entremise de grossistes. Ce sont des expédi
tions échelonnées qui ne se rendent pas au 
grossiste.

Le président: Monsieur Portelance?
M. Portelance: Est-ce que vous chargez 

davantage lorsqu’il s’agit de chargements 
échelonnés?

M. Ensor: Non, c’est le même prix.
M. Portelance: C’est le même tarif?
M. Ensor: Nous chargeons le même prix 

qu’aux grossistes.
M. Portelance: Certaines sociétés ont des 

tarifs spéciaux; ils obtiennent davantage 
quand il s’agit de chargements échelonnés.

M. Trudel: Une autre question, monsieur le 
président. Quel pourcentage de vos affaires 
se fait dans des Maritimes?

M. Ensor: Environ 50 p. 100.

M. Trudel: On parle donc, de la moitié de 
votre commerce qui est touché par le tarif 
des chargements incomplets.

M. Ensor: Oui, c’est exact.
M. Trudel: Merci beaucoup, monsieur le 

président.
Le président: Monsieur Skoberg?
M. Skoberg: Quel pourcentage de vos expé

ditions vers l’Ouest de notre pays est affecté 
par le tarif des chargements incomplets?

M. Ensor: Toutes nos expéditions vers 
l’Ouest sont des chargements complets.
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[Texte]
Mr. Skoberg: That is straight carload lots?

Mr. Ensor: Straight carload lots yes.

Mr. Skoberg: What would your position be, 
sir, in regard to the Atlantic free trade policy 
and what would your market possibly be 
across the line?

Mr. Ensor: In the United States?

Mr. Skoberg: Yes.

Mr. Ensor: We are doing very little export 
at the present time.

Mr. Skoberg: What is your policy on the 
Atlantic free trade thought?

Mr. Ensor: I do not wish to state it now; I 
am sorry.

Mr. Skoberg: I have one other question. 
Has your company any interest in the truck
ing firms in the Atlantic Provinces?

Mr. Ensor: Any interest in the trucking 
firms?

Mr. Skoberg: Yes.

Mr. Ensor: Financial interest?

Mr. Skoberg: Yes.

Mr. Ensor: No.

Mr. Skoberg: I notice in the final para
graph of your brief, sir, that at least there is 
a possibility of your relocating outside the 
Atlantic Provinces. With that in mind, could 
you give us an indication of what you mean 
by that and what location you were thinking 
of, taking into consideration that 50 per cent 
of your market is here and 50 per cent is the 
rest of the nation?

Mr. Ensor: This has been considered but as 
this brief was made by the President of our 
Company I do not feel qualified to comment 
further than what the brief says right now. I 
am sorry.

Mr. Skoberg: That is fine; thank you.

The Chairman: Mr. Homer?
Mr. Horner: I have a supplementary. I was 

interested in your remarks concerning the 
free trade area. Could you give this Commit
tee—and the question has been brought up a 
number of times—any idea of the difficulty 
you may be having in getting your product 
to the market in the United States? Is there a 
tariff or is there not?

Mr. Ensor: There is a tariff.
29690—5

[Interprétation]
M. Skoberg: Des chargements complets?

M. Ensor: Oui, monsieur.

M. Skoberg: Et, quelle est votre attitude 
envers la politique de libre échange pour la 
région de l’Atlantique et quel est votre mar
ché aux États-Unis?

M. Ensor: Aux États-Unis?

M. Skoberg: Oui.

M. Ensor: Nous exportons très peu à 
l’heure actuelle.

M. Skoberg: Quelle serait votre attitude 
quant à l’idée du libre-échange dans la région 
de l’Atlantique?

M. Ensor: Je regrette, je préfère ne pas 
l’exprimer pour l’instant.

M. Skoberg: Est-ce que votre compagnie a 
un intérêt quelconque dans les entreprises de 
camionnage des provinces de l’Atlantique?

M. Ensor: Des intérêts dans les entreprises 
de camionnage?

M. Skoberg: Oui.

M. Ensor: Un intérêt financier?

M. Skoberg: Oui.

M. Ensor: Non.

M. Skoberg: Je constate dans le dernier 
paragraphe de votre mémoire, qu’il y a au 
moins une possibilité que vous vous retiriez 
des provinces de l’Atlantique. En songeant à 
cela, pourriez-vous nous dire ce que vous 
aviez en vue, compte tenu du fait que 50 p. 
100 de vos débouchés se trouvent ici et que 
50 p. 100 se trouvent dans le reste du 
Canada?

M. Ensor: Nous y avons songé, mais comme 
le mémoire a été rédigé par le président de 
notre société, je ne crois pas pouvoir com
menter davantage sur ce que dit le mémoire 
à l’heure actuelle. Je m’excuse.

M. Skoberg: C’est très bien. Merci 
beaucoup.

Le président: Monsieur Homer.

M. Horner: Une question complémentaire. 
Ce que vous avez dit au sujet de la zone de 
libre échange m’intéresse beaucoup. La ques
tion a déjà été soulevée plusieurs fois, mais 
pourriez-vous donner une idée, au Comité, 
des difficultés que vous pourriez éprouver à 
vendre vos produits aux États-Unis? Est-ce 
qu’il y a un tarif?

M. Ensor: Oui, il y a un tarif.
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[Text]
Mr. Horner: There is a tariff?

Mr. Ensor: Yes 12 per cent, but this is 
pretty well offset because we are exempt the 
12 per cent excise tax in Canada if we 
export. It is pretty well an offsetting tariff.

Mr. Horner: Therefore, it is nearly a free 
trade basis for your product anyway?

Mr. Ensor: Yes.

Mr. Horner: Have you made any inroads at 
all into the American market?

Mr. Ensor: Some; we have just started in 
the past 12 months and we have made some 
in Maine. We have not gone beyond the State 
of Maine yet

Mr. Horner: You have not tried Boston, 
or...

Mr. Ensor: Not yet.

The Chairman: Mr. Breau?

Mr. Breau: Mr. Chairman, I have just one 
question for the witness. You left the impres
sion a while ago that you were favouring the 
corridor road. Are you saying that you can 
prove it would be cheaper for you if there 
were a corridor road, or did you want to 
leave the impression that if it were proven to 
you that it would be cheaper you might 
agree with it?

Mr. Ensor: I do not know what the rates 
would be with a corridor road. We would 
favour this because it would be a more direct 
line for shipping to Montreal and Ontario 
markets, but what the rate would be I have 
no idea.

Mr. Breau: But you would favour the cor
ridor road if it were cheaper for you?

Mr. Ensor; Certainly.

Mr. Breau: But I mean you are not ready 
to say that you can prove it would be 
cheaper?

Mr. Ensor: No, I could not prove it.

The Chairman: Gentlemen, are there any 
more questions? Thank you, Mr. Ensor.

Next will be the Fredericton Board of 
Trade.

Gentlemen, on my right are Mr. Bidlake, 
Mr. Rioux, Mr. McKenzie and Mr. Logue. 
They will make a short presentation. They 
have no brief. We have the brief here and I

[Interpretation]
M. Homer: Il y a un tarif?

M. Ensor: Oui, de 12 p. 100, mais il est 
compensé par le fait que nous sommes 
exemptés de la taxe d’accise de 12 p. 100 au 
Canada, si nous exportons les produits. Alors, 
l’un compense l’autre.

M. Horner: Donc, il s’agit effectivement 
d’un libre échange de toute façon?

M. Ensor: Oui.

M. Horner: Est-ce que vous avez réussi à 
pénétrer le marché américain?

M. Ensor: Nous ne l’avons tenté que depuis 
un an. Nous avons réussi quelque peu dans le 
Maine. Nous ne sommes pas allés au-delà.

M. Horner: Vous n’avez pas encore tenté à 
Boston?

M. Ensor: Pas encore.

Le président: Monsieur Breau.

M. Breau: Monsieur le président, une seule 
question que je voudrais poser au témoin. 
Vous avez laissé l’impression, tout à l’heure, 
que vous étiez en faveur de la route-corridor. 
Est-ce que vous dites que cela vous coûterait 
moins cher où est-ce que vous vouliez dire 
que si on pouvait vous prouver que c'était 
plus économique vous seriez en faveur?

M. Ensor: Je ne sais pas quels seraient le 
tarif par la route-corridor. Nous serions en 
faveur car ce serait une route beaucoup plus 
directe pour les expéditions vers Montréal et 
l’Ontario, mais je n’ai pas idée de ce que 
serait le taux.

M. Breau: Mais vous seriez en faveur de la 
route-corridor si elle était plus économique.

M. Ensor: Oui, certainement

M. Breau: Vous n’êtes pas prêt à dire que 
vous seriez capable de prouver qu’elle serait 
plus économique?

M. Ensor: Non, je ne serais pas capable.

Le président: Messieurs, s’il n’y a pas d’au
tres questions je remercierais M. Ensor. 
Merci.

Voici maintenant la Chambre de Commerce 
de Fredericton.

Messieurs, j’ai ici à ma droite MM. Bid
lake, Rioux, McKenzie et Logue. Ils présente
ront un bref exposé. Ils n’ont pas de 
mémoire. Nous avons leur mémoire ici; je ne
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[Texte] I
do not believe there are enough copies for
everyone of you but you can ask questions.

Now I ask for a very brief comment.

Mr. À. J. Rioux (Director Fredericton 
Board of Trade): Mr. Chairman and gentle
men, we wish to thank you for the privilege 
of appearing before you today. In summary 
we wish to bring to your attention four 
points on transportation which are more 
fully explained in our brief. The first is LCL 
freight rates, which have been in force over 
12 months. You will be receiving many briefs 
on this issue so we will not dwell on this 
subject except to say our concern lies in 
industry.

These new rates are a severe blow to Mari- 
time-based industry, and are also a severe 
blow when trying to attact new industry to 
our province. Second, the proposed corridor 
road linking Sydney, Nova Scotia and Mont
real via the State of Maine, we believe, 
would give the Atlantic provinces speedy and 
efficient access to the heartland of Canada, 
the Atlantic Coast to the U.S.A. and sport- 
loving enthusiasts of Quebec to Maine. We 
would like to see this corridor road a reality, 
but built and maintained by the U.S.A. Resi
dents of Maine need our assurance that the 
Canadian portion will be built.

Our third point is that we are asking for 
improved air flights from Fredericton to 
Prince Edward Island and Fredericton to 
New England; for the present time they are 
inadequate.

The fourth point is, are you aware, sir, 
that we have no direct passenger service in 
our capital city? Should we desire to travel 
by train to Montreal, we have a choice, if I 
may call it such, to take a bus to Fredericton 
Junction, a distance of 30 miles, or a bus to 
McGivney Junction, a distance of 35 miles. 
Returning to the city, we must again travel 
by bus. We have joined forces with the Saint 
John Board of Trade in the submission of a 
brief on an international airport. This was 
presented to you yesterday by the Saint John 
Board. We are not prepared at this time to 
make a suggestion on a suitable site midway 
between Saint John and Fredericton that 
would suit our cause. We intend to further 
investigate this project. In the light of future 
changes we are prepared to work toward the 
betterment of our rail, air and transportation 
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[Interprétation]
crois pas qu’il y ait suffisamment d’exemplai
res pour chacun d’entre vous, mais vous pou
vez toujours poser des questions.

Nous allons leur demander de faire un bref 
exposé.

M. A. J. Rioux (Directeur de la Chambre de 
commerce de Fredericton): Monsieur le prési
dent, messieurs, nous désirons vous remercier 
d’avoir le privilège de comparaître ici 
aujourd’hui. Tout d’abord, nous voulons vous 
signaler quatre points sur la question des 
transports qui sont beaucoup mieux expli
qués dans notre mémoire. Tout d’abord, le 
tarif des chargements incomplets qui ont été 
mis en vigueur il y a plus d’un an. Je sais 
que vous recevrez un bon nombre de mémoi
res à ce sujet, c’est pourquoi nous nous con
tenterons de dire que nous nous inquiétons 
pour les industries.

Le nouveau tarif est un dur coup pour les 
industries des Maritimes, mais surtout lors
qu’il s’agit d’attirer de nouvelles industries 
dans notre province. Deuxièmement, la route- 
corridor entre Sydney (Nouvelle-Écosse) et 
Montréal en passant par l’État du Maine, 
donnerait à notre avis aux provinces de l’At
lantique un accès rapide et efficace à l’inté
rieur du Canada, au littoral de l’Atlantique et 
aux États-Unis et, pour les Québécois qui 
aiment le sport, au Maine. Nous voudrions 
que cette route devienne réalité, mais qu’elle 
soit maintenue et construite par les États- 
Unies. Il faudrait que les habitants du Maine 
soient assurés que nous aménagerons la par
tie canadienne.

Troisièmement, nous demandons l’amélio
ration des vols entre Fredericton et l'île du 
Prince-Édouard et entre Fredericton et la 
Nouvelle-Angleterre. En ce moment, ces vols 
sont complètement insuffisants.

Quatrième point: êtes-vous au courant, 
monsieur le président, que nous n’avons pas 
de service passager direct dans notre capita
le? Si nous voulons aller à Montréal, par 
train, nous le pouvons, mais en nous rendant 
par autobus jusqu’à Fredericton Junction, 
une distance de 30 milles, ou jusqu’à McGiv
ney Junction, une distance de 35 milles. Pour 
revenir nous devons une fois de plus 
emprunter l’autobus. Nous nous sommes 
joints au Board of Trade de St-Jean dans la 
présentation d’un mémoire pour obtenir un 
aéroport international.

Hier, le Board of Trade de St-Jean vous en 
a fait la présentation. Nous ne sommes pas 
prêts, en ce moment, à vous proposer un 
emplacement précis entre St-Jean et Frede
ricton. Nous avons l’intention d’étudier le 
projet plus longuement. Vu les modifications
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[Text]
network for we are confident therein lies the 
future of the Atlantic Provinces.

Therefore we appreciate this opportunity 
to present our views to you, sir, and your 
Committee for your findings will have a 
bearing on what will happen transportation- 
wise. We recognize that we must have faster 
service at reasonable cost to attract outside 
interests. It is our earnest hope, through our 
submission and others, and your good offices, 
transportation in the Atlantic Provinces will 
be elevated to equal that of the other Prov
inces. Thank you very much.

The Chairman: Mr. Corbin.

Mr. Corbin: Mr. Chairman, on the subject 
of the corridor road, I wonder if these gentle
men are aware of the fact that the Province 
of New Brunswick does not consider its end 
of the corridor road as being among the 
priorities as far as road building in this prov
ince is concerned.

Mr. Hioux: Pardon me, Mr. Corbin, I saw 
the comments from one of the Ministers yes
terday. I think it is pathetic, myself. I think 
that for those of us that have studied this 
problem for the past four years, it does not 
show much wisdom on the part of the gentle
man making the comment. He presumes, I 
believe, that we have to pay part of the cost 
of the corridor road and that is not true.

An hon. Member: That is, the New Bruns
wick end.

Mr. Rioux: The New Brunswick end is 
already there. It is just a matter of improve
ment of the road and it needs improvement 
now that it has to be done in a short time. It 
could be brought up to Trans-Canada 
specifications very easily and probably 
requires two by-passes of two small villages, 
and that is all. So, when we talk about the 
cost to New Brunswick, it is ridiculous when 
one considers the overall benefit to the Mari
time Provinces.

The Chairman: Are there any further 
questions on the same subject?

Mr. Corbin: Why do the Americans not 
build the road?

Mr. Rioux: The Americans have stated that 
if we will do our end to improve our road to 
their border, and Quebec does likewise from 
Sherbrooke to the Canadian-American border

[Interpretation]
à venir, nous sommes prêts à travailler pour 
améliorer le réseau de transport par air et 
par terre car nous sommes convaincus que 
c’est là que se trouve l’avenir des provinces 
atlantiques.

C’est pourquoi nous sommes très heureux 
d’avoir cette occasion de faire part de notre 
point de vue, à vous, monsieur le président et 
votre Comité, parce que vos conclusions in
flueront sur ce qui se produira dans le do
maine du transport. Il nous faut un service 
plus rapide à un coût raisonnable pour attirer 
des intérêts de l’extérieur. Nous espérons sin
cèrement que notre présentation, celle des 
autres personnes, et votre travail permettront 
de placer le domaine du transport dans les 
Maritimes sur un pied d’égalité avec celui des 
autres provinces du pays.

Le président: Monsieur Corbin.

M. Corbin: Pour ce qui est de la route 
corridor, ces messieurs savent-ils que la pro
vince du Nouveau-Brunswick ne considère 
pas comme priorité l’aménagement de cette 
partie de la route dans cette province?

M. Rioux: J’ai pris connaissance des com
mentaires formulés, hier, par l’un des minis
tres. Je trouve cela malheureux. Je trouve, 
pour ceux d’entre nous qui étudient ce pro
blème depuis quatre ans, qu’il ne s’agit pas 
d’une preuve de sagesse de la part de celui 
qui a émis le commentaire. Je crois qu’il 
suppose que nous devons défrayer une partie 
du coût de cette route, ce qui n’est pas vrai.

Une voix: La partie du Nouveau-Brunswick.

M. Rioux: La partie du Nouveau-Bruns
wick s’y trouve déjà. Il s’agit tout simple
ment d’améliorer la route. Il faut l’améliorer. 
Il serait facile de faire en sorte qu’elle attei
gne les normes établies pour la route transca
nadienne. Il suffirait de construire deux 
tronçons pour permettre d’éviter deux petits 
villages. Le coût, pour le Nouveau-Brunswick, 
est ridiculement bas si l’on considère tous les 
avantages qu’en retireront les Maritimes.

Le président: Il y a d’autres questions sur 
le même sujet?

M. Corbin: Pourquoi les Américains ne 
construisent-ils pas cette route?

M. Rioux: Les Américains ont déclaré que, 
si nous faisions notre part pour améliorer 
notre route vers leurs frontières, et si le 
Québec agit de la même façon entre Sher-
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[Texte]
at Jackman or Mégantic, whichever one you 
want to use, which Quebec has agreed to, 
they will build the corridor road, but they 
must have the co-operation from the two 
connecting points in Canada.

Mr. Corbin: When you say “they will build 
the corridor road if we do our end’’ which 
you agree is already there but needs some 
up-grading, who do you mean by “they”? 
Are you talking about the Maine authorities, 
the government?

Mr. Rioux: Yes, the Maine authorities have 
stated—this is in one of the briefs presented 
to the Premiers by the international commit
tee on the corridor road—that if the road 
known as the “Sherbrooke Autoroute" were 
extended to the American border, that they 
will take it from there and extend it to the 
Canadian border on this side of Maine. That 
is not hearsay; it is fact.

Mr. Corbin: You are Mr. Rioux, I 
understand?

Mr. Rioux: Yes.

Mr. Corbin: Economically, do you not think 
that Canada will lose very much by having a 
lot of our traffic going through Maine? Here I 
refer particularly to the services that already 
exist along the Trans-Canada Highway from 
Fredericton, through Edmundston, through 
Rivière du Loup, to Quebec, through Mont
real. What would be the loss to the Canadian 
economy?

Mr. Rioux: If we were going to use it the 
way you are thinking, then by improving the 
Maritimes Canada is losing.

Mr. Corbin: I have asked you a question, I 
am not asking you to comment on my think
ing. I have asked you a question and I want 
an answer, if you have one.

Mr. Rioux: Sir, I believe that the route you 
are talking about would have the effect of 
improving traffic conditions because it would 
give people an alternate route, say for a long 
weekend, to come down the St. Lawrence, 
come down into Fredericton, follow the Saint 
John River, Mactaquac, and across through 
Maine, back home in the least possible time, 
with a change of scenery all the way. Now I 
do not think that you will find this is going 
to affect the economy very seriously to the 
extent of being detrimental which you ...

Mr. Corbin: Have you made a study of that 
problem?

[Interprétation]
brooke et la frontière canado-américaine, à 
Jackman ou Mégantic, ce que le Québec a 
accepté, ils construiront cette route, mais il 
leur faut notre collaboration à ces deux 
endroits.

M. Corbin: Lorsque vous dites, «ils cons
truiront la route corridor si nous effectuons 
le travail à notre extrémité» après avoir 
admis que la route existe mais qu’elle a 
besoin d’amélioration, que voulez-vous dire 
par «ils»? S’agit-il du gouvernement du 
Maine?

M. Rioux: Oui. Le gouvernement du Maine 
a déclaré dans un mémoire, présenté aux 
premiers ministres par le comité internatio
nal pour l’aménagement de cette route, que si 
l’autoroute de Sherbrooke était prolongée 
jusqu’à la frontière américaine, qu’il la pro
longerait jusqu’à la frontière canadienne de 
ce côté-ci du Maine. Ce ne sont pas des 
racontars, mais des faits.

M. Corbin: Vous êtes M. Rioux, n’est-ce 
pas?

M. Rioux: Oui.

M. Corbin: Sur le plan économique, ne 
croyez-vous pas que le Canada y perdrait 
beaucoup, si une partie de notre trafic passait 
par le Maine? Je veux surtout parler des 
services qui existent déjà le long de la route 
transcanadienne, à partir de Fredericton et 
en passant par Edmundston, Rivière-du-Loup, 
Québec, Montréal. Quelles pertes enregistre
rait alors l’économie canadienne?

M. Rioux: En admettant votre raisonne
ment il faudrait en conclure que le Canada y 
perdrait à améliorer la situation aux 
Maritimes.

M. Corbin: Je vous ai posé une question. Je 
ne vous demande pas de commenter ma 
façon de pensée. J’ai posé une question et je 
désire une réponse, si vous en avez une.

M. Rioux: Je pense que cette route, dont 
vous parlez améliorerait la circulation parce 
qu’elle permettrait aux voyageurs d’emprun
ter une autre route, lors d’un long weekend, 
pour se rendre à Fredericton et en revenir 
par le Maine, très rapidement et en jouissant 
d’un coup d’œil différent. Je ne crois pas 
vraiment que cela puisse affecter l’économie 
de ces régions dans la mesure où cela 
nuirait...

M. Corbin: Vous avez étudié ce problème?
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Mr. Hioux: We have made a study.

Mr. Corbin: Of the detrimental effects that 
a corridor route would have on the upper 
portion of the Saint John River Valley and 
all the routes, the Trans-Canada Highway, 
through Quebec to Montreal? Have you stud
ied the detrimental effects?

Mr. Rioux: Yes we have.

Mr. Corbin: What conclusions have you 
arrived at?

Mr. Rioux: We find, for instance, that there 
are 1.5 million vehicles going through Mc- 
Adam in the course of a year that are going 
through to the Montreal area and not using 
that route now. They are going through not 
because it is 50 miles shorter, even now, but 
because they want to go through there.

Committees are going to tell you that the 
transports buy petrol in Quebec now and 
again in Nova Scotia and by-pass New Bruns
wick altogether. We find that they do not 
stop that much in New Brunswick. This will 
come from the Maritimes Transportation 
Commission who will give you all these facts. 
We were presented with those facts on the 
Committee when we studied the corridor 
road.

Again, I think it is a parochial approach to 
think of one small section of the northern 
part of the province, who are very fluent in 
their criticism of the corridor road, when we 
must think for the rest of the people in the 
Atlantic Provinces.

Mr. Corbin: Speaking about parochialism, 
or whatever you want to call it, is it not true 
that it would be mainly southwest New 
Brunswick and southwest New Brunswick 
alone that would be the main beneficiary of 
the main corridor route, because there is 
another alternate easy and short access route 
to Montreal through Newcastle, Renauds, 
Plaster Rock and on through existing 
Canadian highways? You are still going to 
cut the time. You cannot go around the cir
cumference of the circle as quickly as you 
can go through the diameter.

Mr. Rioux: There would be a saving 
through the Corridor route of no more than 
15 miles and this has been ...

Mr. Corbin: Have you studied those 
figures?

Mr. Rioux: I have studied the figures far 
the past five years.

Mr. Corbin: You still have not answered 
my questions as to what effects the Corridor

[Interpretation]
M. Rioux: Nous l’avons étudié.

M. Corbin: Vous avez étudié les effets nui
sibles que cette route aurait sur la portion 
supérieure de la Vallée de la rivière Saint- 
Jean, sur toutes les routes et la transcana
dienne en passant par Québec et jusqu’à 
Montréal? Vous avez étudié ces effets 
nuisibles?

M. Rioux: Oui. Nous l’avons fait.

M. Corbin: A quelles conclusions en êtes- 
vous arrivés?

M. Rioux: Il y a, par exemple, un million 
et demi de véhicules qui passent par Mac- 
Adam en un an, qui se rendent à Montréal, 
et qui n’utilisent pas cette route. Ils y pas
sent, non pas parce que c’est plus court de 
cinquante milles, mais simplement parce 
qu’ils veulent passer par cette région. Des 
comités vous diront que les chauffeurs de 
camions achètent leur essence au Québec, de 
temps à autre en Nouvelle-Écosse, et qu’ils 
ignorent le Nouveau-Brunswick. Nous avons 
remarqué qu’ils n’arrêtent pas beaucoup au 
Nouveau-Brunswick. La Commission des 
Transports des Maritimes vous transmettra 
ces détails. Nous en avons déjà pris connais
sance.

Je crois qu’ils font preuve d’esprit de 
clocher ceux qui s’inquiètent d'une parcelle 
du nord de la province alors qu’il faudrait 
songer au reste de la population des provin
ces de l’Atlantique.

M. Corbin: Vous voulez parler d’esprit de 
clocher, mais n’est-il pas vrai que seul le 
sud-ouest du Nouveau-Brunswick pourrait 
bénéficier de cette route corridor, parce qu’il 
y a une autre route vers Montréal en passant 
par Newcastle, Renauds, Plaster Rock et par 
les autres routes canadiennes déjà existan
tes? Le temps nécessaire au trajet sera 
réduit.

M. Rioux: Le corridor ne réduirait la dis
tance que de 15 milles et...

M. Corbin: Vous avez étudié ces chiffres?

M. Rioux: Je les étudie depuis cinq ans.

M. Corbin: Vous n’avez pas encore répondu 
à ma question, quant aux effets que cette
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route would have on the economy of the 
upper portion of the Saint John River Valley 
from Woodstock up and the Quebec Trans- 
Canada Highway sections.

Mr. Logue: Well, we did not study that 
part.

Mr. Corbin: You told me you had.

Mr. Logue: We have studied the benefits to 
the Atlantic Provinces as a whole and we 
find them to be quite favourable.

Mr. Corbin: Well, Mayor Jones, for one, 
does not agree with your stand on the project 
of the Maine corridor route and he is entitled 
to his opinions, I guess. ..

Mr. Logue: The Atlantic Premiers do.

Mr. Corbin: ... and so are you and I 
respect your opinions. I am just trying to get 
to the heart of the matter here.

But let us look at it another way, and let 
us have another fair opinion. If we were to 
improve the existing Trans-Canada truck 
highway to a four lane highway through the 
Maritimes and on to Montreal, would that 
not help or solve to a very great extent the 
transport problems you have in getting to the 
heart of Canada?

Mr. Rioux: Go back 100 years when they 
built the CP across Maine—I am sure they 
went through the same battles that we are 
going through over the corridor road now— 
and tell me that the railroad through Maine 
now is not a necessity. Let us double the line 
of the CNR and see whether we cannot 
accomplish the same thing.

Mr. Corbin: I think we are ready to draw 
conclusions here; if the Maine authorities do 
not want to build it and they are much better 
off than we are here in New Brunswick and 
in Quebec, it goes to show that they do not 
believe in the project as being economically 
wise, does it not?

Mr. Rioux: You say they do not want the 
corridor road?

Mr. Corbin: It boils down to that, does it
not?

Mr. Logue: Where did you get your 
figures?

Mr. Corbin: I am not talking about figures. 
I am talking about attitudes on the part of 
the Maine authorities. They have the money 
andi the power and we do not. They have a

[Interprétation]
route corridor aurait sur l’économie de la 
partie supérieure de la vallée de la rivière 
Saint-Jean, et aussi pour la route transcana
dienne au Québec.

M. Logue: Nous n’avons pas étudié cet 
aspect.

M. Corbin: Vous m’avez dit que vous l’a
viez fait!

M. Logue: Nous avons étudié les avantages 
qu’en tireront les provinces de l’Atlantique, et 
nous trouvons que c’est tout à fait favorable.

M. Corbin: Le maire Jones n’est pas tout à 
fait d’accord avec votre ligne de conduite sur 
ce projet de la route corridor, et il a droit à 
son avis, je suppose...

M. Logue: Les premiers ministres des pro
vinces Maritimes sont d’accord.

M. Corbin: ... et vous aussi, et je respecte 
votre opinion. Je veux tout simplement 
savoir ce qui en est.

Regardons le tout d’un autre angle. 
Si nous améliorions la transcanadienne 
pour en faire une route à quatre voies 
depuis les Maritimes jusqu’à Montréal, 
ne croyez-vous pas alors que cela pourrait 
résoudre dans une grande mesure les problè
mes de transport que vous éprouvez en ce 
moment pour vous diriger vers le cœur du 
Canada?

M. Rioux: Revenons à 100 ans en arrière, 
alors qu’on aménageait la voie du CP au 
Maine, et je suis convaincu qu’on affrontait 
alors les mêmes difficultés, oserez-vous affir
mer que cette voie n’est pas une nécessité de 
nos jours? Doublons les voies du CN et 
voyons s’il n’est pas possible d’atteindre le 
même but.

M. Corbin: Je crois que nous sommes prêts 
à tirer des conclusions: si les autorités du 
Maine ne veulent pas construire cette route, 
ils se trouvent beaucoup mieux que nous 
d’ailleurs ici au Nouveau-Brunswick et au 
Québec, cela vous prouve qu’ils ne croient 
pas que ce soit rentable, n’est-ce pas?

M. Rioux: Il ne veulent pas la route corri
dor, dites-vous?

M. Corbin: C’est la conclusion qu’on peut 
en tirer, non?

M. Rioux: Où avez-vous obtenu vos 
chiffres?

M. Corbin: Je ne parle pas de chiffres. Je 
parle de l’attitude du gouvernement du 
Maine. Ils ont l’argent et le pouvoir, ce que 
nous n’avons pas. Ils ont un niveau de vie
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higher standard of living. The people of 
Maine, the residents of those areas three 
years ago in a referendum, actually rejected 
expenditures to improve the existing high
ways that would eventually be a corridor 
road.

Mr. Rioux: You have in Maine the same 
attitude that you have in Upper Canada and 
the Maritime Provinces right now. The 
southern part of Maine is opposed to the 
Corridor Road but the northern part of 
Maine, which could be compared economically 
to the depressed area of the Maritime Prov
inces want the Corridor Road for the same 
reason that we want it.

Mr. Corbin: How many people are involved 
when you speak of northern Maine? And 
actually you are not taking the people along 
the Saint John River Valley.

Mr. Rioux: 20 per cent of the population, 
probably, of Maine; no more.

Mr. Corbin: What would be the cost to 
Maine of improving their trunk?

Mr. Rioux: They voted last year—I do not 
recall the figure—but they voted some 
improvement to the road now. The total cost 
has been stated' from anywhere from $150 
million to $250 million; that is for Maine’s 
part.

Mr. Corbin: On a final question—I do not 
want to take any more of your time—do you 
not feel that roadwise there are other priori
ties in New Brunswick at this time?

Mr. Rioux: We are talking about getting 
Maritime products into Upper Canada.. .

Mr. Corbin: They will get there eventually 
anyhow.

Mr. Rioux: Of course, they will, but at 
what costs? This is what the corridor road is 
all about. It is to lower the cost of transport
ing their goods to and from Upper Canada 
and in between.

Mr. Corbin: Are there other priorities in 
New Brunswick at this time in your opinion?

Mr. Rioux: Well, I am not prepared to talk 
about that. We are talking about corridor 
roads.

Mr. Corbin: You are from Bathurst, are 
you not? You are originally from the Ba
thurst area?

Mr. Rioux: That is right.

[Interpretation]
plus élevé que le nôtre. Les habitants du 
Maine se sont opposés, il y a trois ans, au 
cours d’un référendum à ce que des sommes 
d’argent soient utilisées pour améliorer le 
réseau routier.

M. Rioux: Vous retrouverez, au Maine, la 
même attitude qu’au Haut-Canada et dans les 
provinces Maritimes en ce moment. La partie 
sud du Maine est opposée à cette route corri
dor, mais la partie nord, dont la situation 
économique ressemble à celle des régions 
défavorisées des Maritimes, désire cette route 
pour les mêmes raisons que nous.

M. Corbin: Combien de personnes sont en 
cause ici quand vous parlez du nord du Mai
ne? Et vous ne parlez pas de la population de 
la vallée de la rivière Saint-Jean.

M. Rioux: Environ 20 p. 100 de la popula
tion du Maine, pas plus.

M. Corbin: Qu’est-ce qu’il en coûterait au 
Maine pour améliorer cette route?

M. Rioux: Les autorités ont approuvé cer
taines dépenses pour l’amélioration de la 
route, l’an dernier, mais j’ignore de quel 
montant il s’agit. Le coût total serait de cent 
cinquante à deux cent cinquante millions de 
dollars, pour le Maine.

M. Corbin: Une dernière question, ce sera 
tout: ne croyez-vous pas que, pour ce qui est 
des routes, il y aurait d’autres priorités plus 
importantes au Nouveau-Brunswick en ce 
moment?

M. Rioux: Il est question de l’achemine
ment des produits des Maritimes vers le Haut- 
Canada ...

M. Corbin: Ils y parviendront d’une façon 
ou d’une autre.

M. Rioux: Oui, mais s’il y a le facteur coût. 
C’est la raison pour laquelle nous voulons 
une route corridor pour réduire les frais de 
transport entre les Maritimes et le 
Haut-Canada.

M. Corbin: Y a-t-il d’autres priorités dans 
les Maritimes, en ce moment, à votre avis?

M. Rioux: Je ne suis pas prêt à en parler 
maintenant; nous parlons de la route 
corridor.

M. Corbin: Vous venez de la région de 
Bathurst?

M. Rioux: Oui!
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Mr. Corbin: Do you not think that there 

could be some improvement in the Route 11?

Mr. Rioux: Absolutely.

Mr. Corbin: Thank you very much

The Chairman: Mr. Mahoney.

Mr. Mahoney: Purely on a question of fact, 
Mr. Chairman, on page 2 of the brief, the 
gentlemen state categorically:

We are the only provincial capital not 
served by direct passenger train service.

I think, for the record, we should correct 
that. Neither Victoria, B.C. nor Charlotte
town, P.E.I. are served by train service, and I 
understand that St. John’s, Nfld. is quite 
likely to join the club soon.

The Chairman: Order, order. To whom did 
you address your question?

Mr. Mahoney: I just. . .

Mr. Logue: We have found that out since 
this was prepared. Our brief was prepared in 
April of last year and that was the informa
tion we had at that time. Of course, we sent 
in our brief when it was required, and since 
we were asked not to change any of our 
submission, there is nothing much we can do 
about it at this moment.

The Chairman: Mr. Carter.

Mr. Carter: A supplementary question. Did 
the City of Fredericton ever have a rail pas
senger service?

Mr. Rioux: Yes.

Mr. Carter: How long ago was this 
discontinued?

Mr. Rioux: It has been some years since 
we had it. I know the train used to go out of 
here at 6 o’clock in the morning, came back 
in at 9; it went out at 10, and came in at 12. 
It went out at 3 o’clock in the afternoon, 
came back in at 6 and went out at 8.30 in the 
evening. And now we have no train service.

Mr. Carter: What was the basis for the 
discontinuation of it?

Mr. Rioux: They said lack of support from 
the travelling public.

Mr. Carter: Did they put buses on at the
same time or ...?

[Interprétation]
M. Corbin: Ne croyez-vous pas qu'on pour

rait améliorer la route 11?

M. Rioux: Certainement.

M. Corbin: Merci beaucoup!

Le président: M. Mahoney.

M. Mahoney: A la page 2 du mémoire, on 
déclare de façon catégorique:

Nous sommes la seule capitale provin
ciale qui n’a pas un service passager 
direct.

Je pense que nous devrions apporter une 
rectification. Charlottetown, dans l’île du 
Prince-Édouard et Victoria, en Colombie-Bri
tannique n’ont pas de service voyageur ferro
viaire, et il semble que St-Jean, Terre-Neuve, 
va se joindre à ce groupe d’ici peu.

Le président: A Tordre, s’il vous plaît! A 
qui avez-vous posé la question?

M. Mahoney: C’est une simple observation 
que je faisais.

M. Logue: Nous nous sommes aperçus de 
l’erreur. Notre mémoire a été préparé, en 
avril dernier, d’après les renseignements que 
nous possédions à ce moment-là. Nous avons 
envoyé notre mémoire en nous conformant 
aux directives reçues, mais puisqu’on nous 
avait demandé de ne rien modifier à notre 
présentation, il n’y a pas grand-chose que 
nous puissions faire.

Le président: M. Carter.

M. Carter: Question complémentaire. Est-ce 
que la ville de Fredericton n’a jamais joui 
d’un service ferroviaire voyageur?

M. Rioux: Oui!

M. Carter: Quand ce service a-t-il été 
interrompu?

M. Rioux: Il y a quelques années déjà. Je 
me souviens que le train partait à six heures 
le matin, revenait à neuf heures; partait à 10 
heures, revenait à midi; partait à trois heures 
et revenait à six heures, pour repartir ensuite 
à huit heures trente le soir. Maintenant, il 
n’y a plus de service ferroviaire.

M. Carter; Pourquoi a-t-on interrompu le 
service?

M. Rioux: On disait qu’il n’y avait pas 
assez de voyageurs.

M. Carter: Est-ce qu’ils ont été immédiate
ment remplacés par des autobus, ou...
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[Text]
Mr. Rioux: No, they were not put on until 

they started running to the junction to pick 
up the train out there.

Mr. Carter: Does the Canadian National 
now have buses leaving Fredericton and con
necting with the various...

Mr. Rioux: There is a bus that leaves here 
for McGivney, for the CNR, and there is a 
bus that leaves here for Fredericton Junction 
to connect with the CPR.

Mr. Carter: What would be your reaction 
today if you had a passenger train service 
and found it was to be discontinued? Would 
you fight it or would you go along with it?

Mr. McKenzie: We thought that they 
should have a sleeper-car service in the area 
to connect with the Junction, and then the 
businessmen in the community would use 
that service.

Mr. Carter: Was there any attempt by 
Canadian National, when this train was run
ning, to downgrade it, to provide not a good 
service in order to justify its elimination 
completely?

Mr. McKenzie: Yes.

Mr. Carter: So there was an attempt by 
C.N. to downgrade this service to perhaps 
discourage people from using it to justify 
eventually discontinuing it? Am I right in 
saying that?

Mr. McKenzie: The trolley that they ran 
from here to Newcastle was a very slow 
service and of no advantage to us.

Mr. Carter: Slow by choice or design?

Mr. McKenzie: It was easier for us to drive 
to the junction and leave the car there and 
go by train.

Mr. Carter: I see. Thank you, Mr. 
Chairman.

The Chairman: Mr. Skoberg.
Mr. Skoberg: A supplementary on that 

very same point. Did the Fredericton Board 
of Trade make representations before the 
Board of Transport Commissioners before the 
decision was made to abandon that particular 
passenger train?

Mr. Bidlake: I believe the City of Frederic
ton did at the time.

Mr. Skoberg: Did the Board of Trade?
Mr. Bidlake: I am not familiar with that. I 

think they did but I was not a member at 
that time.

[Interpretation]
M. Rioux: Non. Le service d’autobus a été 

inauguré pour aller quérir les passagers du 
train à Frédéricton Junction.

M. Carter: Est-ce que le National-Canadien 
maintient un service d’autobus qui relie Fré
déricton à...

M. Rioux: Il y a un autobus qui se rend à 
McGivney, où passe le train du CN, et un 
autre à Frédéricton Junction, où passe celui 
du CP.

M. Carter: Qu’arriverait-il si vous jouissiez 
présentement d’un service ferroviaire et 
qu’on décidait de le supprimer? Vous oppose
riez-vous au projet ou l’approuveriez-vous?

M. McKenzie: Nous croyons qu’il devrait y 
avoir un service de wagons-lits dans la 
région jusqu’à Frédéricton Junction. Alors les 
hommes d’affaires y auraient recours.

M. Carter: Est-ce que le National-Canadien 
a essayé, lorsque ce train fonctionnait, d’a
moindrir le service afin de justifier sa 
disparition?

M. McKenzie: Oui.

M. Carter: Donc, le National-Canadien a 
essayé d’amoindrir ses services, peut-être 
même de décourager les gens pour qu’ils ne 
l’utilisent pas, afin de justifier l’abandon du 
service. Est-ce exact?

M. McKenzie: Le train qui roulait entre 
cette ville et New Castle était très lent. Il n’y 
avait pas vraiment d’avantages à l’utiliser.

M. Carter: Était-ce de propos délibéré?

M. McKenzie: Il était plus facile de se 
rendre en automobile jusqu’à la jonction et, 
là, de prendre le train.

M. Carter: Je vois. Merci, monsieur le 
président.

Le président: Monsieur Skoberg?
M. Skoberg: Le Board, of Trade de Frede

ricton a-t-il fait connaître son point de vue à 
la Commission des transports avant que la 
décision ne soit prise d’abandonner ce 
service-voyageur?

M. Bidlake: Je pense que la ville de Frédé
ricton l’a fait, à ce moment-là.

M. Skoberg: Et le Board of Trade?
M. Bidlake: Je ne sais pas. Je pense qu’il 

l’a fait. Mais, je ne faisais pas partie du 
Baord of Trade, alors.
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[Texte]
Mr. Skoberg: I see you have a member of 

the Transportation Committee of the Board 
of Trade here present. Is he aware of it?

Mr. Bidlake: I believe so; it was part of 
the plan. However, each year we change our 
chairman, and this took place many years 
ago. I am pretty sure the records will show it 
did appeal before the Board.

Mr. Skoberg: I believe there was an indi
cation given by one of the other witnesses 
here that there was a very small deficit 
incurred by passenger operations before the 
abandonment of that particular train and I 
am just wondering whether or not the actual 
figures were substantiated in co-operation 
with the City and your Board of Trade 
before the BTC.

Mr. Bidlake: I cannot quote figures because 
I was led to believe that there was a differ
ence of roughly $5,000 a year and I under
stand that they haul the mail in by contract 
now, and it is around $20,000 or $21,000 a 
year for a mail contract. So it would have 
been better to pay the deficit and have the 
train continue to operate and haul freight 
and baggage and the mail. But I believe the 
City of Fredericton made some comment in 
this regard in their brief.

The Chairman: Mr. Homer.

Mr. Horner: Yes, Mr. Chairman. I am 
interested in this corridor road. We find 
many things dividing Canada today. I like to 
look upon those things which would unite 
Canada, and as I envisage the corridor road 
for this part of Canada, linking it with Cen
tral Canada, could it not be built on the style 
of a turnpike, a straight-through road, with 
very few avenues off it, directly through 
from the east and the Maritimes to Central 
Canada? Is this the way you people envisage 
it?

Mr. Rioux: That is exactly the way we 
envisage it. Crawling before running is a 
way of life, and we have been crawling 
through there in the hope of improving what 
is there and eventually they will by-pass it 
for small communities and then go into four- 
lane highway all the way—take the auto
route from Montreal to Fredericton all the 
way.

Mr. Horner: Therefore, very few Canadian 
dollars will be spent in points outside of 
Canada, really? While they might be passing 
through the United States, most Canadians 
would spend very little money outside of 
Canada.

[Interprétation]
M. Skoberg: L’un des membres du comité 

des transports du Board of Trade est ici. 
Est-ce qu’il est au courant?

M. Bidlake: Je le crois. Le président est 
remplacé d’une année à l’autre, et cela s’est 
produit il y a quelques années. Je suis à peu 
près sûr que les dossiers permettront d’éta
blir que le Board of Trade s’est présenté 
devant la Commission.

M. Skoberg: Je pense qu’un autre témoin a 
dit qu’un léger déficit a été enregistré par le 
service-voyageur avant qu’il ne soit mis au 
rancart. Je me demande si le bien-fondé de 
ces chiffres a été établi devant la 
Commission.

M. Bidlake: Je ne puis vous donner de 
chiffres parce que je suis porté à croire qu’il 
y avait un écart d’environ $5,000 par année. 
Je crois savoir qu’ils amènent le courrier 
jusqu’ici maintenant, ce qui représente envi
ron $20,000 ou $21,000 par année. Il aurait 
été préférable de payer le déficit et d’exploi
ter ce train, le service-voyageur, le service 
des messageries et le courrier. Je crois que la 
ville de Fredericton traite de ce sujet dans 
son mémoire.

Le président: Monsieur Homer.

M. Homer: Oui, monsieur le président. Je 
m’intéresse à cette route corridor. Plusieurs 
points divisent le Canada, aujourd’hui. Je 
préfère songer à ceux qui favorisent l’unité. 
Telle que je la conçois, la route corridor 
serait une autoroute dotée de très peu de 
voies d’accès qui relierait directement les 
Maritimes au centre du Canada. Est-ce ainsi 
que vous la concevez?

M. Rioux: Exactement. Il faut apprendre à 
marcher avant de courir. Mais, nous espérons 
éventuellement améliorer ce que nous avons 
et aussi faire des détours et ne pas passer par 
les petites collectivités, avoir une route à 
quatre voies de Montréal à Frédéricton,

M. Horner: Très peu de dollars canadiens 
seraient alors dépensés à l'extérieur du 
Canada. Même en traversant une partie du 
territoire américain, les Canadiens dépense
raient très peu d’argent en dehors du 
Canada.
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[Text]
Mr. Hioux: You could drive from Frederic

ton to Montreal or Sherbrooke pretty well 
non-stop, except perhaps for the odd meal.

Mr. Horner: So, while it might do a great 
deal to link Canada together, it would do 
very little to divide it or to allow Canadian 
dollars to be spent outside of Canada.

Mr. Rioux: I do not think that the outflow 
of Canadian dollars to the United States is 
going to be that great to be of any concern. I 
think the American interest in this is in 
attracting tourists to the state of Maine, 
which is a beautiful country, not only from, 
say, the Montreal area with its 5 million peo
ple, but they are thinking also of drawing 
tourists from the lower states. This is where 
they find the attraction.

Mr. Horner: You would agree with me that 
we are in the throes of devising a new con
stitution to tie Canada more firmly together. 
Do you not believe that the Maritimes needs 
to be tied more economically and I say that 
using the word in the sense that the railroads 
of the past used to be the tie through the 
Maritimes Freight Rates Act, whereas today 
it does not appear to be quite as firm a bond 
as it was in 1867?

Do you not believe that the corridor road, 
built by Canadians for the sole purpose of 
tying the Maritimes to the mainland, could 
well be one of the spokes in the wheel that 
rolls Canada and keeps Canada together in 
the new drafting of the Constitution.

Mr. Rioux: I think you answered your own 
question because the CPR was built for that 
purpose, was it not? It was built for that 
purpose, to tie Canada together by cheaper 
transportation. And I think the corridor is 
going to do the same thing, and I think that 
you will And that people who come down 
here like yourselves and spend a couple of 
days here, you are not going to know very 
much about the Maritimes when you leave. 
If you are able to drive down here in eight 
hours for a long weekend and spend the time, 
there may be better understanding between 
Upper Canada and Lower Canada.

Mr. Perrault: A supplementary question, 
Mr. Chairman. What is the price tag for the 
corridor road? How much is it going to cost? 
There are meany theoretical assumptions in 
this deal. How much is it going to cost and 
what specific economic incentive exists for 
the United States to build a Danzig-type cor
ridor across Maine which would provide no

[Interpretation]
M. Rioux: Vous pourriez aller de Frédéric- 

ton à Montréal ou Sherbrokke, sans arrêter. 
Sauf, peut-être, pour un repas.

M. Horner: Tout en reliant diverses parties 
du pays, cette route permettrait que peu de 
dollars canadiens soient dépensés à l’exté
rieur du pays.

M. Rioux: Je ne crois pas que l’exode de 
dollars canadiens vers les États-Unis soit 
vraiment un sujet de préoccupation. Je pense 
que ce qui intéresse les Américains, c’est 
d’attirer les touristes au Maine, non seule
ment les touristes de la région de Montréal 
mais également ceux qui habitent les états 
situés plus au sud. C’est ce qu’ils trouvent 
d’intéressant au projet.

M. Horner: Vous conviendrez avec moi que 
nous voulons rédiger une nouvelle constitu
tion pour mieux unir le Canada. Ne croyez- 
vous pas que les Maritimes ont besoin d’être 
rattachées beaucoup plus étroitement et inti
mement sur le plan économique, en ce sens 
que, autrefois, c’était le chemin de fer qui 
était le lien grâce à la Loi sur les taux de 
transport des marchandises dans les provin
ces maritimes, alors qu’aujourd’hui ce n’est 
pas un lien aussi ferme, aussi solide que ce 
ne l’était en 1867.

Ne croyez-vous pas que la route corridor, 
aménagée et construite par des Canadiens 
aux seules fins de rattacher les Maritimes à 
la terre ferme pourrait être l’une des raies de 
la roue qui maintient le Canada et nous per
mettrait de mieux considérer ainsi la 
Constitution.

M. Rioux: Vous avez répondu vous-même 
à votre question. Le CP a été construit préci
sément pour raffermir le Canada du fait qu’il 
constitue un moyen de transport moins coû
teux. Je pense que la route corridor tend vers 
cet objectif, et vous verrez que les personnes 
qui viennent passer quelques jours ici n’en 
sauront pas beaucoup sur les Maritimes à 
leur départ. Si vous venez ici pour une lon
gue fin de semaine et que vous passez tout 
votre temps chez nous, il y aura peut-être 
une meilleure compréhension entre le Haut et 
le Bas Canada.

M. Perrault: Question complémentaire, 
monsieur le président. Qu’est-ce qu’il en coû
tera pour aménager cette route corridor? Il y 
a beaucoup d’hypothèses à ce sujet. Qu’est-ce 
qu’il en coûtera et quels avantages économi
ques peuvent bien pousser les États-Unis à 
aménager dans le Maine un corridor du type 
Dantzig, qui ne présente aucun avantage par-
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[Texte]
incidental economic benefit to surrounding 
communities? We are all interested in uniting 
Canada, but let us get down to some econom
ic facts. How much is it going to cost and 
what specific incentive does this have for the 
United States in dollars?

The cost to Canada and the United States, 
this is the relevant factor. And also what are 
the economic benefits?

Mr. Rioux: The cost to the United States 
does not concern us one bit. The cost to 
Canada is the cost to the two provinces. One 
concept we had about sharing the costs, as 
far as New Brunswick was concerned, was to 
get a grant or seek a grant from the ADB, 
which is not longer in force, because we felt 
that a grant from the ADB was a logical one 
because this was to benefit the whole of the 
Atlantic area. And our request for a grant 
would probably have been in the vicinity of 
$6 million, for all the provinces, and that is a 
lot of money to spend to allow us to buy 
cheaper and to sell at a far greater speed 
than we do now.

Mr. Perrault: What would the American . ..

Mr. Rioux: I am not concerned, and I am 
not prepared to answer it, and I do not care, 
and I do not know what the cost to the 
Americans is.

The Chairman: Mr. Mahoney.

Mr. Mahoney: A further supplementary 
question. Could the witness tell us how many 
miles of this road are to be located in New 
Brunswick, how many miles in the State of 
Maine, and how many miles in the Province 
of Quebec?

Mr. Rioux: The road in New Brunswick is 
already there. From Fredericton, it is 61 
miles. It is already there. It is brand new for 
20 miles already, the long stretch, because of 
the Mactaquac Dam. So that brings it down 
to 40 miles, and it is a fairly good road now, 
but it would not meet Trans-Canada 
specifications. In Maine it is about 250 miles 
I believe—no, 150 miles—and in from Sher
brooke to Megantic is some 60 miles, and 
maybe 20 miles to the border, to Jackman, 
another 20 miles to Jackman.

There is another thing that you must con
sider when you are thinking of a corridor 
road. The Kennedy auto route coming down 
from Quebec City now would join the corri
dor road at Megantic, between Megantic and 
Jackman.

[Interpretation]
ticulier pour les collectivités environnantes? 
Nous sommes tous pour l’undté du Canada, 
mais nous devons nous en tenir à la réalité 
économique. Combien en coûtera-t-il et quels 
avantages particuliers en retireront les États- 
Unis, en dollars?

Je parle de ce qu’il en coûtera au Canada 
et aux États-Unis, c’est là une chose impor
tante; je parle également des avantages 
économiques.

M. Rioux: Ce qu’il en coûtera aux États- 
Unis ne nous intéresse pas. Ce qu’il en coû
tera au Canada, c’est ce qu’il en coûtera aux 
deux provinces. En ce qui concerne le par
tage des frais avec le Nouveau-Brunswick, 
nous avons tenté d’obtenir une subvention de 
l’Office d’expansion économique de la région 
atlantique (OBERA), qui a cessé de fonction
ner, car nous étions d’avis qu’une subvention 
de l’OEERA était une solution logique, étant 
donné qu’elle devait bénéficier à l’ensemble 
de la région atlantique. Nous aurions proba
blement demandé une subvention de l’ordre 
de 6 millions de dollars, pour toutes les pro
vinces; cette somme est suffisante pour nous 
permettre d’acheter à meilleur prix, et de 
vendre plus rapidement qu’on ne peut le 
faire maintenant.

M. Perrault: Et pour les Américains?

M. Rioux: Peut m’importe je ne veux pas 
le savoir; je ne sais pas combien il en coûte
rait aux États-Unis.

Le président: Monsieur Mahoney?

M. Mahoney: Une autre question supplé
mentaire. Est-ce que le témoin pourrait nous 
dire combien de milles de cette route se trou
veraient au Nouveau-Brunswick, combien 
dans l’État du Maine et combien au Québec?

M. Rioux: La portion du Nouveau-Bruns
wick existe déjà. De Fredericton, elle a 61 
milles. Elle est entièrement nouvelle sur 20 
milles, partie la plus difficile à cause du bar
rage Mactaquac. Il en reste donc 40 à aména
ger, et la section qui reste est assez bonne, 
même si elle ne répond pas aux spécifications 
de la route Trans-Canadienne. Dans le Maine 
il y en a 150 milles, et de Sherbrooke à 
Mégantic 60 milles et peut-être 20 milles 
jusqu’à Jackman, sur la frontière. Il y a une 
autre chose dont il faut tenir compte au sujet 
de cette route corridor. L’autoroute Kennedy 
venant de Québec se joindrait à cette route 
corridor entre Mégantic et Jackman.
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[Text]
Mr. Mahoney: Just to get this clear. Are 

there only 20 miles of new road required in 
Quebec? Are the other 40 miles already 
there?

Mr. Rioux: In New Brunswick there is no 
new road required.

Mr. Mahoney: So it is built as far as New 
Brunswick is concerned.

Mr. Rioux: That is right.
Mr. Mahoney: In Quebec, how much new 

road?
Mr. Rioux: Well, from Megantic to Jack- 

man, whatever that is. It is not very far.
Mr. Mahoney: And in the State of Maine, 

is it mostly built?
Mr. Rioux: It is mostly built. There is no 

connection right now between Megantic and 
Jackman. There is none. It is about 20 miles. 
I am not positive. I think somebody from 
Quebec here probably would know more 
about that than I do. I think it is about 20 
miles. I cannot remember all the distances, 
but it is very little new road.

The Chairman: Mr. Thomas.
Mr. Thomas (Moncton): A supplementary 

question, Mr. Chairman. I am very disturbed 
at the trend this dialogue is taking. As a 
member from the Maritimes, I feel that we 
need additional roads. We should not be 
arguing that we do not need additional roads, 
and anything we can get to take care of the 
increasing traffic we should fight for.

I would refer you gentlemen to the Eco
nomists Intelligence Unit. Volume 1. All the 
figures you gentlemen have been asking for 
are in here, and this points out that traffic 
will increase by 80 per cent. Intercommunity 
traffic by 1980 will increase by 80 per cent. 
Now, we do not have the existing roads to 
handle this, and my question to Mr. Rioux is 
this, and I would ask him if he would not 
agree. I do not care where the corridor goes. 
But I say we in the Maritimes need one more 
link with the rest of Canada. Would you 
agree, Mr. Rioux, that the development of 
this road, with the normal generation of 
traffic in the next 20 years, this road would 
have all the traffic it could handle, and it 
would not detract from traffic on any existing 
highways, whether they be Route 2, Route 11, 
or Trans-Canada? Is that a fair assumption?

Mr. Rioux: I think it is absolutely essential 
if we are going to handle the traffic that we 
need in this area to make it prosperous.

[Interpretation]
M. Mahoney: Est-ce qu’il n’y a que 20 

milles de nouvelle route à construire dans le 
Québec? Est-ce que les autres 40 milles sont 
déjà faits?

M. Rioux: On n’a pas besoin de nouvelles 
routes au Nouveau-Brunswick.

M. Mahoney: Donc tout est prêt au 
Nouveau-Brunswick?

M. Rioux: Ce’st exact.
M. Mahoney: Au Québec, combien de mil

les de nouvelle route faudra-t-il construire?
M. Rioux: De Mégantic à Jackman; ce n’est 

pas très long.
M. Mahoney: Dans l’État du Maine, cette 

route est-elle déjà construite?
M. Rioux: En grande partie, oui. Il n’y a 

pas encore de lien entre Mégantic et Jack
man. C’est une distance d’environ 20 milles; 
je n’en suis pas sûr; quelqu’un du Québec le 
saurait mieux que moi. Je ne me souviens 
pas de toutes les distances, mais le tronçon à 
construire est très court.

Le président: Monsieur Thomas.
M. Thomas (Moncton): Une question sup

plémentaire, monsieur le président. Je suis 
inquiète de la tournure du dialogue. En 
temps que représentant des Maritimes, je 
pense qu’il nous faut d’aures routes. N’allons 
pas dire que nous n’avons pas besoin de 
nouvelles routes; il nous faut réclamer tout 
ce que nous pourrons obtenir pour déconges
tionner nos routes.

Je vous renvoie au volume 1 du rapport de 
VEconomist Intelligence Unit. Tous les chif
fres que vous demandez s’y trouvent. On 
nous signale que la circulation augmentera 
dans une proportion de 80 p. 100. La circula
tion interurbaine augmentera de 80 p. 100 
d’ici 1980. Nous n’avons pas assez de routes 
voulues pour une telle circulation. Voici donc 
la question que je voulais poser à monsieur 
Rioux, en lui demandant s’il est d'accord. Peu 
importe où va le corridor routier: les Mariti
mes ont besoin d’un autre lien avec le reste du 
Canada. Ne pensez-vous pas, monsieur Rioux, 
que l’aménagement de cette route, compte 
tenu de la circulation que nous aurons d’ici 
20 ans, attirerait toute la circulation qu’elle 
pourrait écouler et que cela détournerait pas 
la circulation de nos routes actuelles, la 2, la 
11, et la Trans-Canadienne? N’est-ce pas là 
une supposition fondée?

M. Rioux: Il est essentiel à la prospérité 
de notre région que nous ayons cette route si 
nous voulons régler le problème de la circu-
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[Texte]
Tourism is the biggest industry we have, and 
we are going to bring 5 million people four 
hours closer to the Maritime Provinces than 
they are now.

Mr. Thomas (Moncion): In other words, is 
it fair to say this is an essential part of our 
over-all transportation scheme? We need new 
highways?

Mr. Rioux: Absolutely.
Mr. Thomas (Moncton): Thank you.
The Chairman: Mr. Breau.
Mr. Breau: Mr. Chairman, I have some 

questions here. I do not know who could 
answer them, but I will just put them. I 
expected before we left that we would have 
more evidence on this corridor road. We have 
had many comments, but it is difficult to 
recommend something or to accept something 
by comment. It should be substantiated.

To be objective about this, we should ask 
the question, say, if you were in Moncton, 
New Brunswick, if you were to go to Mont
real from Moncton, not from Fredericton, 
through some corridor road, or if you were to 
go by Route 11 to a proposed highway 
between Newcastle and Plaster Rock, and 
then go up northwestern New Brunswick to 
southern Quebec, just how many miles would 
be the difference between Moncton? Can 
somebody tell me that?

The Chairman: Mr. Breau, I think you are 
asking a question which would take quite a 
lot of time. If you agree, I will ask these 
gentlemen if they could give us the informa
tion, have them send this information to me 
and I could deliver it if you will agree.

Mr. Breau: All right. Will I have some 
other information? Before we make a deci
sion we have to know how many miles will 
be paved. We have to know exactly what the 
cost will be to build this road. The study of 
Atlantic advantages, economic advantages, 
which has been referred to, I admit, being 
from New Brunswick, I have never heard of 
it.

And then the Atlantic Premiers, not 
individually, but collectively must agree with 
this. We would also have to know the priori
ty which was questioned here this afternoon. 
Of course, we are concerned with transporta
tion; I agree with that. But highways still 
remain a provincial responsibility, and it has 
to be done in accordance with the provinces. 
This Committee must know exactly what the 
priorities of the provinces are as far as high
ways are concerned. We heard yesterday that 
Route 11 was a priority.

[Interprétation]
lation. Le tourisme est notre plus grosse 
industrie, et 5 millions de personnes seront 
de 4 heures plus près de chez nous.

M. Thomas (Moncton): Peut-on dire que 
cette route est essentielle à votre programme 
global en matière de transports? Nous avons 
besoin de nouvelles routes?

M. Rioux: Absolument.
M. Thomas (Moncton): Merci.
Le président: Monsieur Breau.
M. Breau: Monsieur le président, j’ai quel

ques questions à poser. Je ne sais pas qui 
pourra y répondre, mais je me contenterai de 
les poser. Je m’attendais à avoir d’autres 
témoignages sur ce corridor routier. Nous 
avons entendu de nombreux commentaires, 
mais il est difficile de faire des recommanda
tions d’après ces commentaires et d’admettre 
leur bien-fondé. Il faudrait les prouver.

Faisons preuve d’objectivité: si vous vous 
trouvez à Moncton, au Nouveau-Brunswick, 
et que vous voulez aller à Montréal, non pas 
de Fredericton, mais de Moncton, par la 
route corridor, ou que vous vouliez emprun
ter la route 11 jusqu’à un embranchement 
quelconque entre Newcastle et Plaster Rock 
en passant par le nord-ouest du Nouveau- 
Brunswick et le sud du Québec, quelle serait 
la différence de millage entre les deux par
cours? Quelqu’un pourrait-il répondre?

Le président: Monsieur Breau, vous posez 
une question qui demande du temps. Si vous 
le voulez bien, je demanderai à ces messieurs 
de me communiquer ces renseignements, que 
je vous transmettrai.

M. Breau: D’accord. Je voudrais avoir 
d’autres renseignements. Avant de prendre 
une décision, nous aimerions savoir combien 
de milles seront asphaltés. Il nous faut savoir 
exactement quel sera le coût de la construc
tion. Je n’ai jamais entendu parler d’une 
étude sur les avantages économiques dont 
bénéficierait la région de l’Atlantique, avan
tages dont il a été question tout-à-l’heure.

Les premiers ministres de l’Atlantique 
devront donner leur accord, non pas un à un, 
mais ensemble. Il vous faudrait également 
savoir en quoi consiste la priorité dont on a 
parlé cet après-midi. Nous étudions les trans
ports, certes, mais les routes relèvent tou
jours des provinces et nous devons agir en 
accord avec elles. Le Comité doit savoir exac
tement quelles sont les priorités des provin
ces en matière de construction routière. Hier, 
on nous a dit que la route 11 était une 
priorité.
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[Text]
We have to know exactly how much truck 

traffic would go through this corridor road, or 
how much truck traffic would go to central 
Canada. We heard the figure this morning 
that about 35 per cent of freight going out of 
the Atlantic Provinces was by road and 
about 65 per cent by rail or boat, so we 
would have to know the future of truck 
transportation.

And then we would have to know whether 
it will be a non-stop route or not. Is it going 
to be a turnpike with no access? That is the 
information we need, and I hope somebody 
can supply it to us.

The Chairman: We will get the informa
tion, and when the time comes you will 
receive it, Mr. Breau.

Mr. Rioux: Mr. Chairman, could I just 
make a comment on that. We have that 
information, and if you will allow us we will 
mail you copies of the briefs that were pre
sented to the Province of New Brunswick, 
the Premiers of Nova Scotia and P.E.I., and 
the Governor of the State of Maine, and also 
the one presented to the Quebec Legislature 
by the International Corridor Road Commit
tee. We will send you these briefs which 
contain information on traffic, tonnage, rates, 
and everything else.

Mr. Breau: That is exactly what we are 
asking for.

The Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman, I would like to 
refer to the brief for a moment, and I believe 
at the bottom of the first page you refer to a 
map as Appendix A, but I have yet to find it 
in the.. .

Mr. Rioux: They were attached to the 
original sent to Ottawa.

Mr. Trudel: Fine. Now, I do not want to 
start an argument, but I would like to get a 
little clarification. Are we not talking about 
different routes? Is not the existing grid plan 
worked out on the American highway sys
tem? I think we are going far north of what 
they intend, and that is the reason why we 
are not getting the co-operation from Maine. 
I think if you will look at your map you will 
see they have an existing connection plan to 
the auto route in the township, but this 
would connect directly between Saint John, 
Moncton, Bangor and then back into Quebec, 
rather than the route that you are suggesting 
now.

[Interpretation]
Il nous faudra savoir exactement quelle est 

l’importance du transport routier par le cor
ridor ou quelle proportion du transport rou
tier passera par le centre du Canada. On 
nous a dit ce matin que 35 p. 100 des mar
chandises exportées des provinces Maritimes 
étaient transportées par camion et 65 p. 100 
par chemin de fer ou par bateau; nous nous 
interrogeons donc sur l’avenir du transport 
routier.

Il nous faudra également savoir s’il s’agit 
d’une voie directe ou non. Sagira-t-il d’une 
autoroute sans voie d’accès? Voilà donc les 
renseignements dont nous avons besoin. J’es
père que quelqu’un pourra nous les donner.

Le président: Nous obtiendrons ces rensei
gnements, et vous les recevrez en temps 
voulu, monsieur Breau.

M. Rioux: Monsieur le président, puis-je 
faire un commentaire à ce sujet. Nous avons 
ces renseignements, et si vous le voulez bien, 
nous vous ferons parvenir plusieurs exem
plaires du mémoire présenté à la province du 
Nouveau-Brunswick, aux premiers ministres 
de la Nouvelle-Écosse et de l’île du Prince- 
Édouard, au gouverneur de l’État du Maine 
et à l’Assemblée nationale du Québec par le 
Comité international du corridor routier. 
Nous vous enverrons ces mémoires, qui con
tiennent des renseignements sur la circula
tion, le volume des marchandises transpor
tées, les prix, etc ...

M. Breau: C’est exactement ce que nous 
voulons.

Le président: Monsieur TrodeL

M. Trudel: Monsieur le président, je vou
drais me rapporter au mémoire pour un ins
tant; au bas de la première page, vous classez 
une carte à l’Annexe A, mais je ne l’ai pas 
trouvée dans le...

M. Rioux: Elle était annexée au mémoire 
original que nous avons envoyé à Otawa.

M. Trudel: Bon. J’aimerais avoir quelques 
précisions. Ne parlons-nous pas de tracés 
différents? Le plan actuel n’a-t-il pas été 
établi en fonction du réseau routier améri
cain? Je crois que nous tirons plus vers le 
nord qu’il ne l’avaient prévu, et c’est pour
quoi le Maine ne nous prête pas sa collabora
tion. Si vous jetez un coup d’oeil sur la carte, 
vous verres qu’ils ont prévu un embranche
ment qui les relie à Saint-Jean, Moncton, 
Bangor et au Québec.
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[Texte]
Mr. Rioux: What page are you looking at?

Mr. Trudel: This is on page 696. My inter
pretation of Mr. Rioux’s explanation is that 
the route that he was supporting was further 
north. Is that correct, Mr. Rioux?

Mr. Rioux: It is north of St. Stephen, yes.

Mr. Trudel: Thank you.

The Chairman: Mr. Rock.

Mr. Rock: I have one question. I am look
ing at this map that was submitted to us by 
the Saint John Board of Trade. You have the 
line crossing from Saint John to Bangor, to 
Amsterdam, to the proposed highway.

And then you have this Y jutting out a 
little after Bangor towards Montreal, and I 
am just wondering if that is actually neces
sary since this other line going to Amsterdam 
is crossing one of the biggest highways in 
North America and that is the one from New 
York City to Montreal? Why is it necessary 
to make this Y through there, which would 
be considered your corridor, when all you 
have to do is come right down to, say, Burl
ington and go right up? It is a matter of 
maybe three-quarters of an hour difference. 
Why spend the millions of dollars for that 
three-quarters of an hour, which it takes to 
travel say from Burlington to Montreal these 
days on the new network? In other words, 
all you have to do is let the Americans build 
it and you will use it, without any complica
tions whatsoever. Have you looked into it in 
this manner?

Mr. Rioux: Are you asking me?

Mr. Rock: Yes, I am asking any of you 
gentlemen.

Mr. Rioux: The proposal that you are look
ing at was by the group that is opposing the 
corridor road in the area in which we—the 
map that you are talking about is the lower. 
There have been two proposals of a corridor 
road.

Mr. Rock: Oh, excuse me, are you propos
ing the actual corridor through, or the one to 
Amsterdam?

Mr. Rioux: No. We are proposing the one 
through the Moosehead Lake area, McAdam, 
N.B., Bangor in Maine, and on through to 
Sherbrooke, a direct line.

As far as Saint John goes, if you knew the 
area, I do not know if you do or not, but just 
about 40 miles west of Bangor on the Ameri
can side there is another road that goes 
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[Interprétation]
M. Rioux: A quelle page êtes-vous?

M. Trudel: A la page 696. Si j’ai bien 
compris l’explication de M. Rioux, la route 
qu’il proposait se trouvait plus au Nord, 
n’est-ce pas?

M. Rioux: C’est au nord de St-Stephen, oui.

M. Trudel: Merci.

Le président: Monsieur Rock.

M. Rock: J’ai une question. Sur la carte 
qui nous a été présentée par la Saint John 
Board of Trade, figure une ligne qui va de 
St. John à Bangor et à Amsterdam jusqu’à 
l’autoroute proposée.

Vous remarquerez ensuite un embranche
ment en «Y» un peu après Bangor, en direc
tion de Montréal. Je me demande si cela est 
vraiment nécessaire étant donné que l’autre 
ligne en direction d’Amsterdam traverse une 
des plus grandes routes de l’Amérique du 
Nord, soit la route de New York à Montréal. 
Pourquoi alors cet embranchement supplé
mentaire, qui constituerait votre corridor, 
alors que vous pouvez vous rendre à Burling
ton et monter. Cela peut prendre au maxi
mum trois quarts d’heure. Pourquoi dépenser 
des millions de dollars pour gagner trois 
quarts d’heure, temps qu’il faut pour aller de 
Burlington à Montréal par le nouveau réseau 
routier? Laissons-donc construire la route 
aux Américains, et servons-nous-en: c’est 
aussi simple que cela. Avez-vous songé à 
cela?

M. Rioux: Est-ce à moi que vous posez la 
question?

M. Rock: Oui, à n’importe lequel d’entre 
vous.

M. Rioux: La proposition dont vous parlez 
est celle du groupe qui s’opposait à l’autre 
corridor—la carte à laquelle vous vous réfé
rez est celle du bas. Il y a eu deux proposi
tions relativement au corridor routier.

M. Rock: Je m’excuse. Est-ce que vous 
proposez le corridor routier ou la route par 
Amsterdam?

M. Rioux: Non. Nous proposons une route 
qui emprunte la région de Moosehead Lake, 
passe par McAdam (N.-B.), Bangor (Maine) et 
Sherbrooke, en ligne directe.

En ce qui concerne Saint-Jean, si vous 
connaissez la région, vous saurez qu’à envi
ron quarante milles de Bangor, du côté amé
ricain, il y a une autre route qui s’en va
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[Text]
directly down to St. Stephen, a very short 
route that would serve that same purpose, to 
go to Montreal from Saint John using the 
corridor road but joining it into the State of 
Maine about 40 miles.

The one they are proposing is a direct 
route from Saint John through the lower 
part of Maine into Montreal. I do not think it 
will save much. It might help the southern 
part of the province and southern Maine, but 
it would not help the Atlantic Provinces as a 
whole, I do not think, or the northern part of 
Maine.

Mr. Rock: Why do you say that? It seems 
that in this case here the Americans will 
spend all the money and you will be able to 
use it, and I do not think any other alternate 
route is going to save much more except 
maybe three-quarters of an hour.

[Interpretation]
directement à St. Stephen. La route est très 
courte, mais aurait la même utilité que le 
corridor routier, de Montréal à Saint-Jean 
avec un embranchement vers le Maine à 
environ quarante milles.

La route qu’ils proposent est une voie 
directe de Saint-Jean, par la partie inférieure 
du Maine, jusqu’à Montréal. Je ne pense que 
cela aide beaucoup. Cela pourrait être avan
tageux pour la partie sud de la province et 
du Maine, mais non pour les provinces atlan
tiques, ni le nord du Maine.

M. Rock: Pourquoi cela? Il me semble que 
dans ce cas les Américans fourniraient tous 
les fonds et que vous pourriez utiliser la 
route. Je ne crois pas qu’une autre route 
nous permette de gagner beaucoup plus de 
temps: trois quarts d’heure au plus.

Mr. Rioux: Let me repeat. Our proposal is 
that the State of Maine would still build the 
corridor road that we are proposing, in order 
to develop the northern part of the state, the 
same as we build roads to resources here in 
New Brunswick or in the Maritime Prov
inces. We build roads to resources to help 
people in depressed areas, and northern 
Maine is a depressed area. And that is why 
the northern part of the state is seeking the 
corridor road, and the cost would all be 
borne by the Americans, not by ourselves.

The Chairman: Gentlemen, this completes 
our study. I want to thank you for your 
recommendations.

Mr. Rioux: Thank you very much, sir.

Mr. Thomas (Moncton): Mr. Chairman, we 
may go through this day after day, and it is 
embarrassing to witnesses. It shows them 
that we have not done our homework. All 
these figures, and all this information that we 
have been asking for is all in this Atlantic 
Provinces transportation study by the E.I.U. 
All these figures on traffic flow, on corridor 
roads and all these figures on why additional 
highways are needed here. Why do we not 
get this, rather than ask these witnesses 
questions that obviously we should know the 
answers to?

An hon. Member: Who has one?

Mr. Thomas (Moncton): I have one.

An hon. Member: Where did you get it?

Mr. Thomas (Moncton): From the Queen’s 
Printer. These witnesses must think we are

M. Rioux: Notre proposition, c’est que le 
Maine construise le corridor routier que nous 
envisageons pour assurer le développement 
du nord de l’État, tout comme nous avons 
construit des routes pour les ressources du 
Nouveau-Brunswick ou des Maritimes. Nous 
construisons des routes pour exploiter nos 
ressources et aider les gens des régions défa
vorisées, et le nord du Maine est une région 
défavorisée. C’est pourquoi l’État du Maine a 
besoin du corridor routier; les frais seraient 
entièrement assumés par les américains.

Le président: Messieurs, voilà qui termine 
notre étude. Je vous remercie.

M. Rioux: Merci beaucoup, monsieur.

M. Thomas (Moncton): Monsieur le prési
dent, nous pouvons continuer ainsi jour après 
jour, ce qui ennuierait les témoins. Cela leur 
prouve tout simplement que nous n’avons pas 
fait nos devoirs. Tout les chiffres, tout les 
renseignements que nous avons demandé se 
trouvent dans l’étude des transports de la 
région atlantique faite par 1 'Economic Insti
tute. Tous les chiffres relatifs à la densité de 
la circulation, au corridor routier, aux routes 
prévues, figurent dans cette étude. Pourquoi 
ne pas s’en servir, plutôt que de poser aux 
témoins des questions dont nous devrions 
connaître les réponses?

Une voix: Qui l’a, ce rapport?

M. Thomas! Moncton): J’en ai un.

Une voix: Où l'avez-vous pris?
M. Thomas (Moncton): Chez l’Imprimeur 

de la Reine. Les témoins doivent penser que



18 février 1969 Transports et communications 543

[Texte]
completely devoid of information. It is all in 
this report.

The Chairman: And we can get that from 
the Queen’s Printer?

Mr. Thomas (Moncton): You can get it,
sure.

Mr. Perrault: Mr. Chairman, the opinions 
of witnesses are most valuable.

Mr. Breau: If the member would have 
something that he could give us, I would 
really appreciate it. If I had known that 
there was such a study before I would have 
obtained it. I tried to get all the information 
that was available.

The Chairman: Mr. Thomas, did you 
obtain this information before you came 
down here?

Mr. Thomas (Moncton): Yes. I think the 
Committee received it last year. I received it 
last year. I was not here last year either, but 
I made a point of getting it.

Mr. Perrault: Mr. Chairman, the point is 
that the value of these public hearings is 
distinct from any resource material which we 
may have access to. The fact that we have 
these written reports does not rule out the 
value of these public hearings. I think the 
recent information that these witnesses bring 
is most important.

The Chairman: I will now call upon the 
Atlantic Development Board. Stand.

The University of New Brunswick. This 
brief was prepared by five students. I won
der if they are here today. Stand.

Mr. Skoberg: Mr. Chairman, can we obtain 
that brief for our files, even though they are 
not here?

The Chairman: Which brief?

Mr. Skoberg: The University of New 
Brunswick.

The Chairman: It will be printed if you 
wish. We have a motion to carry this. Is it 
agreed?

Some hon. Members: Agreed.

The Chairman: Every brief will be printed. 
Commuter Air Services Ltd. Mr. Robert D. 
Thomson, do you have a brief?

I would ask Mr. Thomson to make a brief 
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[Interprétation]
nous manquons complètement de renseigne
ments. Tout est dans le rapport.

Le président: Et on peut se le procurer 
chez l’Imprimeur de la Reine?

M. Thomas (Moncton): Certainement.

M. Perrault: L’opinion des témoins est 
précieuse.

M. Breau: Si l’honorable député pouvait 
nous le procurer, j'en serais ravi. Si j’avais 
su qu’une telle étude existait, j’aurais cher
ché à l’avoir. J'ai essayé d’obtenir le plus de 
renseignements possible.

Le président: Monsieur Thomas, est-ce que 
vous avez eu ces renseignements avant de 
venir ici?

M. Thomas (Moncton): Oui, je crois que le 
comité les a reçus l’an dernier. En tout cas, je 
l’ai eu l’an dernier. Je n’étais pas au Parle
ment l’année dernière, mais je me suis pro
curé un exemplaire du rapport.

M. Perrault: Monsieur le président, les ren
seignements que nous pouvons recueillir dans 
ces séances publiques sont distincts de ceux 
que nous pourrions trouver dans des docu
ments existants. Le fait que nous ayons des 
rapports écrits n’enlève rien à la valeur de 
ces audiences publiques. Je crois que les ren
seignements que les témoins nous donnent 
sont très importants.

Le président: Alors, je demanderais main
tenant à l’Office d’expansion économique de 
la région atlantique de s’avancer.

L’Université du Nouveau-Brunswick. Ce 
mémoire a été rédigé par cinq étudiants. Je 
me demande s’ils sont ici aujourd’hui. Ré
servé.

M. Skoberg: Monsieur le président, est-il 
possible d’avoir leur mémoire, même s’ils ne 
sont pas ici?

Le président: Lequel?

M. Skoberg: Celui de l’Université du 
Nouveau-Brunswick.

Le président: On le fera imprimer, si vous 
le désirez. Nous avons une motion à cet effet. 
Est-ce adopté?

Des voix: Adopté.

Le président: Tous les mémoires seront 
imprimés. Monsieur Robert D. Thompson, de 
Commuter Air Services Limitée, a-t-il un 
mémoire?
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[Text] [Interpretation]
resume of his brief. Je demanderai à M. Thomson de résumer

brièvement son mémoire.
Mr. Robert D. Thomson (Commuter Air Mr. Robert D. Thomson (Commuter Air

Services Ltd): Monsieur le président et hono
rables députés. Je regrette infiniment que 
notre compagnie n’ait pas pu encore vous 
fournir des exemplaires de notre mémoire en 
français. Comme nos activités s’adresseront à 
une clientèle, tant d’expression française que 
d’expression anglaise, dans cette région, nous 
nous efforcerons d’adopter le bilinguisme 
dans le plus bref délai, afin de donner au 
public le meilleur service possible. Donc, 
nous comptons sur votre indulgence et vous 
prions d’accepter que ce mémoire soit rédigé 
en anglais.

Commuter Air Services Ltd. is a company 
formed to provide commercial air services 
throughout the Province of New Brunswick. 
The company has applications pending 
before the Air Transport Committee of the 
Canadian Transport Commission for inter- 
urban services connecting Fredericton, Monc
ton, Saint John, Chatham, Bathurst, Camp- 
bellton, Edmunds ton, Grand Falls, Wood- 
stock, St. Stephen, Rivière-du-Loup, Quebec 
and Bangor, Maine. These services are 
planned to connect with Trunk Carrier ser
vices at Fredericton, Moncton, Charlo, Ban
gor and Rivière-du-Loup, thus offering each 
community a closer air link with Central 
Canada and the U.S. At the same time the 
availability of the feeder flights enables the 
company to offer fast economical interurban 
flights for intraprovincial travel, air express 
and mails.

It is the purpose of this brief to inform the 
Standing Committee on Transport of the 
plans of the Company so that it may be 
aware of developments which may have sig
nificant effects on transportation within the 
region. It is submitted without intent to in
fluence or prejudice the hearings before the 
Air Transport Committee. We respectfully 
submit comment on three areas related to our 
sphere of activities:

1. Local Regional Air Transportation.
2. Airport Development within New 

Brunswick.
3. Interurban Transportation—Freder

icton/Saint John.
On the first item:

Local Regional Air Transportation 
Within the framework of transportation 

needs in this region a basic twofold problem

Services Ltd.): Mr. Chairman, distinguished 
Members, I regret sincerely that our compa
ny has not yet been in a position to provide 
copies of our brief to you in French. Since 
our activities will be directed at both French- 
speaking as well as English-speaking custom
ers throughout this region, we shall attempt 
to adopt bilingualism in the shortest possible 
time so as to be able to give to the public the 
best possible service. Consequently, we ask 
you to show forbearance and to please accept 
the brief in English.

La Commuter Air Services est une société 
qui organise des services commerciaux 
aériens dans l’ensemble de la province du 
Nouveau-Brunswick. La Compagnie a pré
senté une demande au comité du Transport 
aérien de la Commission canadienne des 
Transports afin d’obtenir les services interur
bains reliant Fredericton, Moncton, Saint- 
Jean, Chatham, Bathurst, Campbellton, 
Edmunston, Grand Falls, Woodstock, St-Ste- 
phen, Rivière-du-Loup (Québec) et Bangor 
(Maine). Nous projetons que ces services 
soient reliés avec les services de transport 
interurbains de Fredericton, Moncton, Charlo, 
Bangor et Rivière-du-Loup, offrant ainsi à 
chaque collectivité de meilleures communica
tions aériennes avec le centre du Canada et 
les États-Unis. En même temps, les vols 
d’embranchement permettraient à la compa
gnie d’offrir des vols interurbains économi
ques pour les déplacements intra-provin- 
ciaux, les messageries aériennes ainsi que les 
postes.

L’intention de notre mémoire, c’est d'infor
mer le comité permanent des transports des 
projets de la compagnie, afin qu’il soit au 
courant des développements qui pourraient 
avoir un effet significatif sur les transports 
au sein de la région. Nous le présentons sans 
vouloir influencer ni porter préjudice à l’au
dience devant le comité des transports 
aériens. Nous vous présentons respectueuse
ment nos observations sur trois domaines qui 
ont trait à notre champ d’activité.

1. Le transport aérien local et régional.
2. L’aménagement d’aéroports au Nou

veau-Brunswick.
3. Le transport interurbain entre Fre

dericton et Saint-Jean.
Le transport aérien local et régional

Dans le cadre des besoins de transport 
dans la région, le problème est double, en ce



18 février 1969 Transports et communications 545

[Texte]
exists in that there is an urgent need for 
better connection to the continental market 
while at the same time local travel and trans
portation requires to be drastically improved.

Proposals from various individual towns 
and cities for direct airline service to Cen
tral Canada are usually based on the under
standable desire of the communities for 
‘trunk’ service to eliminate the irritations and 
frustrations involved in getting to and from 
the main centres. Rail travel is no longer fast 
enough or convenient; two- to three-day mail 
delivery is grossly inefficient; seven- to ten- 
day delivery of parcels and express is frus
trating. While these municipalities also ap
preciate the need for improved local regional 
transportation there is usually a tendency 
to subordinate the relative importance of this 
field to that of the claim for trunk route 
priority. This tendency overlooks the fact 
that it may be totally impractical to improve 
‘local* transportation after ‘trunk’ services 
are set up. We feel that the problem must 
be viewed as a whole and that the best solu
tion lies in the most efficient blend of the 
two facets.

It is our contention that a major contribu
tion can be made to improved regional trans
portation if significant developments are 
initiated at the local level. The present Trunk 
Air Routes to this area from Central Canada 
are subject to some degree of criticism but 
they are not entirely out of context with the 
economics of the region. We consider that it 
makes good fiscal sense to complement these 
existing services with effective local services 
using equipment suitable to the traffic vol
ume emanating in the smaller centres of 
population.

A proper system of local air travel, well 
organized, feeding to the major Airlines at 
specific points can bring virtually all of the 
smaller centres within one additional hour’s 
travelling time of the cities of Central 
Canada. The available capacity of such 
feeder flights would permit utilization by 
intercity travellers and local air freight.

It is respectfully suggested that copies of 
our complete brief to the Air Transport Com
mittee may be made available upon request 
if the Standing Committee wishes to study it. 
This brief includes details of the economic 
and feasibility studies made by this company 
to determine the viability of our project, 
together with the opinions and endorsements 
of many civic and corporate bodies in the 
towns included in the proposed service.

[Interprétation]
sens qu’il faut de nécessité prévoir de meil
leurs liens avec les marchés continentaux, 
alors même que le secteur des déplacements 
et des transports locaux nécessitent une amé
lioration sensible.

Les propositions de la part de diverses vil
les en vue d’un service direct aérien avec le 
centre du Canada se fondent ordinairement 
sur leur désir compréhensible d’être reliées 
aux lignes principales pour éliminer les 
ennuis et tracas qu’entraîne leur éloignement 
des grands centres. Le chemin de fer n’est 
plus ni assez rapide, ni convenable, il faut 
compter de deux à trois jours pour le cour
rier, de même que de sept à dix jours pour la 
livraison des colis et les messageries. Alors 
que les municipalités admettent la nécessité 
qu’il y a d’améliorer le transport local et 
régional, elles ont normalement tendance à 
subordonner cette question importante à 
leurs réclamations visant leur raccord aux 
routes principales. On oublie qu’il pourrait 
être impossible d’améliorer le transport local, 
une fois les services principaux établis. Nous 
estimons qu’il faut examiner la question dans 
son ensemble et que la meilleure solution se 
trouve dans une fusion de ces deux aspects.

Nous prétendons alors qu’un effort majeur 
à l’amélioration du transport régional consis
terait à développer de manière notable le 
secteur local. Les principales routes aériennes 
qui sont présentement établies à partir du 
centre du Canada, font l’objet de certaines 
critiques, mais elles ne sont pas tout à fait 
incompatibles avec l’économie de la région. 
Nous estimons sensé, du point de vue finan
cier, de compléter les services existants par 
des services locaux, à l’aide des équipements 
appropriés au volume de trafic émanant des 
petites agglomérations.

Un réseau aérien local, bien organisé, qui 
rejoindrait les principales lignes aériennes à 
des endroits déterminés, mettrait à peu près 
toutes les petites agglomérations à une heure 
d’accès des villes du centre du Canada. Il 
faciliterait aussi les déplacements interur
bains et le transport de marchandises sur le 
plan local.

Nous envisageons de mettre à votre dispo
sition des exemplaires du mémoire que nous 
avons présenté au comité du transport aérien, 
si le comité le désire. Ce mémoire donne des 
détails sur les études de praticabilité et de 
rentabilité faites par la compagnie afin de 
déterminer si le projet était viable; il com
prend aussi les vues favorables de nombreux 
organismes commerciaux et municipaux qui 
se trouvent dans les villes touchées par le 
service projeté. L’aménagement d’aéroports 
au Nouveau-Brunswick.
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On the second item:

Airport Development Within New Brunswick
In relation to its commercial air service 

proposals this company is vitally interested 
in the adequate development of suitable air
port facilities throughout the region.

It is felt that significant savings in public 
expenditures can be achieved by tailoring 
airport development to the trunk and feeder 
line system. By this we mean that there need 
not be extravagant expenditures on new 
major facilities—I emphasize the point 
“New”—to provide for transcontinental or 
international jet services where present 
facilities can be modified or extended suita
bly at lesser cost. We are not recommending 
the maintenance of existing facilities where 
these are not suitable by location, environ
ment, or weather, for provision of economic 
and safe air services. We do recommend, 
however, that serious consideration be given 
only to the extension of the available facili
ties most suited to the regional off- and on- 
loading of trunk airline passengers and 
freight and appropriate or commensurate 
with the technological advances in equipment 
adopted by the Trunk carriers for regional 
continental traffic.

We also respectfully recommend to the 
Standing Committee that a field most worthy 
of public development expenditures would be 
the improvement of local airport standards at 
the other urban centres in the region to meet 
the operating requirements of safe all-weath
er service for the size and scope of aircraft 
most suited to the local regional airlines, 
which will expedite the efficient movement of 
passengers and freight at those places.

By virtue of our corporate entity we recog
nise that we have a special interest in making 
these recommendations, but we are certain 
that any study in depth of the economics of 
the alternates to our suggestions would 
confirm our own findings.

We humbly state that we would be prepared 
to develop these arguments in detail with the 
Standing Committee or the appropriate gov
ernment agency involved.
Interurban Transportation—Fredericton/Saint 
John

On the third item we delve into an element 
of the project which is not quite within

[Interpretation]

Dans ses propositions concernant un ser
vice commercial aérien^ la compagnie s’inté
resse de près à l’aménagement d’aéroports 
appropriés par toute la région.

Nous croyons que d’importantes économies 
pourraient être réalisées dans le secteur 
public si pareilles installations étaient conve
nablement reliées aux réseaux principal et 
secondaire. Il ne faudrait pas nécessairement 
faire des dépenses extravagantes pour de 
nouvelles infrastructures, et j’insiste sur le 
mot «nouvelles», qui conviendraient aux 
avions à réaction sur les lignes transconti
nentales ou internationales, là où les infra
structures actuelles peuvent très bien être 
modifiées ou agrandies de manière économi
que. Nous ne proposons pas, non plus, le 
maintien des infrastructures existantes, si 
elles ne conviennent pas, en raison de leur 
emplacement ou de facteurs écologiques ou 
météorologiques, à l’établissement de services 
aériens qui soient économiques et sûrs. Nous 
recommandons, toutefois, qu’on étudie sérieu
sement la possibilité d’agrandir les installa
tions qui conviennent le mieux au raccord 
régional avec les services pour passagers ou 
marchandises, mais qui soient aussi appro
priées ou compatibles par rapport au progrès 
technologique du matériel adopté par les 
principaux transporteurs pour le trafic régio
nal et continental.

Nous recommandons aussi respectueuse
ment au comité permanent, que l’activité qui 
mériterait le plus l’attention du secteur 
public serait l’amélioration des normes pour 
les aéroports locaux dans les autres centres 
urbains de la région, afin d’assurer en prati
que un service sûr en tout temps pour les 
avions dont la grosseur et le champ convien
nent le mieux aux lignes aériennes régiona
les, ce qui accélérerait le transport efficace 
des passagers et des marchandises à ces 
endroits.

Étant donné notre statut de société, nous 
nous reconnaissons un intérêt particulier 
dans ces recommandations, mais nous som
mes sûrs que toute étude approfondie de l’as
pect économique d’autres options confirmerait 
nos propres conclusions.

Nous déclarons donc que nous serions prêts 
à développer nos arguments auprès du comité 
permanent ou de l’organisme gouvernemental 
en cause.
Le transport interurbain entre Frédéricton et 
Saint-Jean.

En ce qui concerne le troisième sujet, nous 
discutons d’un aspect du projet qui ne relève
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our sphere but it came up as very much a 
possibility when we were investigating the 
original context. In the course of our investi
gations into the feasibility of our proposed 
feeder airline system we became aware of 
the particular combination of factors relating 
to the Saint John /Fredericton area of the 
Province.

By virtue of the relative positions of the 
airports at these two cities interurban air 
service has minimal advantage over road 
travel when waiting and loading time are 
considered. Also, the airport at Saint John 
suffers from a substantial proportion of 
unfavourable weather causing diversion, usu
ally to Fredericton.

The suitability of Saint John as a safe 
all-weather airport can not be improved 
without major alterations to contours and 
environment as well as to aircraft visibility 
aids.

It appeared to us in our deliberations that 
a detailed study of the Saint John area to 
determine the relative costs of providing the 
most efficient transportation for that city and 
its environs would be well worth while.

Specifically we arrived at the tentative 
conclusions, based on our own limited inves
tigations, that the whole concept of trunk, 
interurban, and suburban transportation for 
the City of Saint John and hinterland would 
warrant particular study towards the possi
ble installation of an integrated transporta
tion system for the whole area.

It appeared to us that there are existing 
rail facilities, for example, which might be 
adapted and developed in the style of the Gov
ernment of Ontario transit system or in the 
style being investigated for the state of Penn
sylvania in the U.S., emanating from Saint 
John and linking suburban and semirural 
centres in a northwesterly direction to Fred
ericton, including Fredericton Airport, and in 
a northeasterly direction towards Sussex.

Such development might prove to have 
these ramifications:

(a) Growth of suburban and semirural 
communities in a planned manner 
around the focal points of the new trans
it media.

(b) We do not want to prejudge the 
provincial government but the second 
item that we felt would come of this is 
that we would possibly reinforce the 
potential setting up of an industrial park 
of major significance by facilitating easy 
mass transit throughout the area.

[Interprétation]
pas, à proprement parler, de notre compé
tence, mais dont l’éventualité s’est manifestée 
lorsque nous faisions enquête sur la situation 
initiale. Au cours de nos études de pratica
bilité concernant le projet de réseau aérien 
secondaire, nous avons pris conscience de 
divers facteurs qui se rapportent à la région 
de Saint-Jean et de Frédéricton.

En raison de l’emplacement de l’aéroport 
dans ces deux villes, le service aérien inter
urbain offrent des avantages minimes en 
comparaison du transport routier, compte 
tenu des périodes d’attente et d’embarque
ment. De plus, l’aéroport de Saint-Jean 
souffre, est souvent le siège de conditions 
climatiques défavorables qui obligent les 
appareils à emprunter d’autres pistes, d’ordi
naire celle de Frédéricton.

Pour que l’aéroport de Saint-Jean devienne 
sûr en tout temps, il faudrait apporter des 
changements sensibles aux abords de la piste 
et y prévoir des moyens de visibilité 
supérieurs.

Nos discussions ont mis en évidence l’op
portunité d’une étude détaillée de la région 
de Saint-Jean, afin de déterminer le coût 
relatif d’un service de transport des plus 
efficace pour cette ville et ses environs.

Plus précisément, nous en sommes provi
soirement venus à la conclusion, fondée sur 
nos propres enquêtes limitées, que toute la 
question des services principaux, urbains et 
interurbains pour la ville de Saint-Jean et les 
environs pourrait sciemment donner lieu à 
une étude particulière concernant la mise 
en place d’un réseau de transport intégré pour 
la région entière.

Il nous a semblé qu’il existe déjà des amé
nagements pour les chemins de fer, par 
exemple, que l’on pourrait adapter et déve
lopper, comme l’a fait l’Ontario pour son 
réseau de transport, ou encore l’État de la 
Pennsylvanie, aux États-Unis, ce nouveau 
réseau, à partir de Saint-Jean, relierait les 
banlieues et les centres semi-ruraux, au 
nord-ouest, à Frédéricton (et à l’aéroport), et 
au nord-est, à Sussex.

L’entreprise pourrait donner lieu aux 
avantages suivants: a) la croissance planifiée 
des banlieues et des collectivités semi-rurales 
autour des nouveaux centres de transport.

b) Nous ne voulons pas anticiper sur le 
gouvernement provincial, mais nous estimons 
que le deuxième avantage qui en découlerait, 
c’est de permettre davantage l’établissement 
d’un parc industriel important, grâce au nou
veau réseau dans la région, c) ce serait pro
mouvoir, à notre avis, la transformation de 
l’aéroport de Frédéricton et lui donner toutes 
les caractéristiques d’un aéroport régional
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(c) We feel that this would promote pour avions à réaction, chose que je tiens à 

the development of the Fredericton Air- souligner, en tirant profit de son emplace- 
port to full regional jetport standards— ment central et du bon climat dont il jouit, d) 
again I emphasize “regional jetport Un tel service faciliterait les déplacements 
standards”—taking advantage of its cen- interrurbains entre le centre commercial de 
tral location and good weather pattern. Saint-Jean et le siège de l’administration pro- 

id) I think such a service would also vinciale, à Frédéricton.
enhance the intercity travel facility 
between the major commercial centre of 
Saint John and the seat of the provincial 
government at Fredericton.

This suggestion assumes that a long-term 
forward view be taken, rather than a view 
based on the present population or industrial 
status. It is recognised that the relative popu
lation distribution at this time is not com
parable to the megalopolis in Ontario but we 
feel that focussing of concentrated thought 
and study on this area could well produce an 
ideal system which will both encourage and 
withstand constant growth around it.

Commuter Air Services gratefully acknowl
edges the acceptance by the Standing Com
mittee of these brief but relevant comments 
and suggestions, and we hope that our contri
bution may be helpful in some small way in 
improving the transportation and communi
cation facilities in this region so that the best 
potential may be obtained from the resources 
and the peoples of the Atlantic Provinces.

Thank you, gentlemen.
The Chairman: Could you tell me how long 

it would take to get copies of your brief so 
that we could have them in Ottawa?

Mr. Thomson: I have copies of it here—or 
a copy, but I think it would be available 
from the Air Transport Committee on 
request. It is in dossier form with multicopies 
available at this time.

The Chairman: About 10 days?
Mr. Thomson: I do not think it would take 

that long. I think the copies are before the 
Air Transport Committee at this time for 
study. I think this would be available.

The Chairman: Does the Committee agree?
Some hon. Members: Agreed.
Mr. Nesbitt: Just a very brief question, Mr. 

Chairman. I do not have a copy of the brief 
but I gather from the witness’ remarks that 
this company is just getting nicely organized 
and it apparently has representations before 
the Air Transport Division of the Canadian

En l’occurrence, nous supposons que Ton 
adoptera une attitude à long terme, plutôt 
que de tenir compte des seuls facteurs démo
graphiques ou industriels que l’on retrouve 
présentement. Il est admis que la répartition 
de la population dans ce secteur diffère de 
celle qui régit l’agglomération ontarienne; 
néanmoins, une étude approfondie et serrée 
de cette région pourrait bien donner nais
sance, selon nous, à un réseau idéal qui en 
favoriserait la croissance et l’expansion.

La Commuter Air Services remercie le 
Comité d’avoir bien entendu ses remarques et 
commentaires brefs mais pertinents. Elle 
espère qu’ils contribueront utilement dans 
quelque mesure à améliorer les infrastructu
res de transport et de communications dans 
la région, afin que Ton puisse tirer le plus 
grand profit des ressources matérielles et 
humaines des provinces de l’Atlantique.

Merci, messieurs.
Le président: Pourriez-vous me dire com

bien de temps il faudra pour obtenir des 
exemplaires de votre mémoire, de sorte que 
nous pourrons l’avoir en main à Ottawa?

M. Thomson: J’en ai des exemplaires ici, 
ou plus tôt un, mais je crois que le comité 
des transports aériens pourrait vous en trans
mettre sur demande; il tient un dossier où se 
trouvent plusieurs exemplaires de ce 
document.

Le président: Dans une dizaine de jours?
M. Thomson: Moins que cela, je pense. Le 

comité des transports aériens en tient déjà des 
exemplaires pour fins d’étude, alors il pour
rait peut-être vous en transmettre 
quelques-uns.

Le président: Le Comité est-il d’accord?
Des voix: D’accord.
M. Nesbitt: Juste une question très brève, 

monsieur le président. Je n’ai pas de copie du 
mémoire, mais d’après ce qu’a dit le témoin, 
je crois comprendre que la compagnie s’orga
nise à peine et qu’elle a formulé des instan
ces après du comité des transports aériens de
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Transport Commission. Could the witness tell 
us how long the Company has been in being 
and what equipment it has at the moment?

Mr. Thomson: The Company was originat
ed to make application for this complete sys
tem. It was originated in May of 1968, and 
since that time the application has been 
developed, studied and placed before the 
board in full detail as a total project. There 
is no equipment at this time; immediately 
licences are granted capital investment will 
be made in the company.

Mr. Nesbitt: Out of idle curiosity, what 
type of equipment do you envisage using?

Mr. Thomson: We would start using, in a 
test of the market, a light type of aircraft—a 
small airliner with approximately eight-to 
12-passenger capacity. The logical develop
ment from this—and we hope that the mar
ket warrants it—will be to an airliner with a 
maximum capacity of 20—probably 15 to 18 
passengers, which appears to us to be the 
true logical development but which would 
not be warranted on an initial attempt.

Mr. Nesbitt: Should your application prove 
successful before the Canadian Transport 
Commission would you eventually be looking 
for some subsidy for the purpose of either 
purchasing equipment or obtaining some of 
the present Air Canada routes or some sort 
of freight subsidy?

Mr. Thomson: No, sir. It is expressly stated 
in our brief that we consider that a properly 
organized company, operating with the type 
of equipment which is best suited to the 
market, can make a viable contribution and 
provide a solution to the internal transporta
tion market.

Mr. Nesbitt: Would you be expecting to 
carry much freight or mostly passengers?

Mr. Thomson: We would expect to develop 
into the carriage of mails and light local 
freight. We would expect to go into the 
onward transmission of air freight from Air 
Canada at, say, Moncton—particularly Monc
ton to the north, and perhaps Fredericton.

Mr. Nesbitt: You would not be considering 
then at some future date applying for some 
of Air Canada’s routes in the area?

Mr. Thomson: No, we do not contemplate 
that type of activity at this time.

Mr. Corbin: Some of my questions have 
already been answered. Your main purpose,

[Interpretation]
la Commission canadienne des transports. Le 
témoin pourrait-il me dire depuis combien de 
temps la compagnie existe et de quel équipe
ment elle dispose?

M. Thomson: La compagnie s’est rétablie 
en mai 1968 en vue de mettre en place ce 
réseau complet; depuis lors, elle a élaboré par 
le détail un système total qu’elle a présenté à 
la Commission. Elle ne tient pas d’équipe
ment à l’heure actuelle, mais du moment où 
les permis seront délivrés, elle procédera à sa 
capitalisation.

M. Nesbilt: Par simple curiosité, quel genre 
de matériel avez-vous en vue?

M. Thomson: Au départ, nous utiliserons, à 
titre d’essai, un petit avion léger à huit ou 
douze places. A l’étape suivante, si le marché 
semble prometteur, nous nous servirions 
d’aéronefs à 20 places, tout au plus, mettons 
15 ou 18 places, ce qui nous paraît une for
mule d’expansion logique, mais qui ne serait 
pas justifiée au début.

M. Nesbitt: Si votre demande est agréé par 
la Commission des transports, chercheriez- 
vous à obtenir une subvention quelconque 
pour l’achat du matériel, l’exploration de cer
tains parcours actuellement desservis par Air 
Canada ou le transport des marchandises?

M. Thomson: Non, monsieur. Nous avons 
précisé dans notre mémoire qu’à notre sens, 
une compagnie bien organisée, qui est exploi
tée avec le genre d’équipement le mieux 
adapté au marché, pourra réaliser un apport 
très valable et fournir la solution au pro
blème des transports internes.

M. Nesbitt: Vous attendez-vous de trans
porter surtout des passagers ou surtout des 
marchandises?

M. Thomson: Nous escomptons assurer le 
transport du courrier et des petits colis d’une 
localité à l’autre, mais aussi des marchandi
ses à bord des appareils d’Air Canada et 
déchargées à Moncton, au nord de celle-ci, et 
peut-être aussi à Frédéric ton.

M. Nesbitt: Alors, vous ne songez pas à 
demander plus tard certaines des routes d’Air 
Canada dans la région?

M. Thomson: Non, nous ne l’envisageons 
pas en ce moment.

M. Corbin: Certaines de mes questions ont 
déjà trouvé réponse. Donc, votre principal
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Mr. Thomson, is to make available to people 
in smaller centres air transport to the larger 
centres, to the main routes of the national 
airlines, but in some cases you will be back
tracking. For example, if you pick up some
body in Edmunston and bring him either to 
Mont Joli to get on Quebecair or to Frederic
ton to get on Air Canada, you are backtrack
ing. What kind of agreement will you have 
with the largers carriers as far as rates are 
concerned? The travelling public is not only 
concerned with getting good service and get
ting rapid service but is also concerned in 
paying a decent rate for the service it is 
getting, and I understand that in the type of 
service you are trying to provide to these 
smaller centres, which is most welcome, I can 
assure you, there will be a lot of backtrack
ing. What kind of rates and agreements will 
you have with the larger carriers?

Mr. Thomson: In answer to the first part of 
the question, the geography of New Bruns
wick necessitates backtracking to Edmuns
ton by its very location unless someone were 
to fly, say, from the area of Quebec City to 
Edmunston. The possibility of negotiating 
joint ticketing and joint billing with the 
major airlines has been taken up but is in 
such an early stage that I could not presume 
to give an answer for the major airlines—Air 
Canada and Quebeoair specifically. We feel 
that something can be worked out apropos 
fare structure which can make for economic 
transportation and avoid the necessity of a 
major airline’s having to provide, or attempt
ing to provide, direct service into an area 
where they would almost have to apply for 
subsidy to be able to provide that service. 
And I think we can work something out with 
them.

The Chairman: A supplementary question, 
Mr. Thomas?

Mr. Thomas (Moncton): What type of air
craft are you planning on using?

Mr. Thomson: We have initially planned 
on two types of aircraft; one is known as an 
Islander which is a high-wing, fixed-wheel 
type of aircraft carrying 10, possible 12 per
sons. It is being extended for this. This is a 
rugged type of aircraft which requires a 
very, very small landing area.

Mr. Thomas (Moncton): This was the pur
pose of my question.

[Interpretation]
but, monsieur Thomson, serait de fournir aux 
gens des petites agglomérations des services 
de transport aérien vers les grands centres, 
vers les routes principales des sociétés 
aériennes nationales, n’est-ce pas? Mais, dans 
certains cas, il vous faudrait revenir en 
arrière. Par exemple, si l’on prend un passa
ger à Edmundston pour qu’il prenne l’avion 
de Québec Air à Mont-Joli ou celui d’Air 
Canada à Fredericton, c’est faire marche 
arrière, n’est-ce pas? Quel genre d’accord 
auriez-vous avec les principaux transporteurs 
en ce qui concerne les tarifs?

Le public voyageur non seulement se 
préoccupe d’un service prompt et excellent, 
mais il est intéressé aussi à payer un taux 
raisonnable pour ce service. Or, si j’ai bien 
compris, le genre de service que vous voulez 
donner aux petites agglomérations, service 
qui serait des plus souhaitable, je vous l’as
sure, vous obligerait souvent à revenir sur 
vos pas. Quelle sorte d’arrangements pour les 
tarifs auriez-vous avec les principaux 
transporteurs?

M. Thomson: Pour ce qui est de la pre
mière partie de votre question, je répondrai 
que la situation géographique du Nouveau- 
Brunswick exige que nous revenions jusqu’à 
Edmunston, vu l’emplacement même de cette 
ville à moins que l’avion ne soit parti, met
tons, de Québec. On a déjà envisagé la possi
bilité de négocier un contrat visant à la fac
turation en commun avec les grandes sociétés 
aériennes, mais je ne saurais présumer, à ce 
stade, de vous répondre au nom de celles-ci, 
tout particulièrement Air Canada et Quebec 
Air. Nous croyons qu’il y a un moyen d’en 
venir à un arrangement quelconque, en ce 
qui concerne les tarifs, pour assurer un ser
vice économique et pour éviter que les gran
des lignes aériennes aient ou cherchent à 
desservir directement une région où, pour ce, 
elles devraient presque nécessairement exiger 
une subvention. Je crois que nous en arrive
rons à un accord avec elles.

Le président: M. Thomas, vous avez une 
question supplémentaire à poser?

M. Thomas (Moncton): Quel genre d’appa
reil avez-vous en vue?

M. Thomson: En fait, nous avons deux 
types d’appareil en vue: l’un 1 ’•Islander», 
est un avion à 10 ou 12 places, à ailes supé
rieures et à train d’atterrissage fixe, qui est 
adapté au trafic-voyaigeurs. C’est un avion 
très solide qui peut atterrir sur une très 
petite piste.

M. Thomas (Moncton): C’est ce que j’allais 
vous demander justement.
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Mr. Thomson: This is the precise reason 

for that type of aircraft—for short fields and 
rough strips.

The Chairman: Mr. Corbin, would you try 
to plan your questions to make them a little 
shorter? I believe it would be much easier 
for the witness.

Mr. Corbin: Mr. Chairman, with all due 
respect we are here to get some information 
from these people.

The Chairman: That would not stop you 
from getting information. If your questions 
were divided it would be much better for all 
of us.

[Interprétation]
M. Thomson: Nous voulons un type d’avion 

qui convienne à des pistes courtes et assez 
mauvaises.

Le président: Monsieur Corbin, pourriez- 
vous poser vos questions de manière brève; 
cela facilitera la tâche du témoin.

M. Corbin: Sauf votre respect, monsieur le 
président, il me semble que nous sommes ici 
pour obtenir des renseignements.

Le président: Cela ne vous empêchera pas 
de vous renseigner, et les choses iront mieux 
pour tout le monde.

Mr. Corbin: I am coming to the point, sir. 
Are you planning on also giving at a later 
date service into the State of Maine at Ban
gor or Portland?

Mr. Thomson: This is a part of our 
application currently. We feel that there is a 
demand for a service particularly from 
northwestern New Brunswick and the Fred
ericton and western area of New Brunswick 
for easy connection to southbound U.S. 
flights. Air Canada presently provides a ser
vice out of Saint John to Boston but this 
requires a very long wait or delay for pas
sengers from any of the other places in New 
Brunswick. Our service would connect with 
Northeast Airlines at Bangor.

Mr. Corbin: Thank you for your kind 
indulgence, Mr. Chairman.

Mr. Thomson: May I interject. I put a 
rough map as Appendix “A” to our brief 
which I emphasize is not intended to be a 
route map but simply a schematic diagram of 
the trunk and feeder system, which empha
sizes the concept of the central location of 
Fredericton and also the convenient location 
of Moncton for development in this line.

The Chairman: Mr. Pringle.

Mr. Pringle: Thank you, Mr. Chairman. 
May I ask you how long your applications 
have been in the hands of the Air Transport 
Committee?

Mr. Thomson: Totally since May of 1968 
but officially accepted since July 17, 1968.

Mr. Pringle: And what information have 
you received from the Air Transport Com
mittee with regard to their processing?

Mr. Thomson: I am aware that the applica
tion is now in its final stages before the

M. Corbin: Je vais droit au sujet. Est-ce 
que vous avez l’intention plus tard de desser
vir l’État du Maine à Bangor ou à Portland?

M. Thomson: Il en est fait mention dans 
notre demande. Nous estimons qu’un tel ser
vice s’impose, surtout pour relier le nord- 
ouest du Nouveau-Brunswick, la région de 
Fredericton et l’ouest de la province aux 
vols à destination du sud des États-Unis. A 
l’heure actuelle, Air Canada assure le service 
de Saint-Jean à Boston, mais cela exige un 
délai, une période d’attente fort longue pour 
les passagers qui viennent d’ailleurs au Nou
veau-Brunswick. Nous ferions la liaison avec 
la Northeast Airlines à Bangor.

M. Corbin: Merci de votre bienveillante 
indulgence, monsieur le président.

M. Thomson: Puis-je dire que la carte figu
rant à l’annexe «A» de notre mémoire n’est 
pas censée être une carte routière, mais tout 
simplement un schéma du réseau qui relierait 
la ligne principale et l’embranchement, et qui 
insiste un peu sur l’aspect central de Frede
ricton ainsi que sur l’emplacement convena
ble de Moncton pour l’inauguration de cette 
ligne.

Le président: Monsieur Pringle.

M. Pringle: Merci beaucoup, monsieur le 
Président. Je voulais vous demander depuis 
combien de temps vous avez présenté votre 
demande au Comité des transports aériens?

M. Thomson: Depuis le mois de mai 1968, 
mais elle a été acceptée officiellement le 17 
juillet 1968.

M. Pringle: Quels renseignements avez- 
vous reçu du Comité de transports aériens 
pour ce qui est de leur marche à suivre?

M. Thomson: Je sais que la demande en est 
rendue à l’étape finale. Elle a passé par les
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Committee. It has been processed through all 
of the departments and is before the Com
mittee for study, and I believe we await 
decision by the day.

Mr. Pringle: Have you had any hearings 
with respect to opposition from other areas?

Mr. Thomson: There have been interven
tions by other carriers and these have been 
discussed, and our answers to those queries 
have been put before the Board.

Mr. Pringle: Do you anticipate that you 
will be able to get by the opposition of the 
other carriers?

Mr. Thomson: We sincerely think that our 
application is of such value that the Air 
Transport Committee in its wisdom will 
accept it.

Mr. Pringle: With regard to the possibility 
of flying into the United States, will you still 
be subject to bilateral agreements on a quid 
pro quo basis or will you have to be able to 
arrange for an exchange with regard to 
being able to...

Mr. Thomson: I do not think at our level 
of air transportation that the bilateral agree
ments are very severely enforced. In the 
United States what is known as the third 
we do not like it to be known as the third— 
level of air transportation, the feeder concept 
of air transportation, is not governed by the 
federal aviation authority, as is the case in 
Canada.

Mr. Pringle: I understand, but you call this 
regional. You are calling it local regional, is 
that your interpretation, instead of third 
level?

Mr. Thomson: Yes, local regional.
Mr. Pringle: Will this be accepted in Cana

da? I understand the Department of Trans
port is now using the term ‘‘third level”?

Mr. Thomson: For want of a better term 
they have taken the expression “Third level" 
and continued to use it, but from my discus
sions with the Committee members I think 
they are in sympathy with finding a better 
name. My suggestion is “local regional" as 
opposed to “regional", which is Quebecair 
EBA style.

Mr. Pringle: I have just one final question. 
What about air navigational facilities at the 
present time, will there need to be a great

[Interpretation]
différents services et le comité est maintenant 
en train de l’étudier, et je pense que nous 
attendons la décision d’ici quelques jours.

M. Pringle: Est-ce que vous avez des 
témoignages d’autres régions à l’encontre de 
votre demande?

M. Thomson: Il y a eu des interventions de 
la part d’autres transporteurs qui ont été 
discutées et nous avons répondu devant la 
commission...

M. Pringle: Est-ce que vous prévoyez que 
vous pourrez contourner ces oppositions pré
sentées par d’autres transporteurs?

M. Thomson: Nous croyons vraiment que 
notre demande a une telle valeur que le 
comité dans sa sagesse jugera bon de 
l’accepter.

M. Pringle: Pour ce qui est de la possibilité 
d’avoir des vols vers les États-Unis, est-ce 
que vous serez toujours l’objet d’ententes 
bilatérales en vertu d’un quiproquo ou est-ce 
qu’il faudra toujours faire des échanges pour 
être en mesure de le faire?

M. Thomson: Je ne crois pas qu’à notre 
niveau de transport aérien, les ententes bila
térales soient vraiment mises en vigueur avec 
beaucoup de rigueur. Aux États-Unis, il y a 
le troisième niveau de transport aérien qui 
est connu ainsi et que nous ne voulons pas 
reconnaître comme le troisième, soit l’aspect 
d’alimentation du transport aérien ne fait pas 
l’objet de l’administration fédérale de l’avia
tion comme c’est le cas au Canada.

M. Pringle: Je comprends, mais vous parlez 
d’aspect régional. Vous l’appelez local, régio
nal. Est-ce là votre interprétation, plutôt que 
le troisième niveau?

M. Thomson: Oui, régional local.
M. Pringle: Est-ce que cela sera accepté au 

Canada? Si je comprends bien, le ministère 
des Transports utilise maintenant l’expres
sion «troisième niveau»?

M. Thomson: Faute d’une meilleure 
expression, ils ont parlé du «troisième 
niveau» et utilisent toujours cette expression, 
mais, au cours d’entretiens avec les membres 
du comité, je pense qu’ils aimeraient mieux 
trouver un meilleur terme. Je parle plutôt de 
service régional local, par opposition à ser
vice régionale du style Quebecair.

M. Pringle: Une dernière question. Que 
dire maintenant des installations de naviga
tion aérienne à l’heure actuelle? Est-ce qu’il
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improvement in this respect? I presume you 
expect to fly in all weather, and if this is the 
case what reaction do you get from the 
Department of Transport with regard to air 
navigational facility improvements on the 
various airports you are suggesting be used?

Mr. Thomson: So far my discussions with 
the Department of Transport officials have 
been most favourable, in that they recognize 
and accept the desire to improve the services 
provided at the local airports. There are one 
or two that have some geographical or envi
ronmental difficulties but we feel that with 
an established carrier providing a service in 
conjunction with the local authorities, the 
local civic bodies and the DOT that the three 
of them can obtain very satisfactory results 
in local developments an improvements.

Mr. Pringle: Thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. Thomson, do you or your 
association consider that the cost of building 
or improving local airfield strips should be 
borne by the municipalities, the provincial or 
the federal authorities? Could you give me 
an expression of opinion on that, please?

Mr. Thomson: It is not quite in our baili
wick, but I would say that just as much 
importance should be placed on local airfield 
federal development—to the appropriate size, 
not necessarily larger—as would be placed 
on the establishment of major facilities at a 
few points.

Mr. Skoberg: In that regard, then, you 
would use that as a feeder line service and 
this is why you are suggesting the federal 
authority should be involved in this?

Mr. Thomson: Yes. I think this is very 
much a complementary facet of taking the 
passenger from the closest point to home to 
his destination, whether it be international or 
transcontinental.

The Chairman: A supplementary question, 
Mr. Horner?

Mr. Horner: The witness suggested that 
their application before the CTC was 
opposed, but are there similar people who are

[Interprétation]
faudra que ces services soient vraiment amé
liorés à cet égard? J’imagine que vous vous 
attendez à avoir des vols en tout temps, et si 
tel est le cas, quelle serait la réaction du 
ministère des Transports face à l’amélioration 
des installations de navigation aérienne dans 
les divers aéroports que vous vous proposez 
d’utiliser?

M. Thomson: Jusqu’ici les fonctionnaires 
du Ministère ont été des plus favorables en 
ce sens qu’ils reconnaissent et acceptent ce 
désir d’améliorer les services fournis dans les 
aéroports locaux. Il y en a un ou deux qui 
présentent des difficultés en raison de leur 
emplacement géographique ou de leur envi
ronnement, mais nous sommes d’avis qu’avec 
un transporteur qui assure un service de 
concert avec les autorités locales, les organis
mes civiques locaux et le ministère des 
Transports, enfin les trois ensemble peuvent 
obtenir des résultats très satisfaisants relati
vement aux perfectionnements et améliora
tions locales.

M. Pringle: Merci bien.

Le président: Monsieur Skoberg.

M. Skoberg: Monsieur Thomson, est-ce que 
votre association et vous-mêmes trouvez que 
le coût de construction ou d’amélioration des 
terrains d’atterrissage locaux devraient être 
assurés par les municipalités, les autorités 
provinciales ou fédérales? Pourriez-vous me 
dire ce que vous en pensez?

M. Thomson: Ce n’est pas tout à fait, mais 
je dirais qu’on devrait attacher tout autant 
d’importance à l’aménagement des terrains 
d’aviation locaux par le gouvernement fédé
ral et les mettre au niveau approprié et non 
pas nécessairement plus grand et qu’aux 
principales installations à certains endroits.

M. Skoberg: Donc, ce serait un service de 
ligne d’alimentaiton, et c’est pourquoi vous 
proposez que l’autorité fédérale s’y intéresse.

M. Thomson: Oui, je pense que c’est vrai
ment un aspect complémentaire puisqu’il s’a
git d’amener le passager à partir des points 
les plus rapprochés de son foyer à son point 
de destination, que ce soit sur le plan inter
national ou transcontinental.

Le président: Une question supplémentaire, 
monsieur Horner?

M. Horner: Le témoin a insinué que la 
demande qu’ils ont présentée à la Commis
sion canadienne des transports avait rencon-
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providing this service or are prepared to pro
vide it?

Mr. Thomson: Not to the extent that we 
have proposed, and certainly not based on 
the inter-air line feeder system which we 
have set down. Beyond that I would say 
there is no comparable application in process.

Mr. Horner: Which company opposed you, 
or would that be public knowledge?

Mr. Thomson: I think it is public knowl
edge. We have been opposed by some air 
charter carriers, for example, who would not 
be providing the same type of service. We 
have been opposed by a company that is 
presently licenced and providing service from 
Saint John to the north shore. This is 
interurban transportation rather than a feed
erline to the major air line.

Mr. Horner: I see that Campbellton and 
Bathurst each have individual airports. Do 
you envision at some time in the future, with 
the greater use of small jets, that one airport 
would serve that total area?

Mr. Thomson: If you had travelled by road 
between Campbellton and Bathurst you would 
certainly say no, sir. I would say from an 
economic standpoint it might be suitable to 
have one airport for the three cities of Dal- 
housie, Bathurst and Campbellton, but winter 
travel on the roads across the north shore is 
particularly hazardous. Again, it defeats the 
concept by which we intend to operate, that 
is, approximately in stage distances of a 
minimum of 60 miles. We do not especially 
advocate the duplication of services. We are 
willing to locate our service where the best 
airport facilities are.

The Chairman: Mr. Mahoney?
Mr. Mahoney: Mr. Chairman, I understand 

we have agreed to request copies of the brief 
from the CTC on this. I think perhaps in 
fairness we should also request copies of the 
opposing briefs in case they add anything 
further.

Mr. Thomson: These would be included, 
sir.

Mr. Mahoney: Thank you. Your company 
is very new, sir, but I would guess from 
listening to you and from reading your brief

[Interpretation]
tré des oppositions mais, est-ce que ce sont 
les mêmes personnes qui assurent ce service, 
ou qui projettent de l’assurer?

M. Thomson: Non pas dans la mesure où 
nous l’envisageons et certainement pas en se 
fondant sur le système d’alimentation interli
gne que nous avons mis au point. Je dirais en 
outre qu’il n’y a tout simplement pas de 
demande comparable à celle que nous avons 
présenté.

M. Horner: Quelle compagnie s’y est oppo
sé? Ou est-ce que cela sera rendu public?

M. Thomson: Je crois que ce l’est. Certains 
transporteurs aériens de frètement qui par 
exemple, n’asssureraient pas le même service, 
s’y sont opposés. Il y a en outre une compa
gnie qui détient un permis et qui assure ce 
service entre Saint-Jean et la Côte Nord. Il 
s’agit plutôt d’un service interurbain de 
transport que d’un embranchement d’une 
ligne aérienne principale.

M. Horner: Je vois que Campbellton et 
Bathurst, ont tous deux leur aéroport. Est-ce 
que vous prévoyez qu’à un moment donné 
avec une utilisation plus grande de petits 
avions à réaction qu’un aéroport desservirait 
toute cette région?

M. Thomson: Si vous aviez parcouru le 
chemin qui sépare Campbellton de Bathurst, 
vous répondriez sûrement par non monsieur. 
Je dois dire que sur le plan économique, il se 
pourrait que ce soit préférable d’avoir un 
aéroport pour les trois villes, Dalhousie, 
Bathurst et Campbellton. Mais la circulation 
en hiver sur les routes de la rive nord est 
assez dangereuse. Une fois de plus, cela va à 
l’encontre du concept que nous entendons 
suivre, soit environ des parcours de 60 milles 
au minimum. Nous ne proposons pas particu
lièrement un double emploi des services. 
Nous espérons offrir nos services là où se 
trouvent les meilleurs installations d’aéro
ports.

Le président: Monsieur Mahoney?
M. Mahoney: Monsieur le président, si je 

comprend bien, nous avons convenu de 
demander des copies du mémoire de la CCT 
à ce sujet. En toute justice, nous devrions 
aussi demander des copies des mémoires des 
personnes qui sont opposées à la demande, au 
cas où ils ajoutent quelque chose.

M. Thomson: Ce sera indu, monsieur.

M. Mahoney: Merci beaucoup. Votre com
pagnie est assez récente, mais après vous 
avoir entendu et avoir lu votre mémoire, j’en
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that you have had considerable experience in 
this area. Would you perhaps qualify your
self as an expert?

Mr. Thomson: I qualify myself as having 
only a certain degree of expertise. My studies 
have been in economics. I have been 
employed in logistic transportation mainly by 
sea, land and rail but the same logic and the 
same degree of economic study can be 
applied to air lines, and in this respect it is 
simply a throwback to when I was flying 
several years ago.

Mr. Hahoney: I like your integrated trans
portation system approach. To be specific, 
sir, in your brief, in summarizing the suit
ability of Saint John as a safe all-weather 
airport, you say that it cannot be improved 
without major alterations to contours and 
environment. Is that a nice way of saying 
that it will have to be moved?

Mr. Thomson: Yes, sir.

Mr. Mahoney: Thank you. You apparently 
note the possibility or feasibility of further 
development of the Fredericton airport to 
full regional jetport standards. In your opin
ion this is possible?

Mr. Thomson: I believe there are a few 
minor difficulties, and when I say minor I 
mean that I think the railroad track would 
have to be moved, but there are no topo
graphical difficulties to enlarging the Freder
icton airport.

Mr. Mahoney: From the traffic studies that 
you undoubtedly have done in preparing 
your brief, would you say that this type of 
modification or expansion would serve the 
region adequately in the foreseeable future?

Mr. Thomson: I very much believe so. I 
very much believe that the location of Fred
ericton airport approximately 50 miles from 
the City of Saint John is within very reason
able fast electric or fast go-type transit train 
distance from Saint John—or even by an 
improved road system the distance of 50 
miles is most acceptable as a delivery point 
for a major city. After all, the City of Hamil
ton, Ontario is approximately 34 miles from 
Malton.

Mr. Breau: You are proposing an alterna
tive service to what nothern New Bruns
wick is presently expecting. Instead of having 
an air service from one point in northern 
New Brunswick to Montreal, you are propos-

[Interprétation ]
conclue que vous avez beaucoup d’expérience 
dans ce secteur. Est-ce que vous vous consi
dérez comme un spécialiste?

M. Thomson: Je trouve que j’ai seulement 
une certaine expérience. J’ai fait des études 
en économique. J’ai travaillé dans la logisti
que des transports par terre, par eau et par 
chemin de fer, mais la même logique et la 
même étude en économique peuvent s’appli
quer aux lignes aériennes. Et ces efforts sont 
simplement un recul à plusieurs années en 
arrière, alors que j’allais en avion.

M. Mahoney: J’aime vraiment votre philo
sophie d’un système intégré de transport. 
Pour être précis, vous dites, dans votre 
mémoire, en résumant la sécurité de Saint 
Jean, en tant qu’aéroport en tous temps, 
qu’elle ne pourrait être améliorée vraiment 
sans en modifier les contours et le milieu. 
Est-ce une manière polie de dire qu’il fau
drait le déplacer?

M. Thomson: Oui, monsieur.

M. Mahoney: Merci. Vous remarquez en 
apparence la possibilité d’aménager encore 
l’aéroport de Fredericton pour le relever 
entièrement au niveau d’aéroport régional 
d’avions à réaction. Vous croyez que c’est 
possible n’est-ce pas?

M. Thomson: Je crois que ce ne sont que 
difficultés d’importance mineure et lorsque je 
dis mineure, je pense que la voie ferrée 
devrait être déplacée mais il n’y a pas de 
difficultés topographiques pour agrandir l’aé
roport de Fredericton.

M. Mahoney: D’après les études que vous 
avez faites pour préparer votre mémoire, 
croyez-vous que ce genre de modification ou 
d’expansion pourrait desservir la région 
d’une façon appropriée dans un avenir 
prévisible?

M. Thomson: Oui, je le crois vraiment. Je 
pense que l’aéroport de Fredericton, situé à 
environ 50 milles de la ville de Saint-Jean, 
s’en trouve à une distance très raisonnable 
par train électrique ou par express—ou 
même par un réseau amélioré de routes, un 
parcours de 50 milles est tout à fait accepta
ble pour ce qui est d’un centre de livraison 
pour une ville principale. Après tout, la ville 
de Hamilton, en Ontario, se trouve à 34 mil
les environ de Malton.

M. Breau: Vous proposez, un service autre 
que celui qui est actuellement prévu pour le 
nord du Nouveau-Brunswick. Au lieu d’un 
service aérien entre un certain point au nord 
du Nouveau-Brunswick et Montréal, vous
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ing a service from northern New Brunswick 
to southwestern New Brunswick and then fly 
to Montreal.

Mr. Thomson: No. Our original concept 
was a combination of either line to the major 
airlines and intra-provincial travel. Although 
there are individuals in Campbellton and 
Dalhousie who would wish to travel to Mont
real, there are just as many, in our opinion, 
who wish to travel to other points within the 
province—and in an easterly direction.

Mr. Breau: Therefore it is not an alterna
tive service westbound?

Mr. Thomson: By no means. It is comple
mentary and offers in fact the ability to 
move passengers northwest to Charlo to that 
Montreal westbound service also, if they so 
wish to take it.

Mr. Breau: In other words, the Campbell- 
ton-Bathurst area would not be regarded 
as backtrocking on the way to Montréal.

Mr. Thomson: No.

Mr. Breau: Thank you.

Mr. Chairman: This ends the question 
period.

Our next brief is a joint brief from two 
different cities. I would like to call upon His 
Worship the Mayor, Mr. Earle McKenna from 
Newcastle and Mayor Robart Martin from 
Chatham.

I will ask His Worship, Mayor McKenna, 
to make a short statement.

Mayor Earle McKenna (Newcastle): Mr.
Chairman, Mayor Martin of Chatham and 
myself, representing the town of Newcastle, 
will endeavour to make our submission as 
brief as possible. From here on we will not 
refer to Newcastle and Chatham directly but 
to the whole Miramichi area because we are 
confident that we speak on behalf of this area 
and its 50,000 or more people.

Due to the fact that transportation on the 
whole north shore of New Brunswick has an 
effect on the Miramichi area, we should point 
out some interesting facts at the outset. Mr. 
Chairman, we ask you to refer to the New 
Brunswick provincial county map. You will 
note that close to half of the 600,000 provin
cial population or 241,000 persons, live in the 
northern half of the province. This map, sir,

[Interpretation]
proposez d’avoir un service entre le nord du 
Nouveau-Brunswick et le sud-ouest de cette 
province, puis un- service aérien de là à 
Montréal.

M. Thomson: Non. Nous pensions, à l’ori
gine, à combiner l’une ou l’autre ligne aux 
grandes lignes de transport aérien, en plus 
des voies de déplacement à l’intérieur de la 
province. S’il y a des personnes de Campbell
ton et de Dalhousie qui peuvent vouloir se 
rendre à Montréal, il y en a tout autant, à 
notre avis, qui veulent se rendre à d’autres 
endroits de la province et aller vers l’est.

M. Breau: Il ne s’agit donc pas d’un autre 
service vers l’ouest?

M. Thomson: Absolument pas. C’est un ser
vice complémentaire qui offre en fait la pos
sibilité de transporter les voyageurs qui vont 
vers le nord-ouest, à Charlo, par le service 
vers l’ouest qui va sur Montréal, s’ils veulent 
l’emprunter.

M. Breau: Donc, la région de Campbellton- 
Bathurst ne représenterait pas un retour en 
arrière lorsqu’on se rend à Montréal.

M. Thomson: Non.

M. Breau: Merci.

Le président: Voici la fin de la période des 
questions.

Le mémoire suivant est présenté conjointe
ment par deux villes. Son Honneur le Maire 
de Newcastle, M. Earl McKenna, ainsi que le 
maire de Chatham, M. Robert Martin.

Je vais demander à Son Honneur, le maire 
McKenna, de faire une brève déclaration.

M. Earle McKenna (maire de Newcastle):
Monsieur le président, M. Martin, maire de 
Chatham, et moi-même, qui représente la 
ville de Newcastle, allons essayer de faire un 
exposé aussi bref que possible. Désormais, 
nous n’allons plus parler de Newcastle et de 
Chatham directement, mais plutôt de toute la 
région de Miramichi, car nous sommes con
vaincus que nous parlons au nom de cette 
région et de ses 50,000 habitants ou plus.

Étant donné que le transport sur la rive 
nord du Nouveau-Brunswick a des répercus
sions sur la région de Miramichi, nous vou
drions signaler certains faits intéressants dès 
le début. Monsieur le président, nous vous 
demandons de vous reporter à la carte des 
comtés du Nouveau-Brunswick. Vous remar
querez que, des 600,000 habitants de la pro
vince, 241,000, soit près de la moitié, vivent
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will emphasize that fact. We now refer you 
to the same map and the airports shown.

Three of the main airports which handle 
scheduled air services are located in the 
southern half of the province, namely Monc
ton, Fredericton and Saint John. This has 
also been emphasized by gentlemen from 
Commuter Air Services Ltd. on this map 
here, except that it has been emphasized a 
little stronger. I would like to emphasize that 
on this map, we have taken an imaginary 
line. You notice that we kind of dip down a 
county Une because we did not want you to 
think there was an extra county in the prov
ince. We estimate there are 241,000 people 
above this Une and 376,000 below it. If you 
will also notice everything is concentrated on 
the lower end.

We now refer you to the map showing the 
Atlantic Provinces airline routes. This is a 
map which you can find in any Air Canada 
aircraft. As you will notice, the complete 
northern part of the province is nothing but 
bypasses and overpasses. The Miramichi area 
is 135 miles from Charlo airport, 110 miles 
from the Fredericton airport and 100 miles 
from the Moncton airport. These are approxi
mate figures. A good percentage of the Air 
Canada traffic through Moncton and Freder
icton originates from the Miramichi and 
other north-shore areas such as the Canaquet 
coast. To obtain scheduled air service to 
either Montreal and points west, or Halifax 
and points east we must travel distances 
ranging from 100 miles in the case of the 
Miramichi to 170 miles if you are coming 
from the Caraquet Coast.

We now refer this Committee to a brief 
submitted to the Air Transport Committee on 
February 20, 1968, which had a hearing in 
Bathurst. This was a hearing with regard to 
a scheduled air service to the northern por
tion of the province. We are now well aware 
of the fact that Eastern Provincial Airways 
was successful in their bid to fly from Char
lottetown to Montreal via Charlo. We refer 
you to page 3, paragraph 2, Mr. Chairman, 
which I will read.

A multi-miUion dollar Department of 
National Defence air base at Chatham 
can at a minimum cost be made availa
ble for use by a commercial airline. 
Attached hereto Appendix U outlining 
the conditions laid down by the Depart
ment of National Defence for the use of 
this faciUty and also attached hereto 
Appendix V particulars of Canadian 
Forces Base, Chatham, N.B. The airport 
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[Interprétation]
dans la partie septentrionale de la province. 
Cette carte Tindique très clairement. Vous 
pouvez y voir les aéroprorts.

Trois des principaux aéroports qui ont un 
service de transport aérien régulier se trou
vent dans la partie méridionale de la pro
vince; ce sont ceux de Moncton, de Frederic
ton et de Saint-Jean. Cela a été aussi indiqué 
clairement, mais de façon plus prononcée, sur 
cette carte, par les gens de la Commuter Air 
Services Ltd. Je voudrais vous faire remar
quer sur cette carte que nous avons pris une 
ligne imaginaire. Nous avons abaissé un peu 
la ligne le long de la limite d’un comté, car 
nous ne voulions pas que vous croyiez qu’il y 
avait un comte supplémentaire dans la pro
vince. Nous estimons qu’il y a 241,000 habi
tants au nord de cette ligne, et 376,0000 au 
sud: Vous pouvez voir aussi que tout se trouve 
concentré dans la partie sud.

Maintenant, veuillez vous reporter à la 
carte qui montre les lignes aériennes des pro
vinces Atlantiques. C’est une carte que vous 
trouvez dans tout avion d’Air Canada. 
Comme vous le voyez, les lignes aériennes ne 
font que survoler la partie septentrionale de 
la province sans s’y arrêter. La région de 
Miramichi se trouve à 135 milles de l’aéro
port de Charlo, à 110 milles de celui de 
Fredericton et à 100 milles de celui de Monc
ton. Ce sont là des chiffres approximatifs. Un 
bon pourcentage du trafic d’Air Canada par 
Moncton et Fredericton vient de la région de 
Miramichi et d’autres régions de la rive nord, 
comme la côte de Caraquet. Pour prendre un 
service aérien régulier vers Montréal et 
l’Ouest ou Halifax et l’est, il nous faut par
courir 100 milles, dans le cas de Miramichi, 
ou 170 milles, dans le cas de la côte du 
Caraquet.

Maintenant, veuillez vous reporter à un 
mémoire présenté au Comité des transports 
aériens le 20 février 1968, au cours d’une 
audience à Bathurst. Il s’agissait d’une 
audience relative à un service aérien régulier 
pour la partie septentrionale de la province. 
Nous savons tous que l’Eastern Provincial 
Airways a obtenu l’adjudication d’un service 
de Charlottetown à Montréal, par Charlo. 
Monsieur le président, je vais vous lire le 
paragraphe 2 de la page 3:

Le ministère de la Défense a une base 
aérienne à Chatham, au Nouveau-Bruns
wick, qui vaut des millions de dollars, et 
qu’il peut mettre, pour un coût très 
modeste, à la disposition d’une ligne 
aérienne commerciale. Ci-joints l’Appen
dice U, qui donne les conditions posées 
par le mnistère de la Défense nationale 
pour l’utilisation des installations, et 
l’Appendice V, qui donne des détails sur



558 Transport and Communications February 18, 1969

[Text]
at Chatham has been in operation for 
the past 28 years ..

Mr. Chairman, I would like to refer very 
briefly to Appendix U, which is a letter from 
our former member of Parliament, Mr G. 
Roy McWilliam, a predecessor to Mr. Smith 
who is sitting at the table with us.

The Honourable Leo Cadieux, Minister 
of National Defence, has advised me that 
the Department of National Defence 
agrees in principle to the use of the 
Chatham airfield for a tri-weekly or 
daily service, operated by a commercial 
airline.

The three general conditions are:

1. that Canadian Armed Forces opera
tions have privacy and that civil opera
tions not interfere with Canadian Forces 
operations;

2. that Base security be maintained, 
including separate access to the civil 
emplaning area.

3. that there be no cost to the Depart
ment of National Defence.

I will now sir, refer you to Appendix V, the 
Canadian Forces Base data. This information 
has been supplied to us by the base itself:

The airfield at CFB Chatham consists of 
a primary Runway, two parallel taxi- 
strips and aircraft parking facilities.

The runway is 10,000 ft. long. I repeat: 
10,000 feet—and on each end of it, gentle
men, it has an extra 1,000 feet of overrun. It 
is 150 feet wide. The overshoot has 5,000 feet 
of approach lighting at each end and a high 
speed turnoff is located 2,500 feet from the 
runway.

The taxistrips are equipped with taxi 
and turn off lights. There is sufficient 
concrete aircraft parking area at the 
west end of the airfield for two or three 
passenger aircraft or more depending 
upon size.

Navigational aids consist of a Visual 
Control Approach Indicator System, 
Ground Control Approach,

All civilian use of the CFB should be 
restricted to one section. Then at the bottom 
of Appendix V:

The 10 year average bright sunshine 
hours per year for Chatham total 1,929.

[Interpretation]
la base des Forces armées du Canada de 
Chatham (N.-B.). L’aéroport de Chatham 
est en service depuis 28 ans...

Monsieur le président, je voudrais citer 
brièvement l’appendice U, qui est une lettre 
de notre ancien député, M. G. Roy McWil
liam, celui qui a précédé M. Smith qui est ici 
avec nous.

L’honorable Léo Cadieux, ministre de 
la Défense nationale, me dit que le 
Ministère accepte, en principe, l’utilisa
tion du terrain d’aviation de Chatham 
pour un service tri-hebdomadaire ou 
quotidien par une ligne aérienne 
commerciale.

Voici les trois conditions générales 
qu’il pose:

1. que les opérations des forces armées 
du Canada aient la priorité, et que les 
opérations civiles n’y nuisent pas;

2. que la sécurité de la base soit main
tenue, y compris un accès séparé à la 
zone d’atterrissage des avions civils;

3. que cela ne coûte rien au ministère 
de la Défense nationale.

Maintenant, je voudrais vous reporter à l’ap
pendice V, qui renferme des données sur la 
base des Forces armées du Canada. Ces ren
seignements nous ont été fournis par la base 
elle-même.

Le terrain d’aviation de la base de Chat
ham comprend une piste d’envol princi
pale, deux pistes d’accès parallèles, et 
des installations pour le garage des 
avions. La piste a 10,000 pieds de long. 

Je le répète, messieurs, 10,000 pieds et, à 
chaque extrémité, 1,000 pieds de plus. Elle a 
150 pieds de large. Les approches sont bali
sées sur 5,000 pieds à chaque extrémité, et il 
y a un signal de ralentissement à 2,500 pieds 
de la piste.

Les pistes d’accès sont balisées. Il y a une 
aire de garage en béton suffisamment grande, 
à l’extrémité ouest du terrain d’aviation, pour 
recevoir deux ou trois avions de passagers ou 
plus, suivant leur dimension.

Les instruments d’aide à la navigation 
aérienne consistent en un dispositif d’indica
tion d’approche à contrôle visuel, d’un dispo
sitif de contrôle d’approche au sol, etc.

L’usage de la base des Forces armées du 
Canada devrait se limiter à une partie de la 
base. On dit ensuite, à la fin de l’Appendice 
V, que la moyenne annuelle, sur dix ans, 
d’heures de soleil est de 1,929 heures pour
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The 10 year average for Moncton is
1,877.

Since Appendix V was compiled we have 
more recent developments to report.

On the 3rd, 4th and 5th of this month, 
February 1969, a group of federal govern
ment directors, namely the Director of Policy 
and Planning, Department of Forestry and 
Rural Development, the Director of the Engi
neering Planning Branch of the federal 
Department of Public Works and the Direc
tor of the Marine Works Branch of the 
Department of Transport were in the 
Miramichi investigating our transportation 
problems. At that time the Commanding 
Officer of the Chatham Forces Base stated 
that a scheduled air service could commence 
at the Chatham base in 24 hours.

The Commanding Officer advised that they 
would provide at once, on a temporary basis 
until such time as permanent arrangements 
could be made, waiting room facilities and 
personnel to refuel and service aircraft 
where required. He followed this up by stat
ing that they had designated an area on the 
base for civil use, which, we believe, has 
approximately four acres of paved parking 
and taxi strips.

We would eventually be supplied with our 
own entrance to the base and could construct 
a permanent passenger ticket office, waiting 
rooms, washrooms and freight and express 
facilities. Since the fall of 1967 we have been 
endeavouring to obtain a scheduled air ser
vice to the Miramichi area.

On February 12, 1967, we received word 
from our Member of Parliament, Mr. Chair
man, that the base could be used for civilian 
use, and we have contacted one agency after 
another trying to obtain air services. We 
have discussed the subject with each of the 
following, and how many more I do not 
know: the Air Transport Committee, the 
Canadian Transport Commission, the Eastern 
Provincial Airways, Air Canada, the direc
tors of various federal departments, whom 
we had on the Miramichi this month and the 
Maritime Transportation Commission located 
in Moncton; and we are now appealing to 
you.

Gentlemen, you should have been here 
earlier, believe me. We have a multi-million 
dollar air base at our disposal, with runways, 
navigational aids and facilities second to 
none in the world, plus, I would estimate, in 
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[Interprétation]
Chatham, et de 1,877 heures pour Moncton. 
Depuis que l’Appendice a été rédigé, il y a eu 
des nouveautés.

Les 3, 4 et 5 février 1969, un groupe de 
directeurs du gouvernement fédéral, soit le 
directeur de la Planification et des Politiques 
du ministère des Forêts et du Développement 
rural, le directeur de la Direction des études 
techniques du ministère fédéral des Travaux 
publics, et le directeur de la Direction des 
travaux maritimes du ministère des Trans
ports, étaient dans la région de Miramichi 
pour étudier nos problèmes de transport.

Le commandant de la base des Forces 
armées du Canada a dit alors qu’un service 
aérien régulier pourrait débuter à la base de 
Chatham dans 24 heures. Il a dit que l’on 
allait fournir tout de suite, de manière tem
poraire jusqu’à ce que l’on puisse avoir des 
installations permanentes, des salles d’attente 
et le personnel nécessaire pour refaire le 
plein de combustible des avions et les réviser 
lorsqu’il y aurait lieu. Puis il a déclaré que 
l’on avait désigné une section de la base pour 
usage civil, qui a, je crois, environ quatre 
acres de terrain de garage et de pistes d’accès 
pavés.

Nous aurions notre propre accès à la base 
et pourrions y aménager un bureau perma
nent de vente des passagers, des salles d’at
tente, des salles de bain et des installations 
de transport de marchandises et de message
rie. Et depuis l’automne de 1967, nous avons 
essayé d’obtenir un service commercial 
aérien pour desservir la région du Miramichi. 
Le 12 février 1967, notre député nous infor
mait que l’on pourrait utiliser cette base à 
des fins civils. Nous avons alors communiqué 
avec une agence après une autre pour es
sayer d’obtenir des services aériens. Nous en 
avons parlé avec les suivants et combien 
d’autres en plus: Le Comité des transports 
aériens, la Commission canadienne des trans
ports, l’Eastern Provincial Airways, Air 
Canada, les directeurs des différents ministè
res fédéraux qui sont venus dans la région de 
Miramichi, au cours de ce mois et la Commis
sion des Transports maritimes située à Monc
ton et maintenant c’est à vous que nous nous 
adressons.

Messieurs, vous auriez dû venir ici plutôt, 
croyez-moi. Nous avons à votre disposition 
une base qui vaut plusieurs millions de dol
lars et qui comprend des pistes, des aides à la 
navigation, et des installations unique au
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excess of 75,000 people—and that is an 
underestimate. I know you gentlemen like 
exact figures so I am giving you an approxi
mation; but I am underestimating, I am sure. 
We are within a reasonable driving distance 
of this base—people whose taxes help pay for 
this base—and we cannot beg, borrow or 
steal the scheduled service which is so badly 
needed to assist our economic development.

There are rumours—and they are proven 
by these hearings—to the effect that consid
eration is being given to constructing at least 
one more airport in the province, and possi
bly an international airport. We cannot see 
why the taxpayer’s money should be wasted 
on further airport facilities when we have an 
airport at Chatham which is second to none 
in the world.

I refer you to picture No. 6, Mr. Chairman, 
which shows the main Chatham runway, and 
I point out that there are three other run
ways which are covered with snow in this 
picture and cannot be distinguished.

You will notice in this picture, gentlemen, 
that I have circled the top righthand corner. 
That is the section of the base which has 
been allotted by the Department of National 
Defence for a scheduled passenger ticket 
office, and so on.

I will move from air to highways. We 
believe that the Provincial Government is 
now negotiating with the federal government 
for funds to up-grade highways in our area. 
I am referring to the northeastern portion of 
the province.

At this point, we are sorry, gentlemen, that 
this Committee cannot take time to drive 
over our roads on the Miramichi and the 
North Shore area. We are sure that if you 
drove over these roads you would strongly 
recommend that the federal government 
strongly support our provincial government’s 
request for financial aid in this regard. We 
wish to point out that the southern and the 
west side of the Province benefit from the 
Trans Canada Highway.

Rail Travel. It has been many years since 
any appreciable improvement has taken 
place in the Canadian National Railways’ 
service. The last up-grading was from steam 
to diesel. We are sure there is nothing more 
to be said about rail transportation; and we 
will leave freight rates to the people who are 
more conversant with them, the economists, 
and so on.

[Interpretation]
monde et en plus, 75,000 personnes qui atten
dent nos services. C’est une évaluation en 
deçà de la réalité. Messieurs, je connais les 
chiffres exacts, mais je ne vais vous donner 
qu’une évaluation approximative, mais c’est 
une sous-estimation, j’en suis certain. Nous 
sommes à une distance de route raisonnable 
de cette base et nous ne pouvons pas deman
der, emprunter, ou voler les personnes qui, 
par leurs taxes, paient pour cette base, un 
service à horaire fixe dont on a vraiment 
besoin pour aider le développement économi
que de notre région.

Des rumeurs veulent, et c’est prouvé par 
ces audiences, que l’on songe à aménager au 
moins un autre aéroport dans la province et 
peut être un aéroport international. On se 
demande pourquoi l’argent des contribuables 
devrait être ainsi gaspillé pour d’autres ins
tallations d’aéroport, lorsqu’il y en a un qui 
est excellent à Chatham. Je vous reporte à la 
photo No. 6, monsieur le président, où l’on 
voit la piste principale de Chatham pour 
vous signaler que trois autres pistes recou
vertes de neige dans cette photo ne parais
sent pas sur cette photo. Vous y verrez, Mes
sieurs, un cercle en haut au coin droit. C’est 
la partie de la base qui a été mise de côté par 
le ministère de la Défense nationale pour un 
bureau d’émission de billets des passagers 
pour les services à horaires fixes et autres. Je 
parlerai maintenant des réseaux routiers.

Nous croyons que le gouvernement provin
cial est en train de négocier en vue d’obtenir 
du gouvernement fédéral des sommes d’ar
gent afin d’améliorer le réseau routier dans 
notre région. Je parle de la région nord-est 
de la province. Et maintenant, nous nous 
excusons, Messieurs, que ce Comité ne puisse 
prendre le temps pour emprunter nos routes 
de la région de Miramichi et de la rive nord. 
Je suis sûr que si vous parcouriez ces routes, 
vous recommanderiez fortement au gouver
nement fédéral d’appuyer la demande de 
notre gouvernement provincial à l’égard de 
l’aide financière. Nous voulons vous signaler 
que la partie sud et la partie ouest de la 
province bénéficient des services de la route 
trans-canadienne.

Le voyage par chemins de fer: Un bon 
nombre d’années se sont écoulées depuis que 
des améliorations marquées ont été apportées 
au service des chemins de fer Nationaux du 
Canada. La dernière fois, c’était lorsque l’on 
a passé des locomotives à vapeur aux loco
motives diesels. Je suis sûr qu’il n’y a rien de 
plus à dire en ce qui concerne le transport 
ferroviaire, nous laisserons aux spécialistes, 
les économistes, la question des tarifs mar-



18 février 1969 Tarnsports et communications 561

[Texte]
Marine Transportation: Although air, rail 

and highway problems are acute, our marine 
transportation on the Miramichi River pre
sents an even more serious problem.

We have three large exporting industries, 
two pulp mills and one mining company 
which exports lead, zinc and copper concen
trates—and I refer to concentrates, not the 
ore; it is concentrated and then shipped.

These companies employ approximately 
3,000 people. All three are endeavouring to 
compete in a highly competitive industrial 
market.

Every ton of material exported from these 
three industries has a surcharge of $6 per ton 
because of the primitive shipping facilities in 
the Miramichi area. The Chatham wharf, 
which again is on the Miramichi—as is New
castle—is falling into complete disrepair. The 
Newcastle wharf has been 50 per cent rebuilt 
in the last few years. The other 50 per cent 
was left to fall into disrepair. It has extreme
ly limited trackage, which stops several hun
dred feet from the wharf base.

I refer you, Mr. Chairman, to picture No. 1. 
You will notice on that picture the hole in the 
wharf, which fell in a year or so ago; and it 
shows where the trackage stops. You can see 
two little lines there.

Picture No. 2, Mr. Chairman, was taken in 
November, 1968, and it proves that the 
shipping on the Miramichi is quite heavy at 
times. This picture was taken on the day that 
the delegation of 13 businessmen from New
castle left to meet the Hon. Jean Marchand 
to present our case on transportation last 
November. On that particular day, as the 
picture shows, three ships were tied up at the 
Newcastle wharf, plus five other ships in the 
harbour between Newcastle and Chatham.

Picture No. 3, Mr. Chairman, is another 
picture of the Newcastle wharf from the air.

Picture No. 4, Mr. Chairman, shows the J. 
D. Irving Limited icebreaking tanker, Ours 
Polaire, which navigated the river through 
heavy ice, and does quite frequently.

Picture No. 5, Mr. Chairman, which is, I 
think, the most important picture, shows two 
of the pulp mills, one in the foreground and 
one in the background.

There is a complete lack of transit sheds in 
the Miramichi for either ore concentrates or 
paper products Picture No. 1 shows very 
little paving on the wharf. The most impor
tant problem is the draft limitation imposed 
by a sand bar at the mouth of the Miramichi 
River. The maximum draught at present is 21

[Interprétation]
chandises. Le transport maritime: Le trans
port par air, par terre et par chemin de fer 
présentent des problèmes aigus, mais le long 
de la rivière Miramichi le transport maritime 
est une question beaucoup plus grave. Nous 
comptons trois grandes industries d’exporta
tion, deux moulins à papier, et une société 
minière qui exportent du plomb, du zinc et 
des concentrés de cuivre, je dis bien des 
concentrés et non pas du minerai. C’est con
centré et ensuite expédié.

Ces compagnies ont environ 3,000 
employés. Ces trois essaient de lutter sur un 
marché industriel hautement concurrentiel et 
chaque tonne exportée à partir de ces trois 
industries, a une surcharge de $6 la tonne 
dû aux installations de transport inadéquates 
dans la région de la Miramichi. Le quai de 
Chatham qui, une fois de plus, se trouve sur 
la Miramichi, tout comme Newcastle, est dans 
un état d’abandon. Le quai de Newcastle a 
été reconstruit à moitié au cours des dernières 
années et l’autre moitié est laissée à l’aban
don, et le réseau ferroviaire est extrêmement 
limité et il y a un arrêt à plusieurs centaines 
de pieds du quai.

Je vous reporte à la photo n° 1. Vous y 
remarquerez un cercle autour du trou dans le 
quai qui s’est effrondré, il y a un an environ, 
et qui montre l’endroit où s’arrête la voie. 
Vous pouvez y voir deux petites lignes. La 
photo n" 2, monsieur le président, a été prise 
au mois de novembre 1968, vous y voyez que 
la navigation sur la Miramichi est parfois 
assez pénible. Cette photo fut prise le jour où 
la délégation de Newcastle, composée de 13 
hommes d’affaires est partie pour rencontrer 
Monsieur Jean Marchand pour présenter 
votre demande sur les transports en novem
bre dernier. Ce jour, comme le montre la 
photo, trois navires étaient amarrés au quai 
de Newcastle et cinq autres navires dans le 
port entre Newcastle et Chatham.

Le photo n“ 3 est une autre photo du quai 
de Newcastle et cinq autres navires dans le 
montre l’Ours Polaire, navire-citerne brise- 
glace de la J. D. Irving Limited Icebreaking 
qui navigue assez fréquemment dans la glace 
épaisse de la rivière. La photo n° 5 est à mon 
avis la photo la plus importante. Elle montre 
deux des usines à papier, une à l’avant-plan 
et l’autre à l’arrière-plan. Il y a un manque 
total d’entrepôts de transit pour les concen
trés ou encore pour les produits du papier. 
La photo n“ 1 montre que le quai est à peine 
pavé. Le problème le plus grand, c’est le 
tirant d’eau restreint par l’ensablement à 
l’embouchure de la rivière Miramichi où il 
faut au moins 27 pieds de tirant d’eau. Il est 
de plus en plus difficile pour les trois ou 
quatre industries susmentionnées de trouver
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feet at high tide, whereas a minimum 27-foot 
draught is required. Because of the sand bar 
problem at the moment it is becoming ever 
more difficult for the three afore-mentioned 
industries to find ships that will navigate the 
Miramichi River.

If the marine transportation facilities are 
not brought up to a reasonable standard the 
companies will not be able to operate in a 
competitive market with a $6 shipping sur
charge. One hundred ships used the Mirami
chi River—and I repeat 100 ships used the 
Miramichi River—in 1968. This can be 
verified. If I am out, I am out only one or 
two ships. The majority of them were 
restricted to 50 per cent cargo—50 per cent 
cargo—because of one sand bar, or two, at 
the mouth of the river.

Gentlemen, we have kept our brief as sim
ple as possible, but I am sure you see the 
urgency. Your sincerity in wanting to assist 
our regional economy through improved 
transportation is well accepted, and the 
Miramichi is a good place to start.

We refer you to Leonard Poetsehke, Direc
tor of Policy and Planning in the new Re
gional Development Office in Mr. Marchand’s 
office. I am sure he can fill any of you in on 
the problems of the Miramichi.

In closing, Mr. Chairman, we refer you to 
three other items in the envelope which we 
have supplied. One is a list of persons and 
the companies they represented at a meeting 
on transportation held on August 21, 1968, in 
the town hall at Newcastle. There were 32 
business people and government people, and 
very few politicians. There were all business 
men directly interested in this.

We are sure that 32 people would not show 
up for such meetings unless there was the 
utmost urgency.

There is also a letter received from Air 
Canada and this is the lulu of lulus, gentle
men! It was written on February 10, and I 
refer you to three lines in the first para
graph. We were asking for air service and 
this is Air Canada replying. It is signed by 
Mr. J. E. Nickson, who, I believe, is Assistant 
Vice-President, Sales: “We have now been 
advised that the Canadian Transport Com
mission do not feel this is in their area of 
responsibility since it only involves one load 
of transport".

If the Canadian Transport Commission is 
not responsible for transportation in this

[Interpretation]
des navires qui pourront emprunter la rivière 
Miramichi, à cause de cet ensablement.

Si les installations de transport maritime 
ne sont pas élevée à un certain niveau, les 
compagnies ne seront pas en mesure de con
currencer avec une surcharge de $6.00 pour 
le transport de leurs produits. Cent navires 
ont emprunté la rivière Miramichi en 1968. 
Je dis bien cent navires. Vous pouvez le 
vérifier. Si je me trompes c’est à peine d’un 
ou de deux navires. Mais la plupart ont dû 
s’en tenir à 50 p. 100 de la cargaison, à cause 
de cet ensablement à l’embouchure de la 
rivière. Messieurs, notre mémoire est le plus 
simple possible, mais je suis certain que vous 
en voyez le caractère d’urgence. Votre sincé
rité à aider vraiment l’économie de notre 
région en améliorant les transports est des 
plus appréciée et Miramichi est un excellent 
endroit pour commencer ce travail. Nous 
vous referrons à monsieur Leonard 
Poetschke chef de la Direction de la ligue de 
conduite et de la planification du nouveau 
Bureau de développement régional du bureau 
de monsieur Marchand. Je suis sûr qu’il peut 
vous donner tous les détails et les renseigne
ments voulus sur les problèmes de la région 
de la Miramichi.

En terminant, nous vous reportons trois 
documents qui se trouvent dans l’envelope 
que nous vous avons distribuée, soit une liste 
des personnes et des compagnies, qu’ils ont 
représenté au cours d’une réunion sur les 
transports tenue le 21 août 1968 à l’Hôtel de 
Ville de Newcastle. Il y avait 32 hommes 
d’affaires, fonctionnaires et très peu d’hom
mes politiques. Ils étaient tous des hommes 
d’affaires qui s’intéressent directement à la 
question.

Je suis sûr que 32 personnes ne seraient 
pas venu à cette réunion à moins que ce ne 
soit de toute urgence. Il y a aussi une lettre 
d’Aiir Canada et voilà la meilleure d'entre 
toutes. Elle a été écrite le 10 février et je 
vous reporte aux trois lignes du premier 
paragraphe. Nous leur demandions un service 
aérien et voici ce qu’Air Canada nous a 
répondu. La lettre est signée par monsieur J. 
E. Nickson qui, je crois, est vice-président 
adjoint des ventes, qui dit qu’Air Canada a 
été informe que la Commission canadienne 
des transports n’est pas d’avis que ce 
domaine relève de sa compétence, étant 
donné que cela n’implique d’une charge de 
transport. Si la Commission canadienne des 
transports ne se tient pas responsable du
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[Texte]
country who is? I do not know. But there it 
is, sir; and there is another one.

We ask, Mr. Chairman, that the Canadian 
Transport Commission investigate air service 
and other transportation, which particularly 
affects 75,000 people in our area. I am refer
ring to 50,000 in the Miramichi and another 
25,000 within reasonable distance.

For your information, Mr. Chairman, we 
are enclosing a copy of the submission made 
to the Hon. Jean Marchand in October, 1968, 
by the 13 businessmen.

The Chairman: Thank you.

Mr. McKenna: Sir, that is the end of my 
submission. I am sorry if I went a little fast, 
but I know that Mayor MacDonald from 
Campbellton is a little bit concerned about not 
being heard and I will stop now.

The Chairman: Do you have a word to say, 
Mr. Martin?

Mr. Robert Martin (Mayor, Chatham, New
Brunswick): I merely wish to say, Mr. Chair
man and gentlemen, that this is basically a 
joint submission by the Miramichi area. 
What we are trying to tell you is that the 
Northern part of New Brunswick has been 
criminally neglected for a couple of hundred 
years, not only in transportation but in every 
other field.

Mr. G. A. Percy Smith (Northumberland-
Miramichi): Mr. Chairman, I just have a 
word to say as member of Parliament for the 
area concerned.

The Chairman: May I have your name for 
the record?

Mr. Smith (Northumberland-Miramichi):
Percy Smith, M.P. I want to associate myself 
completely and fully with the brief that has 
just been1 submitted.

The Chairman: Thank you. Mr. Corbin.

[Interprétation]
transport dans ce pays, qui peut le faire 
alors? Je n’en sais rien.

Mais voilà, messieurs, et il y en a une 
autre. Nous demandons donc, monsieur le 
président, que la Commission canadienne des 
transports fasse enquête sur le service aérien 
et sur les autres moyens de transport qui 
touchent en particulier 75,000 personnes dans 
notre région. Je parle des 50,000 personnes 
dans la région de la Miramichi et des 25,000 
dans un rayon normal. Pour votre gouverne, 
monsieur le président, nous y joignons une 
copie de la demande présenté à l’honorable 
Jean Marchand, au mois d’octobre 1968, par 
13 hommes d’affaires.

Le président: Merci.

M. McKenna: Voici la fin de ma demande. 
Je m’excuse si ce fut un peu rapide, mais je 
sais que Son Honneur le maire MacDonald 
de Campbellton se demande un peu s’il 
pourra être entendu. Je me tais donc.

Le président: Est-ce que vous avez quelque 
chose à dire, monsieur Martin?

M. Robert Martin (maire de Chatham
(N.-B.)): J’aimerais simplement dire qu’il s’a
git d’une demande conjointe présentée par les 
représentants de la région de la Miramichi. 
Au fond, ce que nous essayons de vous dire, 
c’est que la partie septentrionale du Nou
veau-Brunswick a été négligé de façon inad
missible depuis une couple de centaines d’an
nées, non seulement dans le domaine des 
transports mais dans tous les autres domaines 
aussi.

M. G. A. Percy Smith (Northumberland-
Miramichi): Monsieur le président, juste 
quelques mots à titre de député de la région 
en cause.

Le président: Votre nom, je vous prie?

M. Smith (Northumberland-Miramichi):
Monsieur Percy Smith, député. Je voudrais 
justement être complètement associé au 
mémoire qui vient d’être présenté.

Le président: Merci. Monsieur Corbin.

Mr. Corbin: I have a question which I M. Corbin: Il y a une question à laquelle, je 
think Mr. Martin can answer. It has nothing crois, pourrait répondre monsieur Martin, 
to do with the airport as such, it is a general Cela n’a pas trait du tout à l’aéroport en tant 
transportation problem. Could you comment que tel. Cela regarde le problème des trans- 
briefly, sir, on the roads in your area and ports dans leur ensemble. Est-ce que vous 
also about a proposed trans-New Brunswick pourriez nous parler brièvement, monsieur, 
corridor route linking Renous to Plaster des routes de votre région, et aussi du projet 
Rock, please. d’un corridor à travers le Nouveau-Brunswick

qui relierait Rinouse à Plaster Rock.
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Mr. Martin: Mr. Corbin and gentlemen, of 

course, our road system on the eastern coast 
of New Brunswick is terrible. Our roads are 
not there. Of course, we are encouraged that 
at least the provincial government has put 
highway No. 11, which runs up the coast of 
New Brunswick, on a priority basis. We take 
that to mean—at least, I hope this is what it 
means—that it will be the next major road 
development in the Province of New Bruns
wick. In the light of that and because of the 
fact the government of New Brunswick has 
pretty well decided that a corridor road must 
wait—I think everybody knows that money 
is at the root of all our problems—we have 
not gone into the matter of corridor roads to 
any great extent. As I say, we are talking 
about roughly 300,000 people, which is half 
the population of the province, and a corridor 
road through Maine, where it is suggested, 
does not seem to be the answer for our part 
of the country. That is all I feel I can say on 
that.

Mr. Corbin: What about Renous-Plaster 
Rock?

Mr. Marlin: Renous-Plaster Rock, of 
course, is an alternate and it would open up 
the whole of New Brunswick. You see, there 
is nothing through the middle of New Bruns
wick and Renous-Plaster Rock would do a 
big job in opening the whole country up. 
That is where all the mining is.

Mr. Corbin: Yes, but do you feel that the 
Plaster Rock-Renous road would be a bet
ter solution to Maritime access into central 
Canada by way of highways than the 
proposed Maine Corridor Road?

Mr. Marlin: I certainly do, but here again I 
am not really in a position to try to argue 
with figures, and so on, I do not have them, 
but it seems to me that everything indicates 
we should open up that part of the country.

Mr. Corbin: Thank you.

The Chairman: Mr. Pringle.

Mr. Pringle: I am referring to your 
remarks regarding the airport, which seem 
rather difficult to understand. You have been 
waiting since 1967 to get permission but you 
apparently have already received permission 
from the Department of National Defence. Is 
that correct?

Mr. McKenna: The Department of Na
tional Defence, yes. As you realize, they 
gave their permission to land on the base and 
they have offered their facilities, including

[■Interpretation]
M. Marlin: Monsieur Corbin, évidemment, 

le réseau de nos routes le long de la Côte est 
du Nouveau-Brunswick est affreux. Les rou
tes n’existent pas. Évidemment, nous sommes 
encouragés quelque peu par le fait que le 
gouvernement provincial a donné un carac
tère prioritaire à la grande route n° 11, 
qui longe la côte du Nouveau-Brunswick. Par 
conséquent, nous espérons que cela consti
tuera le prochain agrandissement routier dans 
la province. A la lumière de ce fait, et en 
raison du fait que le gouvernement du Nou
veau-Brunswick a pratiquement décidé qu’un 
corridor routier devrait attendre, je crois que 
tous les gens savent que l’argent est la source 
de tous nos problèmes. Nous n’avons pas étu
dié la question du corridor routier dans ses 
moindres détails. Il s’agit de 300,000 person
nes, soit environ la moitié de la population de 
la province et un corridor routier à travers le 
Maine là où on propose de le placer ne 
semble pas être la solution idéale pour notre 
province. C’est tout ce que j’aurais à dire à ce 
sujet, monsieur.

M. Corbin: Et Rinouse-Plaster Rock?

M. Martin: Il s’agit d’une autre solution qui 
passerait à travers le Nouveau-Brunswick. 
Vous voyez qu’il n’y a rien qui passe au 
milieu du Nouveau-Brunswick et Rinouse- 
Plaster Rock serait un grand travail d’ouver
ture du pays. Toutes les mines sont là.

M. Corbin: Mais, croyez-vous que la route 
Plaster Roek-Rinouse serait une meilleure 
solution d’accès au centre du Canada, par la 
route plutôt que par le corridor du Maine?

M. Martin: Oui, certainement, mais je ne 
pourrais essayer de vous le prouver avec des 
chiffres car je ne les ai pas en main. Mais, 
tout indique que nous devrions ouvrir cette 
partie de la province.

M. Corbin: Je vous remercie, monsieur.

Le président: Monsieur Pringle.

M. Pringle: Je voudrais parler de ce que 
vous avez dit au sujet de l’aéroport et qui 
semble assez difficile à comprendre. Vous 
attendez depuis 1967 pour avoir la permission 
mais vous avez apparemment reçu déjà la 
permission du ministère de la Défense natio
nale. Est-ce juste?

M. McKenna: Oui, le ministère de la 
Défense nationale. Comme vous le savez pro
bablement, le ministère a donné la permission 
d’atterrir sur la base, et ils nous ont offert
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the waiting room and everything else, but 
the thing is who is going to land, Air Canada 
or a regional carrier?

Mr. Pringle: So you have an air service in 
mind that would like to use the airport and 
are prepared to go ahead and operate out of 
it if you can get the proper permission from 
the various authorities?

Mr. McKenna: Apparently from talking to 
Air Canada and from a letter I see here, it is 
obvious that they are not interested. The 
only thing to do is to turn to regional carri
ers, and the regional carriers are making a 
survey now. In fact, there is a gentleman 
right here who is going over to Chatham 
tomorrow with them I believe to start a sur
vey. In fact, they were talking to the Premier 
today on this same subject, but there does 
not seem to be any regional policy.

Let us say, for instance, that you have 
75,000 people within a reasonable driving 
distance—say 50 miles of Chatham in all 
directions—the first argument you will get 
from an air service is that the people are not 
oriented with respect to flying, they are just 
not interested in flying, but this is not true. It 
is the same thing as in 1920 and 1930 when I 
was eating porridge, I did not know what 
bacon or eggs were until I ate them, but now 
I eat them every morning.

Mr. Pringle: In other words, you really 
have not interested a regional air line in 
making proper application for service out of 
your airport?

Mr. McKenna: We definitely have interested 
them and they are starting a survey 
tomorrow.

Mr. Pringle: So that is waiting. What 
about the use of navigational facilities, tower 
control, and so forth? You referred to the 
various all-weather equipment available on 
the field and the facilities. Will you be able 
to make arrangements for the use of these 
facilities with the Department of National 
Defence without additional cost to somebody?

Mr. McKenna: They are made.

Mr. Pringle: In other words, the tower 
operators are prepared to handle your traffic 
and the GCA boys will take care of your...

Mr. McKenna: I could add something to 
that, sir. One of the larger radar bases is

[Interpretation]
leurs installations, y compris la salle d’attente 
et le reste, mais il reste à déterminer qui va 
atterrir: Air Canada ou un transporteur 
régional?

M. Pringle: Avez-vous un service aérien en 
vue qui aimerait utiliser l’aéroport et qui 
serait prêt à aller de l’avant et à exploiter cet 
aéroport à condition de pouvoir obtenir la per
mission des diverses autorités en cause?

M. McKenna: D’après ce que j’ai vu de la 
lettre d’Air Canada et après en avoir parlé 
aux autorités, il est évident qu’ils ne sont pas 
intéressés. Par conséquent, nous ne pouvons 
nous tourner que vers un transporteur régio
nal. Quelques-uns font actuellement des étu
des à cet effet. En fait, cet homme doit aller à 
Chatham demain avec eux pour commencer 
une enquête, je crois... Ils en ont parlé au 
premier ministre aujourd’hui, mais, il ne 
semble pas y avoir de politique régionale à ce 
sujet.

Disons, par exemple, que vous avez 75,000 
personnes dans un rayon raisonnable, de 50 
milles de Chatham. Le premier argument que 
vous donnera un service aérien, c’est que les 
gens ne pensent pas à utiliser le transport 
aérien, mais ce n’est pas vrai. C’est la même 
chose qu’en 1920 et en 1930, alors que je 
mangeais du gruau je ne connaissais les œufs, 
ni le bacon jusqu’à ce que j’en mange et 
depuis lors j’en mange tous les matins.

M. Pringle: En d’autres termes, vous n’avez 
pas en vue un transporteur régional qui 
pourrait présenter une demande en vue de 
desservir à partir de notre aéroport?

M. McKenna: Nous avons réussi à les inté
resser, ils commencent une étude demain.

M. Pringle: Qu’est-ce qui en est au sujet 
des installations à la navigation, les tours de 
contrôle et ainsi de suite. Vous avez men
tionné le matériel en tout temps et les instal
lations qui seraient à votre disposition sur le 
terrain. Est-ce que vous pourriez utiliser ces 
installations sans d’autres frais supplémentai
res, en vous arrangeant avec le ministère de 
la Défense nationale?

M. McKenna: Cela existe déjà et les arran
gements sont déjà pris.

M. Pringle: En d’autres termes, les opéra
teurs de la tour sont prêts à accepter le trafic 
et les garçons de la GCA prendront soin de 
votre...

M. McKenna: Je pourrais peut-être ajouter 
quelque chose à ce sujet, monsieur. Une des
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only 10 miles from there and I am sure they 
would be glad of the practice.

Mr. Pringle: What would you consider to be 
the existing status of your request with 
regard to governmental authorities, without 
reference to interesting regional carriers.

Mr. McKenna: Our present status?

Mr. Pringle: Yes.

Mr. McKenna: Other than the Department 
of National Defence, we do not have any 
status.

Mr. Martin: One thing we may need from 
the Air Transport Committee is that eventu
ally whoever the carrier is that comes in may 
have to have a new pick-up point—maybe 
Moncton or Halifax—and of course that is 
going to cause a fight.

Mr. Pringle: I do not quite follow you.

Mr. McKenna: We have a map here.

Mr. Pringle: It is all right.

Mr. Martin; In other words, perhaps the 
carrier, wherever he comes from, is going to 
have to justify giving a proper service to 
northeast New Brunswick. He is going to 
have to have a better starting point.

Mr. Pringle: A bit more traffic?

Mr. Martin: Yes.

Mr. Pringle: In other words, he would not 
only have to get permission to operate off 
your field but he would also have to get 
permission to operate other fields, and this is 
creating a problem.

Mr. Martin: Yes. That is a strong 
possibility.

Mr. Pringle: Thank you very much.

Mr. Rock: A supplementary, Mr.
Chairman.

The Chairman: Mr. Rock.

Mr. Rock: I am not aware if they submitted 
anything to this task force or whether they 
were asked to submit anything.

Mr. McKenna: I have a telegram here which 
was sent to the Honourable R. J. Higgins and 
It is dated January 17, 1968, in which we 
made representations concerning the prob
lems we were having with the CNR when 
they took the Ocean Limited off our run,

[Interpretation]
bases les plus considérables de radar n’est 
qu’à 10 milles de cet endroit, et on pourrait 
s’en servir, j’en suis sûr.

M. Pringle: Quelle est, à votre avis, l’impor
tance actuelle de votre demande en ce qui 
concerne les autorités gouvernementales en 
parlant des transporteurs régionaux qui 
pourraient peut-être être intéressés?

M. McKenna: Notre état actuel?

M. Pringle: Oui.

M. McKenna: A part le ministère de la 
Défense nationale, nous n’en avons pas.

M. Martin: Il y a une chose dont nous 
aurions peut-être besoin du Comité des trans
ports aériens, c’est que, quel que soit le trans
porteur provincial intéressé, il devra peut-être 
choisir un autre point de départ. Peut-être 
Moncton ou Halifax, ce qui ne manquera pas 
de causer des ennuis.

M. Pringle: Je ne vous suis pas tout à fait.

M. McKenna: Voici une carte géographique.

M. Pringle: Très bien.

M. Martin: En d’autres mots, peu importe 
d’où vient le transporteur, il faudrait qu’il 
justifie le service pour la partie nord-est du 
Nouveau-Brunswick. Il lui faudra un meil
leur point de départ.

M. Pringle: Un plus grand trafic?

M. Martin: Oui.

M. Pringle: Si j’ai bien compris, il lui fau
drait non seulement la permission d’exploiter 
votre terrain, mais il faudrait peut-être la 
permission d’exploiter d’autres aéroports 
aussi et c’est ce qui crée un problème.

M. Martin: Oui. C’est très possible.

M. Pringle: Merci beaucoup.

M. Rock: Une autre question, monsieur le 
président.

Le président: Monsieur Rock.

M. Rock: Je ne sais pas s’ils ont présenté 
un document au comité d’étude ou si on le 
leur a demandé.

M. McKenna: Voici un télégramme qui a 
été envoyé à l’honorable R. J. Higgins, en date 
du 17 janvier 1968, où nous faisions des 
propositions au sujet des problèmes que nous 
avons eus avec les chemins de fer Nationaux 
du Canada lorsqu’ils ont éliminé l’Océan

I
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which had been there for 60 years, and 
diverted it in another direction, which...

Mr. Rock: I am talking about the transpor
tation task force.

Mr. McKenna: Yes, this is what I am re
ferring to. I believe, Mr. Higgins is the chair
man of that task force, is he not? I think he 
was at one time. Our telegram on that day was 
to the effect that an investigation is presently 
being carried out to support the need for a 
passenger and freight air service and the 
Miramichi-Chatham air base is the obvious 
landing site, and we asked that they consider 
our rail problem, and so on. That was away 
back in January of 1968.

Mr. Rock: Yes, but you did not send them a 
brief, or anything. They did not ask you to 
appear in front of them.

Mr. McKenna: We did not appear in front 
of them, no.

Mr. Rock: Did they not hold any hearings 
in the area? It is a task force and...

Mr. Martin: They did not pass our way.

Mr. McKenna: Not our way. We were not 
invited.

Mr. Rock: Thank you.

The Chairman: Mr. Horner.

Mr. Horner: Just to clear up a point with 
regard to the Chatham air base. EPA now 
has the right to fly Charlottetown—Charlo— 
Montreal. Is that right? Is this what you 
said?

Mr. Martin: Yes.
Mr. Horner: Did you know whether they 

applied or were even interested in applying 
to fly into Chatham rather than Charlo?

Mr. McKenna: I do not know. In the back 
of my mind it seems that possibly if Charlo 
did not have enough air traffic to warrant a 
seven day a week service that possibly EPA 
would come in, but I now find out to every
body’s surprise that there is more traffic com
ing out of the Charlo airport—in fact, I think 
it is over double what they had anticipated— 
so this is out of the question. I am sure that 
the Chatham air base, with the industry that 
is involved and the people who are oriented 
to fly—mainly because we drive from Frederic
ton to Moncton now—would even double that.

[Interprétation]
Limited, après 60 ans, et qu’ils l’ont dirigé 
vers un autre endroit qui...

M. Rock: Je parle du Comité d’étude sur 
les transports.

M. McKenna: Oui, c’est ce à quoi je me 
réfère. Je crois que monsieur Higgins en était 
le président, n’est-ce pas? Je crois qu’il le fut 
déjà. Notre télégramme disait que nous fai
sions des enquêtes pour appuyer la demande 
d’un service aérien pour le transport des pas
sagers et des marchandises à partir d’une 
base située à Miramichi-Chatham. Nous 
demandons aussi qu’on étudie notre problème 
de transport ferroviaire, et ainsi de suite. 
C’était en janvier 1968.

M. Rock: Vous n’avez pas envoyé de 
mémoire ou quoi que ce soit? On ne vous a 
pas demandé de comparaître?

M. McKenna: Nous n’avons pas comparu.

M. Rock: Est-ce qu’ils n’ont pas tenu d’au
dience dans la région? Étant donné qu’il s’a
gissait d’un comité d’étude, et...

M. Martin: Ils ne sont pas passés dans 
notre région.

M. McKenna: Pas dans notre région. On ne 
nous a pas invités.

M. Rock: Très bien, merci.

Le président: Monsieur Homer.

M. Horner: Au sujet de la base aérienne de 
Chatham. EPA a maintenant la permission de 
desservir Charlottetown, Charlo, Montréal, 
n’est-ce pas?

M. Martin: Oui.
M. Horner: Savez-vous s’ils ont présenté 

une demande ou s'ils étaient intéressés à 
demander la permission de desservir Cha
tham plutôt que Charlo?

M. McKenna: Je ne sais pas. J’ai dans 
l’esprit l’idée qu’à un moment donné, si 
Charlo n’avait pas eu suffisamment de trafic 
aérien pour justifier un service de 6 ou 7 
jours, peut-être que EPA viendrait. Mais, 
maintenant j’apprends à l’étonnement de tous 
qu’il y a plus de trafic en provenance de 
l’aéroport de Charlo. Je crois, en fait, que 
c’est le double de ce qu’on prévoyait. Et, 
alors, inutile d’y penser. Je suis sûr que la 
base de Chatham avec toute l’industrie en 
cause et les gens qui sont prêts à voyager en 
avion, surtout maintenant que nous nous ren
dons jusqu’à Fredericton à Moncton, va dou
bler de trafic.
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Mr. Horner: Have you people gotten in 

touch with EPA to see whether or not you 
could interest them in stopping at Chatham?

Mr. McKenna: The vice-president of EPA 
is right here and he has a research man with 
him from Unika research to look into this. 
The problem is going to come. The question, 
possibly, is whether it is going to be economi
cal to do this. What happens if it is not 
economical? Do they say all right and walk 
away from us and leave the 75,000 people 
hoofing across the road that we were just 
talking about, or are they going to give us a 
subsidy to keep it going?

Mr. Horner: The Department of National 
Defence has given complete approval for a 
civilian air line to fly in there. How much 
difficulty would a civilian air line have with 
regard to right-of-way, and so on, in 
approaching, landing and taking off? Is it a 
busy Department of National Defence air 
base or is it...

Mr. McKenna: It is reasonably busy. It is 
a Voodoos atomic base with atomic missiles, 
and it will likely be there for a long time 
because of this. According to the command
ing officer—and I am sure Mr. Martin will 
verify this—there is absolutely no problem.

Mr. Horner: Do you know the general atti
tude that a civilian air line takes with regard 
to flying into a military base? Do they look 
upon this as a favourable thing, with passen
gers and all, or do they shun the idea?

Mr. McKenna: I do not think so. I think 
Bagotville, Quebec, has one. Shearwater, 
Nova Scotia, used to have one, and you have 
Gander.

Mr. Horner: I wish you luck.
The Chairman: Mr. McGrath.
Mr. McGrath: Mr. Chairman, my question 

has already been answered because it would 
appear to me that the resolution of this prob
lem has already presented itself in the evi
dence in that EPA has expressed an interest 
in this service. Whether or not it can be done 
economically, of course, is another question.

The Chairman: Thank you.
Mr. McKenna: Mr. McGrath answered his 

own question but I would like to say that if 
it cannot be done economically then I feel, 
that the federal government has an obliga
tion to subsidize it until it is economically 
feasible.

[Interpretation]
M. Horner: Est-ce que vous avez communi

qué avec EPA pour savoir s’ils seraient inté
ressés à desservir Chatham?

M. McKenna: Le vice-président de EPA est 
ici, il a, avec lui, un employé de Unika 
research qui doit faire enquête sur cela. Un 
problème va surgir. La question peut-être 
serait de savoir si c’est rentable ou non. Si ce 
n’est pas rentable, qu’est-ce qui arrive? 
Est-ce qu’ils doivent dire très bien, on n’in
siste pas et on laisse 75,000 personnes 
marcher sur la route dont on vient de parler 
ou on demande une subvention pour 
continuer?

M. Horner: Le ministère de la Défense 
nationale a donné toute son approbation pour 
une ligne aérienne civile. Quelles seraient les 
difficultés d’une compagnie civile en ce qui 
concerne les priorités, au moment de l’appro
che, de l’atterrissage et des décollages? Est-ce 
que la base militaire est très occupée ou...

M. McKenna: Elle est assez occupée. C’est 
une base atomique, avec des Voodoo, des 
fusées à charge nucléaire, et ils seront là 
pendant longtemps encore de ce fait-là. Selon 
le commandant, et je suis sûr que M. Martin 
pourrait vérifier la chose, il n’y a aucun 
problème.

M. Horner: Connaissez-vous l’attitude 
générale d’une compagnie aérienne civile qui 
utilise une base militaire? Est-ce qu’elle con
sidère cela comme étant favorable en ce qui 
concerne les passagers ou est-ce qu’elle 
désapprouve l’idée?

M. McKenna: Je ne pense pas. Je pense 
que c’est le cas à Bagotville (Québec), à 
Shearwater (Nouvelle-Écosse) et à Gander.

M. Horner: Je vous souhaite bonne chance.
Le président: M. McGrath.
M. McGrath: M. le président, la réponse à 

ma question apparaît d’elle-même en ce sens 
que EPA a manifesté de l’intérêt pour ce 
service. Qu’on puisse le faire de façon renta
ble ou non ça c’est une autre chose.

Le président: Merci.
M. McKenna: M. McGrath a répondu lui- 

même à sa propre question, mais je voudrais 
dire que si cela n’est pas rentable, le gouver
nement fédéral a l’obligation de subvention
ner jusqu’à ce que le service soit économi
quement rentable.
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[Texte]
Mr. McGrath: Sir, I agree with you 100 per

cent.

The Chairman: Mr. Breau.

Mr. Breau: Mr. Chairman, perhaps it 
would help if you brought in that map again.

The Chairman: The big map?

Mr. Breau: Yes. At present EPA has a 
service out of Charlo. As Mayor McKenna so 
eloquently pointed out—and by the way, I 
would like to compliment you on your 
well-presented brief—this does not give 
much of a service to Northern New Bruns
wick as a whole, not much better than we 
had before.

You have, for example, the City of 
Bathurst which has a better service but you 
have all the Caraquet coast—Tracadie, 
Shippegan, Caraquet, Chatham, Miramichi— 
as you said, which does not have a better 
service than before. I agree with Mayor 
McKenna, with the facilities all being in 
Chatham and because an airliner can land 
there practically 24 hours, that it seems very 
reasonable, very feasible. But we are going to 
leave the people from Campbellton without a 
service. They would be about 100 miles from 
Chatham.

Mr. McKenna: More than that. But you 
would not leave them without a service 
because you have your service. You see, we 
are not asking that you lose any...

Mr. Breau: You are not asking for an 
alternative service?

Mr. McKenna: Oh, no, no.

Mr. Breau: Another one completely.

Mr. McKenna: Sure. You people are enti
tled to your service and the people in Prince 
Edward Island are.

Mr. Breau: No, but my service would be 
yours.

Mr. McKenna: Oh, pardon me. I was 
thinking you were farther north.

Mr. Breau: This is what I am coming at. If 
you look at the map again, and considering 
that the Mayor of Bathurst said to us this 
morning that all you need in Bathurst is an 
extension of about 2,000 feet of runway to 
have the jets to which EPA will probably go 
before too long, instead of having two within 
110 miles from one another would you not

[Interpretation]
M. McGrath: Je suis tout à fait de votre 

avis, Monsieur.

Le président: M. Breau.

M. Breau: Monsieur le président, ça aide
rait peut-être si vous pouviez montrer cette 
carte encore une fois.

Le président: La grande carte?

M. Breau: Oui, actuellement EPA a un 
service de Charlo. Comme M. le maire 
McKenna l’a si bien fait remarquer, et je 
voudrais le féliciter de son mémoire si bien 
présenté, cela ne fournit pas un meilleur ser
vice au nord du Nouveau-Brunswick. Pas 
bien meilleur que ce qu’on avait auparavant.

La ville de Bathurst, par exemple, a un 
meilleur service, mais vous avez tout le litto
ral de Caraquet, Tracadie, Shippegan, Cara
quet, Chatham, Miramichi comme vous 
disiez, n?a pas un service amélioré. Je suis du 
même avis que le maire McKenna, étant 
donné que toutes les installations sont à Chat
ham, et qu’un avion de ligne peut atterrir là 
pratiquement vingt-quatre heures sur vingt- 
quatre, cela nous semble très faisable. Mais 
je me dis que nous allons laisser les gens de 
Campbellton sans aucun service. Ils seront à 
environ 100 milles de Chatham.

M. McKenna: Plus que cela, mais vous ne 
les laisserez pas sans service tout de même 
puisqu’ils ont déjà votre service. Nous ne 
vous demandons pas d’en abandonner.

M. Breau: Vous ne demandez pas un ser
vice de remplacement?

M. McKenna: Oh, non, non.

M. Breau: Vous demandez un nouveau 
service?

M. McKenna: Évidemment. Vous avez droit 
à votre service de même que les gens de l’île 
du Prince-Édouard.

M. Breau: Oui, mais mon service sera le 
même que le vôtre.

M. McKenna: Je m’excuse. Je pensais que 
vous étiez plus au nord.

M. Breau: J’y arrive. Si vous regardez la 
carte encore une fois et étant donné ce que le 
maire de Bathurst nous a dit ce matin, que 
tout ce qu’il fallait c’était une extension de 
2000 pieds de la piste d’envol pour recevoir 
les avions à réaction que EPA aura probable
ment avant longtemps, au lieu d’avoir deux 
aéroports à 110 milles l’un de l’autre. Ne 
croyez-vous pas alors qu’un compromis rai-
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[Text]
think that a reasonable compromise could be 
made with Bathurst to have one airline?

Campbellton would only be about 65 or 70 
miles from Bathurst, the Miramichi would 
only be 40 miles from Bathurst, and the 
Caraquet Coast, the extreme of the coast, say 
Miscou Island, from which there would not 
be much traffic, would be 60 miles or so from 
Bathurst.

Mr. McKenna: I will answer that question 
and I will answer it for the whole board to 
hear very clearly. As I said in my brief, why 
spend any more money on airports when you 
have an airport which is one of the best in 
the world? That is number 1. Number 2, you 
have one in Charlo which is flying aircraft 
out of there or flying passengers out. As far 
as the people of the Miramichi going north to 
Bathurst are concerned, because of the 
weather conditions—and it is right here in 
this brief to the Air Transport Committee— 
we would not be interested.

I sincerely mean this; that our people 
would not drive the 50 or 60 miles to a 
Bathurst airport, particularly under winter 
conditions when you do not even know 
whether or not you are going to get through. 
This happens so many times in winter that 
you are better to go south where the weather 
conditions are better and get on an aircraft 
in Moncton or go west and get on an aircraft 
in Fredericton.

Mr. Breau: Mr. Chairman, as I said before, 
the fact that you have the airport there is 
very favourable to the Miramichi and I agree 
with that completely. It would give better 
service because having a better runway you 
would have bigger planes, but do you think 
that two air services would be economically 
feasible for Northern New Brunswick?

Mr. McKenna: We already have one. We 
only need one more.

Mr. Breau: But do you think the other one 
could live?

Mr. McKenna: Sure it could live. When we 
supported EPA to go into Charlo we support
ed them for several reasons which were 
selfish because we felt that the farther north 
the air base was, the better chance they 
would have of using the Chatham base. So if 
you take the province and part of Quebec 
and you take the Charlo base, it handles 
services in the northern part of the province 
and part of the Quebec province.

[Interpretation]
sonnable pourrait être trouvé avec Bathurst, 
pour avoir une seule ligne aérienne.

Campbellton se trouverait à environ 65 ou 
70 milles de Bathurst et la côte de Caraquet, 
la côte extrême, disons l’île Miscou, d’où il ne 
viendrait pas grand chose se trouverait à 
moins de 60 milles de Bathurst.

M. McKenna: Permettez-moi de répondre à 
cette question et je répondrai de façon très 
claire. Comme je l’ai dit dans mon mémoire, 
pourquoi dépenser encore des fonds pour un 
aéroport alors que vous en avez déjà un qui 
est l’un des meilleurs du monde? C’est le 
premier point. Deuxième point, vous en avez 
un à Charlottetown pour le frêt et les passa
gers. En ce qui concerne les gens de Mirami
chi qui se rende à Bathurst, en raison des 
conditions climatiques vers le Nord, et c’est 
dans ce mémoire que nous avons présenté au 
comité du transport aérien, nous ne sommes 
pas intéressés.

Je vous le dis sincèrement; nos gens ne 
conduiront pas 50 ou 60 milles jusqu’à l’aéro
port de Bathurst en hiver, alors que vous ne 
savez même pas si vous pouvez partir. Cela 
arrive tellement souvent pendant l’hiver qu’il 
vaut mieux vous rendre vers le sud où les 
conditions atmosphériques sont meilleures et 
prendre l’avion à Moncton ou vous rendre 
vers l’ouest et le prendre à Fredericton.

M. Breau: Oui, monsieur le président, 
comme je l’ai dit auparavant, le fait que vous 
ayez déjà l’aéroport est très favorable pour la 
région de Miramichi et je suis tout à fait 
d’accord. Cela donnerait un meilleur service, 
car ayant une meilleure piste d’atterrissage 
vous pourriez avoir de plus gros avions. Mais 
croyez-vous que deux services aériens 
seraient rentables pour le nord du 
Nouveau-Brunswick?

M. McKenna: Nous en avons déjà un. Nous 
avons seulement besoin d’un autre.

M. Breau: Mais pensez-vous qu’un deu
xième serait rentable?

M. McKenna: Certainement, quand nous 
vons appuyé EPA pour qu’elle desserve 
Charlo, il y avait plusieurs raisons pour cela. 
Tout d’abord, des raisons égoïstes parce que 
nous considérions que plus l’aéroport se trou
vait au nord, plus ils auraient de chance 
d’employer la base de Chatham. Donc, si 
vous prener la province et une partie du 
Québec et la base de Charlottetown, elle des
sert le nord de la province et une partie du 
Québec.
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[Texte]
The next one is down in Moncton, which 

handles part of Nova Scotia, Moncton and 
the southern part of the province. If you put 
an air service into Chatham you service the 
middle of the east coast without spending 
five cents. You do not have to spend five 
cents—not millions, or $65,000 to extend the 
runway or anything like that; not a nickle.

Mr. Breau: So in other words what you are 
advocating is to have two services on the 
north shore.

Mr. McKenna: Sure.

The Chairman: Mr. Allmand.

Mr. Allmand: Sir, were you here when 
Commuter Air Services gave their brief?

Mr. McKenna: Yes, I was.

Mr. Allmand: If your discussions with EPA 
do not work out, what do you think about 
the proposals of Commuter Air Services as a 
possible link with Chatham? I notice on their 
map they propose a feeder service from 
Chatham.

Mr. McKenna: As far as the scheduled 
service is concerned, sir, my personal opinion 
is that Commuter Air Services will not be 
used, with the exception of maybe going to 
Saint John or this type of thing. My feeling 
is—and this is the feeling of most people— 
that if I am going to go to Montreal or to 
Halifax, I am going to drive to Moncton, as it 
is now. I am not going to get on any small 
aircraft with five or six or seven passen
gers—and this is the feeling of most people— 
because I am scared, the same as you are, of 
flying in anything but proper and big air
craft. I will speak for myself but that is 
exactly the reason. I am just as nervous 
about flying as most people are and I want to 
fly in a good sized aircraft.

Mr. Allmand: What sort of schedule had 
you in mind with a service into Chatham? 
Chatham to where?

Mr. McKenna: I would like to answer this 
gentlemen’s question. He asked me about 
politicians a little while ago, sir, and I would 
like to answer his question. He is needling 
me now.

The Chairman: I do not think we should 
introduce politics here. We have been doing 
very well so let us continue.

[Interprétation]
Le suivant se trouve à Moncton qui dessert 

un peu la Nouvelle-Écosse, Moncton et la 
partie sud de la province. Si vous mettez un 
service aérien maintenant à Chatham, vous 
desservez le milieu du littoral Est sans 
dépenser un sous. Il n’est pas nécessaire de 
dépenser un seul sou, non pas des millions, 
non pas $65,000 pour allonger la piste d’en
vol, rien.

M. Breau: En d’autres termes, ce que vous 
préconisez c’est que nous ayons deux services 
aériens sur la côte Nord.

M. McKenna: Bien sûr.

Le président: Monsieur Allmand.

M. Allmand: Étiez-vous ici quand Commu
ter Air Services a présenté son mémoire?

M. McKenna: Oui, j’étais là.

M. Allmand: Si vos discussions avec EPA 
n’aboutissent à rien, qu’est-ce que vous pen
sez des propositions de Commuter Air Servi
ces comme étant un lien possible avec Cha
tham? J’ai constaté que sur leur carte on 
voudrait qu’ils proposent un embranchement 
vers Chatham.

M. McKenna: En ce qui concerne les servi
ces à horaires fixes, je ne pense pas que nous 
puissions utiliser Commuter Air Services 
sauf peut-être pour aller à Saint-Jean ou 
quelque chose comme ça. Mon impression et 
c’est l’impression de la plupart des gens, est 
que si je dois me rendre à Montréal ou à 
Halifax, je devrais me rendre en automobile 
à Moncton, comme je le fais à l’heure 
actuelle. Je ne prendrai pas un petit avion de 
cinq, six ou sept passagers, et c’est le senti
ment de la plupart des gens, tout simplement 
parce que j’ai peur dans un petit avion, tout 
comme vous. Je suis tout aussi nerveux que 
la plupart des gens quand il s’agit de voler. 
J’aime un avion de taille raisonnable.

M. Allmand: Quel genre d’horaires aviez- 
vous en vue avec le service de Chatham? De 
Chatham à quel endroit?

M. McKenna: J’aimerais bien répondre à la 
question de ce monsieur. Il m’a posé une 
question tout à l’heure au sujet des hommes 
politiques et je voudrais lui répondre.

Le président: Je ne crois pas que nous 
devions introduire la politique dans cette 
question. Continuons comme nous avons 
commencé.
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[Text]
Mr. McKenna: There is a flight twice a 

week now going from Moncton to Charlo to 
Seven Islands. We would like to see this 
increased to seven times a week—daily 
service.

This would be from Moncton to Charlo to 
Seven Islands on our present schedule twice 
a week, and then from Moncton to Chatham 
to Charlo back and forth on the other five 
days. This would be two flights a day. one 
each way.

Mr. Alim and: Excuse me. In other words, 
you would like EPA to stop maybe on alter
nating days in Charlo. and other days in 
Chatham on their trip northward from Monc
ton and back and forth.

Mr. McKenna: No, I think I am...
Mr. Allmand: You do not want the plane 

to stop both in Chatham and Charlo. do you?

Mr. McKenna: Sure, why not?
Mr. Allmand: You do?
Mr. McKenna: It is stopping in Charlo 

now. Mr. Harris over here could explain it a 
little better.

Mr. Allmand: I do not want you to go into 
details. I just want to know what sort of 
service you have in mind and I have my 
answer.

Mr. McKenna: One flight a day in and one 
flight a day out.

The Chairman: Mr. Skoberg.
Mr. Skoberg: The brief mentions 100 ships 

standing there with 50 per cent of the cargo. 
How deep is your harbour at that particular 
location'

Mr. McKenna: Where die ships are tied 
up?

Mr. Skoberg: Yes. the sand bars you 
referred to.

Mr. McKenna: It is over 30 feet deep 
where you saw the ships, but when you get 
to the mouth of the harbour you run into I 
think two sand bars, which drop the draught 
of the river to 31 feet rather than 30. This is 
where the trouble is—at the mouth of the 
river.

Mr. Skoberg: Has representation been 
made to the National Harbours Board in this 
regard?

Mr. McKenna: It is not a National Har
bours Board problem, sir. The National Har-

[ Interpréta non]
M. McKenna: Il y a un bi-hebdomadaire à 

l'heure actuelle qui va de Moncton à Char
lotte:. wn et Sept-îles. Nous aimerions que ça 
devienne un quotidien.

De Moncton à Charlo et Sept-îles. selon 
l’horaire actuel, deux fois par semaine, et 
ensuite de Moncton à Chatham et Charlo les
cinq autres jours de 1a semaine. Nous aurions 
donc deux vois par jour, un dan.< chaque
sens.

M- Allmand: Excusez-moL Eu d'autres ter
mes. vous voudriez que EPA s’arrête peut- 
être tous les deux jours à Charlo et les autres 
jours à Chatham sur le vol qu’ils ont vers le 
nord de Moncton dans les deux secs.

M. McKenna: Non. je pense que je suis ...
M. Allmand: Vous ne voulez pas que Vavion 

s’arrête aux deux endroits, n’est-ce pas. à 
Charlo et Chatham?

M. McKenna: Oui, pourquoi pas.
M. Allmand: Vraiment?
M. McKenna: II s’arrête à Charlo à l’heure 

actuelle- M. Harris, ici. pourrait vous expli
quer cela peut-être un peu mieux.

M. Allmand: Je ne veux pas que vous 
entriez dans les details. Je veux seulement 
savoir quel genre de service vous aviez en 
vue. J*ai eu la repense.

M. McKenna: Un départ et une arrivée par 
jour.

La president: Monsieur Skoberg.
M. Skoberg: Le mémoire mentionne 1(X’ 

navires qui sont là. charges à 30 p. 100. 
Quelle profondeur est le port à cet endroit*

M. McKenna: Là où se trouvent les na
vires?

M. Skoberg: On. à l'endroit de l'ecsat-Ie- 
ment.

M. McKenna: Là où se trouvent les nav res, 
ü y * plus de trente pieds d*eau. mas lorsque 
vous entrez dans le port, vous avez deux 
bancs de sable, je crois, qui réduisent le 
tirant d'eau à 21 pieds au lieu de ».

M. Skoberg: Est-ce qu'on a fait part de cet 
eut de chose au Conseil des ports nationaux?

M. McKenna: Ce a’-est pas le problème du 
Conseil des ports nationaux, monsieur. Le
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[Texte]
hours Board does not have anything to do 
with the Miramichi. It is the Department of 
Transport.

Mr. Skoberg: Even for the harbour? Will 
representation be made to them?

Mr. McKenna: We have already made it.

Mr. Skoberg: What kind of money are you 
looking at? What do they suggest to you in so 
far as trying to do something with the 
harbour?

Mr. McKenna: It is in this brief.

Mr. Skoberg: Well, just roughly.

Mr. McKenna: I think it is about $3 mil
lion to dredge the river; then, although there 
is a big argument here about how much it is 
going to cost to maintain it, I think you are 
talking several hundred thousand dollars to 
begin.

Mr. Skoberg: Do you anticipate a great 
increase in business if this is dredged to the 
depth required?

Mr. McKenna: I would definitely say yes, 
that there would be a great increase in busi
ness. Right now because of not being able to 
get ships of any more draught than 21 feet 
up the river, you have heard me mention a 
$6 surcharge per ton. This is caused not only 
by lack of facilities in the Newcastle wharf 
but in some cases you have to ship out of 
Saint John and other areas as the ships will 
not come up the river because of the sand 
bars. This causes another $6 per ton. I might 
say it is a case of survival for one of our 
pulp mills. Either it is corrected or they close 
the doors.

Mr. Skoberg: Is the sand bar and the 
buildup continually getting worse?

Mr. Martin: No.

Mr. Skoberg: It is remaining constant.

Mr. Martin: We have used it for 45 years 
without spending a dollar on it.

Mr. McKenna: They never spent a dollar 
on the river except the bridge.

Mr. Skoberg: Thank you.

The Chairman: Thank you very much, 
gentlemen. We still have one brief—from the 
Campbellton City Council. His Worship 
called me at noontime and asked me if he 
could be heard this afternoon. He said he 
was sorry he could not make it this morning.

29690—8

[Interprétation]
Conseil des ports nationaux n’a rien à voir 
avec Miramichi. C’est le ministère des 
Transports.

M. Skoberg: Même pour le port? Leur avez- 
vous présenté un mémoire?

M. McKenna: Oui, nous l’avons fait.

M. Skoberg: Quel argent cherchez-vous? 
Qu’est-ce qu’ils ont dit en ce qui concerne les 
travaux à accomplir?

M. McKenna: Cela figure dans le mémoire.

M. Skoberg: A peine.

M. McKenna: Je crois qu’il faut environ 3 
millions de dollars pour le dragage de la 
rivière; ensuite il faut savoir combien coûtera 
l’entretien, et je crois que cela reviendrait à 
quelques centaines de milliers de dollars, 
pour commencer.

M. Skoberg: Est-ce qu’il y aurait un fort 
accroissement du trafic, si on faisait le dra
gage à la profondeur requise?

M. McKenna: Oui, il y aurait une grande 
augmentation du commerce. A l’heure 
actuelle, en raison du fait qu’on ne peut rece
voir de navires ayant un tirant d’eau de plus 
de 21 pieds, vous m’avez entendu mentionner 
ici une surcharge de $6 la tonne. C’est dû non 
seulement au manque d’installations du quai 
de Newcastle, mais aussi au fait que parfois il 
faut expédier de Saint-Jean ou d’autres 
régions parce que les navires ne pourraient 
pas remonter la rivière, à cause des bancs de 
sable, ce qui coûte encore $6 la tonne. C’est 
une question de survie pour une de nos usines 
de pâte à papier. Ou bien on va corriger la 
situation ou bien ils vont fermer leurs portes.

M. Skoberg: Est-ce que la situation est fixe 
ou est-ce qu’elle empire?

M. Martin: Non.

M. Skoberg: La situation est constante.

M. Martin: Je l’ai utilisée pendant 45 ans 
sans dépenser un sou.

M. McKenna: On n’a jamais dépensé un 
seul sou pour la rivière à l’exception du pont.

M. Skoberg: Merci.

Le président: Merci beaucoup, messieurs. Il 
nous reste encore un mémoire du conseil 
municipal de Campbellton. Son Honneur le 
maire m’a téléphoné à midi et m’a demandé si 
on pourrait l’entendre cet après-midi. Il m’a 
dit qu’il était désolé, qu’il n’avait pu venir ce
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[Text]
1 told him if he could come this afternoon we 
would hear him.

His Worship Mayor J. W. MacDonald and 
Mr. J. M. Harquail.

Mayor J. W. MacDonald (Campbellion City 
Council): Mr. Chairman and members of the 
Committee, I am certainly very pleased to 
have this opportunity. I thank you, sir, for 
allowing us to appear before you. I am sorry 
we could not make the appointed time this 
morning.

You all have a copy of our brief. It is 
philosophical in nature as opposed to being 
in detail. We are discussing in it our geo
graphical problems. I am sure you have 
heard for the past two days about the geo
graphical problems of the Atlantic Provinces 
and how they put us in a difficult position to 
get our goods to market at a reasonable cost. 
If the Atlantic Provinces have a disparate 
economic condition, certainly we in the 
northern part of New Brunswick in relation 
to the rest of the Atlantic Provinces have an 
even more disparate position. We look upon 
Saint John, Halifax, Fredericton and Monc
ton with a great deal of envy. There is a lot 
of money spent down there on infrastruc
ture—on transportation infrastructure. We 
would like to see more spent on the north 
shore.

We all agree that we need industrial devel
opment in the Atlantic Provinces, and in 
order to get industrial development we need 
transportation infrastructure and a rational
ized transportation policy which will allow us 
to get our goods to market at a reasonable 
cost.

I have listened here this afternoon to a 
great amount of detail and I think it is a 
shame because when you talk about a corri
dor road, sure we need a corridor road. 
When you talk about Route 11, it goes with
out saying Route 11 is a cow trail at the 
moment and it is impossible to create any 
meaningful sort of economic development 
with a cow trail.

Our brief, you will notice, has mostly to do 
with rail and highways—the need for high
ways. We have dealt with rail on a philo
sophical basis; that is, we have examined an 
approach for higher subsidies to the railways 
and we also include in that the trucking 
firms. We feel that subsidies should go to the 
trucking firms as well. We feel that higher 
subsidies are in order.

The problem is how to get those subsidies 
to the carriers in the best possible fashion. 
We suggested that the CNR, for instance,

[Interpretation]
matin. Je lui ai dit que s’il voulait venir cet 
après-midi, nous l’entendrions. Son Honneur 
le maire J. W. MacDonald et M. J. M. 
Harquail.

Son Honneur le maire J. W. MacDonald 
(Conseil de la ville de Campbellion): Mon
sieur le président, messieurs les membres du 
comité, nous apprécions beaucoup cette occa
sion. Nous vous remercions de nous avoir per
mis de paraître devant vous.

Vous avez tous une copie de notre mémoire. 
Je dirais qu’il est plus philosophique que 
détaillé. Nous y discutons de nos problèmes 
géographiques. Je suis sûr que vous avez 
entendu depuis deux jours, tous les problè
mes géographiques des provinces de l’Atlanti
que, et comment ces problèmes nous placent 
dans une situation difficile pour essayer de 
mettre nos produits sur les marchés à des 
prix raisonnables. Si la situation est disparate 
du point de vue économique dans les provin
ces de l’Atlantique, dans le nord du Nouveau- 
Brunswick, notre situation est encore plus 
disparate. Nous regardons avec envie vers 
Saint-Jean, Halifax, Fredericton et Moncton. 
Beaucoup d’argent a été dépensé sur l’infra
structure mais nous voudrions qu’on fasse plus 
pour le nord.

Nous sommes tous d’accord qu’il nous faut 
développer industriellement les provinces 
atlantiques et pour le faire, il nous faut une 
infrastructure de réseaux de communications 
et une politique des transports qui nous per
mettraient de mettre nos produits sur les 
marchés à un prix raisonnable.

J’ai entendu beaucoup de détails cet après- 
midi, et je trouve que c’est dommage. Évi
demment, nous avons besoin d’un corridor 
routier, mais quand vous parlez de la grande 
route n° 11, il faut dire qu’elle est en piteux 
état à l’heure actuelle, et il est absolument 
impossible d’espérer un développement éco
nomique avec une route comme celle-là.

Notre mémoire traite principalement de 
grandes routes et de chemins de fer. Nous 
avons parlé des chemins de fer d’un point de 
vue philosophique; nous avons examiné la 
possibilité d’obtenir des subventions plus éle
vées pour les chemins de fer, et nous incluons 
là-dedans les sociétés de camionnage. Nous 
estimons que les sociétés de camionnage 
devraient être l’objet de subventions aussi. 
Des subventions plus élevées seraient 
souhaitables.

Maintenant, le problème c’est de savoir 
comment les remettre aux transporteurs de la 
façon la plus efficace? Nous avons dit, par
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since Donald Gordon’s time has become more 
autonomous. It is profit motivated.

We feel that profit motivation makes for 
more efficient and effective use of that trans
portation facility and we feel that any form 
of subsidization should not affect the autono
my of the railroad and the carrier—any car
rier, highway carrier as well We feel that 
some system, possibly financing or subsidiz
ing the shipper, may be some answer—but 
that is your problem, not ours. We feel there 
should be more subsidies and we feel that 
the autonomy of the carrier should be left 
intact.

That, briefly, is our position on highways. 
Certainly a highway is extremely important 
for a number of different reasons. The Prov
ince of New Brunswick is a poor province 
and if we are to have growth centres where 
we can accumulate much-needed community 
services such as schools, educational facili
ties, medical facilities, recreational and vari
ous community services, we have to get 
growth centre concepts to work and we need 
highways to do that.

We also have a beautiful province for tour
ist development and we in the northern part 
of the province, in my own city of Campbell- 
ton, have many hundreds of thousands of 
cars travelling in the area from the Gaspe 
Coast. We have a built-in tourist attraction in 
the Gaspe Coast and when they come into 
New Brunswick they scoot right across the 
northern part of the province because they do 
not dare go down Route 11. As I mentioned, 
it is in very bad condition.

Then there is the human side of this high
way situation—the high death toll in New 
Brunswick. In Northern New Brunswick it is 
the highest on the continent, and no wonder 
it is the highest on the continent. The roads 
are in terrible shape. That is our position on 
highways.

On air transport we would like to update 
our brief somewhat. I believe we said in the 
last couple of paragraphs that last year no 
airport facilities or air services existed. 
Indeed within the past year Charlo airport 
has been the beneficiary of direct air service 
from Charlottetown to Charlo to Montreal. 
That service, as has been mentioned by 
Mayor McKenna, is being used to a much 
greater degree than was thought to be possi
ble by the air carrier, EPA. Our position with 
regard to air facilities is that we really need 
them.

We agree with Mayor McKenna that we 
need another air service in the northern part 
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[Interprétation]
exemple, que depuis l’arrivé de Donald Gor
don, le CN est devenu plus autonome et il est 
plus orienté vers la rentabilité.

Cela rend beaucoup plus efficace l’emploi 
de leur mode de transport. Par conséquent, 
nous croyons que le mode de subvention ne 
devrait pas affecter l’autonomie du transpor
teur, qu’il s’agisse d’un transporteur routier 
ou non. Par conséquent, un système quelcon
que de subvention seraient peut-être la 
réponse, c’est votre problème et non le nôtre. 
Nous pensons qu’il devrait y avoir plus de 
subventions et que l’autonomie du transpor
teur devrait rester intacte.

Brièvement, voilà notre position en ce qui 
concerne cet aspect. Une autoroute est extrê
mement importante pour beaucoup de raisons. 
Notre province est pauvre et si nous devons 
avoir des centres de croissance où nous pour
rons avoir un regroupement des services 
nécessaires comme les écoles, les services 
médicaux, les services éducatifs, les services 
de loisirs et tous les services communautaires. 
Il faut absolument que cette idée des centres 
de croissance soit mise en vigueur et il nous 
faut des voies d’accès.

Nous avons une très belle province du point 
de vue de développement touristique, même 
dans ma propre ville de Campbellton, dans le 
nord de la province, il y a des milliers d’auto
mobiles qui passent, venant de la côte de la 
Gaspésie. La côte de Gaspésie est pour nous 
une bénédiction, mais quand les touristes 
arrivent au Nouveau-Brunswick, ils coupent à 
travers le nord, car ils ont peur de prendre la 
route n" 11 qui, comme je l’ai dit, est en très 
mauvais état.

Ensuite, il y a l’aspect humain de cette 
question des grandes routes. Le taux d’acci
dent est très élevé. Dans le nord du Nouveau- 
Brunswick, c’est le plus élevé du continent. 
La raison est très simple, c’est que les routes 
sont en très mauvais état. Voilà ce que nous 
pensons des routes.

Pour le transport aérien, nous voudrions 
mettre notre mémoire à jour. L’an dernier 
nous avions dit qu’aucun service aérien n’exis
tait, mais depuis un an, l’aéroport de Char
lo a bénéficié d’un service aérien direct 
de Charlottetown à Charlo et Montréal. 
Comme vous l’a mentionné le maire 
McKenna, on emploie ce service beaucoup 
plus que ne l’avait envisagé celui qui dessert 
la région, EPA. En ce qui concerne les instal
lations de transport aérien, nous croyons 
qu’elles sont nécessaires.

Nous sommes du même avis que M 
McKenna. Il faut un autre service aérien dans
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of the province and in the central part of the 
province. Charlo very definitely looks after a 
very large central area including the Gaspe 
Coast and the Kedgwick region and comes 
around and picks up Bathurst on the south
ern part so that it is performing a very 
valuable function. We also believe that feed
er service is also very important in the Mari
time Provinces.

We feel that Air Canada should be a trunk 
carrier with possibly two stops and that one 
regional air carrier doing a very good job 
and being given the opportunity to make 
some money by virtue of the fact that it has 
an opportunity to carry more passengers is 
the answer; in other words, a very strong 
regional air carrier that is making money.

That is our submission, Mr. Chairman, and 
we will be pleased to answer any questions.

Mr. Rose: Your Worship, I am very much 
interested in your presentation and also sym
pathetic to your problems which I have 
heard about in my two days in the Mari
times. I am not from the Maritimes myself 
but I can see that you have many problems 
similar to those in Western Canada, especial
ly the far west where I live. I was interested 
in what I feel is an internal inconsistency in 
what you had to say here and I would like 
you to clarify it for me. You said that you 
believe in the autonomy of a carrier or that 
the autonomy should not be altered of the 
CNR.

Autonomy to me means independence or 
self-direction. It seems to me that that is pre
cisely why you are here—to alter this auton
omy in the direction that would best serve 
you. Is that not so?

Mr. MacDonald: Not really. I feel that the 
CNR is the instrument of the policy which 
you gentlemen set and it does what is is told 
to do in certain basic areas. If what you ask 
it to do does not allow it to make a profit, 
then you have to subsidize it and it is at this 
very point that I am talking about autonomy.

It should be in the autonomous position of 
making profits—in other words, that when 
the financial statement is presented it does 
not show a tremendous loss because of bond 
interest, for instance. I feel that bond inter
est, the old bonds that are in the CNR’s 
statement, should be taken right out. And if 
you are paying a subsidy maybe you should 
pay it to the shipper so that he can pay the 
rate that the CNR needs to operate.

[Interpretation]
le nord et dans le centre de la province. 
Charlo s’occupe certainement d’une très vaste 
région centrale, y compris la côte de la Gas- 
pésie et la région de Kedgwick, il vient cher
cher des clients à Bathurst et dans le sud. il 
rend donc un très grand service. Nous 
croyons aussi qu’un embranchement serait 
très important pour les provinces Maritimes.

Nous estimons qu’Air Canada devrait être 
un transporteur pour la région, ayant peut- 
être deux escales, et le seul transporteur 
régional fait un excellent travail et aurait 
l’occasion de faire quelques profits, étant 
donné qu’il aurait l’occasion de transporter 
plus de voyageurs, voilà la réponse pour 
nous.

Voilà notre opinion, monsieur le président. 
Nous répondrons avec plaisir à vos questions.

M. Rose: Votre Honneur, j’ai été très inté
ressé dans votre mémoire et je compatis à 
vos problèmes, problèmes dont j’ai entendu 
parler au cours de ces deux jours dans les 
Maritimes. Je ne suis pas de la région, mais 
je peux voir que vous avez des problèmes 
analogues à ceux de l’ouest du Canada. Mais 
j’ai constaté une incohérence interne dans vos 
propos et je voudrais que vous précisiez. 
Vous dites que vous croyez dans l’autonomie 
d’un transporteur et qu’on ne devrait pas 
modifier l’autonomie du Canadien National.

L’autonomie signifie indépendance en ce 
qui nous concerne ou auto-gestion. C’est exac
tement la raison pour laquelle vous êtes ici 
pour modifier cette autonomie dans la direc
tion qui vous servirait le mieux. Exact?

M. MacDonald: Non pas exactement. Je suis 
d’avis que le National Canadien est l’instru
ment de la politique que vous établissez vous- 
mêmes, messieurs, et il fait ce que vous lui 
dites de faire dans certains secteurs donnés. 
Ce que vous lui demandez de faire ne lui 
permet pas de faire un bénéfice, alors vous 
devez le subventionner et c’est à ce sujet-là 
que je parle d’autonomie. Il doit être dans la 
situation autonome de faire des bénéfices.

En d’autres mots, lorsque le bilan est 
présenté, qu’il ne montre pas une perte très 
grande à cause de l’intérêt sur les obligations 
par exemple. Les anciennes obligations du 
bilan du National Canadien devraient dispa
raître. Si vous payez une subvention, vous 
pourriez la payer à l’expéditeur pour que ce 
dernier puisse payer les tarifs exigés par le 
National Canadien pour continuer son 
exploitation.
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Mr. Rose: You also mentioned that since 

Donald Gordon took over, the CNR was 
profit oriented, and you also said, if I am 
quoting you or paraphrasing you correctly, 
that this type of profit orientation brings 
about efficiency. Is that not exactly what you 
are suffering from in the northern part of 
New Brunswick—the efficiency of the CNR?

Mr. MacDonald: Exactly, because we do 
not have a national transportation policy.

Mr. Rose: Are you attempting to destroy 
this efficiency?

Mr. MacDonald: No, we are asking for 
higher subsidies. All we are saying is that in 
paying those higher subsidies, be careful not 
to interfere with the profit autonomy of the 
CNR.

Mr. Rose: You just want to take it out of 
one pocket and put it in another.

Mr. MacDonald: As I say, it is a philosoph
ical brief.

Mr. Rose: I am also arguing on philosoph
ical grounds.

Mr. MacDonald: Well, I am saying that we 
need more subsidies. And in the brief we say 
there should be only token freight rates.

Mr. Rose: You believe that the railroad 
then should serve a social policy.

Mr. MacDonald: Absolutely.

Mr. Rose: ... to bind the country together 
rather than be interested in a profit at all 
perhaps.

Mr. MacDonald: No, no, I did not say that. 
I said that you people have to pay the sub
sidy and the railway, in order to be efficient, 
has to make a profit. The problem is how do 
you pay those subisides and allow the rail
way to feel that it is making a profit— 
because you have told us it cannot in a 
certain area.

Mr. Chairman: Mr. Corbin.
Mr. Corbin: On page 4 you complain about 

the removal of the Ocean Limited from the 
Moncton-Campbellton-Montreal line. Natural
ly it was re-routed to our area from Monc
ton, Edmundston to Montreal. Now, do you 
not have other passenger trains?

Mr. MacDonald: Yes, we do.

[Interprétation]
M. Rose: Vous avez dit aussi que depuis le 

début de l’administration de M. Gordon, le 
National Canadien était orienté vers de plus 
grands bénéfices. Vous avez dit également que 
ce genre d’orientation entraîne une plus 
grande efficacité. N’est-ce pas exactement ce 
dont vous souffrez dans la région nord du 
Nouveau-Brunswick, l’efficacité du service du 
National Canadien?

M. MacDonald: Exactement, parce que nous 
n’avons pas de politique de transport national.

M. Rose: Vous voulez détruire cette 
efficacité?

M. MacDonald: Non, nous demandons des 
subventions plus élevées. Tout ce que nous 
avons à dire est que, en payant des subven
tions plus élevées, faites attention de ne pas 
vous ingérer dans l’autonomie des bénéfices 
du National Canadien.

M. Rose: Donc, vous voulez le prendre d’un 
côté et le mettre de l’autre.

M. MacDonald: Comme je dis, c’est un
exposé philosophique.

M. Rose: Mes arguments sont également 
philosophiques.

M. MacDonald: Je dis que nous avons 
besoin de plus de subventions et nous disons 
dans le mémoire qu’il nous faudrait un tarif 
marchandise qui ne soit que symbolique.

M. Rose: Alors, vous croyez que le chemin 
de fer devrait être sur un plan social...

M. MacDonald: Absolument.

M. Rose: ... pour lier le pays dans son 
ensemble plutôt que de s’intéresser à des 
bénéfices, peut-être?

M. MacDonald: Non, ce n’est pas ce que j’ai 
dit. J’ai dit que vous devez payer les subven
tions, et les chemins de fer, pour être effica
ces, doivent réaliser des bénéfices. Alors, 
comment payer ces subventions et permettent 
aux chemins de fer de croire qu’ils peuvent 
faire des bénéfices, parce que vous nous avez 
dit qu’ils ne pouvaient pas le faire dans cer
tains secteurs.

Le président: Monsieur Corbin.
M. Corbin: A la page 4, vous vous plaignez 

du fait qu’on a fait disparaître le service de 
l’Océan Limitée de la ligne Moncton-Camp- 
bellton-Montréal. Naturellement, l’itinéraire 
a été changé vers notre région, de Moncton- 
Edmundston à Montréal. A présent, n’avez- 
vous pas d’autres services-voyageurs?

M. MacDonald: Oui.
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Mr. Corbin: How many?

Mr. MacDonald: I believe we have two 
daily.

Mr. Corbin: You have two now. Would you 
not agree in principle that as Edmundston 
did not have one before, has one now, that 
everyone should be happy at the results.

Mr. MacDonald: We are not nearly as 
unhappy, Mr. Corbin, now that we have air 
service. But before we had air service it was 
an important and integral part of our pas
senger service. We felt that the government 
should have supplied Edmundston with an 
alternate service, that rather than take one 
from one place and put it in another they 
should have provided another train. And 
they did in fact provide the Cabot which I 
believe they then found cost too much money 
and took it off the service.

Mr. Corbin: But do you not think it is a 
little exaggerated to have three passenger 
trains on that line for a day?

Mr. MacDonald: I think it is more exag
gerated for us to attempt to move a lot of 
passengers by rail. I think we need more air 
traffic.

Mr. Chairman: Mr. Breau.

Mr. Breau: Mr. Chairman, first I would 
like to compliment the Mayor on this brief.

Do you think it would be more helpful to 
the Campbellton area, the northern New 
Brunswick area to have a transportation 
policy advocating transportation subsidies to 
provide industrial incentives rather than 
incentives to create jobs?

The Maritime Provinces Board of Trade 
wanted a subsidy so that they could get their 
materials to Montreal and be competitive. Do 
you people think that such a policy would be 
better than one that would create jobs?

Mr. MacDonald: I think we need both in 
the first instance.

Mr. Breau: But if you had a choice, which 
would you choose. I will refer directly to the 
program which gives a grant to get an indus
try started but does not look after the ones 
existing. Do you people think that this should 
be changed and should be taken care of by a 
transportation policy?

[Interpretation]
M. Corbin: Combien?

M. MacDonald: Deux par jour, je crois.

M. Corbin: Vous en avez deux maintenant, 
alors ne trouvez-vous pas, en principe, que si 
Edmundston n’en avait pas auparavant, et 
qu’elle en- a un maintenant, tout le monde 
devrait être heureux de ce résultat?

M. MacDonald: Nous ne sommes pas si mal
heureux. Monsieur Corbin, maintenant que 
nous avons un service aérien. Mais avant que 
nous ayons le service aérien, cela constituait 
une partie importante et intégrante de notre 
service-voyageurs. Nous étions d’avis que le 
gouvernement aurait dû donner à Edmunds^ 
ton un autre service plutôt que d’en prendre 
à un endroit et le transporter dans un autre 
endroit. Vous auriez dû donc, nous donner un 
autre train. De fait, ils nous ont donné le 
Cabot, qui je crois, s’est révélé trop dispen
dieux et fut retiré du service.

M. Corbin: Ne croyez-vous pas que c’est 
exagéré que d’avoir trois services-voyageurs 
passagers par jour sur cette ligné?

M. MacDonald: Je crois que c’est plus exa
géré pour nous que de tenter de déplacer bon 
nombre de voyageurs par rail. Nous avons 
besoin d’un meilleur service aérien.

Le président: Monsieur Breau.

M. Breau: Monsieur le président, tout d’a
bord, je désire féliciter le maire pour son 
exposé.

Croyez-vous que ce serait plus heureux 
pour la région de Campbellton, pour la région 
nord du Nouveau-Brunswick, d’avoir une 
politique en matière de transport qui préconi
serait des subventions pour les transports afin 
d’encourager l’industrie plutôt que d’encoura
ger la création d’emplois.

Le Board of Trade des provinces Maritimes 
voulait une subvention pour apporter leurs 
matériaux à Montréal et y faire concurrence. 
Croyez-vous que cette politique serait plus 
avantageuse que la politique de création 
d’emplois?

M. MacDonald: Je pense que nous avons 
besoin des deux, en tout premier lieu.

M. Breau: Mais si vous aviez le choix, 
lequel choisiriez-vous? Je vais parler directe
ment du programme qui donne une subven
tion pour ouvrir une industrie, mais ne s’oc
cupe pas des industries actuelles. Croyez-vous 
qu’on devrait être changé et qu’une politique 
en matière de transport devrait s’en occuper?
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Mr. MacDonald: There is no question about 

it, you cannot put industry in an area and 
expect it to sustain itself and be viable unless 
the basic ground work is there. Transporta
tion costs are too high. If you financed the 
industry 100% you still could not make a 
profit. So if they were a choice, obviously we 
would take lower transportation costs.

Mr. Breau: Now that Chatham is advocat
ing two air services for the North shore and 
Bathurst is trying to get an air service—EPA 
intended originally to go there but because of 
lack of facilities it had to go to Charlo—

Mr. MacDonald: They are very happy too,
I might say.

Mr. Breau:—do you not think it is time to 
have a good study made of regional air 
policy?

Mr. MacDonald: Very definitely so.

Mr. Breau: We have a problem in northern 
New Brunswick now—it is not really a prob
lem but somebody has to make up their 
minds where they are going to stop. Would 
you not think it would be better to have a 
very good study made and a policy decided 
upon rather than having two or three people 
saying that they are speaking for the same 
200,000 people.

Mr. MacDonald: Well, the biggest problem 
on the North shore gets right back to Route 
11, the highway system. I think that if we 
had a good highway system between Camp- 
bellton and Bathurst, either Charlo or Bath
urst would be a good spot. Then you need a 
study to indicate the better area. We are 
confident that Charlo is and you are confi
dent that Bathurst is, so obviously we need 
some kind of a study.

Mr. Breau: No, no, I am not necessarily 
saying that. I wholeheartedly agree with 
Charlo, but the only problem is that south of 
Bathurst—like you said, it takes in Bath
urst—there is nearly 100,000 people that do 
not have sufficient air service. So the necessi
ty for a study is indicated.

Mr. MacDonald: I think the study will 
prove that there is a need for two air 
services...

[Interprétation]
M. MacDonald: C’est bien évident. On ne 

peut établir une industrie dans une région et 
s’attendre à ce qu’elle se subvienne à elle- 
même et soit viable à moins que le travail 
essentiel ait été fait. Les coûts de transport 
sont trop élevés. Si vous financez l’industrie à 
fonds 100 p. 100, vous ne pourriez toujours 
pas réaliser de profit. Donc, s’il y avait un 
choix, il est évident que nous choisirions des 
coûts de transport moins élevés.

M. Breau: Maintenant que Chatham préco
nise deux services aériens, pour la côte Nord 
et que Bathurst essaie d’obtenir un service 
aérien aussi, E.P.A. avait d’abord l’intention 
de s’y rendre; et comme il n’y avait pas d’ins
tallations, ils ont dû se rendre à 
Charlottetown.

M. MacDonald: Ils sont heureux aussi, très 
heureux même.

M. Breau: Ne croyez-vous pas que le 
moment serait venu de faire une étude de la 
politique aérienne régionale?

M. MacDonald: Oui, définitivement.

M. Breau: Nous avons un problème dans le 
nord du Nouveau-Brunswick, pas un pro
blème, mais quelqu’un doit décider où l’on 
doit s’arrêter. Ne croyez-vous pas qu’il serait 
préférable de faire une très bonne étude plu
tôt que d’avoir deux ou trois personnes qui 
disent parler pour les mêmes 200,000 
personnes.

M. MacDonald: Tout d’abord, le plus grand 
problème qui se pose sur la côte Nord a trait 
directement à la question de la route 11, au 
réseau routier. A mon avis, si nous avions un 
excellent réseau routier entre Campbellton et 
Bathurst, Charlo ou Bathurst serait un excel
lent emplacement. Ensuite, il faudrait une 
étude pour indiquer quelle région serait la 
meilleure. Nous sommes persuadés que c’est 
Charlo et vous êtes convaincus que c’est 
Bathurst. Il faut donc qu’une certaine étude 
se fasse.

M. Breau: Non, ce n’est pas nécessairement 
ce que je dis. Je suis d’accord pour ce qui est 
de Charlo mais le seul problème est qu’au sud 
de Bathurst, comme vous dites, cela com
prend Bathurst, il y a environ près de 100,000 
personnes qui n’ont pas un service aérien 
convenable. Ainsi, la nécessité de faire une 
étude est toute indiquée.

M. MacDonald: Je pense que c’est l’étude 
qui prouvera que nous avons besoin de deux 
services aériens.

Mr. Breau: In the North shore area. M. Breau: Sur la rive nord?
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[Text]
Mr. MacDonald: .. .in the North shore.

Mr. Breau: That is all.

Mr. Chairman: Mr. Rock.

Mr. Rock: Your Worship, you said a while 
ago that people should use aircraft more than 
train, that the train is more or less obsolete 
for passenger service. At least this is the way 
I interpreted your remark. Are you not 
aware that there is an actual breakthrough 
today with the invention of the Turbo jet 
train which can do between 120 to 175 miles 
an hour?

There are some bugs in it right now but, 
like anything that is new, this is the case. If 
this is an actual breakthrough there will 
be a different outlook completely in respect 
of passenger service, more competition will 
be provided air services on short runs and 
possibly even stiffer competition to the truck
ing industry—if ever this fast train goes into 
production to provide passenger and possibly 
even freight service in the future.

Mr. MacDonald: I do not want to leave the 
impression that I think all rail passenger 
traffic is out. In talking with Mr. Corbin in 
that context all I said was that there were 
three passenger trains operating and now 
that we have air service two were sufficient, 
and possibly if we had better air service— 
that is, twice daily jet service—one passenger 
train would be sufficient.

But I certainly would be opposed to any 
federal government expenditure of millions 
of dollars for cost of infrastructure between 
Montreal and Halifax for such a Turbo train. 
I think it would be a waste of money. The 
distances in-between are too long—it is a 
thousand miles. Turbo trains may be fine 
between Osaka and Tokyo and between 
Montreal and Toronto, but I do not think 
they would work between Montreal and 
Halifax. The cost of them would be fantastic, 
the rail beds and this sort of thing.

Mr. Rock: I do not think you are aware of 
the possibilities of the Turbo jet train. They 
use the same bed. It is not the same thing as 
they have in Japan where it cost them bil
lions of dollars just for the bed. This is a 
completely different thing. You use the same 
tracks as there are today. The only problem 
you have is electronics as far as crossings are 
concerned.

[Interpretation]
M. MacDonald: Sur la rive nord.

M. Breau: C’est tout.

Le président: Monsieur Rock.

M. Rock: Votre Honneur, vous avez dit, il y 
a un moment, qu’on devrait avoir recours aux 
services aériens plutôt qu’aux services ferro
viaires, que le train est plus ou moins désuet 
pour le service-voyageurs. Du moins, voilà 
l’interprétation que j’ai donnée à vos observa
tions. Ne savez-vous pas qu’il y a une poussée 
qui se fait aujourd’hui à la suite de l’inven
tion du train turbo qui peut aller de 120 à 175 
milles à l’heure.

Il se pose des difficultés en ce moment mais 
comme dans toute chose nouvelle cela se pro
duit. Si c’est vraiment une poussée sur le 
marché, il y aura là une perspective complè
tement différente pour le service-voyageurs, 
plus de concurrence à l’égard du service 
aérien pour les courtes distances, et même 
une concurrence plus serrée avec l’industrie 
du camionnage, si jamais ce train rapide 
entre en production pour fournir le service- 
voyageurs et même le service marchandises à 
l’avenir.

M. MacDonald: Je ne veux pas créer l’im
pression que tout le service-voyageurs ferro
viaire est désuet. En parlant avec M. Corbin à 
ce sujet, tout ce que j’ai dit, c’est qu’il y avait 
trois trains desservant actuellement les voya
geurs et que, maintenant que nous avons le 
service aérien, deux seraient suffisants, et 
peut-être que si nous avions un meilleur ser
vice aérien, soit un service à réacté deux fois 
par jour, un seul train serait suffisant.

Mais je m’opposerais sûrement à ce que le 
gouvernement fédéral dépense des millions de 
dollars pour l’infrastructure à établir entre 
Montréal et Halifax, en vue d’un service de 
l’argent gaspillé. Les distances sont trop 
grandes, il s’agit de 1,000 milles, et les trains 
turbo sont peut-être bons entre Osaka et 
Tokyo, et entre Montréal et Toronto, mais je 
ne crois pas que cela puisse aller entre Mont
réal et Halifax. Le coût serait fantastique, 
les terres-pleins de la voie ferrée et tout le 
reste.

M. Rock: Je ne crois pas que vous soyez au 
courant des possibilités de ce train turbo. On 
utilise le même terre-plein. Ce n’est pas 
comme au Japon, où cela a coûté des mil
liards de dollars simplement pour le terre- 
plein. C’est entièrement différent. On utilise 
les mêmes voies que celles que nous avons. 
Le seul problème, c’est celui de l’électronique 
pour ce qui est des passages à niveau.
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[Texte]
Mr. Chairman: Mr. Perrault.

Mr. Perrault: Your Worship, do you not 
feel that you vastly over-simplified the ques
tion of economic development when you said, 
and I quote from your brief:

Our economic problem is our geograph
ical transport problem. It is our firm 
conviction the Maritime Provinces have 
the talents and the resources to compete 
providing the geographical considera
tions of transport are eliminated...

I suggest to you that this is a considerable 
over-simplication. I say this because in West
ern Canada we are faced with the problem of 
transportation as well in getting our goods to 
the mass markets of Canada. I think we have 
come to a realization that it takes more than 
equality on transportation rates to compete. 
That is my first question.

Mr. MacDonald: Obviously, in writing the 
brief to the Standing Committee on Trans
portation and Communications I might have 
qualified this by saying that transportation is 
only one of the factors in industrial develop
ment—it is only infrastructure, after all—and 
it does not take into account such things as 
entrepreneurial skills and risk capital which 
are indigenous to the area.

Mr. Perrault: It seems to me that the prob
lems of the Maritimes really began when the 
Maritimes began to be denied access to the 
populated markets of the Eastern States 
which were their natural markets. If we had 
access to the 20 million people of California 
we would be far more prosperous in British 
Columbia than perhaps we are at the present 
time.

Mr. MacDonald: Yes, I agree with you.

Mr. Perrault: I would like to know wheth
er you support the idea of industry by indus
try free trade or some form of freer trade to 
give you access to your natural markets 
instead of this obsession—and I do not mean 
it in a critical way—whether or not you can 
sell in the Toronto market—because Toronto 
is not the centre of the world.

Mr. MacDonald: As a matter of fact, there 
are more people between Boston and New 
York than there are in all of Canada, and I 
feel that is our natural market. How we get

[Interprétation]
Le président: Monsieur Perrault.

M. Perrault: Votre Honneur, ne croyez-vous 
pas que vous vous trouvez à simplifier à l’ex
trême le problème de développement écono
mique, lorsque vous dites, dans votre 
mémoire:

«notre problème économique est la consé
quence de nos difficultés de transport. 
Nous avons la conviction que les provin
ces maritimes ont les ressources et les 
qualités nécessaires pour soutenir la con
currence, à condition que les problèmes 
dus à notre situation géographique, soient 
résolus.»

Je crois que vous simplifiez à l’extrême. Je 
dis cela, parce que dans l’ouest du Canada, 
nous devons faire face aux problèmes de 
transports et à ceux d’acheminer nos produits 
vers les grands débouchés canadiens. Nous 
nous sommes rendu compte qu’il ne faut plus 
simplement de l’égalité des coûts de transport 
pour faire la concurrence. Voilà ma première 
question.

M. MacDonald: Oui, de toute évidence, en 
rédigeant le mémoire à l’intention du Comité 
permanent des transports et communications, 
j’aurais peut-être dû préciser et ajouter que 
le transport n’est qu’un des aspects du déve
loppement industriel, ce n’est que l’infrastruc
ture, après tout. On ne tient pas compte des 
aptitudes des entrepreneurs et des capitaux de 
spéculation qui sont indigènes à la région.

M. Perrault: Il semble que le problème des 
Maritimes a commencé lorsque les Maritimes 
se sont vues refuser l’accès au marché très 
grand des états de l’est qui était leurs débou
chés naturels. Si nous avions accès à la 
population de 20 millions de la Californie, 
nous serions beaucoup plus prospères en 
Colombie-Britannique que nous ne le sommes 
en ce moment.

M. MacDonald: Je suis tout à fait d’accord 
avec vous.

M. Perrault: Je voudrais savoir si vous êtes 
en faveur de cette idée de commerce libre 
d’industrie par industrie ou d’une forme de 
commerce plus libre pour avoir accès aux 
débouchés tout à fait naturels plutôt que de 
toujours poursuivre cette idée fixe, et je ne 
veux pas critiquer quoi que ce soit, de savoir 
si vous pouvez vendre sur le marché de 
Toronto, parce que Toronto n’est pas le cen
tre du monde, après tout.

M. MacDonald: De fait, il y a plus de per
sonnes entre Boston et New York qu’il y en a 
dans l’ensemble du Canada, et je trouve que 
c’est là notre débouché naturel. La façon dont
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[Text]
into that market depends, first, on transport 
because I, as a businessman, shipped to that 
market and transportation costs are too high 
for us to compete with people from Ontario, 
northern New York and so on. Now I feel 
that lower transportation costs are a must to 
get our products to that market.

I am talking about rail, to say nothing of 
the highway system that is needed to get 
products there cheaper. In so far as a free 
trade area is concerned, very definitely, and I 
think that we in the Maritimes have to look 
at this very very carefully and make sure 
that we do give it its proper position in our 
approach.

Mr. Perrault: The auto pact is now reaping 
benefits for Canadians. Why should it not be 
possible to reap benefits for the Maritimes 
and other areas through forest products, for 
example?

Mr. MacDonald: Yes, I agree.

Mr. Perrault: Do you in your own mind 
have a time limit on the length of time sub
sidy should be paid to the Maritimes or any 
other part of the country—because subsidy 
should be a temporary support until such 
time as an area has economically viable 
industry. Is that not correct?

Mr. MacDonald: But it can only have 
economically viable industry if the floor of 
transportation subsidy remains—because if 
you pull that floor out then you in fact take 
away one of the very basis of economic via
bility. What we are saying is that long-term 
subsidization is a must.

Mr. Perrault: Do you think, for example, 
that one industry located on the northern tip 
of Vancouver Island and another on the 
northern tip of Newfoundland should have 
absolute equality with industries established 
between those two points as far as the 
Toronto market is concerned? Would you 
eliminate all geographical differences?

Mr. MacDonald: Postage stamp rates, you 
mean?

Mr. Perrault: Yes, the postage stamp con
cept—the way we distribute power in some 
of the provinces.

[Interpretation]
nous pouvons entrer sur ce marché dépend 
tout d’abord du transport, parce que moi- 
même, à titre d’homme d’affaires, j’ai fait des 
expéditions vers ces marchés et les coûts du 
transport sont trop élevés pour que nous puis
sions faire concurrence à la population du 
nord de New York et de l’Ontario, et le reste. 
Je crois que des coûts de transport moins 
élevés sont essentiels pour pouvoir acheminer 
nos produits vers ces marchés.

Mais je parle du service ferroviaire sans 
parler du réseau routier dont nous avons 
besoin pour y acheminer nos produits à meil
leur compte. Pour ce qui est d’une région de 
libre échange, sûrement, je crois que nous, 
des Maritimes, devons étudier cette question 
très attentivement et nous assurer que nous 
lui accordons toute l’importance qu’elle 
mérite.

M. Perrault: Le pacte sur les automobiles 
procure maintenant des bénéfices aux Cana
diens. Pourquoi ne serait-il pas possible de 
procurer des bénéfices aux Maritimes et à 
d’autres régions aux moyens des produits fo
restiers, par exemple?

M. MacDonald: Oui, j’en conviens.

M. Perrault: A votre avis, est-ce que vous 
avez établi une limite quant au temps pen
dant lequel les subventions devraient être 
payés aux Maritimes ou aux autres régions 
du pays, parce qu’une subvention devrait être 
simplement un appui provisoire jusqu’à ce 
qu’une possède une industrie viable sur le 
plan économique. Est-ce exact?

M. MacDonald: On ne peut avoir des indus
tries viables sur le plan économique que si le 
minimum de subventions au transport 
demeure, parce que si vous faites disparaître 
ce minimum, vous enlevez alors le fond 
même de la viabilité économique. Nous disons 
que la subvention à long terme est une 
nécessité.

M. Perrault: Croyez-vous qu’une industrie 
qui se trouve au point nord- de l’île de Van
couver et une autre au point nord de Terre- 
Neuve devraient avoir égalité absolue avec 
les industries qui se trouvent entre ces deux 
points par rapport au marché de Toronto? 
Est-ce que vous feriez disparaître tout écart 
sur le plan géographique?

M. MacDonald: Comme on le fait pour le 
courrier.

M. Perrault: Oui, comme pour le courrier 
et la façon dont on répartit le pouvoir dans 
certaines provinces.
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[Texte]
Mr. MacDonald: I think it depends on the 

area. I do not have too much sympathy for 
the people who live in Campbell River 
because they live very well compared to the 
people in my area.

Mr. Perrault: One quarter of our B.C. peo
ple live on less than $3,000 a year. So let 
there be no illusions.

Mr. MacDonald: Well, we have very seri
ous poverty in our area. I feel that industrial 
development is obviously the only answer. I 
look upon it from that basis. The ramifica
tions of a postage stamp freight set-up...

Mr. Perrault: The cost would be considera
ble as well. But you are advocating, in other 
words, a postage stamp rate approach to the 
Maritime provinces...

Mr. MacDonald: Yes.

Mr. Perrault: .. .and the rest of Canada, or 
just the Maritimes?

Mr. MacDonald: No, I am not, because I 
feel that the problem is more acute here than 
it is in the rest of the country. I am not in 
favor of universal programs, you spend your 
money where it does more good, it seems to 
me.

Mr. Chairman: Mr. Homer.

Mr. Horner: I have just a few questions. 
Your Worship. I enjoyed listening to your 
brief and the philosophical approach to it.

Would you not say that in joining Confed
eration the Maritimes were guaranteed access 
to central Canada markets?

Mr. MacDonald: I guess I would say it, but 
I would not like to say it. I think the people 
in this area want to do something, provided 
we are given an opportunity to do it, and the 
hell with this talk about Confederation.

Mr. Horner: Would you also say then that 
the government should let the MFRA expire 
on March 22nd of this month?

Mr. MacDonald: Absolutely not. Take our 
position on the North shore. We do not have 
competitive means of transportation. We 
have no highways to put trucks on. So obvi
ously our rates are going to go sky high. 
Whereas between Montreal and Toronto...

[Interprétation]
M. MacDonald: Tout dépend de la région. 

Je ne sympathise pas tellement avec les gens 
de Campbell River qui sont très bien compa
rativement aux nôtres.

M. Perrault: Le quart de la population de 
la Colombie-Britannique vit avec moins 
de $3,000 par année. Ne nous faisons donc pas 
d’illusions.

M. MacDonald: Nous avons beaucoup de 
pauvreté dans notre région. Je crois que le 
développement industriel est, de toute évi
dence, la seule réponse à notre problème. 
Voilà donc la façon d’y penser. Les ramifica
tions d’un système de transport des marchan
dises analogue à celui du courrier.

M. Perrault: Le coût serait aussi élevé. 
Vous préconisez un principe analogue à celui 
du tarif postal pour les Maritimes.

M. MacDonald: Oui.

M. Perreault: Et le reste du Canada, ou 
seulement les Maritimes?

M. MacDonald: Non, parce que je crois que 
le problème est plus aigu ici qu’il ne l’est 
dans le reste du pays-. Et je ne suis pas en 
faveur de programmes universels; vous 
dépensez l’argent là où il donnera le plus 
d’avantages, il me semble.

Le président: Monsieur Homer.

M. Horner: Simplement quelques questions. 
J’ai écouté avec un vif intérêt votre mémoire 
et la pensée philosophique qui l’inspire.

En se joignant à la Confédération, croyez- 
vous que les Maritimes se sont garanti l’accès 
aux marchés du Canada central?

M. MacDonald: Je n’aimerais pas le dire, 
mais je crois que oui. Je pense que les gens 
de cette région veulent faire quelque chose, 
pourvu qu’on leur en donne l’occasion, et 
qu’importe tout ce qu’on dit au sujet de la 
Confédération...

M. Horner: Est-ce que vous diriez aussi que 
vous pouvez ou plutôt que le gouvernement 
devait laisser tomber le 22 mars prochain, les 
dispositions de la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes?

M. MacDonald: Pas du tout. Prenez notre 
situation sur la côte Nord. Nous n’avons pas 
de moyen concurrentiel de transport, nous 
n’avons pas de route pour les camions. Nos 
taux seront donc de beaucoup augmentés. 
Considérant qu’entre Montréal et Toronto...



584 Transport and Communications February 18, 1969

[Text]
Mr. Horner: The whole purpose of the 

MFRA is to attempt to tie the Maritimes to 
the rest of Canada—to make it available to 
the Maritimes. I think you will agree that 
this is part of the reason for it

Mr. MacDonald: Right.
Mr. Horner: Now if you accept that, do 

you believe that this principle should follow 
in all three means of transportation—roads, 
rail and air? In other words, under the 
MFRA there is a 20 per cent subsidy for 
freight on railroads out of the Maritimes 
region. Do you believe that there should be a 
20 per cent subsidy for the establishment of 
a regional air policy or a regional air line 
within the Maritimes?

Mr. MacDonald: That is too technical a 
question.

Mr. Horner: Would you believe in that 
principle though? I do not care whether you 
say 25 or 30, 15 or 10.

Mr. MacDonald: Yes, if air service is criti
cal for the development of an area then I say 
if it costs 100 per cent then you must do it, in 
the sense that there has to be some cost 
benefits in these things.

Mr. Horner: But you believe that the same 
principle should carry on?

Mr. MacDonald: Yes.
Mr. Horner: And the same should be true 

with roads?
Mr. MacDonald: Yes, very definitely so.
Mr. Horner: Then, from a taxpayers point 

of view, where does the equalization grant fit 
into this scheme, particularly in reference to 
roads? Roads fall particularly within the 
jurisdiction of the provincial government. We 
in the Province of Alberta are told that we 
are wealthy and therefore we get no pay
ments under the equalization grant while the 
Maritimes, particularly New Brunswick I 
suppose, get their share. Would it not be 
logical to assume that part of the equaliza
tion grant should be used to build roads in 
this province?

Mr. MacDonald: Well, it is a provincial 
responsibility and if its program has a logical 
approach to the federal government’s plan

[Interpretation]
M. Horner: Les dispositions de cette Loi ont 

pour but d’essayer de rattacher les Maritimes 
au reste du Canada pour que les taux soient 
convenables aux Maritimes. Je pense que 
vous conviendrez que c’est un peu pour cette 
raison.

M. MacDonald: Oui.
M. Horner: Maintenant, si vous acceptez 

cela, croyez-vous que ce principe devrait être 
valable pour les trois modes de transport, 
routier, ferroviaire et aérien? En d’autres ter
mes, en vertu de cette Loi sur les taux de 
transport des marchandises dans les provinces 
Maritimes, il y a 20 p. 100 de subvention 
pour les marchandises transportées par che
min de fer à l’extérieur des Maritimes. 
Croyez-vous qu’il devrait y avoir une subven
tion de 20 p. 100 pour l’établissement d’une 
politique aérienne régionale ou d’un service 
aérien à l’intérieur des Maritimes?

M. MacDonald: Cette question est trop 
technique.

M. Horner: Croyez-vous en ce principe? 
Cela m’importe peu si vous dites 25 ou 30, 15 
ou 10.

M. MacDonald: Oui, si le service aérien est 
essentiel pour le développement d’une région, 
alors s’il en coûte 100 p. 100, vous devez le 
faire en ce sens qu’il y aura sûrement des 
bénéfices dans ce genre de choses.

M. Horner: Mais vous dites que le même 
principe doit être maintenu.

M. MacDonald: Oui.
M. Horner: Et la même observation vaut 

pour les routes?
M. MacDonald: Oui, définitivement.
M. Horner: Pour ce qui est du contribuable, 

alors, où vient s’inscrire la péréquation id, 
surtout en ce qui concerne les routes. Les 
routes incombent essentiellement aux gouver
nements provinciaux. Nous, dans la province 
de l’Alberta, passons pour être riches, donc, 
nous ne recevons pas de paiement en vertu de 
la péréquation et les Maritimes, surtout le 
Nouveau-Brunswick, je présume qu’elles 
reçoivent leur part. Ne serait-il pas logique 
alors d’en conclure que cette partie de la 
péréquation devrait être utilisée pour la cons
truction de routes dans cette province?

M. MacDonald: Si c’est du ressort provin
cial, et que le programme provincial se rap
proche logiquement du plan fédéral pour un
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[Texte]
for a road system, then it should be given the 
money to do it—provided you are satisfied.

Mr. Horner: Much of your brief dealt with 
road conditions and that is why I brought 
this up. Do you not agree that roads are 
different than air in that regional air policies 
fall fairly well within the federal govern
ment’s jurisdiction.

Mr. MacDonald: I think you have to diffe
rentiate here between subsidies that are paid 
to carriers on an operating basis and money 
that is put into the infrastructure—that is, a 
capital expenditure and an operating expen
diture. We say that the federal government is 
responsible to provide airport facilities...

Mr. Horner: Yes, I agree.

Mr. MacDonald: ... at least the runways, 
and that is a capital expenditure, and if 
necessary to pay a subsidy to the air carrier. 
The same thing is true on highways...

Mr. Horner: No. I think equalization grants 
should be used for the highways within 
the province.

Mr. MacDonald: I do not care how they 
come, but they should come.

Mr. Chairman: Gentlemen, this concludes 
the questioning.

[Interprétation]
réseau routier, alors, on devrait donner à la 
province l’argent pour le réseau routier, 
pourvu que vous soyez convaincus de la 
chose.

M. Horner: Mais vous avez parlé de l’état 
des routes. C’est la raison pour laquelle je 
vous en parle. Ne convenez-vous pas que les 
routes sont différentes du service aérien du 
fait que les politiques aériennes régionales 
relèvent en grande partie du gouvernement 
fédéral?

M. MacDonald: Il faut établir une distinc
tion entre les subventions payées aux trans
porteurs et l’argent qui est mis dans l’infra
structure, c’est-à-dire entre les dépenses en 
infrastructure et les dépenses d’exploitation. 
Nous disons que le gouvrenement fédéral 
doit assurer les services d’aérogare...

M. Horner: Oui, j’en conviens.
M. MacDonald: ... au moins, les pistes, et 

ce sont là des dépenses en immobilisations, et 
il est nécessaire de verser des subventions 
aux transporteurs aériens. La même observa
tion va pour les routes ...

M. Horner: Je pense que la péréquation 
devrait être utilisée pour les routes dans la 
province.

M. MacDonald: Cela m’importe peu com
ment les subventions sont versées, mais elles 
devraient l’être.

Le président: Voici la fin de la période de
questions.



586 Transport and Communications February 18, 1969

APPPENDIX "C"

SUPPLEMENTAL SUBMISSION TO THE 
STANDING COMMITTEE 

ON
TRANSPORTATION AND 

COMMUNICATIONS 
BY

THE SAINT JOHN BOARD OF TRADE 
Mr. Chairman and Gentlemen:

In our presentation to you of February 13, 
1968, the section on air transportation 
referred to the growing importance of air 
traffic and emphasized the need for the 
improved movement of passengers and cargo 
by air within the Atlantic Region, and for 
proper connections with outside points.

We stated; “With the increasing impor
tance air traffic is playing in the development 
of our economy, and keeping in mind the 
improvement in air transport that will be 
necessary to facilitate the proper develop
ment of this growth centre, it is deemed 
advisable at this time to consider long-range 
planning to determine the best method of 
providing improved service.

We think it is clear that if Saint John is 
ever to become an important growth centre, 
it is essential that there be available in this 
area an all weather airport facility capable 
of taking its place on major international air 
routes.”

Since the preparation of that presentation 
to you last year, our Board has given a 
considerable amount of further study to this 
subject which warranted the need for this 
supplemental brief.

Major changes are taking place in all 
modes of transportation. Air Transportation 
is now entering a new era and it is important 
that New Brunswick prepares itself for the 
new jet age.

Western New Brunswick, at the present 
time, does not have an airport to service the 
next generation of aircraft that will be 
brought into service within the next three 
years. New Brunswick needs a proper airport 
in a location to serve its major industrial 
centre, Saint John, as well as the Capital of 
the Province, Fredericton.

The purpose of this presentation is to urge 
that the Government of Canada initiate an 
immediate technical study to establish the

APPENDICE «C»

MÉMOIRE SUPPLÉMENTAIRE 
PRÉSENTÉ PAR

LA CHAMBRE DE COMMERCE DE
SAINT-JEAN AU COMITÉ PERMANENT 

DES TRANSPORTS ET DES 
COMMUNICATIONS

Monsieur le président, Messieurs,
Dans le mémoire que nous avons présenté 

le 13 février 1968, la partie concernant le 
transport aérien signalait l’importance crois
sante des déplacements par avion et mettait 
en relief le besoin d’améliorer le transport 
aérien des voyageurs et des marchandises 
dans la région atlantique, ainsi que la néces
sité de liaisons aériennes convenables avec les 
points situés à l’extérieur de la région.

Nous déclarions dans ce mémoire que, vu 
l’importance croissante du rôle joué par le 
transport aérien en rapport avec notre expan
sion économique, et compte tenu de l’amélio
ration qui s’impose si l’on veut favoriser un 
développement convenant à notre centre d’ex
pansion, il était recommandable de songer à 
une planification à long terme afin de définir 
la méthode la plus propice au perfectionne
ment du service.

Il est évident, croyons-nous, que si Saint- 
Jean doit devenir un important centre d’ex
pansion, la région doit absolument avoir un 
aéroport susceptible de fonctionner par tous 
les temps et capable d’être inclus au nombre 
des escales des grandes lignes aériennes 
internationales.

Depuis la rédaction du rapport qui vous fut 
soumis l’an dernier, notre Chambre de com
merce a accordé à la question un examen 
beaucoup plus approfondi; c’est pourquoi il 
est devenu nécessaire de vous fournir ce rap
port supplémentaire.

Tous les modes de transport subissent pré
sentement des modifications profondes. Le 
transport par air se trouve sur le seuil d’une 
ère nouvelle, et il importe que le Nouveau- 
Brunswick se prépare au transport par 
réactés.

L’Ouest du Nouveau-Brunswick ne possède 
pas actuellement d’aéroport pouvant s’adapter 
à la prochaine génération d’avions, qui sont 
censés être mis en service d’ici trois ans. Le 
Nouveau-Brunswick a besoin d’un bon aéro
port, situé dans un endroit d’où il pourra 
desservir le principal centre industriel Saint- 
Jean, de même que la capitale, Fredericton.

Le but du présent mémoire est de prier 
instamment le gouvernement du Canada d’en
treprendre sans délai une étude technique en
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appropriate location, easily accessible from 
both Saint John and Fredericton, for a new 
airport of international standards to serve 
south western New Brunswick.

Changes in Regional Air Transportation
The new aircraft entering the service of 

Air Canada will require the Government to 
establish a new air transportation policy.

In the last twenty years, airlines were 
equipped to serve short-haul, point-to-point 
service. For example, a main line carrier like 
Air Canada would serve Montreal, Quebec, 
Fredericton, Saint John, Moncton, Halifax, 
Yarmouth, Sydney, Gander, Stephen ville and 
St. John’s. Aircraft of that day could be 
economically used on short-haul routes. 
However, with the advent of the jets, it is 
generally recognized a new policy will be 
is uneconomic for main line carriers to serve 
implemented by the Government because it 
these short-haul routes.

It is expected a new three level policy will 
be created.

A. Main line carriers will be used for 
international and long-haul routes using 
large jet aircraft serving fewer com
munities. Perhaps only two or three such 
areas would be served in the Atlantic 
Provinces.

B. Regional carriers would serve 
short-haul routes with small jets or tur
boprop aircraft and these would link the 
many other centres of population in the 
Maritime Provinces.

C. Flying Clubs, chartered aircraft and 
other feeder lines would provide services 
for the many smaller communities.

At the present time, the Saint John and 
Fredericton areas are served only by Air 
Canada which use Viscount and Vanguard air
craft. Within three years, these aircraft will be 
phased out of existence and will be replaced 
by the jets. These jets are designed principal
ly for flights in the vicinity of 500 miles and 
it will be uneconomic for them to fly into 
both Saint John and Fredericton.

One of the fastest growing modes of trans
portation is air cargo. During the past few 
years, air cargo has been growing at the rate 
of 25% per year. It is important for Saint 
John and Fredericton to have proper facili
ties for the handling of air cargo.

vue de choisir un emplacement approprié, qui 
soit d’accès facile à partir tant de Saint-Jean 
que de Fredericton, et où l’on aménagera un 
nouvel aéroport international qui desservira 
le Sud-Ouest du Nouveau-Brunswick.

Évolution du Transport Aérien Régional 
Les nouveaux modèles d’avions utilisés par 

Air Canada obligera le gouvernement à éta
blir une nouvelle politique de transport 
aérien.

Au cours des vingt dernières années, les 
lignes aériennes étaient équipées pour fournir 
un service sur étapes courtes. Ainsi, un grand 
réseau aérien tel que celui d’Air Canada pou
vait desservir Montréal, Québec, Fredericton, 
Saint-Jean, Moncton, Halifax, Yarmouth, 
Sydney, Gander, Stephenville et Saint-Jean, 
(Terre-Neuve). Les avions d’alors pouvaient 
être employés à bon compte sur de courts 
trajets. A cause de l’avénement de l’avion 
réacté, toutefois, on admet généralement que 
le gouvernement mettra en œuvre une politi
que nouvelle, car il est contraire à l’économie 
d’employer des appareils de long-courrier sur 
ces étapes courtes.

On prévoit la création d’une politique 
répartie sur trois échelons.

A. Les grandes lignes aériennes ne 
feront que le service international et les 
trajets à long cours et elles emploieront 
de gros réactés qui desserviront un plus 
petit nombre d’agglomérations. Il se peut 
que seulement deux ou trois régions de 
cette importance soient desservies dans 
les provinces atlantiques.

B. Les lignes aériennes régionales s’oc
cuperaient des trajets courts en y utlisant 
des petits réactés ou des turbopropul- 
seurs, lesquels relieraient entre eux les 
nombreuses autres agglomérations des 
provinces Maritimes.

C. Les aéro-clubs, les avions nolisés et 
autres lignes secondaires fourniraient les 
services requis par un grand nombre de 
collectivités plus petites.

A l’heure actuelle, les zones de Saint-Jean 
et Fredericton sont desservies uniquement 
par Air Canada au moyen d’avions Viscount 
ou Vanguard. D’ici trois ans, ces aéronefs 
seront remplacés par des réactés qui ont été 
conçus principalement par des vols d’environ 
500 milles, et il ne sera pas économique de 
desservir Saint-Jean et Fredericton.

Le transport des marchandises par air croît 
à un rythme accéléré: depuis quelques 
années, le transport aérien des marchandises 
dotées des installations nécessaires à ce genre 
augmente à raison de 25 p. 100 par année. Il 
importe que Saint-Jean et Fredericton soient 
de transport.
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Air Cargo and the Jets

Just as many changes are taking place in 
water transportation with the advent of the 
super cargo ships, similar changes are taking 
place in air cargo transportation with the 
introduction of the jet airliners. The cost 
factors of air cargo shipping are becoming 
more and more competitive with other forms 
of transportation. The new generation of 
cargo aircraft are being designed with 
capabilities to handle containers which will 
further reduce the cost. Containers will be 
loaded and unloaded, warehoused and dis
tributed from airports by rail, road and 
water. These major airports will become 
important distributors of goods. A portion of 
the traffic using container ships will be 
required to be transported from coastal 
points to inland markets by air. It is impor
tant that such a major airport be closely 
integrated with other modes of transportation. 
Such an airport near Saint John would make 
use of the facilities, available at the Port of 
Saint John. It would enable the Saint John 
and Fredericton areas to accommodate all 
forms of traffic in the fast developing trans
portation system, and like Rotterdam, would 
enable this province to become the focal 
point for transporting goods on Canada’s 
eastern seaboard.

Air traffic continues to grow, and it is 
estimated that by 1970 air freight volume on 
the continent would have increased by 240% 
from 1965, and a further 135% by 1975. A jet 
facility not now available in New Brunswick 
would benefit from these conditions.

The alternative is, unless the Atlantic 
Provinces have these facilities to accommo
date the new type of traffic, the region will 
be cut off from the major part of world 
commerce and its satellite role to Central 
Canada will be reinforced.

Other Factors
Since it is an established fact that indus

tries locate close to transportation facilities, 
an airport on international trade routes 
would inevitably attract business to New 
Brunswick. With transportation to principal 
markets less of a factor, producers would 
undoubtedly take advantage of lower produc
tion costs and the availability of labour to 
locate in the area. Such an airport would 
open new markets for New Brunswick 
products, notably, lobsters and shrimp, now 
originating near Saint John.

Le transport aérien des marchandises et les 
réactés

Tout comme l’avènement du super-cargo a 
grandement modifié le transport maritime, 
l’apparition des réactés a occasionné des 
changements au transport aérien. Le coût du 
transport des marchandises par air permet 
une concurrence de plus en plus poussée avec 
les autres modes de transport. Les avions les 
plus récents transporteurs de marchandises 
sont conçus en prevision des conteneurs, ce 
qui aidera à réduire les frais. Les conteneurs 
seront chargés et déchargés, entreposés et 
distribués à partir des aéroports par train, 
par camion ou par bateau. Ces grands aéro
ports deviendront d’importants centres de dis
tribution des marchandises. Une partie des 
marchandises conteneurisées devra être trans
portée par avion, depuis la côte jusqu’aux 
marchés intérieure. Tout aéroport de cette 
importance devrait être relié étroitement aux 
autres modes de transport. Ainsi, un aéroport 
situé près de Saint-Jean pourrait mettre à 
profit les services offerts par le port de cette 
ville. Ceci permettrait aux régions de Saint- 
Jean et de Fredericton de recevoir tous les 
genres de trafic qui forment un réseau de 
transport en pleine évolution et, à l’exemple 
de Rotterdam, la province pourrait devenir le 
pivot du transport des marchandises sur la 
côte est du Canada.

La circulation aérienne continue à s’accroî
tre et l’on estime qu’en 1970, le volume du 
transport aérien sur notre continent aura aug
menté de 240 p. 100, par rapport à 1965; d’ici 
1975, il se sera accru d’encore 135 p. 100. Un 
service de réactés, dont le Nouveau-Bruns
wick est actuellement privé, pourrait béné
ficier de telles conditions. Par contre, si les 
provinces atlantiques ne jouissent pas des ser
vices requis par ce nouveau genre de trafic, 
elles se trouveront isolées de la majorité du 
monde commercial et, plus que jamais, elle 
demeurera un satellite de la partie centrale 
du Canada.

Autres facteurs
Puisqu’il est reconnu que les industries 

s’installent tout près des moyens de transport, 
un aéroport international attirerait infaillible
ment des affaires au Nouveau-Brunswick. 
Comme le transport vers les grands mar
chés constituerait alors un facteur de moindre 
importance, il ne fait pas doute que les pro
ducteurs tireraient parti des frais de produc
tion réduits et de la disponibilité de la main- 
d’œuvre pour s’établir dans la région. Un tel 
aéroport ouvrirait de nouveaux débouchés 
aux produits du Nouveau-Brunswick, entre 
autres le homard et la crevette produits typi
ques de la région de Saint-Jean.
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The jets require a long flat approach to an 
air field and because of noise and safety 
factors, must be well cleared of built up 
areas. The amount of land required is some
thing in the vicinity of 2,000 acres. Length of 
runways—both primary and secondary— 
must be in the region of 12,000 feet with 
good approaches from each quadrant.

Location
Both Saint John, the industrial centre of 

New Brunswick, and Fredericton, the capital 
with C.F.B. Gagetown, require the services of 
a main line airport.

Saint John is the largest industrial city of 
the Province. It has an even greater industri
al future with the proposed superport and 
the multi-Indus trial complex and will gener
ate large volumes of air cargo. Saint John is 
now the largest population centre in New 
Brunswick and, as a major growth centre, 
has the greatest potential future. It is now 
well served by both railways, has a road 
network geared to serve Maritime, eastern 
Canadian and northeastern United States 
market areas. The market area for Saint 
John-Fredericton extends from Woodstock to 
Sussex and St Stephen, which includes a 
population in excess of 250,000 people.

Fredericton, as the capital of the Province, 
should be served by an international airport. 
Visitors from across Canada and from inter
national points come to the capital. In 
addition, the proximity of C.F.B. Gagetown, 
Canada’s largest armed forces base, would 
lead to its use by the armed forces in their 
new mobile protective role. Fredericton 
serves a large farming area and certain com
modities could reach world markets through 
air freight containerization.

The present airport facility at Saint John 
has reached its full potential. Geographic and 
weather conditions are such that expansion 
of this facility to international standards is 
not practical, but it will continue to serve an 
important role as a regional airport.

The airport at Fredericton can not be 
expanded to meet the conditions of an inter- 
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Les réactés ne peuvent atterrir sans une 
longue approche libre d’aspérités et à cause 
du bruit et pour motifs de sécurité, ils doivent 
descendre à bonne distance des zones habi
tées. Il faut environ 2,000 acres de terrain 
pour aménager un aéroport. La longueur des 
pistes d’atterrissage, tant primaires que 
secondaires, doit être d’environ 12,000 pieds 
et les pistes doivent être munies de toutes 
parts d’approches convenables.

Emplacement
La ville de Saint-Jean, centre industriel du 

Nouveau-Branswick, et la capitale, Frederic
ton, ainsi que le centre militaire de Gage
town, ont besoin des services d’un aéroport 
de premier ordre.

Saint-Jean est la plus importante ville 
industrielle de la province. L’avenir de ses 
industries sera encore plus prometteur lors
que seront réalisés le superport et l’ensemble 
industriel mixte que l’on projette. Saint-Jean 
pourra alors fournir de grosses cargaisons au 
transport par air. La ville compte en outre la 
plus forte population du Nouveau-Brunswick 
et, en sa qualité de principal centre d’expan
sion, sa prospérité éventuelle est la plus évi
dente de toutes. Bénéficiant des services des 
deux grands réseaux ferroviaires, elle pos
sède également un ensemble de routes con
çues dans le but de desservir les provinces 
maritimes, l’ISst du Canada et le Nord-Est des 
États-Unis, avec les débouchés commerciaux 
qui s’y trouvent. La région de Saint-Jean et 
de Fredericton, aux fins du commerce, s’étend 
de Woodstock à Sussex et Saint-Stephen, et 
on y dénombre une population de plus de 
250,000.

Fredericton, étant la capitale de la pro
vince, devrait être desservie par un aéroport 
international. Elle reçoit des visiteurs venus 
de toutes les parties du Canada et de pays 
étrangers. De plus, le voisinage du centre 
militaire de Gagetown, la base la plus consi
dérable des Forces armées au pays, amènera 
ces dernières à utiliser l’aéroport dans l’exé
cution de leur nouveau système de protection 
mobile. Fredericton dessert une région agri
cole très étendue et certaines denrées pour
raient être expédiées vers les marchés mon
diaux grâce à la conteneurisation.

Les services de l’aéroport actuel de Saint- 
Jean servent à pleine capacité. Les conditions 
géographiques et climatiques, toutefois, sont 
telles qu’il ne serait pas pratique de remode
ler cette installation suivant les normes inter
nationales. Il n’en continuera pas moins à 
jouer un rôle important sur le plan régional.

L’aéroport de Fredericton ne peut être 
remodelé de façon à répondre aux exigences
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national airport, but likewise, will continue 
to serve as an important regional airport.

In conclusion, we submit that an airport of 
international standards must be constructed in 
southwestern New Brunswick. Several suita
ble locations exist in close proximity to both 
the Saint John and Fredericton areas but our 
committee does not feel qualified, at this 
time, to recommend a specific site.

We, therefore, urge the Government of 
Canada to initiate an immediate technical 
study to establish the appropriate location for 
a new airport of international standards to 
serve southwestern New Brunswick.

Endorsed by: Fredericton Board of Trade

d’un aéroport international mais il continuera, 
lui aussi, à être un important aéroport 
régional.

Nous recommandons, pour terminer, la 
construction d’un nouvel aéroport répondant 
aux normes internationales dans le Sud-Ouest 
du Nouveau-Brunswick. Plusieurs emplace
ments situés tout près de Saint-Jean et de 
Fredericton conviendraient à cette fin, mais 
notre comité ne se croit pas en mesure d'en 
recommander un en particulier, pour le 
moment du moins.

Nous prions donc instamment le gouverne
ment du Canada d'entreprendre sans délai 
une étude technique en vue de désigner 
l’emplacement d’un nouvel aéroport interna
tional qui desservira tout le Sud-Ouest du 
Nouveau-Brunswick.
Appuyé par la Chambre de commerce de 
Fredericton.
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APPENDIX "D"

Summary Brief Prepared for Submission to 
The Standing Committee on Transport and 
Communications of the House of Commons— 
April 26, 1968

SUMMARY

1. Freight Rates: The Atlantic Provinces 
are entitled to freight rates which will enable 
manufacturers to operate within the province 
and to reach the markets of Central Canada 
at a competitive price. Freight rate adjust
ments alone will not solve our economic 
problems. These problems are tied to federal 
transportation, monetary, and tariff policies.

2. Railway Co-operation: There should be 
much more co-operation between the two 
railways in the use of existing rail lines in 
New Brunswick.

3. Unfair Competition:
(a) While the railways may have to operate 

at a loss in order to serve some isolated 
areas, the C.N.R. should not be able to use 
the taxpayers’ money to cut rates for the 
express purpose of forcing the railway’s com
petition out of business. There is clear evi
dence the C.N.R. has done just that.

(b) When faced with competition from 
coastal shipping or river shipping, C.N.R. 
rates have been reduced to meet that compe
tition and to eliminate it. I question whether 
attempts to eliminate coastal and river ship
ping is in the public interest, especially when 
Canadian taxpayers, including those in the 
Atlantic region, must finance the C.N.R.’s 
deficit operation.

4. Harbour Development: The development 
of Saint John Harbour must be undertaken 
to assure the future importance and growth 
of Saint John, New Brunswick’s largest city. 
Consideration should be given to the study of 
new breakwaters with the aim of greatly 
expanding the area of the existing harbour 
and providing a protected anchorage area in 
what is now the outer harbour. The people of 
New Brunswick should be assured of the 
development of Saint John Harbour to its 
fullest potential.
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APPENDICE -D-

Résumé du mémoire 
rédigé à l’intention du 
Comité permanent des transports et 
des communications de la Chambre des com
munes—le 26 avril 1968.

RÉSUMÉ

1. Tarifs-marchandises: Les provinces 
atlantiques ont droit à des tarifs-marchandi
ses qui permettent aux fabricants de faire 
affaires dans la province et d’atteindre les 
marchés du Canada central à des prix concur
rentiels. Néanmoins, le rajustement des tarifs- 
marchandises ne résoudra pas à lui seul nos 
problèmes économiques. Ces problèmes sont 
liés aux politiques fédérales à l’égard des 
transports, des finances et des tarifs.

2. Collaboration des chemins de fer: Il 
devrait y avoir beaucoup plus de collabora
tion entre les deux chemins de fer dans l’u
sage des voies actuelles au Nouveau-Bruns
wick.

3. Concurrence déloyale:
a) Il se peut que les chemins de fer doivent 

exploiter à perte pour desservir certaines 
régions isolées, mais le Canadien-National ne 
devrait pas pouvoir utiliser l’argent des con
tribuables à couper les prix dans le but même 
d’acculer à la faillite les concurrents du che
min de fer. Les témoignages sont probants 
que ce’st précisément ce qu’a fait le Canadien- 
National.

b) Face à la concurrence des entreprises 
côtières ou fluviales de transport par eau, les 
taux du Canadien-National ont été réduits 
pour affronter cette concurrence et l’éliminer. 
Je doute que ces tentatives d’éliminer les 
transports côtiers et fluviaux soient dans l’in
térêt public, surtout si Ton songe que ce sont 
les contribuables canadiens, y compris ceux 
de la région atlantique, qui doivent faire les 
frais des opérations déficitaires du Canadien- 
National.

4. Expansion portuaire: Il faut agrandir le 
port de Saint-Jean afin d’assurer l’importance 
et la croissance futures de la ville de Saint- 
Jean, la plus grande du Nouveau-Brunswick. 
On devrait envisager la possibilité de cons
truire de nouveaux brise-lames afin d’accroî
tre considérablement la superficie du port 
actuel et d’établir un mouillage abrité dans ce 
qui constitue présentement les approches du 
port. On devrait donner à la population du 
Nouveau-Brunswick l’assurance du dévelop
pement optimum du port de Saint-Jean.
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5. Designated Areas: The cities of Saint 
John and Fredericton are not included in the 
government’s industrial incentive program 
for so-called designated areas. In the Atlantic 
Provinces, long recognized as a depressed 
area of Canada, the major cities should not 
be deprived of this growth incentive. The 
City of Saint John must quickly more than 
double in size if it is to attain a position that 
would enable it, on its own, to stimulate its 
own growth and development and, in so 
doing, enhance the economy of the province.

6. Chignecto Canal:
(a) The Chignecto Canal—the long pro

mised canal through the Isthmus of Chignec
to close to the New Brunswick—Nova Scotia 
border—must be built to link the Bay of 
Fundy area with the St. Lawrence Seaway, 
creating entirely new traffic and trading pat
terns involving the industrial centres of cen
tral Canada and the United States on the 
Great Lakes and the Atlantic Seaboard. Con
struction of the canal should be accorded top 
priority.

(b) If the Chignecto Canal had been built 
as promised at the time of Confederation, 
this section of Canada would still enjoy the 
thriving economy it then enjoyed. The com
petition provided by coastal shipping would 
have kept the rail freight rates in line and 
provided an alternative means of reaching 
the Central Canada markets at a reasonable 
cost.

(c) Profits: The profit factor cannot be 
ignored by the railways, but we must 
remember that billions of dollars have been 
spent in Canada to build a great system of 
rail lines and canals. Under these circum
stances the Atlantic Provinces must not be 
told that, because of rail costs, we cannot 
have access to the markets of Central 
Canada.

(d) Economic Climate: The economic cli
mate of New Brunswick must be changed to 
encourage new industry and a growth in 
population which, in turn, will create more 
traffic for the railways and other forms of 
transport. That is the foundation upon which 
elimination of the existing disparity with 
Central Canada must rest.

5. Régions désignées: Les villes de Saint- 
Jean et de Fredericton ne sont pas comprises 
dans le programme gouvernemental de stimu
lation industrielle à l’intention de ce qu’on 
appelle les régions désignées. Dans les provin
ces de l’Atlantique, région du Canada recon
nue depuis longtemps comme économique
ment faible, les grandes villes ne devraient 
pas être privées de cette stimulation économi
que. La ville de Saint-Jean doit rapidement 
plus que doubler le chiffre de sa population si 
elle entend être en mesure de stimuler elle- 
même sa propre croissance et, ce faisant, don
ner de l’élan à l’économie de la province.

6. Le canal de Chignectou:
a) Le canal de Chignectou—que l’on pro

met depuis longtemps de creuser à travers 
l’isthme de Chignectou près de la frontière du 
Nouveau-Brunswick et de la Nouvelle- 
Écosse—doit être construit pour relier la ré
gion de la baie de Fundy à la voie maritime du 
Saint-Laurent, créant ainsi un réseau com
mercial entièrement nouveau ayant comme 
pôles les centres industriels du Canada cen
tral et des États-Unis situés sur les Grands 
lacs et ceux de la côte atlantique. On doit 
accorder la plus haute priorité à la construc
tion du canal.

b) Si le canal de Chignectou avait été cons
truit, comme promis, à l’époque de la Confé
dération, l’Est du Canada jouirait encore de 
l’économie florissante qu’il connaissait alors. 
La concurrence des entreprises côtières de 
transport, aurait empêché la hausse des tarifs- 
marchandises des chemins de fer et aurait 
fourni un deuxième moyen d’atteindre les 
marchés du Canada central à des prix 
raisonnables.

c) Bénéfices: Les chemins de fer ne sau
raient mettre de côté le facteur bénéfices, 
mais il faut se rappeler que des milliards de 
dollars ont été dépensés au Canada pour cons
truire un grand réseau de chemins de fer et 
de canaux. Il ne faut donc pas dire aux pro
vinces de l’Atlantique qu’en raison du coût du 
transport ferroviaire, elles ne peuvent avoir 
accès aux marchés du Canada central.

d) Climat économique: Il faut modifier le 
climat économique du Nouveau-Brunswick de 
manière à encourager l’industrie nouvelle et 
la croissance de la population, facteurs qui à 
leur tour créeront de plus nombreux clients 
pour les chemins de fer et les autres moyens 
de transport. C’est sur cette base que doit 
reposer l’élimination de l’inégalité qui règne 
actuellement entre l’est et le centre du 
Canada.
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FREIGHT RATE INCREASES IN 1932 AND 
DECREASES IN 1937

Water Points from Halifax

Prior
to June June % July % 

Branch 14/32 14/32 Increase 7/37 Decrease

HAUSSES DES TARIFS-MARCHANDISES EN 1932 ET 
DIMINUTIONS EN 1937

Points maritimes, à partir d’Halifax

Avant %
_ , le 14 juin Le 14 % Le 7 Dimi-
Endroit 1932 juin 1932 Hausse juil.1937 nution

Moncton...............
Buctouche............
Newcastle............
Bathurst..............
Campbellton.......
Fredericton..........
St. Stephen..........
Halifax.................
Bridgewater........
Liverpool.............
Shelboume..........
Yarmouth...........
Meteghan............

Summerside........
New Glasgow. ...
Trenton................
Sydney.................
Charlottetown.... 
Sydney River.. . 
Digby..................

Lockeport.............
Lunenburg.............
St. John.................
Charlottetown....
Summerside.........
Windsor.................

24$ 24* - 16* 32.6
32 17* 45.3

32 32 18* 42.1
33 33 21 36.3
33 36 9 22 38.8
30 35 16.6 28 20

39* —

13 18$ 42.3 12* 32.4
15 19$ 30 12* 35.8
15 19$ 30 12* 35.8
16$ 16$ 12* 24.2
Hi 16$
Ai A$

30
20$ 23 12.1 14* 36.9

23 14* 36.9

30 18 40
19$ 19$ 19 2.5
16 16$ 3.1 15 13.3
A i A $
15 19$ 30 12* 35.8
13 18$ 42.3 12* 32.4
19$ 19$ 19}

30 17* 41.6
30 18 40
12 12

Moncton................
Buctouche...........
Newcastle
Bathurst..............
Campbellton
Fredericton..........
St. Stephen. 
Halifax
Bridgewater.........
Liverpool..............
Shelburne..............
Y armouth.............
Meteghan..............

Summerside.........
New Glasgow...
T renton.................
Sydney................
Charlottetown....
Sydney River......
Digby....................

Lockeport.............
Lunenburg.............
Saint-Jean.............
Charlottetown.... 
Summerside 
Windsor.................

24$ 24$ — 16$ 32.6
32 174 45.3

32 32 18$ 42.1
33 33 21 36.3
33 36 9 22 38.8
30 35 16.6 28 20
— 39$ —

13 18$ 42.3 12$ 32.4
15 19$ 30 12$ 35.8
15 194 30 12$ 35.8
16$ 12$ 24.2
164 16$
A$ A $

30
20$ 23 12.1 144 36.9

23 14$ 36.9

30 18 40
19$ 19$ 19 2.5
16 164 3.1 15 13.3
A $ A $
15 19$ 30 12$ 35.8
13 184 42.3 32.4
19$ 19$ 194

30 17$ 41.6
30 18 40
12 12

Non Water Points from Halifax

Sussex.................... 28
Woodstock...........  —
Edmunston...........  —
Truro 17|
Amherst................ 22
Kentville............... 13$

30 7.1 144 51.6
39 24.3
39 34 11.5
19 8.5 15$ 18.4
25 13.6 18
13$ — 13$

Points non maritimes, à partir d’Halifax

Sussex...........
Woodstock 
Edmunds ton
Truro...........
Amherst . 
Kentville.

28 30 7.1 14
39 2!)
39 34

17$ 19 8.5 IS22 25 13.6 20
13$ 13$ — 13*

FREIGHT RATE INCREASES IN 1932 AND 
DECREASES IN 1937

Water Points from Saint John

Branch

Moncton...............
Buctouche...........
Newcastle...........
Bathurst..............
Campbellton.......
Fredericton.........
St. Stephen..........
Halifax.................
Bridgewater
Liverpool.............
Shelburne............
Yarmouth...........
Meteghan.............
Summerside........
New Glasgow. ...
Trenton................
Sydeny................
Charlottetown.... 
Sydney River. . .
Digby..................
Lockeport............
Lunenburg...........
St. John...............
Charlottetown....
Summerside........
Windsor .............

Prior 
to June 
14/32 14/32 Increase

July
7/37

%
Decrea

19* 19* 12* 35.823 23 14* 36.922 22 16 27.224* 24* 17* 28.529 29 19 34.421 21 12$ 40.420 20 12$ 37.5
19* 19* 19$
36 36
38 38
39 39
23 23
21 21
29 29 17* 39.628 28 18 35.730 30
35 35
26 26 17* 32.635

26 — 17* 32.629
37$ —

17* 39.6

HAUSSES DES TARIFS MARCHANDISES EN 1932 ET 
DIMINUTIONS EN 1937

Points maritivïeh, à partir de Saint-Jean

Avant %
„ . . le 14 juin Le 14 % Le 7 Dimi-
Endroit 1932 juin 1932 Hausse juil. 1937 nution

Moncton................ 19$
Buctouche........... 23
Newcastle............. 22
Bathurst................ 24$
Campbellton........  29
Fredericton..........  21
St. Stephen........... 20
Halifax........... 19$
Bridgewater 36
Liverpool............  38
Shelburne 39
Yarmouth............. 23
Meteghan ......... 21
Summerside 29
New Glasgow . 28
T renton................. 30
Sydney.................. 35
Charlottetown... 26
Sydney River......  —
Digby.................... —
Lockeport.............  —
Lunenburg............. —
Saint-Jean —
Charlottetown.... —
Summerside —
Windsor ............... —

19$ — 12* 35.8
23 14} 36.9
22 16 27.2
24$ 17} 28.5
29 19 34.4
21 12} 40.4
20 12} 37.5
19$ 19}
36
38
39
23
21
29 17} 39.6
28
30
35

— 18 35.7

26 17} 32.6
35

26 — 17} 32.6
29 17} 30.6
37$ —

Non Water Points from Saint John

Woodstock. . 
Edmunds ton
Truro............
Amherst. . .. 
Kentville....

14$
29
32

22$
28

Hi
32
29
22$
28

13$
20$
24
23$
20$

C.9
29.3
25.0
18.9
8.8

Points non maritimes, k partir de saint-Jean

Sussex...........
Woodstock 
Edmunds ton
Truro............
Amherst
Kentville.

H$ H$ — 13$ 6.929 29 20$ 29.332 32 24 25.029 29 23$ 18.922$ 22$ 20$ 8.828 28
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CHLORINE TRANSPORTATION TRANSPORT DU CHLORE

Rail Rates—Dollars/100 Lbs Tarit des chemins de ter—Dollars/100 Lbs

Rates—$/100 Lbs. Tarif—1/100 Lbs
Shawinigan Shawinigan Shawinigan Shawinigan

to to à à
Lancaster Port Lancaster Port

Hawkesbury Hawkesbury

Mileage............................... 535 miles 760 miles Nombre de milles........... 535 760
Rates: Tarif:

Dec. 1900.............. SI. 26 Décembre 1960......... $1.26
Oct. 26, 1961.............. $0.86 26 oct. 1961................. $0.86
Feb. 12, 1962.............. 1.04 12 fév. 1962................. 1.04
Feb. 4, 1963................ .86 4 fév. 1963................. .86
Jan. 9, 1967................. .95 .95 9 jan. 1967................. .95 .95

Current Ton-mile Rate.. 3.5* 2.5* Tarif actuel (la tonne- 
mille) .............................. 3.5c. 3.5c.

Rates--S/100 Lbs. Tarif--$/100 Lbs

Dalhousie Dalhousie Dalhousie
to to Dalhousie A

Lancaster Port à Port
Hawkesbury Lancaster Hawkesbury

Mileage............................... 269 miles 429 miles Nombre de milles........... 269 429

Rates: Tarif:
Nov. 8, 1963.............. .45 8 nov. 1963............... .45
Jan. 9, 1967................. .50 9 jan. 1967................. .50
Apr. 11, 1968.............. .63 11 avril 1968............... .63

Current Ton-mile Rate . 4.7* 2.3# Tarif actuel (la tonne- 
mille 1 4.7c. 2.3c.

CAUSTIC TRANSPORTATION

Rail Rates—Dollars/100 Lbs

Rates—$/100 Lbs.

TRANSPORT DE LA SOUDE CAUSTIQUE

Tarit des chemins de ter—Dollars/100 Lbs

Tarif—$/100 Lbs

Shawinigan Shawinigan Shawinigan
to to Shawinigan a

Lancaster Port A Port
Hawkesbury Lancaster Hawkesbury

M ileage................................ 535 miles 760 miles Nombre de milles.......... 535 760

Rates: Tarif:
March 1961................. .57 Mars 1961.................. .57
August 28, 1961.......... .43 28 août 1961.............. .43
Jan. 1, 1967.................. .63 .47 (b) .52 (c) 1er jan. 1967............... .63 .47 (b) .52 (c)
March 21, 1968........... .69 (a) 21 mars 1968............. .69(a)
August 30, 1968.......... .44 (d) 30 août 1968.............. .44(d)

Current Ton-mile Rate 2.6# 1.4* Tarif actuel (la tonne-
mille).............................. 2.6c. 1.4c.

Note: (a) 120,000 lb cars Noth: (a) wagons de 120,000 lbs
(b) 140,000 lb “ (b) “ 140,000 lbs
(c) 125,000 1b “ (c) 125,000 lbs
(d) 190,000 lb “ (d) 190,000 lbs
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WOODPULP TRANSPORTATION 

Rail Distances and Rates

Rates—$/Ton

Saint John,
N.B. 

to
New Milford, 

Conn.

Abercrombie, 
N.8. 
to

Chester,
Penn.

Mileage............................. 810 miles 1270 miles

Rates:
1960............................ $11.50
Dec. 13, 1965............ $7.82
Nov. 16, 1966........... 7.75
Aug. 19, 1967............ 8.15 8.22
June 24, 1968............ 8.39
Nov. 28, 1968........... 8.56 8.63

Current Ton-mile rate.. 1.05t ,68é

TRANSPORT DU BOIS À PÂTE
Distances par chemin de fer et tarif

T arif—$/T onne

Saint-Jean 
(N.-B.) à 

New Milford 
(Conn.)

Abercrombie 
(N.-É.) à 
Chester 
(Penn.)

Nombre de milles.......... . 810 1270

Tarif:
1960 $11.50
13 déc. 1965................ $7.82
16 nov. 1966................ 7.75
19 août 1967............... 8.15 8.22
24 juin 1968................. 8.39
28 nov. 1968................ 8.56 8.63

Tarif actuel (la tonne-
mille)............................... 1.05c. ,68c.
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APPENDIX "E"
SUBMISSION 

TO THE
TRANSPORTATION AND 

COMMUNICATIONS 
COMMITTEE 

BY
THE FREDERICTON BOARD OF TRADE
Mr. Chairman, we thank you and members 

of your Committee for the privilege of 
appearing before you today. Our group here 
represents more than three hundred and fifty 
members of the Fredericton Board of Trade. 
We are pleased to go on record in support of 
the Brief submitted by the Maritime Prov
inces Board of Trade—the voice of all Boards 
of Trade and Chambers of Commerce in the 
Atlantic Provinces—and, also, the Brief sub
mitted by the City of Fredericton. We have 
studied these Briefs and we are in complete 
accord1 with their contents.

We would also wish to register our concern 
with recent changes in L.C.L. Freight Rate 
increases, which are mentioned in their 
Briefs, specifically that of the density rule so 
disastrous to those present shippers of bulky 
but light commodities. We feel it also gives 
any manufacturers pause who might be con
sidering our area for the handling of this 
type of merchandise. Railway rates on valua
ble lightweight products were, originally, 
much higher than those on bulky low-valued 
goods—today, the opposite is true.

Worthy of mention in this Brief is the 
potential envisioned in the proposed “Corri
dor Road’’, which has been the subject of 
discussion in the Provinces of Quebec, Nova 
Scotia, Prince Edward Island, as well as our 
own Province of New Brunswick and the 
State of Maine.

Briefly, it is the consensus of opinion that 
linking the Atlantic Provinces with the Cen
tral Region of Canada by a short-cut across 
Maine would be beneficial to all those Prov
inces and the State of Maine. Such an artery 
cutting one hundred and forty miles off the 
shortest highway connection now existing 
between the two points, and many hours of 
travel between them, would break the great 
highway transportation bottle-neck of the

APPENDICE «E»
MÉMOIRE

DE LA CHAMBRE DE COMMERCE DE 
FREDERICTON 

AU COMITÉ
DES TRANSPORTS ET DES 

COMMUNICATIONS

Monsieur le président, nous vous remer
cions, ainsi que les membres de votre Comité, 
du privilège qui nous est accordé de compa
raître devant vous aujourd’hui. Notre groupe 
représente plus de 350 membres de la Cham
bre de commerce de Fredericton. C’est avec 
plaisir que nous consignons au compte rendu 
notre appui du mémoire soumis par la Cham
bre de commerce des provinces Maritimes— 
qui est la voix de toutes les Chambres de 
commerce des provinces atlantiques—de 
même que du mémoire présenté par la ville 
de Fredericton. Nous avons étudié ces mémoi
res et nous sommes en tous points d’accord 
avec leur contenu.

Nous désirons également exprimer l’inquié
tude que nous causent les hausses récentes 
des tarifs-marchandises pour les quantités de 
moins d’une wagonnée, dont il est fait men
tion dans leurs mémoires, et en particulier la 
nouvelle règle de la densité, qui est si désas
treuse pour les expéditeurs actuels de denrées 
volumineuses mais légères. Nous estimons 
qu’elle fait aussi réfléchir les fabricants qui 
pourraient songer à notre région pour la 
manutention de ce genre de marchandise. Le 
tarif ferroviaire des produits légers de grande 
valeur était autrefois beaucoup plus élevé que 
celui des marchandises volumineuses de peu 
de valeur; aujourd’hui, c’est le contraire qui 
est vrai.

Dignes de mention dans le présent mémoire 
sont les possibilités que laisse entrevoir le 
projet de la «route corridor», dont on a beau
coup parlé dans les provinces de Québec, de 
Nouvelle-Écosse et de l’île du Prince- 
Édouard, de même que dans notre propre pro
vince du Nouveau-Brunswick et dans l’État 
du Maine.

En peu de mots, on est unanime à dire que 
relier les provinces de l’Atlantique au Canada 
central par un raccourci coupant le Maine 
serait à l’avantage de toutes ces provinces et 
de l’État du Maine. Une telle artère, plus 
courte de 140 milles que la plus courte route 
reliant les deux points à l’heure actuelle, et 
faisant épargner de nombreuses heures de 
voyage, éliminerait le grand embouteillage du 
transport routier des provinces atlantiques.
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Atlantic Provinces. Besides assisting general 
transportation, such a highway would be a 
boon to the tourist trade. By studying the 
attached map “Appendix A”, you can see 
construction of such a highway will provide 
a virtual straight line between Sydney, Nova 
Scotia and Montreal, Quebec.

It is not without some justification that, in 
the national picture, we often tend to think 
of ourselves as the forgotten area of Canada. 
Press reports of an event “to be televised 
nationally on C.T.V.” are irritating for us to 
read since we have no C.T.V. in New Bruns
wick and we believe there is only one outlet 
in the Maritimes.

Apart from regional forecasts, the weather 
picture, described as “coast-to-coast”, all too 
often starts in Vancouver and ends in 
Montreal.

Similarly, in the field of transportation, we 
get the impression of being on the outside 
looking in. Our Air Canada flights from 
Fredericton to other points are less than ade
quate and do not occur at hours convenient 
to businessmen. The connections by Air 
Canada to Eastern Provincial Airways are 
poor and Fredericton connections to New 
England are infrequent and require stop
overs in Saint John of several hours.

We are the only provincial capital not 
served by direct passenger train service. For 
some years a “Toonerville Trolley” took pas
sengers to Fredericton Junction (a misnomer 
as it is some thirty miles from Fredericton). 
Requests for equipment to allow passengers 
to board at Fredericton and remain on board 
with the cars connected at Fredericton Junc
tion were ignored and, in fact, the “Trolley" 
was removed for lack of support, a condition 
which was natural in view of the indifferent 
service, the age of the equipment and the 
inconvenience involved. Now we are required 
to take a bus or a car thirty miles to catch 
the train to Montreal, it is hardly worth it. 
We believe improved direct service, properly 
promoted, would deserve and generate much 
greater patronage by the travelling public of 
the Fredericton Area.

We have one brief comment on the Mari
time Freight Rates Act. Any move to curtail 
or remove the assistance afforded by the Act 
would be just one more step along the road 
to isolating the Maritime Provinces from the

En plus d’améliorer les transports en général, 
cette route favoriserait le commerce touristi
que. En étudiant la carte que nous donnons à 
l’appendice «A», on voit que la construction 
d’une telle route établira une ligne à peu près 
droite de communication entre Sydney (Nou
velle-Écosse,) et Montréal (Québec).

Ce n’est pas sans raison qu’au tableau 
national, nous tendons souvent à nous consi
dérer comme la région oubliée du Canada. 
Les nouvelles de journaux annonçant qu'un 
événement sera -diffusé par tout le Canada 
sur le réseau CTV » nous irritent, car nous 
n’avons pas la CTV au Nouveau-Brunswick et 
le réseau ne compte, croyons-nous, qu’une 
seule station dans les Maritimes.

A part les prévisions régionales, la météo, 
que l’on dit «d’un océan à l’autre», commence 
trop souvent à Vancouver pour finir à 
Montréal.

De même, dans le domaine des transports, 
nous avons l’impression d’être le cousin 
éloigné. Nos envolées d’Air Canada de Frede
ricton vers d’autres points sont moins que 
suffisantes et n’ont pas lieu à des heures qui 
conviennent aux hommes d’affaires. Les cor
respondances d’Air Canada avec la société 
Eastern Provincial Airways sont piètres et les 
correspondances à Fredericton pour la Nou
velle-Angleterre sont peu fréquentes et exi
gent une escale de plusieurs heures à 
Saint-Jean.

Nous sommes la seule capitale provinciale 
qui ne soit pas desservie par un service direct 
de trains de voyageurs. Pendant un certain 
nombre d’années, un «petit train de banlieue» 
menait les voyageurs jusqu’à Fredericton 
Junction (l’endroit est mal nommé: quelque 
trente milles le séparent de Fredericton). On 
a fait la sourde oreille à la demande de maté
riel devant permettre aux voyageurs de mon
ter à bord à Fredericton et d’y demeurer pen
dant que l’on relierait les voitures au train à 
Fredericton Junction et en fait, le «petit 
train» finit par être enlevé faute de voya
geurs, chose assez naturelle si l’on songe au 
mauvais service fourni, au grand âge du 
matériel et à l’incommodité de l’affaire. Nous 
devons maintenant faire un trajet de trente 
milles en autobus ou en automobile pour 
attraper le train de Montréal: le jeu en vaut à 
peine la chandelle. Nous croyons qu’un ser
vice direct amélioré et convenablement lancé 
se ferait de nombreux clients parmi le public 
voyageur de la région de Fredericton.

Un bref commentaire à propos de la Loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes. Toute mesure visant 
à réduire ou à éliminer l’aide accordée par la 
loi ne serait qu’un pas de plus vers l’isole-
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rest of Canada and to push it further down 
the Economic Scale. We must attract indus
try, therefore we have to be attractive to 
industry. We do not have the markets of 
Quebec, Ontario and the West, therefore, we 
require some assistance to help us get to these 
markets. Subsidies in the national interest 
should not be tampered with.

The role of transportation in establishing 
Canada as a nation coast-to-coast is a matter 
of historical fact. Good transportation pro
motes not only commerce and social liaison 
between parts of Canada, but we believe has 
an important role to play in national unity 
because of the commerce and social liaison 
which results. We suggest the Committee 
would do well to consider these very impor
tant implications of improving transportation 
at a time when national unity is of vital 
concern to all citizens.

Signed on Behalf of the Fredericton Board 
of Trade.

David E. Cornish, President
F. G. Bidlake, Vice-President, Chairman,
Transportation Committee
N. J. McKenzie, Secretary-Manager

ment des provinces Maritimes du reste du 
Canada, ce qui les ferait baisser d’un autre 
barreau dans l’échelle économique. Nous de
vons attirer l’industrie, nous devons donc pré
senter de l’attrait pour elle. Nous n’avons pas 
les marchés du Québec, de l’Ontario et de 
l’Ouest; nous avons donc besoin que l’on nous 
aide à atteindre ces marchés. Il ne faut pas 
toucher aux subventions accordées dans l’in
térêt national.

On sait le rôle historique joué par les trans
ports dans l’établissement du Canada comme 
nation d’un océan à l’autre. De bons moyens 
de transport favorisent non seulement le com
merce et les liens humains entre les diverses 
régions du Canada, mais ils ont aussi, à notre 
avis, un rôle important à jouer sur le plan de 
l’unité nationale du fait même des rapports 
commerciaux et humains qui en résultent. 
Nous invitons donc le Comité à considérer ces 
très importantes répercussions de l’améliora
tion des transports, à un moment où l’unité 
nationale préoccupe si profondément tous les 
Canadiens.

Au nom de la Chambre de commerce de 
Fredericton:

Le président, David E. Cornish 
Le vice-président, F.G. Bidlake, président 
du comité des transports 
Le secrétaire-directeur, N.J. McKenzie
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SUBMISSION MÉMOIRE
TO THE

STANDING COMMITTEE
ON

TRANSPORT AND 
COMMUNICATIONS

PRÉSENTÉ AU
COMITÉ PERMANENT

DES
TRANSPORTS ET DES COMMUNICATIONS

by—J. Paul Cassidy
William D. Foster
Earl Gardner
Terry C. Lloyd
Beverly L. MacDonald

par—J. Paul Cassidy
William D. Foster

Earl Gardner
Terry C. Lloyd

Beverly L. MacDonald
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We are five Business Administration stu
dents at the University of New Brunswick in 
Fredericton and would like to take this 
opportunity to explain our approach to this 
brief. We decided to take a general view of 
the problems connected with Atlantic trans
portation rather than assessing purely local 
problems. We felt that specific problems 
would be presented adequately in other 
briefs.

We also felt that a regional policy for 
transportation was essential and that once 
this was accomplished the region could build 
on it to solve the local difficulties. In our 
brief we tried to include all the broad aspects 
of transportation as it relates to the Atlantic 
Provinces. We have taken into account the 
conclusions and recommendations set forth in 
the Atlantic Provinces Transportation Study 
of January, 1967, prepared by the Economist 
Intelligence Unit Limited of London, Eng
land, as well as the recommendations of the 
McPherson Royal Commission on Transpor
tation of 1961.

We begin with the Maritime Freight Rates 
Act, giving a brief history of its purpose and 
impact on the Maritime region, then move to 
our basic recommendations to improve its 
effect on transportation in the region. Next 
we move to a discussion of the new less- 
than-carload charges and their effect on the 
region.

Obviously any study of transportation in 
the Canadian nation must include an assess
ment of the rail facilities present in the area 
under discussion. Thus in the next section we 
have taken a look at various aspects of rail
ways and railroads, such as operating costs, 
service, existing facilities. Our recommenda
tions include suggestions for improving the 
railways’ market position.

Highways are covered in the following sec
tion. We have discussed their financing, num
ber, condition, and have made a few specific 
recommendations. From there the next logi
cal topic seemed to be trucking. We have 
stressed the need for uniform regulations 
throughout the Atlantic Region.

With the main generalizations covered we 
then attempted to look at several more

Nous sommes cinq étudiants en administra
tion des affaires à l’Université du Nouveau- 
Brunswick, située à Fredericton et nous 
aimerions profiter de cette occasion pour 
expliquer la façon dont nous envisageons ce 
mémoire. Nous avons opté pour une vue glo
bale des problèmes se rapportant au transport 
dans les provinces de l’Atlantique, au lieu de 
nous borner à une évaluation des problèmes 
purement locaux. Nous avons pensé que des 
problèmes précis seraient exposés adéquate
ment dans d’autres mémoires.

En outre, nous avons cru qu’il est essentiel 
d’avoir une politique régionale pour le trans
port et, une fois cet objectif atteint, les res
ponsables régionaux pourraient trouver les 
solutions aux problèmes locaux. Nous avons 
essayé d’inclure dans notre mémoire tous les 
aspects généraux du transport dans les pro
vinces de l’Atlantique. Nous avons pris en 
considération les conclusions et les recom
mandations mises de l’avant par l’étude sur le 
transport dans les provinces de l’Atlantique 
de janvier 1967, préparée par la société Eco
nomist Intelligence Unit Limited, de Londres, 
ainsi que les recommandations de la Commis
sion McPherson d’enquête sur le transport, de 
1961.

Nous nous sommes d’abord arrêtés à la Loi 
sur les taux de transport des marchandises 
dans les provinces Maritimes, dont nous 
avons donné un bref historique des buts et 
des répercussions sur la région des provinces 
Maritimes, pour passer ensuite à nos princi
pales recommandations destinées à en amélio
rer les effets sur le transport dans la région. 
Nous sommes passés ensuite à une étude des 
nouveaux frais relatifs aux wagonnées par
tielles et de leur répercussion sur la région.

Il est évident que toute étude du transport 
au Canada doit comprendre une évaluation 
des installations ferroviaires existantes dans 
la région sur laquelle porte l’étude. Dans la 
section suivante, nous nous sommes arrêtés à 
différents aspects des chemins de fer et des 
voies ferrées, comme les coûts d’exploitation, 
le service et les installations existantes. Nos 
recommandations contiennent des suggestions 
en vue d’améliorer la situation commerciale 
des chemins de fer.

Nous traiterons des routes dans la section 
suivante. Nous en avons étudié le finance
ment, le nombre, l’état, et nous avons for
mulé quelques recommandations précises. De 
là, il nous a semblé que le camionnage était le 
sujet important qui devait suivre logique
ment. Nous avons insisté sur la nécessité 
d’une réglementation uniforme dans toute la 
région de l’Atlantique.

Après avoir étudié les problèmes généraux, 
nous nous sommes ensuite efforcés de nous
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specific problems which have plagued the At
lantic Provinces. We have made recommen
dations on the Corridor Road connecting the 
Atlantic Region to central Canada, the Prince 
Edward Island Causeway, ferry services, air 
facilities, sea ports, and lastly specific recom
mendations for Newfoundland. We feel that 
Newfoundland has transportation problems 
which are distinct from those of the rest of 
the Atlantic area.

With this short introduction we would like 
to start with an assessment of the Maritime 
Freight Rates Act.

Maritime Freight Rates Act

When discussing the Maritime Freight 
Rates Act one must keep in mind the fact 
that it was introduced as an element of 
National Transportation Policy to provide 
greater access by the Maritime Provinces to 
the central Canadian markets, or in the 
words of the Duncan Commission “to afford 
Maritime merchants, traders and manufactur
ers the larger market of the whole Canadian 
people instead of the restricted market of the 
Maritimes’ themselves.” A National Trans
portation Policy which fails to consider the 
regional aspects of the Maritimes is political
ly, socially, and economically inadequate and 
unacceptable. Because they lack the popula
tion (approximately two million now) and the 
industrial concentration (resulting in a 
reduced tax base) is no reason to ignore them 
or discriminate against them in national poli
cy formulation.

The Maritime Freight Rates Act was 
passed in 1927 to combat the rise in freight 
rates within the Maritime Region in relation 
to the rest of Canada. As terms within the 
British North America Act sought to give the 
Maritimes a workable transportation system 
within the light of the union the then pre
vailing circumstances were contrary to that.

The original Act proposed a reduction in 
freight rates amounting to 20% which histori
ans had interpreted, from studying the Act in

pencher sur un bon nombre des problèmes les 
plus précis auxquels les provinces de l’Atlan
tique ont dû faire face. Nous avons formulé 
des recommandations concernant la route-cor
ridor reliant la région de l’Atlantique au cen
tre du Canada, la chaussée de l’île du-Prin- 
ce-Édouard, les services de traversiers, les 
installations pour le transport aérien, les 
ports de mer et enfin les recommandations 
précises concernant Terre-Neuve. Nous 
croyons qu’il y a à Terre-Neuve des problè
mes de transport différents de ceux que con
naît le reste de la région de l’Atlantique.

Après cette brève introduction, nous aime
rions débuter par une analyse de la Loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes.

Loi sur les taux de transport des mar
chandises dans les provinces maritimes.

En étudiant la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes, il faut se rappeler que cette loi a été 
présentée comme un élément de la politique 
nationale du transport, afin de fournir aux 
provinces Maritimes de meilleures voies d’ac
cès au marché du Canada central, ou bien, 
selon les mots de la Commission Duncan 
«pour procurer aux commerçants, aux indus
triels et aux manufacturiers des Maritimes un 
meilleur débouché sur l’ensemble du marché 
canadien au lieu de les restreindre au marché 
des Maritimes comme tel». Une politique 
nationale du transport qui ne tient pas 
compte des conditions particulières aux pro
vinces Maritimes est inadéquate et inaccepta
ble aux points de vue politique, social et éco
nomique. La population peu nombreuse des 
provinces Maritimes, qui est d’environ deux 
millions actuellement, et la concentration 
industrielle qui entraînent une diminution des 
revenus provenant des taxes imposées par 
les gouvernements de cette région ne consti
tuent pas des raisons pour ignorer cette partie 
du Canada ou pour la traiter injustement 
dans l’élaboration d’une politique nationale. 
La Loi sur les taux de transport des marchan
dises dans les provinces Maritimes a été 
adoptée en 1927 afin de pallier à l’augmenta
tion des tarifs des marchandises dans la 
région de l’Atlantique par rapport au reste du 
Canada. Étant donné que des dispositions de 
l’Acte de l’Amérique du Nord Britannique 
visaient à doter les provinces Maritimes d’un 
réseau de transport adéquat dans l’esprit de 
l’union, les conditions qui prévalaient alors ne 
correspondaient pas à ce désir.

Le premier texte de la loi proposait une 
diminution de 20 p. 100 des tarifs des mar
chandises et, en étudiant cette disposition
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the light of the Duncan Commission, to be a 
lasting and fixed subsidy. It left no provision 
for revision at a later date.

As changing circumstances took over the 
transportation field the Act has come under 
careful scrutiny and criticism. It has been 
criticized for its lack of applicability to other 
forms of transportation. The Act in general 
fails to provide the access to western markets 
as it had intended to do. It maintained rate 
differentials but they prove inadequate as 
the greater distances required by the Mari
time shippers soon gobbled up this meager 
advantage. The Act has thus failed to estab
lish and/or maintain the statutory rate 
advantage advocated by the Duncan Com
mission. We recommend that a more flexible 
rate be established, possibly within the struc
ture of the Maritime Freight Rates Act, to 
enable the Maritime shippers wider and bet
ter access to western markets. This could 
hopefully be accomplished by establishing a 
flexible rate based on some ratio of national 
and/or regional transportation costs. Thus if 
certain economic conditions cause a fall in 
Ontario rates a pro rata reduction should 
automatically apply to the Maritimes.

The rate should not be based on an across 
the board reduction basis as it is now. We 
will attempt to show later in the brief that 
the relative increase in transportation costs 
for shippers in the Maritimes is more than in 
other sections of the country. This is due to 
the location of our markets and the horizon
tal percentage increases presently applied to 
rates. A new structure should realize this 
deficiency and attempt to remedy it.

As a result of the changes in the transpor
tation systems and modes of transport since 
1927 when the Maritime Freight Rates Act 
was introduced we recommend the extension 
of this Act to cover all modes of transporta
tion. There are several reasons for this view
point, enumerated as follows:

dans l’esprit de la Commission Duncan, les 
historiens l’ont interprétée comme étant une 
subvention fixe et permanente. Aucune dispo
sition ne prévoyait une revision à une date 
ultérieure.

Au fur et à mesure que les conditions ont 
évolué dans le domaine du transport, la loi a 
fait l’objet d’analyses attentives et de criti
ques. Elle a été critiquée à cause de son man
que de souplesse qui empêchait de l’appliquer 
à d’autres modes de transport. De façon géné
rale, la loi ne donnait pas accès aux marchés 
de l’Ouest, bien que ses auteurs en aient eu 
l’intention. Elle a maintenu des rapports cons
tants entre les taux de transport, mais ses 
dispositions se sont avérées insuffisantes car 
les distances plus considérables que devaient 
parcourir les marchandises expédiées des 
Maritimes eurent tôt fait d’absorber ce léger 
avantage. La loi n’a donc pas réussi à établir 
ou à maintenir ou à établir et à maintenir 
l’avantage des tarifs préconisés par la Com
mission Duncan. Nous recommandons l’éta
blissement de tarifs plus souples, peut-être 
dans le cadre de la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes, afin de permettre aux expéditeurs 
des Maritimes d’atteindre plus facilement et 
plus généralement le marché de l’Ouest. Nous 
avons bon espoir qu’on pourrait atteindre ce 
but en établissant des taux souples fondés sur 
un certain rapport entre les coûts nationaux 
et les coûts régionaux du transport. De cette 
façon, si certaines conditions économiques 
entraînent une baisse des taux en Ontario, il 
devrait y avoir automatiquement une diminu
tion proportionnelle des taux dans les 
Maritimes.

On ne devrait pas être fondés sur une 
réduction générale comme c’est présentement 
le cas. Nous tenterons de démontrer plus loin 
dans notre mémoire que l’augmentation pro
portionnelle des coûts du transport est plus 
considérable pour les expéditeurs des Mariti
mes que pour ceux d’autres régions du pays. 
Ceci est dû à la situation géographique de nos 
marchés et aux augmentations horizontales du 
pourcentage qui s’appliquent actuellement 
aux taux. En élaborant une nouvelle struc
ture, il faudrait tenir compte de cette 
déficience et tâcher d’y remédier.

Étant donné les changements qu’ont subi 
les services et les modes de transport depuis 
1927, quand la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes a été mise en vigueur, nous recomman
dons qu’on élargisse cette loi afin de l’appli
quer à tous les modes de transport. Voici les 
nombreuses raisons qui justifient cette prise 
de position:
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(1) The Federal Government is actually 
subsidizing a body (railways) to the detri
ment of private enterprise (trucking and air 
service). We note the fact that the competi
tive tariff type of goods (outlined in the 
report of the Economist Intelligence Unit) are 
shipped by railways and trucking institutions 
at closely similar rates, however, these goods 
are subsidized for the railways benefit as a 
result of the extra revenue gained under the 
Maritime Freight Rates Act, while the other 
classes of goods (commodity and class) are 
shipped at a higher rate because railways 
have a monopoly on their transport. We feel 
the subsidies should have been applied to the 
non-competitive rates to reduce their costs. 
As the Maritime Freight Rates Act now 
stands the railways, not the shipper, benefit. 
The Act in its present form is self-defeating 
as it subsidizes the railways, not the shipper, 
for it quotes an unwise, uneconomical rate to 
obtain the competitive advantage over other 
modes of transport and then quotes unrea
sonable rates to remote areas not supplied 
with other forms of transport. (Maritime 
Freight Rates Act, Atlantic Provinces Trans
portation Study, E.I.U., Vol. V).

(2) Railways have become inefficient as 
delays and abnormal breakages are readily 
seen by shippers on most runs (reported by 
E.I.U. Study). The railways were subsidized 
in their construction and have continued to 
develop with government assistance along 
highly uneconomical lines. They must not 
continue to be treated as favored children; 
the subsidy must be extended to other modes 
of transportation so that more complete 
access to central Canadian markets is 
obtained.

(3) As the shippers seem to benefit only 
slightly, if at all, from the subsidies the 
extension to all modes of transport would 
better ensure the shippers that they obtained 
the subsidy instead of the railways. Thus the 
revisions in the structure of the Act should 
be aimed at implementing it in such a way

(1) Le gouvernement fédéral subventionne 
présentement un mode de transport (les 
chemins de fer) au détriment d’entreprises 
privées (le camionnage et les services de 
transports aérien). Nous remarquons avec 
l’Economist Intelligence Unit que certaines ca
tégories de marchandises auxquelles sont ap
pliqués des tarifs concurrentiels sont transpor
tées par des compagnies de chemins de fer à 
des prix correspondant à peu près à ceux exi
gés par les compagnies de camionnage; cepen
dant, ces marchandises sont subventionnées au 
profit des chemins de fer par suite du revenu 
supplémentaire obtenu aux termes de la Loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes, alors que les autres 
catégories de marchandises sont transportées 
à un prix plus élevé, car les compagnies de 
chemins de fer jouissent d’un monopole pour 
le transport de ces dernières. Nous croyons 
qu’on devrait appliquer les subventions aux 
taux non concurrentiels afin d’en réduire les 
dépenses. De la façon dont elle est appliquée 
présentement, la Loi sur les taux de transport 
des marchandises dans les provinces Mariti
mes profite aux chemins de fer et non aux 
expéditeurs. De la façon dont elle est rédigée 
présentement, cette loi est sans effet car elle 
permet de subventionner les chemins de fer 
et non les expéditeurs, puisqu’elle établit des 
taux contraires au bon sens et à l’économie, 
afin d’obtenir l’avantage dans la concurrence 
avec les autres modes de transport et établit 
ensuite des taux déraisonnables pour les 
régions éloignées qui ne sont pas pourvues 
d’autres modes de transport. (Loi sur les taux 
de transport des marchandises dans les pro
vinces Maritimes, Étude du transport dans les 
provinces de l’Atlantique, E.I.U., vol. V.)

(2) Les chemins de fer ne sont plus efficaces 
si on considère les détériorations et les 
retards dont se plaignent fréquemment les 
expéditeurs sur la plupart des trajets (men
tionnés dans l’étude du E.I.U.). Le gouverne
ment a subventionné la construction des che
mins de fer qui ont pursuivi leur expansion 
suivant des principes non économiques. Il ne 
faut pas continuer à les traiter comme des 
enfants gâtés; on devrait appliquer les sub
ventions aux autres modes de transport afin 
de donner un accès plus complet au marché 
du Canada central.

(3) Étant donné que les expéditeurs sem
blent ne profiter que très peu des subven
tions, en étendant l’application de cette loi à 
tous les modes de transport, on donnerait aux 
expéditeurs une meilleure garantie que ce 
serait eux et non les chemins de fer qui pro
fiteraient des subventions. La revision de la
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that the shipper benefits and not the tran
sportation facility (in the sense that they gain 
extra revenue for similar service).

If one believes that regional retardation 
cannot be alleviated unless one has greater 
access to outside markets (we hold this opin
ion) then any integration of the Atlantic 
Provinces into a National Transportation 
Policy must hold this ideal to be of the 
utmost importance. We realize that the Mari
time Freight Bates Act has not solved any 
regional disparities and we understand that 
its purpose was not stated in such terms, but 
if the Act had achieved its purpose of greater 
access to central Canadian markets regional 
disparities would hopefully have been less.

We recognize that transportation problems 
are not the sole or the most significant factor 
in the Atlantic Provinces uncompetitiveness 
with the central Canadian markets, but if a 
better structured and more suitable transpor
tation policy can be obtained for the future 
possibly we can gain some insight into our 
many other perplexing difficulties. By estab
lishing a flexible structure as a guidepost to 
future transportation facilities we can then 
readily adapt procedures to rapidly handle 
new developments as they come along.

This leads us to the proposal that raw 
materials originating outside of the ‘select 
territory’ destined for a Maritime manufac
turing firm should come under the Maritime 
Freight Rates Act. For if the manufacturer 
has the disadvantage of having his source of 
raw materials outside the Maritimes, say in 
Ontario, and also his market he cannot com
pete in any reasonable form with other firms 
even though his manufactured goods are par
tially subsidized. We recognize that this 
statement may appear to be extreme at first 
glance, however, in our opinion it holds con
siderable weight. This fact can be seen when 
one realizes that the Maritimes are subsidiz
ing the Central Canadian manufacturers on 
every car, every refrigerator, and every piece 
of machinery they buy through the existing 
tariff structure. Thus we do not consider that 
our statement lacks realism since any sub
sidy granted us will, in all probability, be

29690—10

structure de la loi devrait donc avoir pour 
but de la mettre en application de façon à ce 
qu’elle profite aux expéditeurs et non aux 
transporteurs qui bénéficient de revenus sup
plémentaires pour un service semblable.

Si l’on croit qu’il est impossible d’améliorer 
la condition d’une région économiquement 
désavantagée à moins de lui fournir de meil
leures voies d’accès aux marchés, et c’est là 
notre opinion, l’intégration des provinces de 
l’Atlantique dans une politique nationale du 
transport doit alors être considérée comme un 
but de toute première importance. Nous nous 
rendons compte que la Loi sur les taux de 
transport des marchandises dans les provinces 
Maritimes n’a éliminé aucune disparité régio
nale et nous comprenons que ce n’était pas là 
son but précis mais, si la loi avait atteint son 
but consistant à donner un meilleur accès au 
marché du Canada central, nous croyons que 
les disparités régionales auraient été 
moindres.

Nous admettons que les problèmes du 
transport ne constituent pas l’unique facteur 
ni le facteur le plus important de la situation 
d’impossibilité de concurrence dans laquelle 
se trouvent les provinces de l’Atlantique sur le 
marché du Canada central mais, si on élabo
rait une politique nationale du transport 
mieux structurée et mieux appropriée pour 
l’avenir, peut-être pourrions-nous entrevoir 
une certaine solution à nos nombreuses autres 
difficultés angoissantes. En cherchant à établir 
une structure souple pour les futurs moyens 
de transport, nous pourrons adapter rapide
ment les méthodes et tirer parti sur-le-champ 
des nouveaux aménagements au fur et à 
mesure qu’ils se présenteront.

Cela nous amène à la proposition selon 
laquelle les matières premières provenant de 
l’extérieur d’un «territoire déterminé» et des
tinées à une entreprise manufacturière établie 
dans les Maritimes devraient profiter de la 
Loi sur les taux de transport des marchandi
ses dans les provinces Maritimes car, si le 
manufacturier se trouve dans la situation 
désavantageuse où sa source de matières pre
mières est située à l’extérieur des Maritimes, 
en Ontario, supposons, de même que son 
marché, il ne peut pas raisonnablement con
currencer les autres entreprises même si les 
marchandises qu’il fabrique sont partielle
ment subventionnées. Nous convenons que 
cette déclaration peut sembler osée de prime 
abord; cependant, selon nous, elle est passa
blement juste. On peut se rendre compte de 
cela quand on considère que les provinces 
Maritimes subventionnent les manufacturiers 
établis dans le Canada central pour chaque
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less than the additional cost of consumer and 
producer goods which the Maritimes are 
forced to pay.

Another aspect of the Maritime Freight 
Rates Act which we feel should be amended 
deals with exports to the United States. We 
feel that the subsidies should apply to those 
shipments as well as the ones to Central 
Canada. The shorter hauls involved would 
give the shippers the advantage originally 
proclaimed for the Act. Although the tariff 
walls erected by Washington will hinder the 
effects of the subsidy, it is—so to speak—bet
ter than nothing.

The Duncan Commission in the late 1920’s 
emphasized the Confederation principle of 
affording the Maritime region greater access 
to the Central Canadian markets. This 
philosophy has carried through until even 
today many believe that the Maritimes must 
be offered adequate measures to gain this 
market. The fact that the regions are com
petitive and not complementary has been 
borne out by history; yet many officials and 
advocators of Maritime prosperity fail to 
realize this.

The members of the Commission and other 
policy formulators must reassess their basic 
assumptions concerning the Maritimes and 
accept the fact that their future economic 
prosperity does not lie in Central or Western 
Canada. As the recent Kennedy Round of 
Tariffs has or soon will open up the markets 
along the Eastern Seabord, we believe this is 
a step in the right direction. This is one 
further reason for applying the Maritime 
Freight Rates Act to exports to the United 
States.

The extension of the Maritime Freight 
Rates Act to apply to west-to-east shipping 
within the ‘select territory’ would eliminate 
the discriminatory aspects now present with
in the region, for the eastern-most points can 
ship products to the western-most points 
within the region under subsidy but the

automobile, chaque réfrigérateur ainsi que 
toute pièce d’outillage vendue dans ces pro
vinces aux termes de la structure actuelle des 
tarifs. Nous estimons donc que notre affirma
tion tient compte des faits car toute subven
tion qui nous est accordée sera selon toute 
probabilité inférieure au coût additionnel que 
le consommateur et le producteur des Mariti
mes sont obligés de payer.

Un autre aspect de la Loi sur les taux de 
transport des marchandises dans les provinces 
Maritimes qui, selon nous, devrait être 
modifié concerne les exportations à destina
tion des États-Unis. Nous croyons que les sub
ventions devraient s’appliquer à ces envois 
tout aussi bien qu’à ceux destinés au centre 
du Canada. L’expéditeur obtiendrait pour les 
plus courtes distances de transport l’avantage 
qu’on a prétendu lui accorder par cette loi. 
Bien que les barrières tarifaires établies par 
Washington nuiront au but recherché par les 
subventions, c’est mieux que rien, somme 
toute.

A la fin des années 1920, la Commission 
Duncan a mis l’accent sur le principe de la 
Confédération consistant à donner à la région 
de l’Atlantique un meilleur accès aux mar
chés du Canada central. Cette idée a fait son 
chemin et persiste même aujourd’hui, alors 
que plusieurs estiment qu’il faut offrir aux 
provinces Maritimes les moyens adéquats 
pour atteindre ce marché. L’histoire nous 
apprend que les régions tendent à se faire 
concurrence et non à s’entr’aider; cependant, 
plusieurs hauts fonctionnaires et protagonistes 
de la prospérité des Maritimes ne parviennent 
pas à le comprendre.

Les membres de la Commission ainsi que 
les autres personnes qui élaborent des politi
ques devraient procéder à une nouvelle éva
luation des premières notions qu’ils ont à l’é
gard des Maritimes et admettre que leur 
prospérité économique future ne viendra ni 
du centre ni de l’ouest du Canada. Comme les 
négociations du Kennedy Round sur les tarifs 
douaniers ont ouvert ou ouvriront sous peu 
les marchés le long de la côte de l’Atlantique, 
nous pensons que c’est là un pas dans la 
bonne voie. Cest une raison de plus d’appli
quer la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes 
aux exportations à destination des États-Unis.

L’extension de la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes, afin de l’appliquer aux envois de 
l’Ouest vers l’Est à l’intérieur du territoire 
déterminé, éliminerait l’injustice dont souffre 
présentement cette région, car on peut expé
dier des marchandises de la plupart des
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reverse is not true, unless the eastward traffic 
is to an ocean port.

Another important aspect of the rate struc
ture in the Maritimes is the tact that rates 
cure applied across Canada on a horizontal 
percentage increase. This adversely affects 
long distance shippers and as the Maritimes 
have a considerable distance to go to gain 
access to the Central Canadian market such 
percentage increases cause great hardship on 
shippers in this region. As the Maritime 
Freight Rates Act is fixed at 30% no allevia
tion is obtained from this fact.

To illustrate the foregoing point we will 
use a hypothetical example. Let us assume 
that for a given commodity X shipped from 
Fredericton to Port Arthur the cost is $4.00 
per unit and that if it originated in Montreal 
the shipping cost would be $2.00 per unit. 
Since the shipment from Fredericton comes 
under the Maritime Freight Rates Act its real 
cost will be 70% of $4.00, or $2.80. Now if we 
assume a 50% rate increase the shipping 
costs per unit will rise to $6.00 and $3.00 
respectively. However, the Maritime Freight 
Rates Act will apply to the former thus 
reducing the cost to $4.20. The increase in 
cost to the Maritime shipper would be $1.40 
as compared to the $1.00 increase for the 
Montreal shipper. As illustrated the Maritime 
shipper is paying forty cents more than the 
Central Canadian shipper even with the 30% 
reduction. The Maritime shipper’s unit costs 
have thus increased further injuring his 
competitive position.

The following is a brief summary of our 
recommendations concerning the Maritime 
Freight Rates Act:

1. A flexible rate should be
established.

2. The Maritime Freight Rates Act 
should be extended to all modes of 
transport.

3. The extension the Maritime Freight 
Rates Act should apply to exports to the 
United States.

points de l’Est à destination de la plupart des 
points de l’Ouest au sein de la région grâce à 
des subventions, mais le contraire ne vaudrait 
pas à moins que les marchandises acheminées 
vers l’Est le soient par des ports de mer.

Un autre aspect important de la structure 
tarifaire des provinces Maritimes vient de ce 
qu’elle est mise en application suivant l’aug
mentation proportionnelle égale d’un bout à 
l’autre du Canada. Une telle situation défavo
rise les expéditeurs de marchandises à des 
distances considérables et, comme c’est le cas 
des expéditeurs des Maritimes désireux de 
faire affaires sur le marché central du 
Canada, de telles augmentations sont à leur 
détriment. Comme la Loi sur les taux de 
transport des marchandises dans les provinces 
Maritimes autorise une diminution fixe de 30 
p. 100, elle ne procure aucun allègement.

Pour démontrer cet énoncé, nous utiliserons 
un exemple hypothétique. Supposons que X 
envoie un produit donné de Frédéricton à 
Port Arthur, le coût est de $4 l’unité et si le 
même produit était envoyé de Montréal, le 
coût du transport serait de $2.00 l’unité. Étant 
donné que la marchandise envoyée de Frédé
ricton profite de la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes le prix réel sera de 70 p. 100 de 
$4.00, soit $2.80. A présent, si nous supposons 
une augmentation de 50 p. 100, le coût du 
transport par unité s’élèvera à $6.00 et à $3.00 
respectivement. Cependant, la Loi sur les 
taux de transport des marchandises dans les 
provinces Maritimes s’appliquera dans le pre
mier cas en réduisant ainsi le prix à $4.20. 
L’augmentation du prix exigé de l’expéditeur 
des Maritimes serait de $1.40 par rapport à 
$1.00 pour l’expéditeur de Montréal. Cet 
exemple démontre que l’expéditeur des Mari
times paie $0.40 de plus que l’expéditeur du 
centre du Canada, même s’il bénéficie de la 
réduction de 30 p. 100. Les prix exigés des 
expéditeurs des Maritimes pour chaque unité 
ont donc augmenté davantage, aggravant sa 
situation au point de vue de la concurrence.

Voici un bref résumé de nos recommanda
tions concernant la Loi sur les taux de trans
port des marchandises dans les provinces 
Maritimes:

1. Il faudrait établir un taux souple.

2. Il faudrait étendre la Loi sur les 
taux de transport des marchandises dans 
les provinces Maritimes à tous les modes 
de transport.

3. La Loi sur les taux de transport des 
marchandises dans les provinces Mariti
mes devrait s’appliquer aux exportations 
à destination des États-Unis.

29690—lot
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4. The Maritime Freight Rates Act 
should be extended to apply to west-to- 
east shipments within the ‘select 
territory’.

Less-than-Carload Lots
One of the most important problems of the 

freight rate structure in the Maritimes is the 
less-than-carload lot charges. The purpose of 
this was, from the railways point of view, to 
encourage shippers to ship full carloads and 
thus reduce the unit cost of handling. This, 
however, discriminates against the Atlantic 
Region due to its lack of population and its 
scattered nature. The buyers cannot afford to 
take a full carload due to financing, storage 
costs, as well as limited market size. The 
Atlantic Provinces ship more LCL freight per 
capita than does any other region, or more 
than the national average—the national aver
age was 192 pounds per capita in the calen
dar year 1966 while the Atlantic Provinces’ 
average was 396 pounds per capita. (D.B.S., 
analyzed by the Maritime Transportation 
Commission in “Tips & Topics”, October, 
1967.) Calculations for the first three quarters 
of 1967 seem to indicate a similar trend at 
118 pounds per capita nationally and 238 
pounds per capita for the Atlantic Provinces 
(see Table 1, p. 10).

4. Il faudrait modifier la Loi sur les 
taux de transport des marchandises dans 
les provinces Maritimes, afin de l’appli
quer aux envois de l’Ouest à l’Est à l’in
térieur du «territoire déterminé».

Charges de marchandises de détail
Un des problèmes les plus importants posés 

par la structure des tarifs des marchandises 
dans les Maritimes concerne les frais pour les 
charges partielles. Cette mesure, selon les 
autorités des chemins de fer, avait pour but 
d’encourager les expéditeurs à former des 
charges complètes et à réduire ainsi le coût 
de manutention par unité. Cette mesure s’est 
cependant avérée injuste à l’égard de la 
région de l’Atlantique, à cause de la faible 
densité et de la dispersion de la population. 
Les acheteurs ne peuvent pas se permettre 
d’acheter une charge complète à cause du 
financement, du coût d’entreposage et du 
marché limité. Les provinces de l’Atlantique 
envoient des marchandises par charges par
tielles dans une plus grande proportion per 
capita que toute autre région et la moyenne 
des Maritimes est supérieure à la moyenne 
nationale dans ce domaine—la moyenne 
nationale était de 192 livres par habitant pour 
l’année civile 1966, alors que la moyenne des 
provinces de l’Atlantique était de 396 livres 
(données du B.F.S. analysées par la Commis
sion des transports des Maritimes dans «Tips 
& Topics», octobre 1967). Les calculs concer
nant les neuf premiers mois de 1967 semblent 
indiquer le maintien de cette tendance à 118 
livres par habitant à l’échelle nationale et à 
238 livres dans les provinces de l’Atlantique 
(voir le tableau I, page 10).

TABLE I
USAGE OF LOI, PER PROVINCIAL POPULATION 

FIRST THREE QUARTERS OF 1967

Place
Tons

Per Capita
Pounds 

Per Capita

Newfoundland......................................
Prince Edward Island.........................
Nova Scotia.........................................
New Brunswick...................................

............................116

............................ 079

.............................107

............................. 142
Atlantic Provinces .119........... ....... 238 lbs.

Quebec.................................................. ..........................035 70 lbs.

Ontario................................................. ..........................050 100 lbs.
Manitoba..............................................
Saskatchewan......................................
Alberta.................................................

.......................... 0861

..........................132

..........................047
Prairies .089............................... ....... 178 lbs.

British Columbia................................ .......................... 055 110 lbs.

Yukon and N.W.T.............................. ..........................253 516 lbs.
CANADA.............................. ..........................059 118 lbs.

(For further details see Table I of Appendii)
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TABLEAU I
EXPÉDITION DE CHARGES DE MARCHANDISES DE DÉTAIL POUR CHAQUE PROVINCE

SUIVANT LA POPULATION 
NEUF PREMIERS MOIS DE 1967

Tonnes Livres
Province Per Capita Per Capita

Terre-Neuve.......................................
île du Prince-Édouard.......................
Nouvelle-Écosse.....................j..........
Nouveau-Brunswick...........................
Québec...........................................

Ontario................................................
Manitoba.............................................
Saskatchewan.....................................
Alberta................................................
Colombie-Britannique.......................
Yukon et Territoires du Nord-Ouest 

CANADA...............

.1161
.079 { Provinces de l’Atlantique .119 ........... 238 lbs.
.107 f 
.142)
.035 70 lbs.
.050 100 lbs.
.086)
.132) Prairies .089.......................................... 178 lbs.
.047)
.055 110 lbs.
.253 516 lbs.
.059 118 lbs.

(Pour de plus amples détails, voir le tableau I en appendice)

The new LCL provision should be elimi
nated immediately in the Atlantic Region as 
the higher rates seriously injure the manu
facturers and shippers in this area.

Along with the discriminatory LCL rates 
the new density rule of one cubic foot equal
ling ten pounds adversely affects many ship
pers and receivers. The density rule is 
exceedingly high as even the airlines use 
only six point nine pounds per cubic foot. 
This increases the cost to a ridiculously high 
amount for such industries as the potato 
chips, canoe building, footwear and paper 
products. As the products of the Maritimes 
tend to be of this nature—high bulk and low 
weight—the new rule causes tremendous 
increases in shipping costs for producers. For 
example see Table II, p. 11, concerning the 
increases in rates which amount from 200% 
to 557%. From these figures we can see that 
the low weight per cubic foot adversely affects 
the cost of shipment by the railways. In 
this particular industry there is no suitable 
alternative for carrying their products: the 
trucks either haven’t the available equipment 
or they flatly refuse to quote a contract for 
any length of time.

Les nouvelles dispositions concernant les 
charges partielles devraient être éliminées 
immédiatement dans la région de l’Atlanti
que, parce que les taux plus élevés nuisent 
considérablement aux manufacturiers et aux 
expéditeurs de cette région.

En plus des taux concernant les charges 
partielles, le nouveau règlement de densité 
selon lequel un pied cube correspond à 10 
livres défavorise plusieurs expéditeurs et des
tinataires de marchandises. Le règlement con
cernant la densité est extrêmement désavan
tageux car même les entreprises de transport 
aérien n’attribuent qu’un poids de 6.9 livres 
par pied cube. Cette mesure augmente le coût 
à un montant extrêmement élevé pour des 
industries comme les patates «chips», la fabri
cation des canoës, l’industrie de la chaussure 
et les produits du papier. Étant donné que les 
produits manufacturés dans les Maritimes ont 
tendance à être de cette nature—un volume 
considérable et un poids peu élevé—ce nou
veau règlement entraîne une augmentation 
très appréciable des frais du transport pour 
les producteurs. (Voir, par exemple, le 
tableau II, p. 11, concernant les augmenta
tions des taux qui varient de 200 à 557 p. 
100) Ces chiffres démontrent qu’un poids peu 
élevé par pied cube influe défavorablement 
sur le coût du transport par chemins de fer. 
Les fabricants de canoës n’ont pas de choix 
convenable pour le transport de leurs pro
duits: les entreprises de camionnages ne pos
sèdent pas l’équipement approprié ou bien 
elles refusent de conclure un contrat pour une 
période déterminée.
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TABLE II

Sample Rates on “Pal" Canoes—Shipped prom Fredericton

Code Name Shpt. Wt.

Old Rate 
Per

100 lbs

New Rate
Per

500 lba. Destination
Cu.
Ft.

Old
Cost

New
Cost

$ $ $ t
Pal......................... 90 lbs. 5.13 2.54 Montreal.................. 96 4.61 24.38
Pal.......................... 90 lbs. 7.27 3.14 Toronto................... 96 6.54 30.14
Pal.......................... 90 lbs. 16.07 6.05 Winnipeg.................. 96 14.46 57.98
Pal.......................... 90 lbs. 31.50 8.16 Vancouver............... 96 28.35 78.33

Sample Rates on Other Canoe Models

Code Name Shpt. Wt. Cu. Ft.
Wt. Rate 
Based On

Bob's Special................................................................................................. 85 lbs. 85 850 lbs.
20'Ogilvy Canoes......................................................................................... 130 lbs. 138 1,380 lbs.
17'Prospector Vee......................................................................................... 110 lbs. 115 1,150 lbs.
18'Freight Vee.............................................................................................. 160 lbs. 175 1,750 lbs.
20'Freight Flat Wide................................................................................... 210 lbs. 258 2,580 lbs.
22' Freight Flat Wide...................................................................................... 310 lbs. 360 3,600 lbs.

Source: Chestnut Canoe Co. Ltd., Fredericton, N.B.

TABLEAU II
Aperçu des taux pour les canoës «Pal»—Expédiés de Fredericton

Code
Poids de 
l'envoi

Ancien 
taux par 
100 lbs.

Nouveau 
taux par 
500 lbs.

Point de 
destination Pi. cu.

Ancien
coût

Nouveau
coût

* $ i $
Pal.. 90 lbs. 5.13 2.54 Montréal................ 96 4.61 24.38
Pal.. 90 lbs. 7.27 3.14 Toronto................. 96 6.54 30.14
Pal 90 lbs. 16.07 6.05 Winnipeg................ 96 14.46 57.98
Pal.. 90 lbs. 31.50 8.16 Vancouver............. 96 28.35 78.33

Autres exemples de taux pour d’autres modèles de canoës

Code
Poids de 
l’envoi Pi. cu.

Poids sur 
lequel le 
taux est 

fondé

Bob’s Special............................................................ ................................... 85 lbs. 85 850 lbs.
Canoës Ogilvy de 20 pi............................................ ................................... 130 lbs. 138 1380 lbs.
Prospector Vee de 17 pi............................................. .................................. 110 lbs. 115 1150 lbs.
Freight Vee de 18 pi.................................................................................... 160 lbs. 175 1750 lbs.
Freight Flat Wide de 20 pi....................................... ................................. 210 lbs. 258 2580 lbs.
Freight Flat Wide de 22 pi...................................... ................................. 310 lbs. 360 3600 lbs.

Source: Chestnut Canos Co. Ltd., Fredericton (N.-B.)
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The new non-carload rates which came 
into effect on September 5, 1967, have caused 
rates to skyrocket for companies unable to 
retain their old LCL rates (See Table III, p. 
13). The minimum weight requirements have 
deterred many shippers from using the rail
ways, but as the trucking industry is not 
highly developed this option is not open to all 
shippers.

As stated previously a canoe company’s 
rate will rise 200-557% and the railways 
have offered 20% reductions to the new rates 
within the Atlantic Provinces due to public 
opinion. The figures speak for themselves.

The cancellation of pick-up and delivery 
service as well as the cancellation of com
petitive rate structure and the establishment 
of the density rule have placed shippers 
without alternative methods of transport in a 
detrimental position, especially if they hope 
to gain greater access to the Central Canadi
an markets. We would like to recommend the 
retention of the old LCL policy (prior to 
September 5, 1967) with downward adjust
ment of rates. As the express rates are gener
ally lower under the new non-carload 
structure than under the old LCL rates com
paratively few use this method of shipment 
over the regular freight rates which have 
increased under the new set-up. To clear the 
above point, the new rates have the effect of 
increasing most classes of shipping except 
possibly express rates which may decrease 
slightly. However, the express class is used 
by the better positioned (one who requires 
speed and has low bulk) shippers and due to 
the economic conditions and type of goods 
the regular rates are used in the provinces.

Once again the rates hurt the small ship
pers of which the Maritimes are composed.

Thus our major recommendation concern
ing less-than-carload shipments is as follows:

The new LCL rate structure should be 
cancelled and a corresponding downward 
adjustment of the rates should be made.

Les nouveaux taux pour les charges partiel
les qui ont été mis en vigueur le 5 septembre 
1967 ont entraîné des augmentations astrono
miques pour les compagnies incapables de 
conserver leurs anciens taux pour les charges 
partielles (voir tableau III, p. 13). Les exigen
ces minimum quant au poids ont empêché 
plusieurs expéditeurs d’utiliser les chemins de 
fer et, comme l’industrie du camionnage n’est 
pas très développée, les expéditeurs ne peu
vent pas tous en profiter.

Comme on l’a mentionné plus tôt, les taux 
exigés d’un fabricant de canoës augmenteront 
de 200 à 557 p. 100 et les compagnies de 
chemins de fer ont offert de réduire de 20 p. 
100 les nouveaux taux pour les provinces de 
l’Atlantique à cause de l’opinion publique. Les 
chiffres parlent par eux-mêmes.

L’abandon du service de cueillette et de 
livraison, l’abolition de la structure des taux 
concurrentiels et l’établissement du règlement 
concernant la densité ont placé les expédi
teurs dans une situation où ils n’ont pas de 
choix quant aux modes de transport, spécia
lement s’ils désirent faire meilleure figure sur 
le marché du Canada central. Nous aimerions 
recommander le maintien de l'ancienne 
mesure concernant les charges partielles, de 
la même façon dont elle était appliquée avant 
le 5 septembre 1967, ainsi qu’un ajustement 
des taux de façon à les diminuer. Comme les 
taux d’express sont généralement moins éle
vés suivant la nouvelle structure des charges 
partielles que sous l’ancien régime des taux 
pour les charges partielles, il y a relativement 
peu d’expéditeurs qui recourent à cette 
méthode de transport plutôt qu’aux tarifs des 
marchandises réguliers, qui ont été accrus 
suivant les nouvelles dispositions. Pour préci
ser ce point, les nouveaux taux ont pour effet 
d’augmenter la plupart des catégories d’expé
dition sauf peut-être les taux d’express qui 
peuvent diminuer légèrement Cependant, la 
catégorie express est utilisée par l’expéditeur 
le mieux placé (celui qui veut la rapidité et a 
un envoi de faible volume) et étant donné les 
conditions économiques et la nature des mar
chandises, on utilise les taux réguliers à l’in
térieur des provinces.

Encore une fois, les taux lèsent les intérêts 
des petits expéditeurs qui sont la majorité 
dans les Maritimes.

En conséquence, nous recommandons le 
changement suivant en ce qui concerne les 
expéditions inférieures à un wagon complet:

Le nouveau barème pour les charges 
partielles devrait être aboli et remplacé 
par des taux plus bas.
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TABLE III

MINIMUM WEIGHTS**

Pounds

Explanation 300 500 750 1,000 2,000 5,000 10,000

1. New Non-Carload Rates (effective Sep. 5 ’67).. 328 310 310 283 269 246 222

2. Proposed Non-Carload Rates (lowest approx.). 296 243 243 236 229 218 196

3. (a) Present LCL Class 100 Rates........................... 242 242 242 242 242 242 242
(b) Present LCL Class 85 Rates............................ 212 212 212 212 212 212 212
(c) Present LCL Class 70 Rates............................ 183 183 183 183 183 183 183
(d) Present LCL Class 55 Rates............................ 154 154 154 154 154 154 154

4. Former 1st Class Express Rates.............................. 450 450 450 450 450 450 450
Former 2nd Class Express Rates............................ 360 360 360 360 360 360 360

5. (a) Former LCL Class 100 Rates 242 287 287 287 287 287 287
(b) Former LCL Class 85 Rates............................ 212 257 257 257 257 257 257
(c) Former LCL Class 70 Rates............................ 183 228 228 228 228 228 228
(d) Former LCL Class 55 Rates............................ 154 199 199 199 199 199 199

••Figures quoted are for shipments between Saint John, N.B. and Corner Brook, Nfld., a distance of 672 miles. 
Source: Maritime Transportation Commission

TABLEAU III 

POIDS MINIMUM**

Livres

Explications 300 500 750 1,000 2,000 5,000 10,000

1. Nouveau taux concernant les charges partielles 
(en vigueur le 5 septembre 1967)......................... 328 310 310 283 269 246 222

2. Taux proposés pour les charges partielles (la 
plus basse approximation)....................................... 296 243 243 236 229 218 196

3. a) Taux actuels pour les charges partielles de la 
catégorie 100................................................................ 242 242 242 242 242 242 242

b) Taux actuels pour les charges partielles de la 
catégorie 85.................................................................. 212 212 212 212 212 212 212

c) Taux actuels pour les charges partielles de la 
catégorie 70.................................................................. 183 183 183 183 183 183 183

d) Taux actuels pour les charges partielles de la 
catégorie 55.................................................................. 154 154 154 154 154 154 154

4. Pour l’ancienne catégorie express de première 
classe................................................................................. 450 450 450 450 450 450 450

Pour l’ancienne catégorie express de deuxième 
classe................................................................................. 360 360 360 360 360 360 360

5. a) Anciens taux pour les charges partielles de la 
catégorie 100............................................................... 242 287 287 287 287 287 287

b) Anciens taux pour les charges partielles de la 
catégorie 85.................................................................. 212 257 257 257 257 257 257

c) Anciens taux pour les charges partielles de la 
catégorie 70.................................................................. 183 228 228 288 228 228 288

d) Anciens taux pour les charges partielles de la 
catégorie 55.................................................................. 154 199 199 199 199 199 199

“Les chiffres concernent les envois entre Saint Jean (N.-B.) et Corner Brook (T.-N.), soit une distance de 672 
milles.

Source: Commission de transport des Maritimes.
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Railways
An overall development policy for the 

Maritime Provinces to satisfactorily meet the 
needs of the people and their economies is 
required. Transportation is only one of many 
fields that must be covered by such a policy. 
Until a program of development for Mari
times, which may or may not include New
foundland, is set in play effectively, disad
vantages in transportation rates or tariffs of 
any nature may have heavier results on an 
already weak economy and negatively affect 
an already worsening environment. It is in 
this respect that we make the following 
submission.

We strongly recommend the establishment 
of Maritime Railway Rates Board to function 
until that time when a development policy 
for the Maritime Provinces can be put into 
effect. There is a great deal of confusion, 
conflicting interests, and conflicting opinions 
concerning the economic needs of the Mari
time region and, in the case of the railways, 
their role, influence and responsibility to the 
region. The Maritime Railway Rates Board 
should be made up of knowledgeable and 
competent Maritime economists and business
men thoroughly familiar with the economic 
environment and its needs in the Maritimes. 
We recommend that it advise on the setting 
of rates within the Maritimes and to and 
from points outside of the Maritime region.

There may be several advantages to the 
implementation of this recommendation. 
Decisions of the Maritime Railway Rates 
Board would hopefully be more objective 
and more educated. The decisions would be 
based on an integrated knowledge of the 
Maritime economic environment, the need for 
competition and the needs of the people. A 
board established on a continuous basis is 
better able to make recommendations with 
respect to its observations of the changing 
economic considerations and conditions than 
are boards and committees whose reports are 
necessarily based on the observations made 
in a short period of time. Finally, the board 
could be dissolved once an overall plan for 
regional development, which will have to 
consider transportation problems and re
quirements, is put into effect.

In summary to this recommendation we 
express optimism that at some time in the 
future the Maritime region will be in a posi
tion of prosperity that will not necessitate

Chemins de Fer
Il importe de mettre en œuvre une politi

que de développement d’ensemble dans les 
provinces Maritimes, afin de répondre aux 
besoins de la population et de l’économie 
régionale. Les transports ne constituent qu’un 
élément parmi plusieurs autres qui doivent 
être visés par une telle politique. Aussi long
temps qu’un programme de développement 
des Maritimes, incluant ou non Terre-Neuve, 
n’aura pas été appliqué efficacement, les 
inconvénients des taux ou tarifs de transport 
de tout genre pourront avoir de mauvais 
résultats sur une économie déjà chancelante 
et influer négativement sur un environnement 
déjà compromis. C’est à cette fin que nous 
formulons les recommandations suivantes.

Nous recommandons fortement l'établisse
ment d’un Office des taux de transport par 
chemin de fer dans les provinces Maritimes, 
en attendant la mise en vigueur d’une politi
que de développement pour la région. Il 
existe beaucoup de confusion, d’intérêts dis
cordants et d’opinions contradictoires au sujet 
des besoins économiques de la région des 
Maritimes et, dans le cas des chemins de fer, 
au sujet de leur rôle, de leur influence et de 
leurs responsabilités envers la région. L’office 
des taux de transports par chemin de fer 
dans les provinces Maritimes devrait être 
formé d’économistes et d’hommes d’affaires 
intelligents et compétents des Maritimes, par
faitement au courant du milieu économique et 
des besoins des Maritimes. Nous recomman
dons que cet office soit habilité à établir des 
taux de transport à l’intérieur des Maritimes 
et entre des points situés dans les Maritimes 
et des points à l’extérieur.

Plusieurs avantages peuvent découler de la 
mise en vigueur de cette recommandation. 
Les décisions de l’office seraient plus objecti
ves et rationnelles car elles seraient fondées 
sur une connaissance approfondie du milieu 
économique des Maritimes, sur la nécessité 
d’une saine concurrence et sur les besoins de 
la population. Un office fonctionnant de façon 
continue est plus en mesure de formuler des 
recommandations fondées sur sa propre 
observation des changements dans les préoccu
pations et les conditions économiques que ne 
sont les commissions et comités dont les rap
ports seraient nécessairements fondés sur des 
observations faites pendant un court laps de 
temps. Enfin, l’office pourrait être dissous une 
fois amorcé un plan d’ensemble de développe
ment régional, qui devra prendre en considé
ration les problèmes et besoins du transport 
de la région à l’étude.

Disons, pour conclure, que nous espérons 
sincèrement qu'un jour, la région des Mariti
mes connaîtra une prospérité telle qu’il ne 
sera plus nécessaire de subventionner le
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subsidies or rate regulations to the railways. 
Until that time, however, the importance of 
the railway rate structure to the economy 
demands careful consideration.

Part of the difficulty rails are encountering 
in meeting their costs and realizing a profit 
may be overcome by taking a larger share of 
the market that is available to them. Their 
profit position and share of the market could 
conceivably improve with an increase in 
efficiency. Also, reductions in costs, due to an 
increase in efficiency or other considerations, 
are always a possibility in a business con
cern’s operation. It is assumed here that an 
improvement in the financial state of the 
railways will permit the feasibility and 
occurrence of improvements in service that 
may benefit the Maritime region. In this re
spect we make the following recommenda
tions.

First, we recommend a complete investiga
tion into the cost analysis methods utilized by 
the railways. Poor cost analysis may be part 
of the reason for an apparent inability of 
rails to improve efficiency and service. If cost 
analysis computations are not indicating 
existing areas where a more efficient alloca
tion of resources could reduce marginal or 
operating costs or improve service, then 
improved cost accounting methods are 
required.

Second, we recommend a thorough exami
nation of how much business is presently 
being lost or how many customers have 
looked elsewhere for transportation as a 
result of their discontent with the record of 
the railways to service their needs. The 
Atlantic Provinces Transportation Study, 
January, 1967 submitted by the Economist 
Intelligence Unit Limited of London, Eng
land, dealt at length in part A of Volume III 
with dissatisfaction of railway customers on 
Prince Edward Island. This is meant as an 
example of customer dissatisfaction and the 
report illustrates cases of shippers preferring 
anything to rails due to the latter’s inefficien
cy, poor handling procedures and other 
reasons. In this respect and with regard to the 
above examination there are many recom
mendations that could be made. It would be 
of benefit to railway revenues to investigate 
reports of dissatisfied customers, to minimize 
business lost in this way by positive mea
sures, and to restore with customers a rela
tionship of confidence. It would also be 
beneficial to the level of business to reduce

transport des marchandises par chemin de 
fer ni d’en réglementer les taux. En atten
dant, cependant, l’importance des taux de 
transport par chemin de fer pour l’économie 
de la région doit être l’objet de toute notre 
attention.

Les chemins de fer pourraient mettre fin à 
leurs difficultés à subvenir à leurs frais d’ex
ploitation, tout en réalisant des bénéfices, s’ils 
prenaient une plus large part du marché qui 
s’offre à eux. Une amélioration de leurs servi
ces se traduirait vraisemblablement par une 
augmentation de leurs bénéfices et de leur 
part du marché. De même, la diminution des 
frais d’exploitation grâce à une amélioration 
des services et autres éléments de l’exploita
tion est toujours possible dans la conduite 
d’une entreprise commerciale. Nous prenons 
pour acquis, en l’occurrence, qu’une améliora
tion de la position financière des chemins de 
fer permettra d’améliorer le service pour le 
plus grand bien de la région des Maritimes. A 
cette fin, nous formulons les recommandations 
suivantes:

Premièrement, nous recommandons une 
enquête complète des méthodes d’analyses des 
frais qui sont en usage dans les chemins de 
fer. Des méthodes défectueuses d’analyse peu
vent être l’une des causes de l’incapacité 
apparente des chemins de fer d’améliorer le 
rendement et le service. Si l’analyse des frais 
n’indique pas les secteurs où une meilleure 
utilisation des ressources pourrait réduire les 
frais marginaux ou d’exploitation ou amélio
rer le service, il faut introduire des méthodes 
améliorées de comptabilisation des frais 
d’exploitation.

Deuxièmement, nous recommandons un 
examen minutieux de la part du commerce 
qui est perdu pour les chemins de fer ou du 
nombre de clients qui ont utilisé d’autres 
moyens de transport parce qu’ils étaient 
mécontents du service que leur donnaient les 
chemins de fer. Le rapport intitulé «Étude de 
la situation des transports dans les provinces 
Maritimes,» déposé en janvier 1967 par la 
société Economist Intelligence Unit Limited, 
de Londres, (partie A, volume III) traite à 
fond du mécontentement des usagers des che
mins de fer dans l’île du Prince-Édouard. 
Nous avons voulu mentionner ce cas à titre 
d’exemple du mécontentement des clients des 
chemins de fer; le rapport signale des cas 
d’expéditeurs qui avaient préféré tous les 
autres moyens de transport aux chemins de 
fer, à cause de l’inefficacité de ces derniers, 
de la manutention négligente et pour d’autres 
motifs. Il y aurait beaucoup de recommanda
tions à faire à ce sujet et à la suite de l’étude 
en question. Dans le but de sauvegarder ou 
d’augmenter les revenus des chemins de fer, 
il y aurait lieu de vérifier le bien-fondé des



18 février 1969 Transports et communications 615

the reportedly high rate of breakage and 
destruction enroute and to prevent the high 
rate of theft. We recommend also that han
dling facilities be improved and that han
dling procedures be studied for possible 
improvements in efficiency and reduced 
losses to the customer such that the customer 
may gain a greater satisfaction from the ser
vice. These are some of the factors that 
determine the overall quality of service and 
therefore the number of customers.

Finally we recommend investigation into 
two related areas that may result in 
improved revenues and a larger share of the 
market First, the degree of customer or pros
pective customer knowledge of railway ser
vices and tariffs of the lack of information 
flow between parties may be a deterrent to 
increased revenues. Inquiries to the railways 
as to rates and services bring on unaggres- 
sive response, information is not sent to the 
inquisitor by mail and the absence of an 
overall sales effort is indicated by the rela
tionship where the future customer must 
initiate contact or communications.

Second, we invision the public image of 
the railways, due to a variety of complex and 
historical reasons, as being less than satisfac
tory. We suspect that this situation affects 
the level of revenues. In this regard we 
recommend that the railways take a serious 
look at their relationship to the community. 
The impersonal nature of the railway opera
tion, the lack of a definite and obvious 
interest and commitment in the individual 
town, city, or community, and the lack of an 
expressed mutual concern to the customer for 
the sale and transfer of goods produced are 
among the factors we would advise studying.

We submit that there are many ways to 
improve services and decrease inefficiencies 
in railway operations so as to increase reve
nues to cover costs. It is unfortunate that the 
approach taken by railways toward business 
has changed little over the years, that rail
way advantages have not been fully exploit
ed, and that the evolution of an agressive 
customer oriented policy has not been 
apparent.

rapports et des plaintes des clients mécon
tents, en vue de réduire la perte de revenus 
subie de cette façon en prenant des mesures 
positives, et de regagner ainsi la confiance de 
la clientèle. Il y va aussi de l’intérêt du 
chiffre d’affaire des compagnies de chemins 
de fer de réduire le taux de casse, d’avarie et 
de destruction de marchandises en cours de 
route et de faire baisser les pertes attribua
bles au vol. Nous recommandons également 
que soient améliorés les appareils et méthodes 
de manutention et qu’une étude soit faite de 
ces méthodes, en vue d’améliorer leur effica
cité et de réduire les pertes subies par le 
client et lui donner un meilleur service. Voilà 
autant de facteurs qui contribuent à l’excel
lence du service et, partant, à grossir la 
clientèle.

Enfin, nous recommandons qu’une étude 
soit entreprise dans deux secteurs apparentés 
qui sont susceptibles d’accroître les revenus 
et la clientèle. En premier lieu, il est probable 
que les revenus augmenteront ou baisseront 
dans la mesure où les clients actuels ou éven
tuels seront informés ou non des services et 
des taux des chemins de fer. Il ne saurait y 
avoir progrès si les compagnies de chemins de 
fer ne répondent pas de façon empressée et 
dynamique aux demandes de renseignements 
sur les services et les taux; si elles négligent 
d’envoyer promptement les renseignements 
demandés par la poste; si elles ne font pas 
tout leur possible pour vendre leurs services 
et si, enfin, le client éventuel est obligé d’éta
blir lui-même le contact.

En deuxième lieu, nous sommes en pré
sence d’une conception que le public s’est faite 
des chemins de fer, qui laisse à désirer pour 
des raisons à la fois complexes et historiques. 
A notre avis, cet état de choses influe sur les 
recettes. A ce sujet, nous recommandons que 
les chemins de fer s’interrogent sérieusement 
sur leurs rapports avec la communauté. Nous 
leur conseillons tout particulièrement de con
sidérer divers facteurs importants, notam
ment la nature anonyme de l’entreprise ferro
viaire, le manque d’intérêt et d’engagements 
précis et évidents dans un village, une ville 
ou une communauté, et l’absence du désir 
manifeste de plaire au client qui doit vendre 
et expédier les articles qu’il produit.

Nous prétendons qu’il existe de nombreux 
moyens d’améliorer les services tout en rédui
sant les insuffisances des opérations ferroviai
res, afin d’augmenter les revenus et couvrir 
les frais. Malheureusement, l’attitude des che
mins de fer envers l’industrie et le commerce 
a peu changé au cours des années, les avanta
ges des chemins de fer n’ont pas été exploités 
à fond, et l’évolution d’une politique dynami
que axée sur la clientèle n’a pas été à la fine 
pointe de l’actualité.



616 Transport and Communications February 18, 1969

With respect to minimizing operating costs 
we suggest that the number of rural lines be 
reduced where there is little prospect of eco
nomic advantage accruing to either the rail
way or the community in the future. We 
suggest an investigation to seek out rail spurs 
within city limits that are largely out of use 
in order that taxes payable or other operat
ing expenses be reduced. With the same 
regard to efficiency and cost reduction we 
suggest an investigation into the elimination 
of all duplications in service by two or more 
railway companies.

Unlike the other Maritime Provinces New 
Brunswick has a large number of instances 
of duplicated services and where they exist 
the reason has in the past been given that it 
is for the sake of competition. But the chal
lenging competition to railways has become 
other modes of transportation. It may be the 
case that competing among themselves does 
not provide the public with a better service 
or lower charges but does create extra costs 
that could be reduced or eliminated. Also we 
recommend an investigation to include the 
expanded use and feasibility of shared cost 
programs between railway companies or, in 
other words, broader grounds of cooperation 
and pooling of resources.

It has been said that the objective of a 
transportation policy must complement the 
efforts of a region to develop its economy. It 
has been said that the development of poli
cies and plans for the development of the 
Maritime region are not presently settled. 
Therefore, without knowing specifically what 
path development will follow we recommend 
that the general emphasis of any changes in 
the rail network be on efficient direct inter- 
urban lines to accommodate industrialization 
of the future rather than agricultural pat
terns of the past.

We accept the principle of the public’s 
right to railway passenger service. As it is 
available to other communities in Canada so 
too it should be available to Maritime com
munities, especially the centres of growth 
and population. Additionally, this service 
should be available as an alternative to other 
modes such as bus service to provide compe
tition. Therefore, we recommend a thorough 
investigation to determine the number of 
people moving daily between urban points

En ce qui concerne l’opportunité d’abaisser 
les frais d’exploitation, nous suggérons de 
réduire le nombre des lignes rurales lorsque, 
à l’avenir, on ne prévoit en tirer que peu de 
bienfaits économiques pour la compagnie ou 
la communauté. Nous recommandons qu’une 
enquête soit effectuée pour déterminer quels 
embranchements ferroviaires dans les limites 
d’une ville ne servent pas à plein temps, afin 
de réduire les impôts ou les autres frais d’ex
ploitation. Toujours dans le but d’accroître 
l’efficacité du matériel roulant et de réduire 
les frais d’exploitation, nous recommandons 
qu’une étude soit entreprise en vue d’éliminer 
tous les cas de double emploi de service par 
deux ou plusieurs compagnies de chemin de 
fer.

A la différence des autres provinces Mariti
mes, le Nouveau-Brunswick présente un 
grand nombre de cas de services faisant dou
ble emploi et, là où cela se produit, la raison 
donnée dans le passé c’est qu’on voulait tenir 
tête à la concurrence. Mais, en fait, la concur
rence vraiment dangereuse venait d’autres 
modes de transport. N’oublions pas que la 
concurrence des compagnies de chemins de 
fer entre elles n’assure pas un meilleur ser
vice au public ni des frais moins élevés mais, 
au contraire, elle occasionne des frais supplé
mentaires qui pourraient être réduits ou éli
minés. Nous recommandons également une 
enquête qui portera sur l’élargissement et 
la praticabilité de programmes à frais parta
gés entre les compagnies de chemins de fer ou, 
en d’autres mots, dans des domaines plus vas
tes de coopération et de mise en commun des 
ressources.

On a dit qu’une politique de transport doit 
viser à seconder les efforts d’une région pour 
développer son économie. On ajoute que les 
politiques et plans de développement de la 
région des Maritimes ne sont pas encore au 
point. En conséquence, sans connaître l’orien
tation exacte que prendra le développement 
régional, nous recommandons que tout chan
gement important qui se fera dans le réseau 
ferroviaire soit situé dans le secteur des 
lignes interurbaines et vise à faciliter l’indus
trialisation future de la région plutôt que de 
donner la préséance à l’industrie agricole 
traditionnelle.

Nous admettons le droit du public au ser
vice des voyageurs. Comme ce service ferro
viaire est donné aux autres régions du 
Canada, il n’est que juste qu’on l’accorde aux 
agglomérations des Maritimes, surtout aux 
centres de croissance et de population. De 
plus, ce service devrait être offert à la popu
lation si elle le préfère aux autres modes de 
transport, comme l’autobus. Par conséquent, 
nous recommandons une étude approfondie 
en vue de déterminer le nombre de voyageurs
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and who would consider using railway pas- qui se rendent d’un endroit à un autre de la 
senger service in lieu of some other service if ville et qui préfèrent le service des voyageurs 
it was available. de la compagnie des chemins de fer à un

autre mode de transport qu’ils pourraient 
utiliser.

We emphasize the need of convenience for Nous mettons l’accent sur la nécessité de 
customers in travelling between points by commodité des voyageurs qui se rendent en 
railway; for example, from city centre to city train d’un endroit à un autre, par exemple du 
centre. In the past passenger trains have not centre d’une ville au centre d’une autre. Dans
always operated to the utmost convenience 
of its prospective customers. For this reason 
it has lost customers when they were availa
ble. For example, bus lines operate profitably 
between Fredericton and Saint John (80 
miles) from central locations in each city. 
The charge is $3.05. The ride by train to 
Saint John is much more comfortable and 
the charge is $3.40. However, Fredericton 
Junction is 26 miles from Fredericton. It 
costs $12.00 to get there by taxi. Without 
having to consider time and convenience we 
conclude that the prospective customer has 
never had an alternative but to go by bus or 
private automobile between these two centres 
and so the railways lost this source of 
revenue.

If in the end analysis regular rail passen
ger service for citizens in the Maritimes is not 
possible then we recommend an investigation 
into the feasibility of periodic passenger ser
vice. The flow of people between points is 
greater at different times of the week, season, 
and year. At present the rails make little use 
of this potential market while bus lines must 
reserve extra buses and Air Canada provide 
special flights. One example is the movement 
of people between points within the Mari
times at Christmas. Another example is the 
irregular flow of a large humber of students 
within the Maritimes and to and from other 
parts of Canada.

In the following we set forth a new con
cept meant to increase railway revenues in 
the Maritime Provinces.

At present, procedures demand a much 
greater responsibility for decision making by 
the producer than the carrier when the 
former requires the service of the latter. The 
producer must (1) seek out a wholesaler, (2) 
set a price, (3) decide on the mode of trans
portation, and (4) arrange for transfer. It is 
significant that the railways act only on 
request and there is no sales effort.

We recommend an investigation by compe
tent consultants into the feasibility of rail

le passé, les trains de voyageurs n’ont pas 
toujours donné le summum de commodité à 
leurs clients éventuels. C’est ce qui explique 
que les chemins de fer ont perdu leur clien
tèle à la concurrence. Par exemple, il y a des 
services d’autobus qui sont d’un bon rapport 
entre Fredericton et Saint-Jean (80 milles), à 
partir du cœur de la première jusqu’au cœur 
de la deuxième. Le prix du billet par train 
jusqu’à Saint-Jean est $3.40 et le trajet est 
beaucoup plus confortable. D’autre part, il en 
coûte $12 en taxi pour se rendre à Frederic
ton Junction, à 26 milles de Fredericton. 
Même en faisant abstraction du temps et de 
la commodité, nous concluons que le client 
éventuel n’a jamais eu le choix et qu’il devait 
voyager en autobus ou en auto pour aller d’un 
centre à l’autre, de sorte que les chemins de 
fer ont perdu cette source de revenu.

Si, en dépit de tous nos efforts, il est 
impossible de doter les Maritimes d’un ser
vice régulier de trains de voyageurs, nous 
recommandons qu’on examine la possibilité 
d’établir un service périodique de voyageurs. 
Il y a des périodes de pointe entre les divers 
points chaque semaine, chaque saison et cha
que année. A l’heure actuelle, les chemins de 
fer profitent peu de ce marché possible tandis 
que les compagnies d’autobus doivent aug
menter le nombre de leurs voitures en service 
et Air Canada doit faire des vols spéciaux. Un 
cas d’espèce est le trafic-voyageurs dans les 
Maritimes au temps des Fêtes. Un autre 
exemple est le déplacement intermittent d’é
tudiants au sein des Maritimes ainsi qu’en 
provenance et à destination d’autres parties 
du Canada.

Nous énonçons ci-après un nouveau moyen 
d’accroître les revenus des chemins de fer 
dans les provinces Maritimes.

A l’heure actuelle, la mise en marché d’un 
produit exige de la part du producteur une 
foule de détails et de formalités dont n’a pas 
à se soucier le transporteur, lorsque le pro
ducteur a besoin de ses services. Ainsi, le 
producteur doit (1) trouver un grossiste, (2) 
établir un prix, (3) choisir le mode de trans
port, et (4) voir au transbordement. Il y a lieu 
de s’étonner que les chemins de fer n’agissent 
que sur demande et qu’ils ne font aucune 
sollicitation.

Nous recommandons que des experts en la 
matière soient chargés d’examiner la possibi-
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ways expanding their functions beyond that 
of carrier into other fields which might 
include sale of its services to producers. 
Another possibility would be to decrease the 
responsibilities outlined above that now 
must be assumed by the customer. Another 
possibility that might be investigated in 
particular is one where the producer and 
carrier coordinate their efforts and activities 
to sell the products that may be transported 
by rail.

With the continued aim in this section of 
making suggestions that may eventually lead 
to higher profits for the railways and better 
service to the customer we find that the role 
of the railways in Newfoundland demands 
particular attention and there are many 
problems related to it. As you will become 
aware from many briefs in this regard, the 
present railway from Port-aux-Basques to St. 
John’s is inconvenient, inefficient, time con
suming, difficult to maintain, and requires 
high operating costs. In part this is due to 
narrow guage tracks, rough irregular terrain, 
a poorly laid out rail bed, and long distances. 
In this respect we recommend a study into the 
feasibility of some other mode of transporta
tion from the mainland directly to the Ava
lon Peninsula being more viable strictly on a 
cost basis and appropriate from the view of 
maintaining modern effective transportation 
to meet the economic needs of the province. 
We would point out that the Trans Canada 
Highway roughly parallels the railroad. Also, 
railway traffic may be further reduced since 
CN is presently considering replacing rail 
passenger service with buses.

In conclusion to this section we feel that 
there are many areas of operation that may 
not have been thoroughly investigated and in 
which improvements in services and reduc
tions in costs can bring to the railways in the 
Maritime region more satisfactory profit 
figures and a greater number of customers. 
With this view we have recommended:

1. A Maritime Railway Rates Board to 
act in an advisory capacity should be 
established.

2. The railways should make a thor
ough assessment of their operating costs 
and of the services offered to the public 
with a view to improving their own 
revenue position and thus, possibly, low
ering the need for subsidies.

3. Inefficient rail lines should be elimi
nated wherever possible.

lité d’élargir les attributions et les fonctions 
de simples transporteurs qu’ils exécutent pré
sentement et de les amener à faire de la 
sollicitation auprès des producteurs. Un autre 
moyen d’accroître les revenus consisterait à 
simplifier les formalités imposées présente
ment à la clientèle. Une autre possibilité qui 
mérite d’être examinée consiste à amener le 
producteur et le transporteur à coordonner 
leurs efforts pour la vente des produits trans
portés par rail.

En poursuivant notre recherche de moyens 
d’augmenter les revenus des chemins de fer 
et d’améliorer leurs services à la clientèle, 
nous constatons qu’à Terre-Neuve, le rôle des 
chemins de fer exige une attention spéciale, 
car un grand nombre de problèmes s’y ratta
chent. Comme vous pourrez vous en rendre 
compte à la lecture des nombreux mémoires 
qui vous ont été soumis, le service actuel 
entre Port-aux-Basques et Saint-Jean est 
incommode, inefficace, trop lent, difficile à 
maintenir et peu rentable. Cela tient partielle
ment à l’étroitesse des voies, à la topographie 
accidentée, à la pose mal faite des rails, et 
aux longues distances. Dans ce cas, nous 
recommandons une étude de la rentabilité 
d’autres moyens de transport à partir de la 
partie nord de l’ile directement jusqu’à la 
presqu’île Avalon, de façon à mieux répondre 
aux besoins économiques de la province. A ce 
propos, nous signalons que la route transca
nadienne est à peu près parallèle au chemin 
de fer. De plus, il se peut que le trafic ferro
viaire diminue encore davantage, étant donné 
que le CN songe présentement à remplacer 
son service de trains-voyageurs par un ser
vice d’autobus.

Disons pour conçlure que nous estimons 
qu’il y a plusieurs lecteurs de l’industrie fer
roviaire qui n’ont £>as été examinés en pro
fondeur et où des Améliorations des services 
et des réductions des frais d’exploitation 
pourraient se traduire pour les chemins de 
fer, dans la région des Maritimes, par des 
bénéfices plus substantiels et une clientèle 
plus nombreuse. A cette fin, nous avons fait 
les recommandations suivantes:

1. Création d'un office des taux de 
transport des chemins de fer dans les 
provinces Maritimes, faisant fonction de 
conseiller auprès de l’autorité compé
tente;

2. Les chemins de fer devraient déter
miner avec précision leurs frais d’exploi
tation et l’utilité des services offerts au 
public, afin d’accroître la rentabilité de 
l’entreprise et de réduire, si possible, la 
nécessité des subventions;

3. Les lignes qui laissent à désirer 
devraient être abandonnées partout où la 
chose est possible;
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4. Competent consultants should be 
appointed to look into the feasibility of 
expanding the railway functions beyond 
that of carrier. For instance, it may be 
possible for them to use modem sales 
techniques in getting customers to trans
port via train.

Highways

Much time, thought, and money has been 
spent on highway construction since the advent 
of the automobile and it is certain this will 
increase in the future. It is our understanding 
that the Provinces have admitted Briefs 
dealing with particular highway problems in 
their area and also that many figures have 
been prepared for your perusal so our sub
mission will deal mainly with general issues 
which are of concern to all four Atlantic 
Provinces.

A. Finance—Finance is the major consider
ation in any highway undertaking as well as 
the main drawback. Cost sharing programs 
such as the Trans Canada Highway scheme 
and grants from the Atlantic Development 
Board have helped to ease the problem some
what. However, from the standpoint of the 
Atlantic Provinces these schemes have not 
been entirely just or equitable.

Let us look at the Trans Canada Highway 
scheme for instance. While the Federal Gov
ernment generously contributed to the main 
cost of the road it left the Provinces to raise 
ten percent of the total cost. This sum could 
be met more readily by the wealthier prov
inces such as Ontario than it could in the 
poorer regions such as the Atlantic Prov
inces. The discrepancies are magnified even 
more when one realizes that highway con
struction is generally more expensive in this 
region than in many other areas of Canada. 
This is the result of the geographical compo
sition of the land. When setting up a national 
highway policy we feel that special consider
ation should be given to the less developed 
regions. The tax burden or per capita cost 
should be considered in each Province. If the 
cost-shared program had been determined on 
a per capita basis it would have been readily 
apparent that a larger grant should have 
been made to the Atlantic Region than to 
some wealther or more densely populated 
part of Canada. We recommend that in 
future cost-sharing agreements be worked 
out on a more equitable basis and that a

4. Des experts-conseils devraient être 
chargés d’examiner la possibilité d’élargir 
les attributions et fonctions des chemins 
de fer au-delà de celle de transporteur. 
Ainsi, il peut être possible de les amener 
à utiliser les techniques modernes de 
vente de leurs services et persuader aux 
clients d'expédier leurs produits par rail.

Les Routes
On a consacré beaucoup de temps, de ré

flexion et d’argent à la construction des gran
des voies de communication depuis l’avène
ment de l’automobile et, à coup sûr, cette 
tendance va s’accentuer à l’avenir. Sauf 
erreur, les provinces ont présenté des mémoi
res exposant leurs divers problèmes de voirie, 
et des chiffres ont été préparés à votre inten
tion. Dans ces circonstances, notre mémoire 
traitera surtout des questions générales qui 
intéressent les quatre provinces atlantiques.

A. Finance—Dans tout programme de cons
truction de routes, le financement des travaux 
est la question la plus importante et le princi
pal inconvénient. Des programmes à frais 
partagés comme la construction de la route 
transcanadienne et le régime de subventions 
accordées par l’Office d’expansion économique 
de la région atlantique ont contribué à atté
nuer un peu ce problème. Toutefois, du point 
de vue des provinces atlantiques, ces pro
grammes n’ont pas été tout à fait justes et 
équitables.

Considérons, par exemple, la route transca
nadienne. S’il est vrai que le gouvernement 
fédéral a assumé une partie importante du 
coût de la construction, les provinces ont dû 
payer dix pour cent du coût total. Les provin
ces riches comme l’Ontario ont pu facilement 
financer ce montant mais, pour des régions 
pauvres comme les provinces atlantiques, ce 
fut un véritable problème. L’injustice prend 
des proportions encore plus importantes lors
qu’on se rend compte que la construction des 
routes est généralement plus coûteuse dans 
cette région que dans plusieurs autres parties 
du pays. Cela tient à la topographie et à la 
géographique des lieux. Lorsqu’il s’agit d’éla
borer une politique nationale des routes de 
grande communication, nous estimons qu’on 
devrait tenir spécialement compte des régions 
moins développées. Le fardeau des impôts ou 
du coût par tête devrait être considéré dans 
chaque province. Si le coût des programmes à 
frais partagés avait été établi au prorata de la 
population, on aurait vite compris que la 
région atlantique méritait une subvention 
plus élevée que les autres régions plus riches 
ou plus peuplées du Canada. Nous recomman-
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scheme such as the foregoing should be 
considered.

B. Number of Roads—The members of 
this Brief feel that the number of miles of 
roads in the Atlantic Provinces, Nova Scotia 
and New Brunswick in particular, should be 
cut back. In Nova Scotia alone there are over 
15,000 miles of roads only 3,738 of which are 
paved. In New Brunswick there are 4,435 
miles of paved highway and 9,303 miles of 
unpaved rural highways.

Table IV, page 24, (latest figures available) 
clearly indicates the large sums of money 
which are spent annually for highway 
maintenance in the Atlantic Region. In 1965 
Newfoundland spent $11,981,108; Prince 
Edward Island spent $2,789,077; Nova Scotia 
spent $13,957,711; and New Brunswick spent 
$13,496,310 on highway maintenance for a 
total of $42,224,206. Unfortunately we were 
unable to obtain separate figures for the cost 
of maintaining secondary roads in these Prov
inces. If it is assumed that one-half of this 
amount was used for secondary road mainte
nance, a very conservative estimate in view 
of the high proportion of secondary roads to

dons qu’à l’avenir, les programmes à frais 
partagés soient élaborés sur une base plus 
équitable et qu’on examine la possibilité d’a
dopter une politique du genre de celle qui est 
exposée ci-dessus.

B. Réseau routier—Les auteurs du présent 
mémoire estiment que le nombre de milles de 
route dans les provinces atlantiques, et tout 
particulièrement en Nouvelle-Écosse et au 
Nouveau-Brunswick, soit réduit. Dans la seule 
province de la Nouvelle-Écosse, il y a plus de 
15,000 milles de routes, dont seulement 3,738 
milles sont pavés. Le Nouveau-Brunswick 
compte 4,435 milles de routes nationales 
pavées tandis que 9,303 milles de routes rura
les ne sont pas encore pavés.

Le tableau IV (les derniers chiffres publiés) 
indique les sommes énormes consacrées 
annuellement à l’entretien des grand-routes 
dans la seule région atlantique. En 1965, le 
coût d’entretien global pour l’ensemble de ces 
provinces s’élève à $42,224,206 réparti comme 
il suit: Terre-Neuve $11,981,108, île du Prin
ce-Édouard $2,789,077, Nouvelle-Écosse, $13,- 
957,711, et Nouveau-Brunswick $13,496.310. 
Malheureusement, nous n’avons pu obtenir les 
chiffres relatifs aux frais d’entretien des rou
tes secondaires dans ces provinces. En sup
posant que la moitié de ce montant ait été 
affectée à l’entretien des routes secondaires, 
ce qui constitue une évaluation très prudente

TABLE IV

HIGHWAY AND RURAL ROAD EXPENDITURES**

1965 1964 1963 1962

Newfoundland.............................................
Prince Edward Island.............................
Nova Scotia.................................................
New Brunswick..........................................

11,981,108
2,789,077

13,957,711
13,496,310

11,124,905
2,749,377

13,816,348
13,634,380

10,168,931
3,880,193

14,767,984
13,428,259

9,837,880
2,817,859

12,196,139
14,178,506

TOTAL........................................... 42,224,206 41,325,010 41,245,367 39,030,384

■"■"Maintenance only
Source: Dominion Bureau of Statistics

TABLEAU IV

COÛT D’ENTRETIEN DES GRANDES ROUTES ET DES ROUTES RURALES

1965 1964 1963 1962

T.-N...................................................................
I. P-É................................................................
N.-É...................................................................
N.-B...................................................................

11,981,108
2,789,077

13,957,711
13,496,310

11,124,905
2,749,377

13,816,348
13,634,380

10,168,931
3,880,193

14,767,984
13,428,259

9,837,880 
2,817,859 

12,196,139 
14,178,506

TOTAL.......................................... 42,224,206 41,325,010 41,245,367 39,030,384

Soumit: Bureau fédérul de I» statistique.
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major trunk highways in these regions, a étant donné la forte proportion des routes 
sum of $21 million would be involved annu- secondaires, une somme de 21 millions de dol- 
ally and it must be noted that this is con- lars serait consacrée à cette fin chaque année, 
stantly increasing. et il ne faut pas oublier que ce montant aug

mente constamment.
We will use New Brunswick for illustra

tive purposes. As indicated in 1965 almost 
$13.5 million was spent on highway mainte
nance in New Brunswick. If one-half of this 
was spent on secondary road maintenance it 
would involve $6.5 million, or approximately 
$725 for each mile of unpaved highway in 
the Province. If New Brunswick were able to 
eliminate 2,000 miles of these secondary 
roads it would in effect save almost $1.5 
million annually in maintenance costs alone 
or $15 million plus interest in a ten ear 
period. The question which presents itself 
naturally is how would we go about elimi
nating superfluous roads. Anyone who has 
travelled widely on Atlantic Province roads 
knows that it is possible to drive anywhere 
from fifteen to forty miles and further on 
secondary roads without coming across a 
house. These roads are apparently used by 
private concerns, such as lumber companies, 
or else provide alternate routes from point A 
to point B. Yet the province or county must 
keep these roads plowed in winter and grad
ed in summer. We recommend that where 
there are alternate routes available some 
roads be closed; in other cases where there 
are only a few subsistence farms or homes 
we recommend paying the owners generously 
to move to more populated areas. We feel 
that this is an area for close cooperation 
between the Department of Manpower and 
Provincial Highway Departments. Savings 
would accrue to the Provinces from lowered 
maintenance costs. Those people who are 
moved will be able to contribute to the labor 
pool which is so necessary in attracting 
secondary industry to the Provinces. Thus 
even larger benefits can be foreseen for the 
Provinces. There are numerous areas where 
this plan could be put into effect; but to pick 
only two specific regions we recommend that 
the Commission look at the Rusagonis area 
on the outskirts of Fredericton Junction, or 
the Lake Yoho vicinity of York County, N.B.

Prenons le cas du Nouveau-Brunswick pour 
fins de démonstration. Cette province a 
dépensé en 1965, pour l’entretien des routes, 
près de 13.5 millions de dollars. Or, si la 
moitié de ce montant était affectée à l’entre
tien des routes secondaires, cette rubrique 
absorberait 6.5 millions, ou approximative
ment $725 par mille de route non revêtue 
dans la province. Si le Nouveau-Brunswick 
pouvait éliminer 2,000 milles de ces routes 
secondaires, il économiserait près de $1.5 mil
lion par année en frais d’entretien seulement, 
ou $15 millions plus l’intérêt au cours d’une 
décennie. Évidemment, la question qui se 
pose est de savoir comment on pourrait élimi
ner les routes superflues. Quiconque a par
couru les routes du Nouveau-Brunswick sait 
par expérience qu’il est possible de rouler 
n’importe où sur des routes secondaires, sur 
des distances variant de quinze à quarante 
milles, sans rencontrer une seule habitation. 
Ces routes servent apparemment aux entre
prises industrielles, comme les compagnies 
d’exploitation des bois et forêts, ou encore 
elles servent de détour pour aller du point A 
au point B. Cependant, la province ou le 
comté doit assurer l’entretien de ces routes, à 
l’aide du chasse-neige l’hiver et de la nive- 
leuse l’été. Dans les régions où il y a plus 
d’une route qui va d’un point à un autre, 
nous recommandons de fermer certaines de 
ces routes qui font double emploi; dans d’au
tres cas où des routes desservent seulement 
une poignée de petites fermes ou d’habita
tions, nous recommandons qu’on dédommage 
généreusement les propriétaires qui décident 
de s’installer dans des endroits plus peuplés. 
Nous estimons qu’il s’agit là d’un domaine qui 
exige une étroite collaboration entre le minis
tère de la Main-d’œuvre et les ministères pro
vinciaux de la Voirie. La diminution des frais 
d’entretien signifierait une économie pour les 
provinces. Les gens qui sont ainsi déplacés 
viendront grossir l’effectif ouvrier si néces
saire pour attirer les industries secondaires 
dans ces provinces. On peut même prévoir 
des bénéfices encore plus importants pour les 
provinces. Il y a de nombreuses régions où ce 
plan pourrait être mis à exécution, mais nous 
nous bornerons à en désigner deux sur les
quelles la Commission pourrait se pencher, 
savoir: la région de Rusagonis, à la périphérie 
de Fredericton Junction, ou le voisinage du 
lac Yoho, dans le comté York (N.-B.),

C. Condition of Highways—The major C. État des routes—Ce qui importe le plus 
concern is that all main highways in the c’est que toutes les routes principales de la 
Atlantic Region be upgraded to an all-weath- région atlantique soient maintenues ouvertes 
er standard. The economy of the region can- et en bon état par tous les temps. L’économie
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not proceed very far unless goods can be 
transported readily at all times of the year. 
Unfortunately, due to present conditions 
trucking is severely hampered and yet this is 
one of the major modes of transportation. 
Included in our recommendation for all- 
weather roads is the request that they be of 
such a standard that spring closing of roads 
will no longer be a necessity. We do not wish 
to dwell on this recommendation as we feel 
that it has been treated very well in the 
Atlantic Provinces Transportation Study.

D. Specific Recommendations
1. The new Trans Canada Highway 

between Halifax-Truro, N.S. should be 
four lane and construction on additional 
lanes should be started immediately. 
This is in order to handle the volume of 
traffic using this road.

2. The Saint John-Fredericton high
way should be upgraded immediately.

3. The Sunrise Trail between Amherst 
and New Glasgow, Nova Scotia, should 
be upgraded due to the fact that it is 
twenty miles shorter than the present 
Trans Canada Highway and will therefore 
continue to be used by many truckers.

The following is a brief summary of our 
recommendations regarding highways in the 
Atlantic Region:

1. In future shared-cost programs 
should be conducted on a more equitable 
basis; for example, on a per capita basis.

2. We recommend that the number of 
rural roads in the Atlantic Provinces be 
cut back.

3. We recommend that all main high
ways in this region be upgraded to an 
all weather standard.

Trucking
In order to put transportation on a strong

er footing in the Atlantic Provinces we have 
recommended (1) eliminating as many spur 
lines (rural) of the railways as possible, (2) 
cutting down on the number of secondary 
roads, (3) applying the Maritime Freight 
Rates Act to all modes of transportation, (4) 
improving roads to an all-weather standard 
and, (5) termination of spring load restric
tions on highways where possible. We have a

de la région ne peut être florissante que si les 
marchandises peuvent être expédiées promp
tement toute l’année durant. Malheureuse
ment, à cause de l’état actuel des routes, le 
camionnage est devenu une opération labo
rieuse et, pourtant, le camion est l’un des 
principaux moyens de transport. Dans notre 
recommandation, nous insisterons pour que 
les routes «tous temps» soient construites de 
façon qu’il ne soit plus désormais nécessaire 
de les fermer pendant le dégel du printemps. 
Nous ne nous étendrons pas davantage sur ce 
sujet, car nous estimons que la question a été 
vidée dans l’Étude de la situation des trans
ports dans les provinces atlantiques.

D. Recommandations précises
1. Le tronçon de la nouvelle route 

transcanadienne entre Halifax et Truro 
(N.-É.) devrait être à quatre voies et la 
construction des voies additionnelles 
devrait débuter immédiatement, afin que 
le trafic qui emprunte cette route ne 
cause pas d’embouteillages.

2. Le tronçon qui relie Saint-Jean à 
Fredericton devrait être amélioré 
immédiatement.

3. Le Sunrise Trail, entre Amherst et 
New Glasgow (N.-É.), devrait être amé
lioré parce qu’il a vingt milles de moins 
que la route transcanadienne actuelle et 
continuera donc d’être emprunté par plu
sieurs camionneurs.

Suit un résumé de nos recommandations 
visant les routes dans la région atlantique:

1. A l’avenir, les programmes à frais 
partagés devraient être exécutés de façon 
plus équitable, par exemple, au prorata 
de la population.

2. Nous recommandons que soit réduit 
le nombre de routes rurales dans les pro
vinces atlantiques.

3. Nous recommandons que toutes les 
routes principales de grande communica
tion soient améliorées pour être en état 
de servir par tous les temps.

CAMIONNAGE
Afin de permettre à l’industrie des trans

ports de survivre dans les provinces atlanti
ques, nous avons recommandé (1) l’élimina
tion d’un eussi grand nombre que possible 
d’embranchements ferroviaires dans les par
ties rurales, (2) la diminution du nombre de 
routes secondaires, (3) l’application de la Loi 
sur les taux de transport des marchandises 
dans les provinces Maritimes à tous les modes 
de transport, (4) l’amélioration des routes
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few other recommendations regarding truck
ing which we would like to make at this 
point.

We strongly urge that uniform regulations 
regarding highways and trucking be adopted 
in the Atlantic Region. New Brunswick, due 
to its location and role as the corridor prov
ince, must play a major role in establishing 
uniform regulations. The first requirement is 
that uniform weight or axle restrictions for 
trucks be adopted throughout the entire 
region. We recommend that uniform axle 
weight restrictions be adopted. We consider 
axle weight to be the logical choice rather 
than overall weight restrictions as it is our 
understanding that it is the weight on an 
axle which can cause road damage. For 
instance, it is conceivable that a truck may 
be within an overall weight limit but still 
cause damage to a road because of the con
centration of weight on a particular axle. As 
regulations presently stand Nova Scotian 
truckers, who are not permitted as large 
loads as their New Brunswick counterparts, 
sometimes unload when they cross the Nova 
Scotia-New Brunswick border and use New 
Brunswick trucks. This is a time consuming 
and wasteful practice. We recommend, there
fore, that axle restrictions on Nova Scotia 
roads be brought up to the standard which 
would be permitted on New Brunswick roads 
if this suggestion is adopted.

While favoring axle weight restriction 
greater leeway should be permitted than the 
five percent overweight allowance which is 
permitted in Nova Scotia at present. This 
penalizes truckers who haul pulpwood. It is 
difficult to gauge the exact weight of a load 
of logs, due to water content, without weigh
ing them; this would be impossible in forest 
conditions. The five percent overweight 
restriction for this type of load should be 
increased.

We also recommend that there be uniform 
licensing arrangements for all truckers in the 
Atlantic Region. Truckers in all four prov
inces should be able to license tractors and 
trailers under one license rather than say the 
separate licensing required in Nova Scotia.

29690—m

pour les rendre carrossables en toute saison 
et, (5) la suppression de la limite de poids des 
camions au printemps sur les routes nationa
les, partout où la chose est possible. Nous 
formulons ci-dessous quelques autres recom
mandations concernant le camionnage.

Nous recommandons fortement l’adoption 
de règlements uniformes concernant la voirie 
et le camionnage dans la région atlantique. Le 
Nouveau-Brunswick, à cause de sa situation 
géographique et de sa qualité de province- 
couloir, doit jouer un premier rôle dans 
l’établissement de règlements uniformes. On 
devra tout d’abord adopter des restrictions 
uniformes concernant le poids porté par les 
essieux des camions dans toute la région. 
Nous recommandons que les restrictions 
visant la charge par essieu soient uniformes. 
Nous estimons que la charge par essieu, plu
tôt que le poids global du camion devrait être 
la norme logique pour la déterminations des 
limites de poids car, à notre avis, c’est la 
charge que porte l’essieu qui peut endomma
ger la route. Par exemple, il peut arriver 
qu’un camion dont le poids global ne dépasse 
pas la limite permise, abîme quand même la 
chaussée à cause de la concentration de la 
charge sur un seul essieu. En raison des 
règlements actuellement en vigueur en Nou
velle-Écosse, certains camionneurs de cette 
province, à qui l’on ne permet pas de trans
porter des charges aussi lourdes que leurs 
homologues du Nouveau-Brunswick peuvent 
prendre, transbordent parfois leur cargaison 
dans des camions immatriculés au Nouveau- 
Brunswick lorsqu’ils arrivent à la frontière 
qui sépare les deux provinces. Cette pratique 
entraîne une perte de temps et d’argent. En 
conséquence, nous recommandons que les 
normes utilisées pour fixer la limite du poids 
des cargaisons en Nouvelle-Écosse soient 
modifiées de façon à les rendre conformes à 
celles qui ont cours au Nouveau-Brunswick, 
si notre suggestion est agréee.

Bien que nous recommandions que la 
charge portée par essieu serve de norme 
pour l’établissement des limites de charge, 
nous estimons que la tolérance de 5 p. 100 de 
surcharge devrait être augmentée en Nouvel
le-Écosse. Ce règlement est injuste pour les 
camionneurs qui transportent du bois à pâte. 
Il est en effet difficile de déterminer le poids 
exact d’une charge de billes, à cause de leur 
teneur en eau, sans les peser; or, cela serait 
impossible en forêt. La tolérance de 5 p. 100 de 
surcharge pour ce genre de cargaison devrait 
être augmentée.

Nous recommandons aussi que les condi
tions exigées pour la délivrance d’un permis 
soient uniformisées partout dans la région 
atlantique. Les camionneurs des quatre pro
vinces devraient pouvoir obtenir un seul per
mis pour le tracteur et la remorque plutôt
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We feel that uniform licensing throughout the 
Atlantic Region would aid in a fuller develop
ment of the trucking industry.

It is our understanding that truckers in cer
tain areas are charged gasoline tax even 
when they are using privately owned and 
maintained roads. This allegation has been 
made specifically in Nova Scotia by pulp in
terests. We recommend that this matter be 
Investigated and if substantiated steps should 
be taken to remedy this situation by permit
ting the pulp interests a tax allowance for 
gasoline used on private roads.

Also it has been claimed that the funds of 
the Roads to Resources Program have been 
used solely to upgrade tourist roads. We feel 
that this matter should be investigated and 
steps taken to clearly define the objectives of 
this program.

Several of the recommendations we have 
made regarding highways and trucking are 
presently under the sole jurisdiction of each 
province. While we realize this we feel that 
one of the National Transportation Commit
tee's roles should be to aid in the coordination 
of transportation facilities in the Atlantic 
Provinces. Our recommendations have, there
fore, been made in the belief that you or an 
agency such as the Atlantic Development 
Board may be able to exert considerable in
fluence in seeing that these suggestions are 
implemented. While we realize that the 
A.D.B. has done much that has been of value 
to this region we feel that it has not gone far 
enough. For instance their 1965-1966 Annual 
Report indicates that the Board granted funds 
to Nova Scotia for the improvement of high
ways such as Bedford to Upper Sackville, 
Hubbards to the Prospect Connector, and 
Enfield to Shubenacadie. We do not wish to 
deny the importance of these projects, 
however, we suggest that the funds if desig
nated specifically for a project such as 
improving the standard of Nova Scotian roads 
to permit heavier weight allowances may have 
gone further in improving the economy of 
the Atlantic Region. Such a project may aid 
the development of a large Maritime based 
trucking firm, a recognized necessity.

que d’avoir un permis séparé pour chaque 
véhicule comme l’exige la Nouvelle-Écosse. 
Nous estimons qu’un mode uniforme d’imma
triculation dans toute la région atlantique 
contribuerait davantage à l’expansion de l’in
dustrie du camionnage.

Sauf erreur, les camionneurs de certaines 
régions doivent payer la taxe sur l’essence 
même s’ils circulent sur des routes qui leur 
appartiennent et qu’ils entretiennent eux- 
mêmes. Il parait que cela se pratique notam
ment dans l’industrie du bois à pâte en Nou
velle-Écosse. Nous recommandons qu’une 
enquête soit effectuée sur cette affaire et, si 
nos renseignements sont exacts, on devrait 
remédier à cet état de choses en accordant à 
cette industrie une exemption de taxe sur l’es
sence consommée sur les routes appartenant 
aux particuliers.

On prétend aussi que les montants destinés 
à l’aménagement des routes d’accès aux res
sources ont servi uniquement à l’amélioration 
des routes empruntées par les touristes. Or, 
nous estimons qu’une enquête devrait être 
instituée dans cette affaire et qu’on devrait 
définir clairement les objectifs de ce 
programme.

Plusieurs des recommandations qui précè
dent concernant les routes et le camionnage 
visent des domaines qui sont du ressort 
exclusif de chaque province. Même s’il en est 
ainsi, nous estimons que le Comité national 
des transports devrait avoir pour mission 
d’aider à coordonner les moyens de transport 
dans les provinces atlantiques. Par consé
quent, lorsque nous avons formulé nos recom
mandations, nous croyions que vous-mêmes 
ou un organisme comme l’Office d’expansion 
économique de la région atlantique pourriez 
faire peser tout le poids de votre influence 
pour qu’il soit donné suite à ces suggestions. 
Nous reconnaissons que l’Office a beaucoup 
fait pour le développement de cette région, 
mais nous croyons qu’il n’est pas allé assez 
loin. Par exemple, son rapport annuel pour 
1965-1966 indique que l’Office a accordé des 
subventions à la Nouvelle-Écosse pour l’amé
lioration de routes comme celles de Bedford à 
Upper Sackville, de Hubbards à Prospect 
Connector, et de Enfield à Shubenacadie. Loin 
de nous la pensée de diminuer l’importance 
de ces travaux, mais nous prétendons que si 
ces fonds avaient été affectés à un projet 
comme l’amélioration de la qualité du réseau 
routier en Nouvelle-Écosse, afin de permettre 
la majoration de la tolérance de cinq pour 
cent de la surcharge des camions, cela aurait 
peut-être contribué à améliorer davantage la 
position économique de la région atlantique. 
Un tel projet serait de nature à faciliter l’ex
pansion et le succès d’une entreprise locale de 
camionnage, dont les provinces atlantiques 
ont tellement besoin.
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The Atlantic Development Board has stated 
that its objective is to aid regional develop
ment. This is laudable, but we suggest that its 
aim should be to “aid and coordinate the 
development of the entire Atlantic Region.” 
Through the use of conditional grants the 
Board can take a giant step towards this 
objective. The Board has the authority at its 
disposal to see that uniform regulations are 
adopted in the Atlantic Provinces. We strong
ly urge that the Atlantic Development Board 
consider projects not by asking what will this 
do for Truro or Moncton, but what will this 
scheme do to aid overall development of the 
Atlantic Region. When the A.D.B. assumes its 
righful role perhaps then this region can 
begin to look towards a brighter future.

In this section on trucking we have recom
mended as follows:

1. Uniform weight restrictions should 
be adopted throughout the region.

2. Uniform licensing should be adopted 
for all truckers in the Atlantic Region.

3. The Atlantic Development Board or 
some other agency should oversee the 
coordination of the first two recommen
dations.

Corridor Road
There has been much mention of a possible 

Corridor Road from New Brunswick to Que
bec passing through the State of Maine. 
Although the road would have some advan
tages we feel that the disadvantages far out
weigh them. At the present time most goods 
going from the Atlantic Provinces to Central 
Canada and westward travel by rail. The con
struction of a Corridor Road would give the 
truckers an advantage over the railways. The 
road would reduce by about 125 miles the 
travelling distance between the Atlantic 
Provinces and points in Central Canada. Such 
a road could make up for some of the advan
tage which the railroads now enjoy under the 
Maritime Freight Rates Act. The presence of 
a Corridor Road would open up Central 
Canada for many of the trucking firms who 
now would be able to carry many goods 
cheaper than the railways.

We must also consider the fact that any 
increase in westbound traffic would be met by

L’Office d’expansion économique de la 
région atlantique a déclaré que son objectif 
est d’aider à la mise en valeur de la région. 
Voilà qui est tout à son honneur mais, à notre 
avis, son but devrait être de «stimuler et de 
coordonner l’expansion économique de toute 
la région atlantique». Grâce aux subventions 
conditionnelles, l’Office peut faire un grand 
pas vers la réalisation de cet objectif. Il a le 
pouvoir de s’assurer que les règlements sont 
uniformisés dans les provinces atlantiques. 
Nous insistons auprès de l’Office sur la néces
sité des divers projets à réaliser non pas en 
se demandant ce qu’ils vont apporter à Truro 
ou Moncton, mais en songeant à ce que ce 
programme pourra faire pour contribuer à 
l’expansion économique de l’ensemble de la 
région atlantique. Une fois que l’Office aura 
assumé le rôle qui lui revient de droit, peut- 
être la région atlantique pourra-t-elle espérer 
des jours meilleurs.

Dans cette section traitant du camionnage, 
nous avons fait les recommandations sui
vantes:

1. Des restrictions uniformes visant le 
poids de la charge devraient être en 
vigueur dans toute la région.

2. Les permis devraient être délivrés 
aux mêmes conditions à tous les camion
neurs dans la région atlantique.

3. L’Office d’expansion économique de 
la région atlantique ou un autre orga
nisme semblable devrait surveiller la 
coordination des deux premières recom
mandations.

Route corridor
On a beaucoup parlé de l’aménagement 

possible d’une route corridor reliant le Nou
veau-Brunswick et le Québec en passant par 
le Maine. En dépit des avantages de cette 
route, nous estimons qu’elle présenterait de 
nombreux inconvénients. A l’heure actuelle, 
le gros des marchandises expédiées des pro
vinces atlantiques à destination du Canada 
central est acheminé par chemin de fer. La 
construction d’une route corridor favoriserait 
les camionneurs au détriment des chemins de 
fer, car elle réduirait d’environ 125 milles la 
distance qui sépare les provinces atlantiques 
du centre du Canada. Cette route annulerait 
certains des avantages dont bénéficient les 
chemins de fer en vertu de la Loi sur les taux 
de transport des marchandises dans les pro
vinces Maritimes. Cette route corridor ouvri
rait les portes du Canada central à un grand 
nombre de sociétés de camionnage qui pour
raient alors transporter beaucoup de mar
chandises à un taux inférieur à celui des che
mins de fer.

Nous devons aussi tenir compte du fait que 
toute augmentation dans le trafic-marchandi-
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an equivalent amount of eastbound traffic, if 
not more. The Board of Transport Commis
sioners reported in 1965 that only 0.27 per 
cent of the traffic which originated in the 
Atlantic Provinces was intended for the West
ern Provinces, 23 per cent for Ontario and 
Quebec, and 76.6 per cent was for transporta
tion within the Maritime region. We can 
readily see that at present most traffic 
remains within the region and it is open to 
speculation whether or not Corridor Road 
could increase the amount of traffic going 
west.

We must realize that any such road runs in 
two directions and that savings and gains will 
be made at both ends. If all the trucks which 
were to operate on this proposed road were 
owned in the Atlantic Provinces then we 
would be getting major benefits out of it, but 
this is not so. The lower costs of transporta
tion to truckers might enable the Central 
Canadian businessman to undercut the Mari
time prices and thus Maritime business would 
lose through decreased sales and hence profits. 
Any profits accrued by Central Canada’s 
businessmen will in all likelihood return to 
Central Canada and will be of no benefit to 
us in Atlantic Canada.

It must further be pointed out that not all 
areas of the Atlantic Provinces would benefit 
by the existence of such a road. It would 
have little or no effect on Newfoundland since 
the costs of bringing trucks to the mainland 
by boat would eliminate any savings the road 
might produce. Nova Scotia has many prob
lems with its trucking industry and few 
trucks from there go to Central Canada. 
Prince Edward Island must worry about get
ting their Causeway to the mainland before 
they can think of advantages of the Corridor 
Road. The northern part of New Brunswick 
would not be too concerned about it because 
of the fact that they are close to Central 
Canadian markets and roads at present. The 
only part of the Atlantic Provinces which 
would stand to gain at all would be southern 
New Brunswick. Thus we can see that the 
farther an industry is away from the road the 
smaller the benefits of such a road would be.

The Economist Intelligence Unit pointed 
out that in its survey no example of a market 
could be denied Maritime producers because 
of transportation costs. The principal limiting 
factors seemed to be production and total dis
tributing costs. The size of Central Canadian

ses en direction ouest serait contrebalancée 
par une augmentation semblable dans le trafic 
acheminé vers l’Est. La Commission cana
dienne des transports signalait en 1965 que 
seulement 27% du trafic provenant des pro
vinces atlantiques était destiné aux provinces 
de l’Ouest, 23 % à l’Ontario et au Québec, et 
76.6% à des endroits situés à l’intérieur des 
Maritimes. Nous voyons donc qu’à l’heure 
actuelle, le gros du trafic ne sort pas de la 
région atlantique et c’est à se demander si 
une route corridor pourrait accroître le trafic 
à destination de l’Ouest.

Il faut comprendre qu’une route de ce 
genre irait dans deux directions et qu’on réa
liserait des bénéfices et des gains aux deux 
extrémités. Si tous les camions qui emprunte
raient cette route appartenaient à des rési
dents des provinces atlantiques, alors nous en 
retirerions de gros bénéfices, mais il n’en est 
pas ainsi. Le coût moins élevé du transport 
pour les camionneurs pourrait permettre aux 
hommes d’affaires du Canada central de ven
dre leurs marchandises moins cher que dans 
les Maritimes, ce qui se traduirait par une 
baisse du chiffre d’affaires et des bénéfices des 
commerçants des Maritimes. Tout bénéfice 
réalisé par les marchands du Canada central 
demeurerait vraisemblablement dans le cen
tre du Canada, ce qui signifie que la région 
atlantique n’en profiterait aucunement.

A noter, d’ailleurs, que les régions des pro
vinces atlantiques ne profiteraient pas toutes 
de la présence d’une route corridor. Par 
exemple, elle n’aurait que peu ou point d’effet 
sur Terre-Neuve, car le coût du transport 
maritime des camions jusque sur le continent 
absorberait toute économie résultant du trans
port par cette route corridor. La Nouvelle- 
Écosse a beaucoup de problèmes avec son 
industrie du camionnage et rares sont les 
camions de cette région qui se rendent au 
Canada central. Quant à l’île du Prince- 
Édouard, on devra construire une chaussée 
pour la relier à la terre ferme avant qu’elle 
puisse espérer bénéficier des avantages de la 
route corridor. La partie nord du Nouveau- 
Brunswick n’est pas trop inquiète à ce sujet, 
étant donné qu’elle est à proximité des mar
chés et des routes du Canada central. La seule 
région des provinces atlantiques qui y gagne
rait vraiment est le sud du Nouveau-Bruns
wick. On voit donc par ce qui précède que 
plus une industrie est éloignée de la route, 
moins elle bénéficie des avantages de cette 
route.

h'Econo.nist Intelligence Unit a signalé 
qu’au cours de son enquête, elle n’avait relevé 
aucun cas de producteur des Maritimes qui 
aurait été dans l’impossibilité de vendre ses 
produits à cause des taux élevés du transport. 
Les principaux facteurs limitatifs semblent
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producers enable them to market their prod
ucts at lower average cost levels than Mari
time producers because they can work with 
economies of scale. We doubt that savings in 
transportation costs could increase the Atlan
tic Provinces share of the Canadian market. 
The presence of the Corridor Road would not 
reduce the transportation costs very much as 
the following example indicates:

“Shoes produced in Fredericton and mar
keted in the Toronto region. Truck 
freight at $2.65 per 100 pounds between 
Fredericton and its Toronto warehouse 
works out at eight cents per pair of shoes 
whose average whole-value is $17.25. This 
means that the out-going freight is less 
than one-half of one percent of this com
modity’s value, clearly then, a freight 
reduction of even 25% would have a neg
ligible effect upon this producer’s com
petitive position in Central Canada, even 
if this saving were to be doubled to 
account for the cost savings a Corridor 
Road would induce on the incoming raw 
material from Central Canada.”

E.I.U. Study, Vol. X, p. 19.

This is the situation as it existed prior to 
September 5, 1967, before introduction of new 
LCL rates. Many other examples were given 
which showed the same thing. The reduction 
in cost to all the firms is almost negligible, in 
most cases, the transportation costs are only a 
small part of the products value and even a 
15-20 percent reduction in transportation 
costs would be barely noticed.

The presence of a Corridor Road would 
bring all of New Brunswick and part of both 
Nova Scotia and Prince Edward Island within 
overnight trucking from Montreal. Trucks 
from Montreal could be within this area with
in twelve hours. To accomplish this though an 
interchange station would be required on the 
Corridor Road. One possible advantage here 
would be that stock-holding costs in the Mari
times might go down. But this over-night 
delivery from Montreal would mean an 
increase in competition in the Atlantic region 
by firms which cannot do this at present 
because of the long haul.

être la trop faible productivité et les frais 
globaux de distribution. Grâce à leur produc
tion massive, les producteurs du Canada cen
tral peuvent écouler leurs produits à des prix 
moyens inférieurs à ceux des producteurs des 
Maritimes, car ils peuvent produire sur une 
base rentable. Nous doutons que l’économie 
réalisée dans les coûts du transport puisse 
augmenter la part du marché canadien des 
provinces atlantiques. En fait, l’existence de 
la route corridor ne réduirait pas considéra
blement les frais de transport, ainsi que le 
montre l’exemple suivant:

«Les chaussures fabriquées à Fredericton 
et vendues dans la région de Toronto. Le 
coût du transport par camion, au taux 
de $2.65 les 100 livres entre Fredericton 
et son entrepôt de Toronto, revient à huit 
cents par paire, dont la valeur moyenne 
est de $17.25. Il s’ensuit que le coût du 
transport est inférieur à un demi pour 
cent de la valeur de cet article et, évi
demment, une réduction du coût du trans
port, même de 25 p. 100, aurait un effet 
négligeable sur la capacité de ce produc
teur de soutenir la concurrence dans le 
Canada central, même si cette économie 
était doublée grâce à la réduction du coût 
du transport des matières premières 
acheminées du Canada central vers les 
provinces atlantiques par la route 
corridor.»

Economist Intelligence Unit Study, 
Vol. X, p. 19.

Telle était la situation avant le 5 septembre 
1967, c.-à-d. avant l’introduction des nou
veaux taux applicables aux charges partielles 
de wagon. On a donné beaucoup d’autres 
exemples de cet état de choses. La réduction 
du coût du transport pour toutes les compa
gnies est à peu près négligeable; dans la plu
part des cas, ce coût ne représente qu’une 
petite fraction de la valeur des produits, et 
même une réduction de 15 à 20 p. 100 dans le 
coût du transport serait à peine perceptible.

L’existence de la route corridor mettrait 
tout le Nouveau-Brunswick et une partie de 
la Nouelle-Écosse et de l’île du Prince- 
Édouard à une douzaine d’heures de trajet de 
Montréal. En effet, des camions partant de 
Montréal pourraient atteindre cette région en 
douze heures. Pour y réussir, il faudrait 
cependant une station de jonction quelque 
part sur la route corridor. Un avantage possi
ble de cette solution serait la réduction des 
frais d’entreposage de la marchandise dans 
les Maritimes. Mais la livraison du jour au 
lendemain à partir de Montréal voudrait dire 
une concurrence plus forte de la part de com
pagnies qui ne peuvent le faire à l’heure 
actuelle à cause de la longueur du trajet.
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The Economist Intelligence Unit gave a 
break down of the benefits likely to accrue to 
the Atlantic Provinces because of the Corri
dor Road in the Atlantic Provinces Transpor
tation Study.

TABLE V

Benefit in 1970 when corridor road 
is built

1. Savings in truck operating costs $2,520,000
2. Reduction in freight rates due

to Corridor construction .... 702,000
3. Benefits to Intercommunity

Traffic ...................................... 389,503
4. Benefits to Tourist Traffic .... 143,000

Total .................................... $3,754,500

E.I.U. Study, Vol. X, p. 39.

The study also states that the annual capi
tal charges on the road would be $9 million to 
the Atlantic Provinces. Therefore, one can see 
that the benefits would amount to less than 
43 % of the annual capital charges on this 
road whose construction cost is $105 million. 
We can see that this road cannot be justified 
on economic grounds.

The Atlantic Provinces Transportation Study 
sums up our ideas on the Corridor Road in 
the following way:

“...if the Canadian public are being 
asked either directly or indirectly to 
invest $105 million to benefit the Atlantic 
Provinces then there are large areas of 
the Atlantic Region’s intrastructure in 
general and transportation system in par
ticular where returns are far in excess of 
those to be expected from a Maine Corri
dor Highway can be achieved.”

E.I.U. Study, Vol. X, p. 40.

Thus we do not recommend the construc
tion of a Corridor Road through Maine.

New Brunswick to Prince Edward Island 
Causeway

The Atlantic Provinces Transportation 
Study pointed out in Volume 3 that there was 
some question as to whether the trucking 
industry on Prince Edward Island could sur
vive until 1971 which for a time was the 
completion date for construction of the Cause-

Le tableau V donne une projection, faite 
par 1 ’Economist Intelligence Unit, des béné
fices résultant de la construction de la route 
corridor pour les provinces atlantiques.

TABLEAU V
BÉNÉFICE RÉALISÉ EN 1970 APRÈS LA 

CONSTRUCTION DE LA ROUTE CORRIDOR

1. Économie de frais d’exploitation des
camions.......................................................... $ 2,520,000

2. Réduction des taux de transport résultant
de la construction de la route corridor.. 702,000

3. Bénéfices pour le trafic interurbain.......... 389,500
4. Bénéfices pour le trafic touristique.......... 143,000

TOTAL................................................ $ 3,754,500
E. I. U. Study, Vol. X, p. 39.

L’enquête révèle que le coût annuel en 
capital de cette route serait de 9 millions de 
dollars pour des provinces atlantiques. On voit 
donc que les bénéfices s’élèveraient à moins 
de 43 rc du coût en capital de la route, dont la 
construction est évaluée à 105 millions. En 
conséquence, la construction de cette route ne 
saurait être justifiée du point de vue écono
mique.

L’Étude de la situation des transports dans 
les provinces atlantiques résume comme il 
suit notre opinion sur la route corridor:

«... si l’on demande à la population cana
dienne d’assumer, directement ou indirec
tement, cette mise de fonds de 105 mil
lions de dollars au profit des provinces 
atlantiques, alors il y a lieu de faire 
observer qu’il existe de larges secteurs de 
l’infrastructure en général et de l’indus
trie des transports en particulier, dans la 
région atlantique, où les bénéfices seraient 
beaucoup plus élevés que ceux que l’on 
pourrait tirer d’une route corridor pas
sant par le Maine.»

E. I. U. Study, Vol. X, p. 40.

Voilà pourquoi nous ne recommandons pas 
la construction d’une route corridor passant 
par le Maine.
Chaussée reliant le Nouveau-Brunswick à 
l’ile du Prince-Édouard 

Dans le volume 3 de l’Étude de la situation 
des transports dans les provinces atlantiques, 
les auteurs se demandent si l’industrie du 
camionnage dans l’île du Prince-Édouard 
pourra tenir jusqu’à 1971, année du parachè
vement prévu de la chaussée reliant cette
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way linking that Province with the mainland, province à la terre ferme. Cette inquietude 
This is one indication of the importance of reflète l’importance de cette chaussée pour les 
the causeway to the people of the Island. insulaires.

Construction of the causeway is a Term of La construction de cette chaussée a été 
Union established when Prince Edward l’une des conditions posées par cette province 
Island joined with Canada in 1873. Therefore, pour son entrée dans la Confédération en 
construction is not only in response to a 1873. Cela veut donc dire que la construction 
lagging economy but is to complete an de cet ouvrage n’est pas seulement dans le 
agreement. but de ranimer une économie chancelante,

mais elle est la réalisation d’une promesse.
The causeway is a necessity if Prince La chaussée est indispensable si l’île du 

Edward Island is to at least maintain its rela- Prince-Édouard doit au moins maintenir son 
tive level of economic activity. The facilities niveau relatif actuel d’activité économique.
now available for crossing the Northumber
land Strait are inhibiting. The causeway will 
reduce the costs, delays, shipping wastage, 
spoilage and breakage, and the restrictions 
placed on the movements of products from 
the Island. Just as important is the saving in 
time that the causeway will mean in crossing 
the strait. Tourism, an important source of 
income is expected to see an influx. Agricul
tural production will benefit greatly due to its 
dependence on quick efficient transportation 
to markets. The shipment of frozen foods, for 
example, involves a high risk when carriers 
must go by ship and withstand delays in that 
service. Also trucks are forced to travel by 
day with obvious disadvantages, because the 
ships do not operate at night.

Every day of delay means additional loss to 
the Island economy that would not be suf
fered were the causeway completed. It is 
unfortunate that in a period of relative decline 
the Maritime region, especially Prince 
Edward Island, is not able to take advantage 
of the increased expenditures on construction 
of the causeway by the Federal Government. 
It is illogical that this expenditure cutback 
could be attributed to inflation in the Mari
times. This is an anomaly in Government 
policy.

We therefore strongly recommend that 
construction of the Northumberland 
Strait Causeway proceed without further 
delay.

Ferry Service»
A review of the ferry services between 

Yarmouth, Nova Scotia, and Bur Harbour, 
Mauie, a/j4 between St-nt John, N.B., and 
Djgby, Nova Scotia, ha* revealed that the 
preterit service i* inadequate and that it is 
expe-x; to worse? ■ the futur» Tin- C.P R ’s 
“Prince*;s Acadia", operating between Saint 
John and Digby, » - d to commercial 
vehicle* an/1 only ha* a < ap*< 1 y of 120 cars. 
The C.N.R. operate-; M V. fcionoso" which 
runs between Yarmouth and liar Harbour has

Les traversiers actuels sont tout à fait insuf
fisants. La chaussée permettra de réduire le 
coût du transport, les retards, le gaspillage et 
les avaries, ainsi que les restrictions imposées 
à la sortie des produits de l’île. Cette chaussée 
permettra de gagner du temps pour la traver
sée du détroit. Le tourisme, qui représente 
une importante source de revenu, devrait 
augmenter considérablement. La production 
agricole bénéficiera grandement de la cons
truction de la chaussée, car elle dépend de 
l’acheminement expéditif des produits vers 
les marchés. L’expédition d’aliments congelés, 
par exemple, comporte un gros risque lorsque 
les transporteurs doivent se rendre sur le 
continent par bateau et subir de longs retards 
en cours de route. De plus, les camions sont 
forcés de voyager le jour et d’en accepter 
tous les inconvénients, parce que les bateaux 
restent à quai la nuit.

Chaque jour de retard augmente d’autant la 
perte économique subie par l’île, perte que 
l’on éviterait si la chaussée était construite. Il 
est regrettable qu’à une époque de déclin 
relatif, la région atlantique, l’île du Prince- 
Édouard en particulier, ne puisse profiter des 
frais accrus de la construction de la chaussée 
par le gouvernement fédéral. Il est illogique 
que cette suppression de dépenses puisse être 
attribuée à l’inflation dans les provinces Mari
times. C’est une anomalie dans la politique du 
gouvernement.

Nous recommandons donc fortement que 
la construction de la chaussée du détroit 
de Northumberland soit reprise sans 
plus de délai.

Services de traversier 
Une révision des services de traversier 

entre Yarmouth (Nouvelle-Écosse) et Bar- 
Harbour (Maine) et entre Saint-Jean (Nou
veau-Brunswick) et Digby (Nouvelle-Écosse) a 
révélé que le service actuel est insuffisant et 
qu’il faut s’attendre à ce qu’il se détériore 
-'avantage. Le Princess-Acadla du Canadien- 
Pacifique, qui fait la navette entre Saint-Jean 
et Digby, ne transporte plus les véhicules 
commerciaux et n’a qu’une capacité de 120 
voitures. Le M. V. Bluenose du Canadien-
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a maximum capacity of 150 cars and 15 to 18 
trucks (maximum size 48 feet long, 8 feet 
wide, and 12 feet high).

The number of commercial vehicles permit
ted to use the “M.V. Bluenose” during the 
tourist season is seriously curtailed. As the 
tourist season coincides with the busiest sea
sons for producers of fresh products; i.e., fish, 
vegetables, fruit, etc., the restrictions on com
mercial vehicles hamper logical development 
of markets for these products. The Atlantic 
Provinces Transportation Study noted that 
Central Canadian markets do not provide suf
ficient demand nor are they readily accessible 
to Maritime interests in the fresh produce 
area. The New England markets are, there
fore, the logical focal points for Maritime in
terests, particularly for those of the Annapolis 
Valley, the southern shore of Nova Scotia, 
and the south eastern shore of New Brun
swick. There are three main reasons for this: 
(1) the proximity of the New England States 
to the Maritimes; (2) the large demand for 
fresh fish in New England; and (3) the later 
growing seasons for fruit such as strawber
ries, blueberries, etc. and for vegetables in 
the Annapolis Valley which enables this 
region to compete in the New England mar
kets under very favorable conditions.

Time is of the essence in transporting these 
goods to market—24 hours or less being the 
maximum allowable for some items. Ferry 
services, if available, would shorten the time 
required to reach the United States markets. 
While we realize that costs are likely to 
increase slightly if ferries are used It is gen
erally noted that there is sufficient markup on 
fresh produce to enable the producer to meet 
these costs and still make a reasonable profit. 
In fact, sufficient ferry service becomes avail
able producers can presumably increase their 
present share of the New England market and 
thus realize greater profit.

The members of this brief recommend that:

1. Short run:—More space be made 
available on the “M. V. Bluenose” for 
commercial vehicles in the summer 
months.

2. Long run:—A new ferry service 
should be instituted between Yarmouth,

National, qui fait le service entre Yarmouth 
et Bar-Harbour, a une capacité de 150 voitu
res et de 15 à 18 camions (dimensions maxi
males: 48 pieds de long, 8 pieds de large et 12 
pieds de haut).

Le nombre de véhicules commerciaux auto
risés à faire la traversée sur le M. V. Bluenose 
pendant la saison touristique est sérieusement 
diminué. Vu que la saison touristique coïncide 
avec les périodes de pointe des producteurs 
de denrées fraîches: poisson, légumes, fruits, 
etc., les restrictions imposées aux véhicules 
commerciaux empêchent le développement 
logique des marchés de ces produits. L’Étude 
des transports dans les provinces Maritimes 
signale que les marchés du Canada central ne 
fournissent pas une demande suffisante qu’ils 
ne sont pas facilement accessibles aux produc
teurs de denrées fraîches des Maritimes de 
sorte que les marchés de la Nouvelle-Angle
terre sont les débouchés logiques pour les pro
ducteurs des Maritimes, ceux en particulier 
de la vallée d’Annapolis, de la côte méridio
nale de la Nouvelle-Écosse et du littoral sud- 
est du Nouveau-Brunswick. Il y a à cela trois 
raisons principales: (1) la proximité des États 
de la Nouvelle-Angleterre; (2) la forte de
mande de poisson frais de la Nouvelle-Angle
terre, et (3) la durée plus longue des saisons 
de croissance des baies telles que framboises, 
myrtilles, etc. et de légumes dans la vallée 
d’Annapolis, ce qui permet à cette région de 
faire concurrence aux marchés de la Nou
velle-Angleterre dans des conditions très 
favorables.

Le temps est un facteur essentiel du trans
port de ces denrées au marché, 24 heures ou 
même moins étant le maximum permissible 
pour quelques-unes d’entre elles. Des services 
adéquats de traversier réduiraient le temps 
requis pour la livraison aux marchés améri
cains. Bien que nous reconnaissions que les 
frais subiraient probablement une légère 
majoration du fait de l’utilisation des traver- 
siers, on constate généralement un relèvement 
du prix des produits frais suffisant pour con
trebalancer ces frais et même laisser une 
marge raisonnable de profit. De fait, si un 
service adéquat de traversier était établi, on 
pourrait présumer que les producteurs accroî
traient leur part actuelle du marché de la 
Nouvelle-Angleterre et réaliseraient ainsi des 
profits accrus.

Les auteurs du présent exposé recomman
dent que:

1. Pour les courts trajets, plus d’espace 
soit mis à la disposition des véhicules 
commerciaux sur le M. V. Bluenose.

2. Pour les longs trajets, un nouveau 
service de traversier soit établi entre
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NS. and Bar Harbour, Maine; that this 
ferry be designed to carry a larger num
ber of commercial vehicles than the pres
ent “M.V. Bluenose”; that this ferry be 
designed to carry larger commercial 
vehicles than the present ferry; that 
regular sailings be scheduled which will 
enable Maritime producers to reach the 
New England markets in time for selling 
on Mondays and Fridays.

If implemented this recommendation will per
mit logical development and growth for 
producers of fresh products in the aforemen
tioned communities. A second ferry would 
also relieve pressures on the “M.V. Bluenose” 
while at the same time permitting more 
tourists to come to the Atlantic Provinces 
via ferry.

We have also looked into the ferry service 
presently being operated by the C.P.R. 
between Saint John, N.B. and Digby, N.S. 
While we realize that there are inadequacies 
with the present system recommendations in 
other parts of this brief have led us to the 
conclusion that by upgrading the existing rail 
and road conditions the needs of shippers in 
these areas can be adequately serviced by 
existing modes of transportation.

Air
Air transportation, especially that of 

freight, has only really expanded in recent 
years. We take the position that the Federal 
Government in implementing any Federal Air 
Policy should seriously take into considera
tion the problems of this region. As the situa
tion stands at present most planes carrying 
cargo into tins region from Central Canada go 
back almost empty. This is caused by a lack 
of high va ue goods produced in this region 
which could econorn.cally be sent to Central 
Canada by air. In this brief we are going to 
limit ourselves to a few recommendations 
eooeer.' ng the expansion and practicability 
of Mr transportation in the region. We feel 
that the various aspects of a regional air poli
cy will be aufKc.ently dealt with in other 
submissions.

A. Gender Free-Port—We strongly recom
mend the ertablhbment of a free port at 
Gander, Newfoundland. The problem that 
presently exists at Gander was caused by the 
introduction of jets on overseas flights. These 
planes no longer bad to stop at Gander since 
they could fly cirectly to their mainland des-

Yarmouth (N.-É.) et Bar-Harbour 
(Maine); que ce traversier soit construit 
de façon à recevoir un plus grand nom
bre de véhicules commerciaux ainsi que 
des véhicules de plus grandes dimensions 
que n’en peut contenir le M. V Bluenose, 
et que des horaires de départs plus régu
liers soient établis en vue de permettre 
aux producteurs des Maritimes d’attein
dre les marchés de la Nouvelle-Angle
terre à temps pour que les denrées puis
sent être vendues les lundis et vendredis.

L’adoption de cette recommandation permet
tra aux producteurs de denrées fraîches des 
localités susmentionnées de développer et 
d’accroître leur production. Un second tra
versier soulagerait aussi le service du M.V. 
Bluenose, tout en permettant à un plus 
grand nombre de touristes de venir par mer 
visiter les Provinces atlantiques.

Nous avons également fait enquête sur le 
service de traversier présentement exploité 
par le réseau du CP entre Saint-Jean (N.-B.) 
et Digby (N.-É.). Bien que nous ayons cons
taté des lacunes dans le système actuel, les 
recommandations formulées dans d’autres 
parties du présent mémoire nous ont permis 
de conclure qu’en augmentant les moyens 
existants de transport par rail et route, les 
besoins des expéditeurs de ces régions seront 
adéquatement servis par les modes actuels 
de transport.

Transport aérien
Le transport par air, des marchandises en 

particulier, n’a vraiment pris de l’expansion 
que dernièrement. Nous sommes d’avis que, 
dans l’application de toute politique de trans
port aérien, le gouvernement central devrait 
tenir sérieusement compte des problèmes de 
cette région. Dans la situation présente, la 
plupart des avions porteurs de fret venant du 
Canada central s’en retournent à peu près 
vides. Ceci est attribuable au fait que cette 
région ne produit pas de denrées de valeur 
pouvant être expédiées économiquement par 
air au Canada central. Nous nous limiterons, 
dans le présent mémoire, à quelques recom
mandations concernant l’expansion et la pra
ticabilité du transport aérien dans la région. 
Nous croyons que les divers aspects de la 
politique aérienne régionale seront suffisam
ment traités dans d’autres mémoires.

A. Port frane de Gander—Nous recomman
dons fortement la création d’un port franc à 
Gander (Terre-Neuve). I At problème qui se 
pose actuellement à Gander est dû à l'intro
duction d'avions ré actés dans les envolées 
ira- atla/ \ que*. Ces avions n'avaient plus à 
fa.re .-.v al* a Gander puisqu'ils pouvaient
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tination. It such a free port were established 
at Gander it would provide an impetus for 
economic growth as well as increasing the 
number of flights in and out of Gander.

At present we have a large international 
airport at Gander complete with facilities, 
which are not being used to the fullest extent. 
The Gander International Airport represents 
a large investment by the Canadian Govern
ment and people.

By the creation of a free port at Gander we 
would have the North American version of 
Shannon, Ireland. This would be possible 
because Gander is a national air gateway to 
North America. From Gander you are within 
easy reach of the major Canadian anf Ameri
can markets as well as being in a good posi
tion relative to the west European market.

An airport such as Gander may almost 
become a necessity with the introduction of 
supersonic jets in the near future. It is quite 
possible that these aircraft may be prohibited 
from flying over mainland North America 
because of the effects created by their sonic 
booms. The boom effect on Gander would be 
very limited when compared to such airports 
as Montreal, Toronto and New York. A feeder 
service out of Gander by air to the major 
eastern North American points would be very 
feasible. It might also be pointed out that a 
feeder service would increase the revenue of 
the airport because of the great increase in 
flight landing fees.

We would recommend that a Federal or 
Provincial crown corporation be set up to ad
minister the free port. They would attempt to 
create a type of industrial estate complex at 
the airport—through the construction of small 
factories of an all purpose nature designed 
for light industry—as well as creating suffi
cient warehouse facilities. There would be an 
area marked off and designated as a free cus
toms duty zone. Manufactured goods and raw 
materials could be brought into this area 
without having to pay any Canadian custom 
duties on them. Goods not intended for 
Canadian markets could be flown out of 
Gander without incurring Canadian customs 
duties. To encourage industry settlement at 
Gander arrangements could be made with the 
Canadian Government to have incentives 
offered along the lines of the Irish Govern
ment’s at Shannon.

We therefore strongly recommend the
establishment of a free port at Gander.

atteindre tout d’une traite leur destination 
outre-mer. Si un tel port franc était établi à 
Gander, il pourrait donner une impulsion à 
l’expansion économique et accroître de ce fait 
le nombre d’envolées dans les deux sens.

Nous avons en ce moment à Gander un 
vaste aéroport international muni de toutes 
les installations, mais celles-ci ne sont pas 
utilisées à plein. L’aéroport international de 
Gander représente une énorme immobilisa
tion faite par le gouvernement et le peuple 
canadiens.

La création d’un port franc à Gander dote
rait le Canada d’une version nord-américaine 
de Shannon, en Irlande. La chose serait possi
ble, vu que Gander est un passage aérien 
national ouvert sur l’Amérique du Nord. De 
Gander il est facile d’atteindre les principaux 
marchés canadiens et américains, aussi bien 
que ceux de l’Europe occidentale.

Un aéroport comme celui de Gander peut 
devenir presque une nécessité avec l’avène
ment des avions supersoniques dans un ave
nir prochain. Il est fort possible qu’il soit 
interdit à ce genre d’avions de survoler le 
continent nord-américain à cause des effets 
qui résultent du bang sonique, lesquels 
seraient très limités sur Gander comparative
ment à ce qu’ils seraient à Montréal, à 
Toronto et à New York. Un service d’approvi
sionnement en essence par air, à partir de 
Gander, pour la desserte des principaux 
points de l’est de l’Amérique du Nord serait 
tout à fait réalisable. Il est bon de noter aussi 
que ce genre de service accroîtrait les recettes 
de l’aéroport par suite de la forte majoration 
des droits d’atterrissage.

Nous sommes d’avis qu’une société fédérale 
ou provinciale de la Couronne devrait être 
instituée en vue d’administrer le port franc. 
Elle s’efforcerait d’y organiser une sorte de 
complexe immobilier par la construction de 
petites fabriques toutes Ans pour la petite 
industrie, ainsi que par l'aménagement de 
facilités suffisantes d’entreposage. Une cer
taine superficie serait réservée et désignée 
comme zone douanière franche. Les articles 
manufacturés et les matériaux bruts pour
raient y entrer sans qu’ils soient frappés de 
droits douaniers canadiens. En vue d’encoura
ger l’établissement d’industries à Gander, des 
ententes pourraient être conclues avec le 
Gouvernement canadien qui offrirait des 
encouragements du genre de ceux qu’a insti
tués le gouvernement irlandais à Shannon.

Nous recommandons donc fortement la 
création d'un port franc à Gander.
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B. Sussex Airport—There has been mention B. Aéroport à Sussex—Il a été question de 
made of the possibility of having an interna- la possibilité d’établir un aéroport internatio-
tional airport at Sussex, New Brunswick. If 
this were done it would become the fourth 
airport in southern New Brunswick and 
would be within 60 to 70 miles of the three 
other airports. These are located at Frederic
ton, Saint John and Moncton. We feel that 
there are only two ways an airport like this 
could be successful, both of which we feel are 
very unpractical. The first way would be to 
close down the existing airports at the other 
three centres. This is unfeasible. The popula
tions of these three centres are much greater 
than that of Sussex and the termination of 
airport facilities at these centres would bring 
about much inconvenience and would 
increase shipping costs because of the longer 
distance required in land transportation.

The second way that a Sussex International 
Airport could be successful would be by hav
ing the existing facilities remain in operation, 
but hoping that transportation presently leav
ing by air from the three centres would now 
go to Sussex and leave from the International 
Airport. This we also see as being very 
unlikely because we cannot see Moncton, 
Saint John or Fredericton shippers passing up 
their own airports which are close by to 
transport their shipments 60 or 70 miles to 
Sussex.

Therefore, we do not recommend the 
establishment of an international airport 
at Sussex, New Brunswick.

Maritime Ports
Eastern ports can be used on a larger basis 

for the export of flour and grain. We feel that 
more use could be made of these ports for 
other types of commodities from Central 
Canada. In order to lessen the rivalry 
between the various ports in the Maritimes 
serious planning is required. A control board 
should be set up to plan and control the devel
opment of these ports. Due regard must be 
paid to technological improvements in port 
facilities and the trend towards larger ships. 
A policy without due regard for these factors 
would be useless. The development of these 
ports must be followed by the development of 
highway and railway systems (discussed in 
other sections of this Brief).

Therefore, we recommend:
1. Steps should be taken to encourage 

the use of Eastern ports for export of 
flour and grains on a larger basis.

nal à Sussex (Nouveau-Brunswick). Si l’idée 
était réalisée, ce serait le quatrième aéroport 
du Nouveau-Brunswick méridional, et il 
serait situé à moins de 60 ou 70 milles des 
trois autres aéroports sis respectivement à 
Fredericton, Saint-Jean et Moncton. Nous 
croyons qu’un aéroport comme celui-ci ne 
pourrait réussir que de deux façons, et nous 
sommes d’avis que les deux sont de réalisa
tion très difficile. La première consisterait à 
fermer les aéroports des trois autres localités, 
ce qui est impossible. Les populations de ces 
trois centres sont plus nombreuses que celle 
de Sussex, et la suppression de leurs aéro
ports serait très incommodante et accroîtrait 
les frais de transport à cause des distances 
plus longues du transport par terre.

La seconde façon de faire réussir un aéro
port international à Sussex consisterait à 
maintenir les facilités actuelles en exploita
tion, tout en espérant que le présent trafic 
aérien partant des trois centres serait mainte
nant dirigé sur Sussex et partirait du nouvel 
aéroport international. Cela nous paraît aussi 
fort peu probable, car nous croyons que les 
expéditeurs de Moncton, Saint-Jean et Frede
ricton verraient d’un mauvais œil le trafic 
aérien éviter leurs propres aéroports qui sont 
assez rapprochés pour transporter leurs mar
chandises à Sussex, localité distante seule
ment de 60 à 70 milles.

Par conséquent, nous ne recommandons 
pas la création d’un aéroport internatio
nal à Sussex (Nouveau-Brunswick).

Ports des Maritimes
Les ports du littoral est peuvent être 

davantage utilisés pour l’exportation de farine 
et de céréales et davantage aussi pour d’au
tres marchandises du Canada central. Si l’on 
veut réduire la rivalité entre les divers ports 
des Maritimes, il est nécessaire de procéder à 
une sérieuse organisation. Une commission de 
contrôle devrait être créée pour prévoir et 
réglementer le développement de ces ports. Il 
faut tenir compte des perfectionnements tech
niques des facilités portuaires et de la ten
dance à construire de plus gros navires. Un 
programme qui négligerait ces facteurs ne 
serait d’aucune valeur. L’expansion de ces 
ports doit être suivie par celle des voies rou
tières et ferroviaires (il en est question dans 
d’autres parties du présent mémoire).

Nous recommandons par conséquent:
1. Que des mesures soient prises en vue 

d’encourager l’utilisation accrue des ports 
de l’Est pour l’exportation de la farine et 
des grains.
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2. A control board should be set up to 
plan and control the development of 
these ports.

A. Containership—The trend in port devel
opment is containership. This method of 
moving cargo requires more capital outlay 
than under the conventional method of han
dling cargo. Shippers and consignees of cargo 
stand to benefit from containership develop
ments. Goods can be delivered in the least 
possible time, under the best possible condi
tions and in the least expensive manner. Pil
ferage would be reduced. Damage from weath
er, contamination, and other problems would 
be reduced.

However, this method has several prob
lems. There will be customs and regulatory 
problems, the composition of trade routes, 
trucking, highway and rail problems abroad, 
and the length of the ocean haul. Will duty on 
the goods be assessed at port or destination? 
As regards foreign trade, so vital to the 
Canadian economy, there is a possibility that 
containers may be considered an integral part 
of the ship and therefore not be subject to 
duty.

The number of ports at which containerized 
ships will call must be limited to be effective. 
This will allow for quick turn-around, 
increase the carrying capacity of the ships 
and limit the dispersion of containers. The 
ports that have substantial cargo volumes 
immediately available for containership move
ments will benefit. This is the reason for the 
success of the New York port. In addition to 
having substantial cargo available there must 
be an adequate trucking system. Trucks 
would play a major role. In the United States 
difficulty was experienced in developing joint 
railway-water rates. Rail cars must be trans
ported intact with undercarriage. The system 
must be completely integrated to eliminate 
the present haphazard coordination.

The Maritime ports may have a difficult 
time competing with ports in Central Canada. 
Ports in Central Canada also face competition 
from New York. As the Financial Post of 
February 10, 1968, pointed out: “The efficien
cy of container operations at the Port of New 
York has made it possible for that port to 
compete with Montreal and St. Lawrence Sea
way ports for Canadian cargo.” It can be seen 
from this statement that Canada lags behind 
the world in port development. Probably one 
of the major difficulties is the limited indus
trial development on seaboard areas. The 
problem of port development cannot be over-

2. Qu’une commission de contrôle soit 
créée en vue d’organiser et de réglemen
ter le développement de ces ports.

A. Conteneurisation—La tendance en 
matière d’expansion portuaire est la conte
neurisation. Ce mode de manutention des 
marchandises requiert de plus fortes mises de 
fonds que la manutention classique. Expédi
teurs et consignataires bénéficieront de cette 
innovation. Les marchandises peuvent être 
livrées en moins de temps, dans les meilleu
res conditions possibles et à moins de frais. Il 
y aurait diminution de chapardage, de dégâts 
par mauvais temps, de contamination et d’au
tres inconvénients.

Ce mode a toutefois ses difficultés: dédoua
nement et réglementation, organisation des 
routes commerciales, camionnage, problèmes 
de la route et du rail à l’étranger, et longueur 
du transport océanique. Les droits sur les 
marchandises seront-ils établis au port d’ex
pédition ou de destination? Quant au com
merce étranger si essentiel à l’économie cana
dienne, il est possible que les conteneurs 
soient considérés comme partie intégrante du 
navire, donc non assujettis à des droits.

Le nombre de ports où les navires conte
neurisés feront escale doit être limité pour 
que le service soit efficace. Cela permettra un 
rapide retour, augmentera la capacité de 
transport des navires et limitera la dispersion 
des conteneurs. Les ports qui ont d’importants 
volumes de fret immédiatement disponibles 
pour les mouvements de navires conteneuri
sés seront avantagés. C’est la raison du succès 
du port de New-York. A la disponibilité d’un 
volume important de fret doit s’ajouter un 
système adéquat de camionnage. Les camions 
joueraient un rôle de premier plan. Les États- 
Unis ont éprouvé des difficultés à élaborer des 
tarifs mixtes rail-eau. Les wagons doivent 
être transportés intacts avec leurs trains. Le 
système doit être complètement intégré afin 
d’éliminer l’actuelle coordination au petit 
bonheur.

Les poids des Maritimes peuvent difficile
ment concurrencer ceux du Canada central, 
et les ports du Canada central ont aussi à 
faire face à la concurrence de New-York. 
Ainsi que le Financial Post du 10 février 1968 
le faisait observer: «L’efficacité de la manu
tention des conteneurs au port de New-York 
lui a permis de faire concurrence à Montréal 
et aux ports de la voie maritime du Saint- 
Laurent pour le fret canadien.» Cette asser
tion permet de constater que le Canada reste 
en arrière sous le rapport de l’expansion por
tuaire. L’une des principales difficultés est 
probablement le faible développement indus-
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looked. Cargoes loaded and unloaded in 
Canadian ports were down 5% in 1967. This 
trend must be reversed.

We recommend that containership facili
ties be provided, but we feel that they 
should be limited to a few ports.

B. Deepwater Port—Canada has the poten
tial for the largest deepwater harbour on the 
Atlantic seaboard of North America. This will 
provide a counterpart to the Rotterdam Port. 
Two possibilities exist for such a port; that is, 
Canso, N.S. and L’Etang, N.B. Such a port 
would require approximately ten square 
miles of land space and at least 70 feet of 
water. This places the Maritimes at a distinct 
advantage over the United States’ eastern 
seaboard. This port could be a free port to 
handle large ships up to 600,000 tons. For a 
port of this size to be successful American 
cooperation is imperative as the majority of 
goods to be handled would be destined for 
the United States markets. A port like this 
must be serviced by fast container trains. 
This seaport will bring certain ancillary bene
fits. New industries will be attracted to the 
area.

We strongly urge that a deepwater port 
be established in the Atlantic Region, 
with construction to begin in the very 
near future.

Newfoundland
The transportation problem in Newfound

land is probably the worst in the Atlantic 
Region. The Gulf Ferry is unable to handle 
special cargoes treated as normal rail traffic 
elsewhere in Canada. Larger ferries are need
ed to meet present commitments. The fre
quency and quality of service must be 
improved if the economy of the region is to 
expand. The economic and geographical fac
tors make for high transportation costs in 
Newfoundland. We agree with the McPherson 
Commission that low-cost transportation 
might best be achieved by limited competi
tion, subsidies, or special treatment. This 
approach would be unacceptable in other 
parts of Canada.

Water and air traffic should be encouraged. 
A better system of roads and highways is 
needed throughout the island. This would 
facilitate the handling of containers arriving 
by ship, rail or air.

triel des régions côtières. La question de l’ex
pansion des ports ne saurait être négligée. Les 
cargaisons chargées et déchargées dans les 
ports canadiens avaient diminué de 5 p. 100 
en 1967. Cette tendance doit être renversée. 

Nous recommandons la conteneurisation 
mais nous sommes d’avis qu’elle soit limi
tée à quelques ports.

B. Ports en eaux profondes—Le Canada a 
tout ce qu’il faut pour l’aménagement de 
ports en eaux profondes sur le littoral atlan
tique. Cela servira de contrepartie au port de 
Rotterdam. Il existe deux endroits pour l’a
ménagement d’un tel port: Canso, en Nouvel
le-Écosse, et l’Étang, au Nouveau-Brunswick. 
Il faudrait pour cela environ dix milles carrés 
de terrain et au moins 70 pieds de profondeur 
d’eau. Voilà qui donne aux Maritimes un 
avantage marqué sur le littoral est des États- 
Unis. Ce port pourrait être un port franc 
destiné à recevoir de grands navires jusqu’à 
concurrence de 600,000 tonnes. Pour que l’amé
nagement d’un port de cette ampleur soit 
avantageux, la coopération américaine est un 
impératif, vu que la majeure partie des mar
chandises manutentionnées serait destinée 
aux marchés des États-Unis. Un tel port doit 
être desservi par des trains rapides conteneu
risés. Il procurera certains bénéfices accessoi
res. De nouvelles industries seront attirées 
dans la région.

Nous recommandons instamment qu’un 
port en eaux profondes soit aménagé sur 
le littoral atlantique et que les travaux 
soient mis en marche dans un avenir très 
prochain.

Terre-Neuve
Le problème des transports de Terre-Neuve 

est probablement le pire de toute la région 
atlantique. Le traversier du Golfe est dans 
l’impossibilité de transporter certaines mar
chandises traitées partout ailleurs au Canada 
comme fret ferroviaire normal. De plus grands 
bateaux sont nécessaires pour remplir les 
présents engagements. La fréquence et la 
qualité du service doivent être améliorées 
pour que l’économie de la région puisse 
prendre de l’expansion. Les facteurs économi
ques et géographiques occasionnent des frais 
élevés à Terre-Neuve. Nous reconnaissons 
avec la Commission McPherson qu’une con
currence limitée, des subventions ou un traite
ment spécial sont les meilleurs moyens d’ob
tenir des transports à coût modéré. Cette 
façon d’aborder le problème serait inaccep
table dans d’autres régions du Canada.

Les transports par eau et par air devraient 
être encouragés. Un meilleur réseau routier 
s’impose dans toute l’ile; il faciliterait le 
transport de conteneurs arrivant par bateau, 
par train ou par avion.
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Federal Government cooperation and assis
tance is needed if the island transportation is 
to improve toward a profitable level. Gulf 
shipping services already receive a subsidy. 
Subsidy payments for C.N. coastal services 
have been rising steadily and show no sign of 
leveling off. Subsidy payments were $3,707,- 
654 in 1960 and $6,241,000 in 1966. There is no 
doubt that the system needs revising.

The weight of evidence points to the fact 
that the Gulf Ferry does not provide an effec
tive continuous rail link between Newfound
land and the mainland. Privately owned 
steamship services experiences the same 
difficulties with port facilities. If an effective 
continuous link can be found between the 
mainland and Newfoundland many related 
problems would be solved, including such 
things as cargo losses and lost time.

There is also a lack of an interprovincial 
trucking industry. The Atlantic Provinces 
Transportation Study found that potential 
exists for such services. Efforts should be 
made to encourage such services.

There is a need for very heavy expenditure 
on roads to open up new areas. There is also 
a need for basic roads to improve communi
cations and the transportation between cen
tres of population and activity. The problem 
with Newfoundland is the dispersion of the 
population and the difficult terrain. A system 
of adequate road connections is hard to estab
lish. Federal funds are needed if any major 
transportation system is to be set up.

The future of air cargo is uncertain. It is 
difficult to determine the economic trend of 
Newfoundland. As a result it is difficult to say 
whether westbound traffic will increase. In 
1965, as noted by the Atlantic Provinces 
Transportation Study, eastbound cargo 
accounted for as much as 91 percent of the 
total load carried on these services. Shipments 
from Newfoundland consist of bulky and low 
value goods and are unsuited for air ship
ment. Unless the economy improves this 
trend will continue.

It is our opinion that with the complicated 
or diverse railway links and improved refrig
eration service would not help Newfoundland. 
Fruit, vegetables and meat can be shipped by 
air and arrive in the market fresh. However, 
improved refrigeration services would be 
beneficial to other Maritime Provinces. The 
goods must be produced to make these ser
vices profitable.

La coopération et l’aide fédérales sont né
cessaires pour faire monter les systèmes de 
transport à un niveau profitable. Les services 
maritimes du golfe sont déjà subventionnés. 
Les versements de subventions aux services 
côtiers du C.N. ont été constamment augmen
tés et rien n’indique qu’ils baisseront; ils 
étaient de $3,707,654 en 1960 et de $6,241,000 
en 1966. Il n’y a pas de doute que le régime 
doit être révisé.

Les témoignages recueillis prouvent que 
le traversier du Golfe ne fournit pas un 
service ferroviaire continu et efficace entre 
Terre-Neuve et la terre ferme. Les services 
de navigation privés ont éprouvé les mêmes 
difficultés en ce qui concerne les aménage
ments portuaires. Si un service continu et 
efficace pouvait être établi entre le continent 
et Terre-Neuve bien des difficultés connexes 
seraient résolues, y compris des choses telles 
que les pertes de marchandises et de temps.

Il y a aussi un manque de services inter
provinciaux de camionnage. Une enquête sur 
les transports dans les Provinces atlantiques a 
démontré que le potentiel existe pour de tels 
services. Des efforts devraient être faits pour 
en encourager l’établissement.

De très fortes dépenses sont nécessaires pour 
la construction de routes en vue d’ouvrir de 
nouvelles régions. Il est aussi besoin de routes 
de base pour améliorer les communications et 
les transports entre des centres de population 
et d’activité. Le problème de Terre-Neuve 
réside dans la dispersion de la population et 
la difficulté du terrain. Il est difficile d’établir 
un réseau routier adéquat. Tout système 
majeur de transport exigera des fonds de la 
part du gouvernement fédéral.

L’avenir du transport aérien est incertain. 
Il est difficile de déterminer la tendance éco
nomique de Terre-Neuve et, par conséquent, 
de dire si le trafic en direction ouest augmen
tera. En 1965, ainsi que le note l’Étude des 
transports dans les provinces atlantiques, le 
trafic-marchandises en direction est atteignait 
91 p. 100 de la charge globale transportée par 
ces services. Les expéditions de Terre-Neuve 
consistent en marchandises volumineuses 
mais de valeur minime et ne conviennent pas 
au trafic aérien. Cette tendance se maintien
dra à moins d’une amélioration de l’économie.

Nous sommes d’avis qu’étant donné la com
plexité ou diversité des communications fer
roviaires, un service amélioré de réfrigération 
ne serait pas avantageux pour Terre-Neuve. 
Fruits, légumes et viandes peuvent être expé
diés par avion et arriver frais sur le marché. 
Cependant, de meilleurs services de réfrigéra
tion seraient avantageux pour d’autres pro
vinces maritimes, mais il faut que les denrées 
soient produites pour que ces services soient 
profitables.
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Our recommendations are as follows:
1. Larger ferries should be provided.

2. Subsidies or special treatment should 
be given to Newfoundland.

3. The present system of subsidy pay
ments should be revised.

4. Efforts should be made to provide a 
continuous transportation link between 
Newfoundland and the mainland.

Summary of Major Recommendations 
Maritime Freight Rates Act

1. We recommend the establishment of 
a flexible rate structure.

2. We recommend the extension of the 
Maritime Freight Rates Act to all modes 
of transportation.

3. We recommend the extension of the 
subsidy under the Maritime Freight Rates 
Act be applied to shipments to the United 
States.

4. We recommend the extension of the 
Maritime Freight Rates Act to apply to 
west-to-east shipments within the ‘select 
territory’.

Less-than-Carload Lost
We recommend the cancellation of 
the new LCL rate structure and a cor
responding downward adjustment of 
rates.

Railways
1. We recommend the establishing of a 

Maritime Railway Rates Board to study 
and advise on the implementation of rate 
structures of railways until a regional 
development program is put into effect.

2. Improve efficiency and services of 
the railways by various suggestions

(i) to assist Maritime shippers,
(ii) to increase the number of shippers 

and customers using railway services,

(iii) to reduce costs and increase profit 
to the railways.

3. Investigate the feasibility of elimi
nating railway service in Newfoundland 
and replace it with a more viable mode 
of transportation.
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Voici nos recommandations à cet égard:
1. Des traversiez plus grands sont 

nécessaires.
2. Des subventions ou un traitement 

spécial devraient être accordés à 
Terre-Neuve.

3. Il faudrait reviser le présent régime 
de versement de subventions.

4. Des efforts devraient être faits en 
vue de fournir un service continu de 
transport entre Terre-Neuve et la terre 
ferme.

Résumé des principales recommandations
Loi sur les taux de transport dans les

Maritimes
1. Nous recommandons l’établissement 

d’une structure tarifaire souple.
2. Nous recommandons l’application de 

la Loi sur les taux de transport dans les 
Maritimes à tous les modes de transport.

3. Nous recommandons l’application de 
la subvention consentie sous le régime de 
la Loi sur les taux de transport dans les 
Maritimes aux expéditions destinées aux 
États-Unis.

4. Nous recommandons l’application de 
la Loi sur les taux de transport dans les 
Maritimes aux expéditions ouest-est fai
tes dans les limites du «territoire choisi».

Chargements inférieurs à une wagonnée
Nous recommandons l’annulation du 

nouveau régime des taux pour les charge
ments inférieurs à une wagonnée et une 
baisse de ces taux.

Chemins de fer
1. Nous recommandons la création 

d’une commission des taux de chemins de 
fer des Maritimes, chargée de faire l’é
tude des régimes tarifaires des chemins 
de fer et de conseiller sur leur applica
tion jusqu’à ce que le programme de 
développement régional soit mis à 
exécution.

2. Amélioration du rendement et des 
services ferroviaires au moyen de diver
ses proportions tendant
i) à aider les expéditeurs des Maritimes,
ii) à accroître le nombre d’expéditeurs et 
de clients utilisant les services 
ferroviaires,
iii) à réduire les frais et à augmenter les 
profits des chemins de fer.

3. Étude de la possibilité d’éliminer le 
service ferroviaire de Terre-Neuve et de 
lui substituer un mode de transport plus 
viable.
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Highways
1. In future shared-cost programs 

should be conducted on a more equitable 
basis; for example, on a per capita basis.

2. We recommend that the number of 
rural roads in the Atlantic Provinces be 
cut back.

3. We recommend that all main high
ways in this region be upgraded to an 
all-weather standard.

Trucking
1. Uniform weight restrictions should 

be adopted throughout the region.

2. Uniform licensing should be adopted 
for all truckers in the Atlantic Region.

3. The Atlantic Development Board or 
some other agency should oversee the 
coordination of the first two recom
mendations.

Corridor Road
We do not recommend the construction of 
a Corridor Road linking New Brunswick 
and Quebec through the state of Maine.

New Brunswick to Prince Edward Island 
Causeway

We strongly recommend that the con
struction of the Northumberland Strait 
Causeway proceed without further delay.

Ferry Services
1. Short run:—More space should be 

made available on the “M.V. Bluenose” 
for commercial vehicles in the summer 
months.

2. Long run:—A new ferry service 
should be instituted between Yarmouth, 
N.S. and Bar Harbour, Maine; this ferry 
should be designed to carry a larger num
ber of commercial vehicles than the 
present “M.V. Bluenose”; this ferry 
should be designed to carry larger com
mercial vehicles than the present ferry; 
regular sailings should be scheduled which 
will enable Maritime producers to reach 
the New England markets in time for 
selling on Mondays and Fridays.

Air—A. Gander Freeport

We strongly recommand the establish
ment of a freeport at Gander, Newfound-

Routes
1. Les régimes de frais partagés 

devraient être appliqués plus équitable
ment à l’avenir, par exemple sur une 
base per capita.

2. Nous recommandons que soit réduit 
dans les provinces atlantiques le nombre 
de routes rurales.

3. Nous recommandons que la qualité 
de toutes les grandes routes de cette 
région soit portée à la norme toutes- 
saisons.

Camionnage
1. Des restrictions uniformes de poids 

devraient être adoptées pour toute la 
région.

2. Des permis uniformes devraient être 
délivrés à tous les camionneurs de la 
région atlantique.

3. La Commission de développement de 
la région atlantique, ou tout autre orga
nisme, devrait veiller à la coordination 
des deux premières recommandations.

Route corridor
Nous ne recommandons pas l’aménage
ment d’une route corridor reliant le Nou
veau-Brunswick et le Québec à travers 
l’État du Maine.

Chaussée reliant le Nouveau-Brunswick à
l’île du Prince-Édouard

Nous recommandons fortement que la 
construction de la chaussée du détroit de 
Northumberland soit mise en marche 
sans plus de délai.

Services de traversier
1. Courts trajets:—Il faudrait prévoir 

plus d’espace sur le Af. V. Bluenose pour 
les véhicules commerciaux en été.

2. Longs trajets:—Un nouveau service 
de traversier devrait être établi entre 
Yarmouth (N.-É.) et Bar-Harbour 
(Maine); le traversier devrait être cons
truit de façon à recevoir un plus grand 
nombre de véhicules commerciaux, ainsi 
que des véhicules de plus grandes dimen
sions que n’en peut accommoder l’actuel 
AI. V. Bluenose, et des horaires de départs 
réguliers devraient être établis en vue de 
permettre aux producteurs des Maritimes 
d’atteindre les marchés de la Nouvelle- 
Angleterre à temps pour que les denrées 
puissent être vendues les lundis et ven
dredis.

Transport aérien 
A. Port franc à Gander 
Nous recommandons fortement la créa
tion d’un port franc à Gander (Terre-
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land. Such a project would increase eut 
traffic in and out of Gander and would be 
of major economic importance to 
Newfoundland.

B. Sussex International Airport 
We do not recommend the establishment 
of an international airport at Sussex, 
New Brunswick.

Maritime Ports
1. Steps should be taken to encourage 

the use of Eastern ports for export of 
flour and grains on a larger basis.

2. A control board should be set up to 
plan and control the development of 
these ports.

A. Containership
We recommend that containership facili
ties be provided, but we feel that they 
should be limited to a few ports.

B. Deepwater Port
We stronly urge that a deepwater port be 
established in the Atlantic Region, with 
construction to begin in the very near 
future.

Newfoundland.
1. Larger ferries should be provided.

2. Subsidies or special treatment should 
be given to Newfoundland.

3. The present system of subsidy 
payments should be revised.

4. Efforts should be made to provide a 
continuous transportation link between 
Newfoundland and the mainland.

Neuve). Une telle entreprise accroîtrait le 
trafic aérien dans les deux sens et aurait 
une grande importance économique pour 
Terre-Neuve.

B. Aéroport international à Sussex 
Nous ne recommandons pas la création, 
d’un aéroport international à Sussex 
(Nouveau-Brunswick).

Ports des Maritimes
1. Des mesures devraient être prises en 

vue d’encourager l’utilisation accrue des 
ports de l’Est pour l’exportation de la 
farine et des grains.

2. Une commission de contrôle devrait 
être créée en vue d’organiser et de régle
menter le développement de ces ports.

A. Conteneurisation
Nous recommandons que des facilités de 
navires à conteneurs soient fournies, mais 
nous sommes d’avis qu’elles soient limi
tées à quelques ports.

B. Ports en eau profonde
Nous recommandons instamment qu’un 
port en eau profonde soit aménagé sur le 
littoral atlantique et que les travaux 
soient mis en marche dans un avenir très 
prochain.

Terre-Neuve
1. Des traversiers plus grands sont né

cessaires.
2. Des subventions ou un traitement 

spécial devraient être accordés à 
Terre-Neuve.

3. Il faudrait reviser le présent régime 
de versements de subventions.

4. Des efforts devraient être faits en 
vue de fournir un service continu de 
transport entre Terre-Neuve et la terre 
ferme.

We trust that the suggestions and recom- Nous espérons que les propositions et 
mendations brought out in this Brief will be recommandations formulées dans le présent 
of some value for you when considering the mémoire auront pour vous quelque utilité 
place of the Atlantic Region of Canada within lorsque vous prendrez en considération la 
the framework of Transportation and Region- place que doit tenir la région atlantique du 
al Development policies. Canada dans le cadre des programmes de

transport et de développement régional.

All of which is respectfuUy submitted. Le tout est respectueusement soumis.
J. Paul Cassidy (J. Paul Cassidy)
WiUiam D. Foster (William D. Foster)
Earl Gardner (Earl Gardner)
Terry C. Lloyd (Terry C. Lloyd)
Beverly L. MacDonald (Beverly L. MacDonald)
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APPENDIX

We feel that one point should be raised 
concerning transportation in the Atlantic 
Region. Although we agree that adequate 
transportation facilities are necessary in any 
economy, other things much more important 
should be considered first. We feel that what 
is really needed in the Atlantic Region is 
directly productive activity (D.P.A.) and not a 
variety of social overhead capital projects 
(S.O.CJ.

For purposes of clarity we feel that an 
explanation of these terms are in order. They 
were first brought forward by A. O. Hirsch
man in his book—The Strategy of Economic 
Development. Social overhead capital (SOC) 
consists, in any economy, of the basic services 
which are necessary for the economy to func
tion. Here we find such things as power ser
vices, water supplies, and transportation 
facilities. Directly productive activity (DPA) 
is concerned with the production of commodi
ties, rather than just supplying services. In 
this category we get primary and secondary 
manufacturing, agriculture, and mining.

We only have to look to the case of Italy to 
see how much SOC can be wasted. When 
industry was finally attracted to Southern 
Italy it was found that much of the money 
poured into SOC projects throughout the 
region had been wasted. It also turned out 
that many more SOC projects had to be built 
to accommodate the industrial growth of the 
region.

We feel that much the same thing could 
happen here in the Atlantic Region if the 
Government is not careful. It appears to us 
that the Government is obsessed with various 
SOC projects such as the building of roads, 
bridges, and such, and that they do not really 
step back and consider the value of such 
projects.

We would strongly recommend that the 
Government step back and take a hard look 
at the economy of the Atlantic Region. The 
Government should try to project just what 
industrial expansion will occur in this region 
in the next twenty years and just where this 
industrial expansion will take place. Then the 
Government can be more certain that its 
money put into SOC projects will do some 
good.

We do not feel that this Committee can 
limit transportation to transportation itself 
but must look beyond this and consider eco
nomic growth. All the SOC projects in the 
world will not bring industry into an area.

APPENDICE

Nous sommes d’avis qu’une question doit 
être soulevée au sujet des transports dans la 
région atlantique. Bien que nous reconnais
sions que des moyens adéquats de transport 
soient nécessaires dans toute économie, l’é
tude d’autres choses plus importantes doit 
passer au premier plan. Nous croyons que ce 
dont la région atlantique a vraiment besoin, 
c’est d’une activité directement productive et 
non une diversité de services économiques 
fondamentaux.

Il convient ici d’expliquer ces termes. Ils 
ont été employés pour la première fois dans 
l’ouvrage de A. O. Hirschman, The Strategy of 
Economie Development. Les services écono
miques fondamentaux sont ceux qui sont 
indispensables au bon fonctionnement de 
toute économie. En font partie les services de 
distribution d’énergie, d’approvisionnement 
en eau et de transport. L’activité directement 
productive a trait à la production de denrées 
plutôt qu’à la fourniture de services. Font 
partie de cette catégorie la fabrication pri
maire et secondaire, l’agriculture et l’exploi
tation minière.

Nous n’avons qu’à examiner le cas de l’Ita
lie pour voir combien les services économi
ques fondamentaux peuvent être gaspillés. 
Quand l’industrie fut enfin attirée dans l’Italie 
méridionale, on constata qu’une bonne part 
des fonds placés dans des entreprises de ser
vices réparties sur toute la région avaient été 
gaspillés. Il arrive aussi que bien d’autres 
entreprises de cette catégorie devaient être 
réalisées pour se plier à l’expansion indus
trielle de la région.

Nous sommes d’avis que la même chose 
pourrait se produire dans notre région atlan
tique si le gouvernement manquait de pru
dence. Il nous semble que le gouvernement 
est obsédé par divers projets de services tels 
que la construction de routes, de ponts et 
autres semblables entreprises, et qu’il ne s’ar
rête pas à considérer la valeur de tels projets.

Nous recommandons instamment au gou
vernement de prendre l’économie de la 
région atlantique en sérieuse considération. Il 
devrait s’efforcer d’envisager la tournure que 
prendra au juste l’expansion industrielle dans 
cette région au cours des vingt prochaines 
années et de savoir au juste où cette expan
sion se produira. Il aura alors plus de certi
tude que les fonds qu’il affectera aux services 
seront avantageusement utilisés.

Nous ne croyons pas que le Comité puisse 
se limiter aux transports eux-mêmes; mais il 
doit voir plus loin et tenir compte de l’expan
sion économique. Tous les projets de services 
au monde n’attireront pas l’industrie dans
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TABLE I*

641

USAGE OF LCL PER PROVINCIAL POPULATION 
First Three Quarters of 1967

1st Quarter 2nd Quarter 3rd Quarter Com
bined
Totals

Popu
lation
(’000)

Tons
per

CapitaL** U*** L U L U

N fid................................. 5,338 10,956 7,193 14,196 7,183 13,156 58,022 500 .11
P.E.I............................... 317 2,122 1,086 3,233 353 1,512 8,623 109 .07
N .S.................................. 12,827 17,911 13,970 17,030 8,567 11,275 81,580 757 .10
N.B.................................. 18,126 14,828 15,672 16,991 10,853 11,500 87,970 620 .14

Sub Total.............. 36,608 45,817 37,921 51,450 26,956 37,443 236,195 1,986 .11

Que................................... 39,500 30,415 40,816 33,112 37,096 26,155 207,094 5,868 .03
Ont................................... 58,399 59,353 64,761 59,654 56,544 57,542 356,253 7,149 .05
Man.................................. 15,095 11,807 16,740 12,461 14,965 11,579 82,647 963 .08
Sask................................. 18,609 20,655 24,168 26,283 17,931 19,472 127,118 958 .13
Al ta.................................. 10,870 11,601 14,339 9,964 12,051 11,600 70,425 1,490 .04
B.C.................................. 15,829 17,827 17,195 24,181 14,890 17,039 106,961 1,947 .05
N.W.T............................ 1
Yukon............................ J t 880 880 2,069 2,069 2,513 2,712 11,123 44 .25

Total Canada....... 195,790 198,358 218,009 220,174 186,946 183,352 1,202,629 20,405 .06

•Supplements Table I, p. 10 of this brief 
**L = Loaded 

•••U - Unloaded
Source: 1. Railway Freight Traffic D.B.S., Cat. No. 52-002

2. Estimated Population by Province. D.B.S., Cat. No. 91 -2

TABLEAU I*

WAGONNÉES PARTIELLES PAR POPULATION PROVINCIALE 
TROIS PREMIERS TRIMESTRES DE 1967

Totaux Tonnes
1” 2ème 3èrae Com- Popula- par

Trimestre Trimestre Trimestre binés tion Habitant

C** NC‘“ C NC C NC (milliers)

T--NV............................. 5,338 10,956 7,193 14,196 7,183 13,156 58,022 500 .11
I-P-E.............................. 317 2,122 1,086 3,233 353 1,512 8,623 109 . 07
N.-É................................ 12,827 17,911 13,970 17,030 8,657 11,275 81,580 757 .10
N-B................................ 18,126 14,828 15,672 16,991 10,853 11,500 87,970 620 .14

Total partiel......... 36,608 45,817 37,921 51,450 26,956 37,443 236,195 1,986 .11

Qué.................................. 39,500 30,415 40,816 33,112 37,096 26,155 207,094 5,868 . 03
Ont................................... 58,399 59,353 64,761 59,654 56,544 57,542 356,253 7,149 . 05
Man................................. 15,095 11,807 16,740 12,461 14,965 11,579 82,647 963 . 08
Sask................................. 18,609 20,655 24,168 26,283 17,931 19,472 127,118 958 .13
Alb................................... 10,870 11,601 14,339 9,964 12,051 11,600 70,425 1,490 . 04
C.-B................................. 15,829 17,827 17,195 24,181 14,890 17,039 106,961 1,947 . 05
T.N.-0. Yukon............ 880 880 2,069 2,069 2,513 2,712 11,123 44 . 25

TOTAL
CANADA............. 195,790 198,358 218,009 220,174 186,946 183,352 1,202,629 20,405 . 05

•Suppléments Tableau I, p. 10 du présent mémoire
**L Chargé 

•••D Déchargé
Source: 1. Railway Freight Traffic, B.F.S., n° de cat. 52-002

2. Population estimative du Canada par province, B.F.S., n» de cat. 91-202
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Also when industry does come in the neces
sary SOC facilities will establish themselves 
around these projects and many SOC projects 
built in anticipation of industry will have 
been wasted.

Once you enter an SOC project you are 
committed to finish it. When a road or a 
bridge is started you are committed to finish 
the project at some point in time, even if it 
proves unfeasible. Once an SOC project is 
started the only way to get ANY value out of 
it is to finish it. There is no half-way.

When SOC projects are put up in anticipa
tion of industry there is no way one can meas
ure just what is needed and where it is 
needed. The best time to go into SOC is when 
you have some knowledge of what the bene
fits will be and not with just the hope that 
benefits will accrue.

We also feel that many of the SOC projects 
undertaken today are done so because of 
political and not economic reasons. They are 
used as vote getters just before election. The 
people behind these projects should have 
more than votes in mind; they should have 
the economic well-being and development of 
a region in mind.

We do not want it to seem as if we consider 
transportation facilities unimportant, because 
they are very essential to an area, just as are 
any other SOC projects. Without some sort of 
transportation facilities available there is lit
tle hope of growing economically. What we 
are saying though is that a serious look 
should be given to the future economic devel
opment of the region and have one major 
SOC project built around these areas where it 
will do them most good. This will bring the 
most benefit out of the Canadian taxpayers 
dollar as well as avoiding unnecessary waste.

cette région. En outre, lorsque l’industrie 
viendra, les services indispensables s’établi
ront d’eux-mêmes autour de ces projets et 
plusieurs d’entre eux, réalisés dans l’espoir de 
la venue de l’industrie, seront tombés en 
désuétude.

Une fois commencée la réalisation d’un pro
jet de services, vous êtes tenu de l’achever. 
Lorsque la construction d’une route ou d’un 
pont est mise en marche, vous êtes tenu de 
terminer l’entreprise à un moment donné, 
même si elle se révèle irréalisable. Lorsqu’un 
tel projet est commencé, la seule façon d’en 
tirer QUELQUES avantage est de le terminer. 
Il n’y a pas de milieu.

Quand des projets de services sont réalisés 
dans l’espoir de voir l’industrie s’installer, il 
n’y a aucun moyen de prévoir ce qui est 
nécessaire et où la nécessité se fait sentir. La 
meilleure occasion de se lancer dans ce genre 
de projets, c’est lorsqu’on a quelque idée de 
ce que seront les profits, et non simplement 
l’espoir d’en retirer.

Nous sommes en outre d’avis que nombre 
de ces projets sont entrepris aujourd’hui pour 
des raisons d’ordre politique et non économi
que. Ils servent d’appâts juste avant une élec
tion. Ceux qui en sont les promoteurs 
devraient songer à d’autres choses qu’à des 
votes; ils devraient avoir à l’esprit le bien- 
être et l’expansion économique d’une région.

Nous ne voulons pas donner à entendre par 
là que les moyens de transport sont sans 
importance, car ils sont indispensables à une 
région, tout comme le sont tous les autres 
projets de services. Sans l’existence de quel
que moyen de transport, il y a peu d’espoir 
d’expansion économique. Nous affirmons tou
tefois qu’il faudrait prendre en sérieuse consi
dération le développement futur de la région 
et doter celle-ci de services importants où ils 
présenteront le plus d’avantages. C’est ainsi 
que les fonds versés par les contribuables 
canadiens produiront le plus de fruit et que 
nous éviterons des dépenses inutiles.
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APPENDIX "G"

BRIEF ON TRANSPORTATION 
BY

MONCTÏON AND DISTRICT LABOUR 
COUNCIL

INTRODUCTION
The Moncton and District Labour Council 

is very pleased to have this opportunity of 
presenting to your Parliamentary Committee 
on Transportation, meeting in Moncton, N.B. 
their views and possible suggestions in rela
tion to problems of TRANSPORTATION in 
the Maritimes.

Some might ask, why is Labour presenting 
a brief on such a complicated subject 
“TRANSPORTATION”.

It is because we realize that TRANSPOR
TATION can either make or break the Atlan
tic Provinces.

Labour’s basic purpose is to achieve a bet
ter life for its members.

If Labour fails in this purpose it has failed 
utterly

This is true to-day as at the time of 
Confederation.

Labour is keenly aware that it cannot make 
progress at the expense of the community, 
even if the rest of the community is standing 
still. What is good for labour is good for the 
community and Canada as a whole.

At this time it might be quite appropriate 
to quote—Sir Walter Scott.

The race of mankind would perish, did 
they cease to aid each other. From the time 
that the mother binds the child’s head till the 
moment that some kind assistant wipes the 
death-damp from the brow of the dying, we 
cannot exist without mutual help. All, there
fore, that need aid have a right to ask it from 
their fellow-mortals; no one who holds the 
power of granting can refuse it without guilt.

Where we have just finished celebrating 
our Centennial it might be a good time to 
take into consideration what we in the Atlan
tic Provinces were offered at Confederation, 
and how successful we were in obtaining it.

Canada and the Atlantic Provinces consist 
of people so lets take a look at them before 
Confederation and the present time.

APPENDICE -G.

Mémoire sur les transports 
rédigé par le 

Conseil du travail de 
Moncton et du district

INTRODUCTION
Le Conseil du travail de Moncton et du 

district est heureux de cette occasion de faire 
connaître à votre Comité parlementaire des 
transports, qui s’est réuni à Moncton (N.-B.), 
ses vues et ses suggestions possibles en ce qui 
concerne les problèmes des TRANSPORTS 
dans les Maritimes.

D’aucuns se demanderont pourquoi le Tra
vail présente un mémoire sur un sujet aussi 
compliqué que les TRANSPORTS.

C’est parce que nous avons la conviction 
que les TRANSPORTS peuvent assurer ou 
compromettre l’avenir des provinces atlan
tiques.

Le but essentiel du Travail est d’assurer à 
ses membres une vie meilleure.

Si le Travail échoue sur ce plan, il aura 
complètement failli.

Ceci est aussi vrai aujourd’hui que ce l’était 
à l’époque de la Confédération.

Le Travail se rend parfaitement compte 
qu’il ne peut réaliser de progrès aux dépens 
de la collectivité, même si le reste de la col
lectivité se fige dans l’immobilisme. Ce qui est 
bon pour le Travail est bon également pour la 
collectivité et pour le Canada dans son 
ensemble.

Peut-être ne serait-il pas déplacé ici de 
citer ... Sir Walter Scott.

La race humaine périrait si les hommes 
cessaient de s’entraider. Depuis l’instant où la 
mère bande la tête du nouveau-né jusqu’à 
celui où une main pieuse essuie la sueur d’a
gonie au front du mourant, nous ne pouvons 
exister sans aide mutuelle. C’est pourquoi 
tous ceux qui ont besoin d’aide ont le droit de 
la demander à leurs frères mortels. Il n’est 
personne qui, détenant le pouvoir d’accorder, 
peut refuser sans commettre une faute.

Alors que nous venons tout juste de célé
brer notre centenaire, le moment est peut- 
être indiqué pour considérer ce qui nous a été 
offert lors de la Confédération, à nous des 
provinces atlantiques, et jusqu’à quel point 
nous avons réussi à l’obtenir.

Le Canada et les provinces de l’Atlantique 
sont composées d’êtres humains; jetons leur 
donc un coup d’œil, avant la Confédération et 
à l’époque actuelle.
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Men desire to be equal in all respects, but 
they also desire to be free.

Man’s desire to be equal and their desire to 
be free must be kept in balance. Either car
ried to the extreme negate the other.

At the time of Confederation 1867 we had:

3.5 Million people in Canada—J lived 
in Ontario and Quebec. Montreal’s popu
lation 100,000
285,000 people in New Brunswick

While at the time of our Centennial 1967 
we had:

20,334,000 people in Canada
619,000 people in New Brunswick

The average increase in Canada was 1.8% 
per year.

This growth figure is not applicable to 
individual provinces or areas within 
provinces.

We must think of our papulation as in 
motion.

Flowing from long settled areas to new 
sections.

It appears, the development of the natural 
resources of Canada was responsible for the 
ebb and flow of our population.

As fishing, farming, lumbering and mining 
on the Atlantic Coast becomes more mech
anized, the workers will leave for Central 
Canada or the United States. Where much of 
the industry is concentrated.

A good example of this was in Prince 
Edward Island in 1901 the population was 
103,000 and by 1931 is decreased to 88,000.

We have a consistent direction of move
ment away from all the older Maritime Prov
inces. We lost by migration during the years:

1931-41, 5,000 persons; 1941-51, 93,000 
persons; 1951-56, 40,000 persons; 1956-61, 
50,000 persons; 1961-66, 104,00 persons.

If this rate keeps up we will loose about 
207,000 in the period 1961-71, which is equiva
lent to over 10 percent of the population at 
the midpoint in the decade and which is more 
than twice the level of the 1951-61 decade.

At the time of Confederation the portion of 
the population that was urban was very small

Les hommes désirent être égaux à tous les 
égards, mais ils désirent également être 
libres.

Le désir d’égalité et le désir de liberté qui 
existent au cœur de tout homme doivent être 
maintenus en équilibre. Chacun d’eux, poussé 
à l’extrême, devient la négation de l’autre.

A l’époque de la Confédération, en 1867, 
nous avions:

3.5 millions d’habitants au Cana
da—3/4 vivant en Ontario et au Québec. 
Population de Montréal: 100,000 

285,000 personnes au Nouveau-Bruns
wick.

Par contre, lors de notre centenaire, en 
1967, nous avions:

20,334,000 habitants au Canada 
619,000 habitants au Nouveau-Brunswick

L’accroissement démographique moyen au 
Canada a donc été de 1.8% nar an.

Ce chiffre d’expansion n’est pas applicable 
aux provinces prises séparément, ni à des 
régions à l’intérieur de ces provinces.

Nous devons penser à notre population 
comme à un tout en mouvement.

Allant de régions peuplées de longue date 
vers des sections nouvelles.

Il apparaît que la mise en valeur des res
sources naturelles au Canada a joué un rôle 
important dans le flux et le reflux de notre 
population.

A mesure que les activités de la pêche, de 
l’agriculture, de l’exploitation forestière et de 
l’exploitation minière sur la côte atlantique 
se mécanisent, les travailleurs émigreront 
vers le Canada central, ou vers les États- 
Unis, où se trouve concentrée une grande 
partie de l’industrie.

Un bon exemple de cet état de choses est 
l’île du Prince-Édouard, qui comptait une 
population de 103,000 âmes en 1901 et qui 
n’en avait plus que 88,000 en 1931.

Il y a un mouvement constant d’éloigne
ment à partir des provinces Maritimes, les 
plus anciennes. Nous avons perdu par migra
tion au cours des années suivantes:

1931-1941. 5,000 personnes; 1941-1951, 93,- 
000 personnes; 1951-1956, 40,000 person
nes; 1956-1961, 50,000 personnes, 1961- 
1966, 104,000 personnes.

Si ce rythme se maintient, nous perdrons 
environ 27,000 habitants au cours de la 
période de 1961-1971, ce qui équivaut à plus de 
10 p. 100 de la population au milieu de la 
décennie et à plus du double du niveau de 
migration de la décennie 1951-1961.

A l’époque de la Confédération, la portion 
urbaine de la population était très faible, de
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in the vicinity of 20%, in 1956 it was 58%. If 
this pace continues until 1980 some 5 of the 
population will be urban. Spreading out over 
suburban fringes, with better and better 
health, deaths down to the point where nearly 
everyone lives to an age of seventy and fami
lies determined at between two and four chil
dren each.

We will have mass produced housing areas 
outside of the cities with a population of very 
young. With no experience of home owner
ship. They will have used all of their savings 
in buying the house and its furnishings. A 
kind of day to day existence.

Rapid urbanization confronts community 
and family life with serious difficulties.

We have traced the rapid transformation of 
Canadian society from the simpler form on 
the frontier, where interdependence com
pelled neighbours to co-operate for survival 
through direct intimate contacts, into the 
highly industrialized life of the modern city, 
where interdependence, not lessened, but 
heightened, takes forms that are much more 
specialized, standarized, bureaucratized and 
therefore depersonalized. Personal interests 
have come to rest increasingly upon broadly 
based, pyramidal power structures notably 
business, labour and state—by reason of their 
immense size, complexity and formalization 
have grown more unweildly and rigid, less 
sensitive to moral pressure for reform and 
more imbued with the ideology of their own 
progress. In this situation, the views and 
interests of “ordinary” men seem to count for 
little. There is a tendency towards unques
tioning conformity to the behaviour pattern 
approved by the master group, and persons 
have less opportunity to exercise free and 
reasonable choice of importance.

The process by which the ancient empires 
were finally dissolved has been variously 
described as one of urbanization.

Pope John and others in our society who 
preach for the common good claim, an 
individual voice is a voice crying in the 
wilderness.

The ability of the private citizen to cope 
with broad economic problems has shrunk 
and his dependence upon the state to provide 
for the common good has increased 
enormously.

l’ordre de 20 p. 100, tandis qu’en 1956 elle 
était de 59 p. 100. Si ce rythme se maintient 
jusqu’en 1980, près des deux tiers de la popu
lation vivront dans des zones urbaines. S’é
tendant à l’extérieur des zones marginales 
suburbaines, avec des conditions sanitaires 
toujours meilleures un taux de mortalité 
réduit au point où presque tout le monde a 
des chances d’atteindre l’âge de soixante-dix 
ans, et avec des familles comptant de deux à 
quatre enfants chacune.

Nous aurons à l’extérieur des villes des 
zones domiciliaires produites par des moyens 
de production de masse, avec une population 
extêmement jeune, ne disposait d’aucune 
expérience en matière de propriété foncière, 
et qui aura utilisé la totalité de ses économies 
pour acheter la maison et les meubles. Une 
espèce d’existence au jour le jour.

L’urbanisation rapide pose à la collectivité 
et à la vie familiale de sérieuses difficultés.

Nous avons tracé la transformation rapide 
de la société canadienne depuis sa forme la 
plus simple, sur la frontière, où l’interdépen
dance contraignait les voisins à coopérer pour 
leur survie par des contacts intimes et di
rects, jusqu’à la vie hautement industriali
sée des villes modernes, où l’interdépendance 
non pas amoindrie, mais située sur un niveau 
beaucoup plus élevé, prend des formes bien 
plus spécialisées, uniformisées, bureaucrati
sées, et, par conséquent, dépersonnalisées. Les 
intérêts personnels en sont venus à reposer de 
plus en plus sur des structures de pouvoir 
pyramidales à large base, notamment l’indus
trie, la main-d’œuvre de l’État—du fait de 
leurs dimensions immenses, de leur complexi
té et de leur formalisation sont devenus de 
plus en plus rigides et immuables, moins sen
sibles aux pressions morales pour une réforme, 
et plus imbues de l’idéologie de leur propre 
progrès. Dans cette situation, les opinions et 
les intérêts de l’«homme ordinaire* paraissent 
plus compter beaucoup. Il y a une tendance à 
à la conformité de plus en plus indiscutée 
avec le schéma de comportement approuvé 
par le groupe dominant, et les individus ont 
moins de possibilité de faire des choix libres 
et raisonnables dans les domaines importants.

Le processus qui a abouti à la dissolution 
finale des empires du passé a souvent été 
décrit comme un processus d’urbanisation.

Le Pape Jean XXIII et d’autres dans notre 
société qui prêchent en faveur du bien public 
affirment qu’une voix individuelle est une 
voix qui crie dans le désert.

La possibilité qu’a le citoyen privé de se 
mesurer avec de vastes problèmes économi
ques s’est amenuisée, tandis que s’accroissait 
énormément sa dépendance à l’égard de l’État 
pour tout ce qui concerne le bien public.
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The power to attain the common good 
develops ultimately upon society as a whole, 
and is effected through the instrumentality of 
the state.

There are great forces, over which the 
individual has no control.

Man can improve his economic status by 
becoming individually efficient. But—this is 
alone not the solution to our Social Problems. 
It must be done by group action.

Among the factors promoting Maritime 
Unanimity of outlook are the economically 
shaped conditions of life. Compared to other 
Canadians, those in the Maritime are most 
likely to be engaged in primary industry, 
they have the highest unemployment rate a 
below average annual growth rate, and they 
are least likely to be urbanized.

96% were native born in 1961, compared to 
84% for the whole of Canada.

NEW BRUNSWICK
The province still depends upon the pri

mary products of the forests, soil and sea.

Timber and its by-products are still the 
greatest mainstay, the gradual conversion 
from long lumber to pulp and paper being the 
greatest transition in the province’s history.

We now have pulp mills at Edmunds ton, 
Campbellton, Dalhousie, Bathurst, Newcastle, 
St. George and two in Saint John.

We have two areas of concentration of the 
fishing industry, Bay of Fundy and North 
East Shore.

We have mixed farming in New Bruns
wick, the seed potato in Carleton and Vic
toria are quite important.

The mineral deposits in North Eastern New 
Brunswick are now being developed.

In 1769 Prince Edward Island made a sepa
rate province.

In 1784 Nova Scotia and New Brunswick 
was divided into separate provinces.

The Constitutional Act of 1791 created the 
provinces of Upper and Lower Canada and 
gave them a constitution.

Le pouvoir de parvenir au bien public se 
répercute finalement sur la société dans son 
ensemble, et s’effectue par l’instrumentalité 
de l’État.

Il existe des grandes forces, sur lesquelles 
l’individu n’a aucune maîtrise.

L’homme peut améliorer sa position écono
mique en devenant personnellement efficace. 
Mais ce sont là des cas individuels, qui 
n’apportent pas de solution à nos problèmes 
sociaux. Celle-ci ne peut se faire que par une 
action de groupe.

Parmi les facteurs qui parlent en faveur de 
l’unanimité de perspectives des provinces 
Maritimes, il y a les conditions de vie mou
lées par les conditions économiques. Compa
rés aux autres Canadiens, ceux des Maritimes 
travaillent plus probablement dans l’industrie 
primaire, connaissent le taux de chômage le 
plus élevé, ont un taux annuel d’expansion 
économique inférieur à la moyenne, et ont le 
moins de probabilité de s’urbaniser.

En 1961, 96 p. 100 d’entre eux étaient 
autochtones, contre 84 p. 100 pour l’ensemble 
du Canada.

NOUVEAU-BRUNSWICK
Cette province dépend toujours des pro

duits primaires de ses forêts, de son sol, et de 
la mer.

Le bois et ses sous-produits sont toujours la 
grande ressource, la conversion annuelle de la 
production de billes à celle de pâte à papier 
et de papier étant la plus grande transition 
qu’ait connue l’histoire de la province.

Nous avons maintenant des fabriques de 
pâte à papier à Edmundston, Campbellton, 
Dalhousie, Bathurst, Newcastle, St. George et 
deux à Saint-Jean.

Nous avons deux zones de concentration 
pour l’industrie de la pèche, la baie de Fundy 
et le littoral nord-est.

Nous avons une exploitation agricole mixte 
au Nouveau-Brunswick ; la culture de la 
pomme de terre à Carleton et Victoria sont 
assez importantes.

Les gisements minéraux du nord-est de la 
province sont maintenant en cours d’exploita
tion.

En 1769, l’île du Prince-Édouard s’est cons
tituée en province indépendante.

En 1784, la Nouvelle-Écosse et le Nouveau- 
Brunswick ont été divisées en deux provinces 
séparées.

La Loi constitutionnelle de 1791 a créé les 
provinces du Haut-Canada et du Bas-Canada, 
et leur a donné une constitution.
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Upper and Lower Canada were united in Le Haut-Canada et le Bas-Canada furent 
1841 to form the province of Canada. réunis en 1841, pour former la province du

Canada.
The union to Upper and Lower Canada in L’union du Haut-Canada et du Bas-Canada 

1841 made it possible—the improvement of en 1841 a rendu possible l’amélioration des 
transportation on the St. Lawrence. transports sur le Saint-Laurent.
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TARIFF AND FREE TRADE

In 1848 Responsible government came to 
New Brunswick.

In 1849 Great Britain broke up the old 
Imperial system of protective tariff duties. 
This was especially in relation to timber. 
Some became so excited over this that they 
were advocating annexation to the United 
States.

The markets in Great Britain were held 
and new markets were opened up especially 
in the United States. They found that they 
could trade in the world markets.

Out of the search for new markets came 
the Reciprocity Treaty in 1854 with the Unit
ed States. This was concluded by the British 
Government on behalf of all the North 
American Colonies.

New Brunswick’s fish, wood and farm 
products entered the United States free of 
charge, and as a consequence the prosperity 
of the colony was greatly extended.

The Americans were permitted the use of 
the St. Lawrence River and the Canadian 
Canals.

It appeared that due to disagreement with 
Britain in relation to the American Civil War.

BARRIÈRES DOUANIÈRE ET LIBRE- 
ÉCHANGE

En 1848, un gouvernement responsable 
s’installa au Nouveau-Brunswick.

En 1849, la Grande-Bretagne brisa le sys
tème impérial des barrières douanières pro
tectrices. Cela s’appliquait particulièrement 
au bois. D’aucuns s’en émurent tellement 
qu’ils prêchèrent l’annexion aux États-Unis.

On conserva les marchés de Grande-Breta
gne, tandis que d’autres étaient ouverts, 
notamment aux États-Unis. On constata qu’il 
était possible de commercer sur les marchés 
mondiaux.

La recherche de nouveaux marchés aboutit 
en 1854 au Traité de réciprocité, signé avec 
les États-Unis. Ce Traité avait été conclu 
par le gouvernement britannique au nom de 
toutes les colonies d'Amérique du Nord.

Le poisson, le bois et les produits agricoles 
du Nouveau-Brunswick pouvaient entrer aux 
États-Unis en franchise de droits, ce qui eut 
pour conséquence d’augmenter grandement la 
prospérité de la colonie.

Les Américains se voyaient permettre l’uti
lisation du Saint-Laurent et des canaux 
canadiens.

Il apparut qu’en 1865, par suite d’un désac
cord avec la Grande-Bretagne au sujet de la



648 Transport and Communications February 18, 1969

In 1865 the American Congress decided that 
the Reciprocity Treaty of 1854 must come to 
an end.

The railways were inextricably linked with 
fiscal policy which turn was linked with 
industrialism. This was proved as far back in 
1858 during the time Alexander Galt, the 
Minister of Finance of the Conservative 
Party, when he increased the tariff.

The tariff imposed by the Canadian govern
ment by Leonard Tilley, Minister of Finance 
in the Conservative Party when he increased 
the tariff in 1878.

The Canadian Trade Policy has traditional
ly been characterized by high tariff against 
imports of foreign goods. It was started after 
the election of 1878 and has been continued 
by successive governments.

This does not solve our problem. It causes 
us to misuse our resources on the production 
of goods, that could be purchased cheaper 
from abroad.

It provokes high tariff retaliation by the 
other countries.

Those countries are not able to obtain 
Canadian dollars to buy our exports.

We must have freer trade.

We almost had a tariff war between Canada 
and the United States in 1910 due to the tariff 
agreement between France and Canada. In 
the winter of 1910 the governments of Canada 
and the United States decided on a broad 
trade agreement. An agreement was reached 
on January 26, 1911, it provided for reciprocal 
trade in; grain, fish, fruits, vegetables, farm 
animals, and for lowered duties on food 
products, such as canned meats, canned 
goods, flour, biscuits, pickles, as well as 
agricultural implements, engines and a varie
ty of other articles. The agreement, at the 
request of the Canadians was not to be 
embedded in a treaty, it was to be carried out 
by concurrent legislation in the two countries. 
Due to the fumbling and bungling of Prime 
Minister Laurier it was never passed by the 
Federal Government. (This helped to lead to 
Laurier’s defeat, 21 September 1911)

The opposition to this treaty were given an 
opportunity to get organized, marshall its 
arguments and devise its emotional appeals.

guerre de Sécession, le Congrès américain 
décida qu’il fallait mettre fin au Traité de 
réciprocité de 1854.

Les chemins de fer étaient inextricablement 
liés à la politique fiscale, laquelle à son tour 
était liée à l’industrialisme. On peut en trou
ver les preuves à une époque aussi reculée 
que 1858, lorsque Alexander Galt, ministre 
des Finances du parti conservateur, releva les 
barrières douanières.

Le tarif douanier fut imposé par Léonard 
Tilley, ministre des Finances de l’Administra
tion conservatrice, lorsqu’il releva les droits 
douaniers en 1878.

La politique commerciale canadienne a de 
tous temps été caractérisée par les barrières 
douanières élevées contre les importations de 
marchandises étrangères. Elle a débuté après 
les élections de 1878, et elle a été poursuivie 
par tous les gouvernements successifs.

Cela ne résout pas notre problème. Cela 
nous pousse à faire une mauvaise utilisation 
de nos ressources pour la production de cer
tains produits que nous pourrions acheter 
moins cher à l’étranger.

Cela suscite, à titre de représailles, des bar
rières douanières élevées à notre égard dans 
les autres pays.

Ces pays ne sont pas en mesure de se pro
curer des dollars canadiens pour acheter nos 
exportations.

Nous devons avoir des échanges commer
ciaux plus libres.

En 1910, il y a presque eu une guerre doua
nière entre le Canada et les États-Unis par 
suite de l’accord douanier conclu entre la 
France et le Canada. Au cours de l’hiver 1910, 
les gouvernements du Canada et des États- 
Unis décidèrent de conclure un vaste accord 
commercial. Les pourparlers aboutirent le 26 
janvier 1911, l’accord signé prévoyant des 
échanges commerciaux réciproques pour: les 
céréales, le poisson, les fruits, les légumes, les 
animaux de ferme; et il prévoyait également 
une diminution des droits douaniers sur les 
produits alimentaires tels que la viande en 
boîte, les conserves, la farine, les biscuits, les 
condiments ainsi que les engins agricoles, les 
moteurs et toute une gamme d’autres articles.
A la demande des Canadiens, ces accords ne 
devaient pas être incorporés à un traité, mais 
faire l’objet d’une législation correspondante 
dans les deux pays. Par suite des hésitations 
et tergiversations du premier ministre Lau
rier, il ne fut jamais ratifié par le gouverne
ment fédéral. (Ce qui contribua à la défaite 
de Laurier, le 21 septembre 1911).

Les opposants à ce traité avaient eu l’occa
sion de s’organiser, d’ordonner leur argumen
tation, et de mettre au point leurs appels à 
l’émotivité.
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This opposition came from manufacturers, 
bankers, railways, millers, meat packers, 
fruit growers, with all the power and influ
ence that they could muster.

The Canadian Manufacturers Association did 
their utmost to rouse a protest against it.

It amounted to Laurier’s Government con
tinuing the economic nationalism of his 
predecessors.

The East-West Transport system was pro
tected by Tariffs against the United States 
and concentrated on the export of staples to 
Great Britain.

Here again is the same old story—let’s 
encourage capital at the public expense—let 
the people fend for themselves.

PRIOR TO CONFEDERATION
By 1850 the Maritime provinces had risen 

to fourth place in registered tonnage of ship
ping in the entire world.

The shipping of the Maritime Provinces 
had become a power in the commercial world.

All the timber New Brunswick could pro
duce was readily sold. In 1860—i of British 
Imports came from the province.

Markets constituted no problems.

The British North American provinces of: 
Newfoundland, Prince Edward Island, 
Upper Canada, New Brunswick, Nova 
Scotia, Lower Canada.

Were not independent states but integral 
parts of the Empire.

They could not delegate their sovereign 
authority to a central government because 
they did not possess the sovereign authority 
to delegate.

The provinces of Canada proved their abili
ty to maintain a political existence separate 
from the United States.

Canadian national life can almost be said to 
take it rise in the negative will to resist 
absorption in the American Republic.

They had wrestled from Britain the grant 
of a wide autonomy, which could be devel
oped into complete self-government.

Cette opposition provenait des manufactu
res, des banques, des chemins de fer, des 
meuneries, des conserveries, des fruticul- 
teurs, qui déployèrent toute la puissance et 
l’influence dont ils disposaient.

L’Association des manufactures canadiennes 
fit tout ce qui était en son pouvoir pour soule
ver une vague de protestation contre le 
projet.

Le résultat fut que le gouvernement Lau
rier poursuivit la politique de nationalisme 
économique de ses prédécesseurs.

Le système des transports d’est en ouest fut 
protégé contre les États-Unis dans des barriè
res douanières et se concentra sur l’exporta
tion de marchandises de base vers la Grande- 
Bretagne.

Ici encore, nous retrouvons la même vieille 
histoire: favorisons le capital aux dépens du 
public—et que les gens se débrouillent comme 
ils peuvent.

AVANT LA CONFÉDÉRATION
En 1850, les provinces Maritimes s’étaient 

élevées à la quatrième place mondiale pour le 
tonnage maritime.

La flotte commerciale des provinces Mariti
mes était devenue une puissance dans le 
monde commercial.

Tout le bois que pouvait produire le Nou
veau-Brunswick était vendu sans difficulté. 
En 1860, un cinquième des importations bri
tanniques provenait de cette province.

La recherche des marchés ne posait pas de 
problème.

Les provinces britanniques d’Amérique du 
Nord suivantes; soit

Terre-Neuve, île du Prince-Édouard, 
Haut-Canada, Nouveau-Brunswick, Nou
velle-Écosse, Bas-Canada, 

n’étaient pas des états indépendants, mais des 
parties intégrantes de l’Empire.

Elles ne pouvaient déléguer leur autorité 
souveraine à un gouvernement central, parce 
qu’elles n’avaient pas d’autorité souveraine à 
déléguer.

Les provinces du Canada firent la preuve 
de leur aptitude à maintenir une existence 
politique séparée des États-Unis.

On pourrait presque dire que la vie natio
nale canadienne a pris naissance dans la 
volonté négative de résister à l’absorption par 
la république américaine.

Les Canadiens avaient obtenu de haute 
lutte, de la Grande-Bretagne, la reconnais
sance d’une vaste autonomie, qui pouvoit être 
parachevée par une complète indépendance 
politique.
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Canada at time of Confederation was an 
autonomous power in friendly relations with 
Great Britain.

The era prior to Confederation was known 
as the Golden Age of New Brunswick.

A balance was struck between lumbering. 
Ashing and shipping.

The United States offered a growing market 
for Canada’s products.

No vested interest of a commercial kind 
stood behind Maritime Union. Tilley and the 
intensely business-like members of the New 
Brunswick delegation were interested in poli
tical union primarily for the economic beneüts 
it could bring.

There was painted at Charlottetown the 
picture of a market comparable to the United 
States, bound together by a federal union and 
extending from sea to sea, to Which New 
Brunswick could be joined by the Intercoloni
al promised by the Canadians, and they 
claimed Maritime Union could offer nothing 
solid and tangible.

REASON FOR CONFEDERATION
The Canadian Government urged on by 

Alexander Galt, Minister of Finance in the 
Canadian Government that was founded in 
1841, asked the Colonial Office of Great Brit
ain for a conference on union without asking 
the other colonies, first.

There was fear from the colonies that there 
would be a union imposed upon them and 
dominated by the Canadian province.

Galt was merely attempting to create a new 
balance of power with Canadian Union by 
adding the lower provinces, to enlarge the 
area within, which the manufacturing indust
ry of Canada would enjoy monopolistic 
privileges.

The Colonial Office was very anxious to be 
rid of the trouble of administering separate 
and quarrelsome men who wanted more se
curity for Canadian investment, objected to 
any further delay in Union.

Business interests were a main element in 
bringing about Confederation.

The Act of Union of 1840 of Upper and 
Lower Canada into the province of Canada 
were each given equal representation in the 
provincial assembly, irrespective of popula
tion and the equality had tended to preserve 
their separateness and to prevent unity and 
stability in their government.

A l’époque de la Confédération, le Canada 
était une puissance autonome entretenant des 
rapports amicaux avec la Grande-Bretagne.

L’époque antérieure à la Confédération 
était connue sous le nom de l’Âge d’or du 
Nouveau-Brunswick.

Un équilibre avait été réalisé entre l’indus
trie forestière, la pêche et la navigation.

Les États-Unis offraient aux produits cana
diens un marché en expansion.

Il n’y avait derrière l’union maritime aucun 
intérêt établi de type commercial. Tilley et les 
membres de la délégation du Nouveau-Bruns
wick, à orientation intensément commerciale, 
étaient partisans de l’union politique essen
tiellement pour les avantages économiques 
qui pourraient en découler. On a dépeint à 
Charlottetown l’image d’un marché compara
ble aux États-Unis, cimenté par une union 
fédérale, et s’étendant d’un océan à l’autre, 
auquel le Nouveau-Brunswick pourrait être 
réuni par l’Intercolonial promis par les Cana
diens, et l’on affirmait que l’union maritime 
ne pourrait offrir rien de solide ni de 
tangible.

LES RAISONS DE LA CONFÉDÉRATION
Le gouvernement canadien, sur les instan

ces d’Alexandre Galt, ministre des Finances 
du gouvernement canadien fondé en 1841, 
demanda au ministère des colonies de 
Grande-Bretagne d’instituer une conférence 
sur l’union sans prendre l’avis des autres 
colonies, pour commencer.

Les colonies craignaient la constitution 
d’une union qui leur serait imposée, et qui 
serait dominée par la présence canadienne.

Galt se bornait tout simplement à essayer 
de créer un nouvel équilibre de pouvoir avec 
l’union canadienne, en ajoutant les provinces 
inférieures, affn d’élargir la zone à l’intérieur 
de laquelle l’industrie manufacturière du 
Canada bénéffcierait de privilèges de mo
nopole.

Le ministère britannique des colonies était 
très désireux de se débarrasser des difficultés 
suscitées par l’administration de gens séparés 
et querelleurs qui souhaitaient plus de sécu
rité pour les investissements canadiens, et 
s’opposa par conséquent à tout nouveau 
retard pour l’Union.

Les intérêts commerciaux furent un des 
principaux éléments ayant contribué à la 
naissance de la Confédération'.

La loi d’Union de 1840, qui réunissait le 
Haut-Canada et le Bas-Canada en la province 
du Canada, chacun d’entre eux se voyant 
accorder une représentation égale au sein de 
l’Assemblée provinciale, sans considération de 
population, avait contribué à maintenir leur 
caractère séparé et à empêcher toute unité et 
stabilité dans leur gouvernement.
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Politically the province was a dualism in an 
uneasy state of balance. They had found that 
it was impossible for them to live economical
ly apart, it was almost equally difficult for 
them to live politically together. Their union 
had never been organic.

The presence of Quebec in the Canadian 
Confederation represents a negative decision 
designed to counter the growth of liberal 
ideas. The ecclesiastics of Quebec, the domi
nant leaders of the French population after 
the British Conquest in 1763, did not seize the 
opportunity of the American Revolution to 
regain freedom from foreign rule, rather they 
feared the revolutionary Puritans of New 
England more than the Anglican Royalists. 
And after the French Revolution of 1789 
resulted in the widespread dispersion of anti
clerical and democratic doctrines in their 
mother country, the French Canadian church 
leadership sought to cut their people off from 
the twin sources of intellectual contamination, 
the United States and France. Participation in 
a union with English Canadian under a Bri
tish monarchy was far more preferable.

The leaders of both English and French 
Canada found themselves in an independent 
large federal union after 1867, not because 
they wanted nationhood, but because they did 
not desire links with revolutionary countries, 
and Great Britain refused to continue various 
responsibilities for her autonomous North 
American Provinces.

The position of the Maritimes rather than 
their size or population that gave them their 
importance. They provided the Province of 
Canada with access to ice free Atlantic ports 
if they constructed the Intercolonial Railway, 
as an outlet for their goods and a route for 
troops in time of war.

American annexation was the inevitable 
alternative to confederation.

The new scheme at last offered the means 
of reconciling racial diversity and national 
unity.

CONFEDERATION
At the time of Confederation Montreal was 

closed about i year due to ice conditions 
fno ice breakers) and they needed a year 
round outlet to the seaboard. (This is why 
they were so anxious to build the Intercoloni-

Politiquement, cette province constituait un 
dualisme en état d’équilibre instable. On avait 
constaté qu’il leur était impossible de vivre 
économiquement séparés, mais il leur était 
également difficile de vivre politiquement 
réunis. Leur union n’avait jamais été orga
nique.

La présence du Québec au sein de la Confé
dération canadienne représente une décision 
négative conçue pour porter un coup d’arrêt à 
l’expansion des idées libérales. Les ecclésiasti
ques du Québec, qui constituaient l’élément 
dirigeant de la population française après la 
conquête britannique en 1763, ne profitèrent 
pas de Toc cation qu’offrait la guerre d’indé
pendance américaine pour se débarrasser 
d’un joug étranger, car ils craignaient davan
tage les puritains révolutionnaires de la Nou
velle-Angleterre que les royalistes anglicans. 
Et après que la révolution française de 1789 
eut abouti à la diffusion intense de doctrines 
anticléricales et démocratiques dans la 
mère-patrie, le haut clergé franco-canadien 
s’efforça d’isoler ses ouailles de ces sources 
jumelles de contamination intellectuelle, les 
États-Unis et la France. La participation à 
une union avec les Canadiens anglais, dans le 
cadre de la monarchie britannique, leur 
paraissait de beaucoup préférable.

Les dirigeants du Canada anglais et du 
Canada français se trouvèrent donc réunis au 
sein d’une vaste union fédérale indépendante 
après 1867, non pas parce qu’ils désiraient 
constituer une seule nation, mais parce qu’ils 
désiraient éviter tout lien avec des pays révo
lutionnaires, et que la Grande-Bretagne se 
refusait à continuer d’assumer diverses res
ponsabilités pour ses provinces autonomes de 
l’Amérique du Nord.

C’est la position des Maritimes plutôt que 
leurs dimensions ou leur population qui leur 
donnait leur importance. Elles donnaient à la 
province du Canada l’accès aux ports de l’At
lantique que ne bloquaient pas les glaces à 
condition de construire ce chemin de fer 
intercolonial, qui devait être une voie d’ex
portation pour les marchandises et une route 
militaire en cas de guerre.

Il n’y avait d’autre choix possible, à part 
la Confédération, que l’annexion américaine.

Cette nouvelle structure offrait enfin les 
moyens de concilier la diversité raciale avec 
l’unité nationale.

LA CONFÉDÉRATION
A l’époque de la Confédération, le port de 

Montréal était fermé à la navigation près de 
six mois par an par suite des glaces: il n’y 
avait pas de brise-glace) et il était nécessaire 
de disposer d’une voie d’accès vers la mer
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al Railways and promoted Confederation, and 
to have more markets for their products, etc.)

The speeches of the founders of Confedera
tion shows that there was at least equal indi
cation the ports of Saint John and Halifax 
were to be guaranteed the winter import and 
export trade of Canada.

The Maritimes were losing in the old trade 
and markets of the Atlantic Seaboard. They 
were making few compensating gains in the 
vast continental area which was opened to 
them with Confederation.

Before 1867 they had fondly hoped that the 
Intercolonial Railway would pour accumulat
ing traffic into the national ports of Saint 
John and Halifax; and that Maritime coal and 
iron would form the basis of a manufacturing 
industry which would supply the whole 
dominion.

It soon became a reality that ports of Hali
fax and Saint John were giving away to the 
Port of Montreal, which became the inlet and 
outlet port for the greatest part of goods for 
the Canadian trade.

Instead of transporting Canadian coal to 
the industries of Upper Canada. They should 
of brought the industries to the coal produc
ing areas.

In considerable disunion and with some 
humility, New Brunswick entered Confedera
tion.

In the 1880’s the hope of industrial develop
ment in the Maritimes proved as vain as the 
hope for wider markets in the rest of Canada.

The industries of Ontario and Quebec with 
larger markets nearer at hand, were able to 
keep control in their own provinces and to 
compete successfully in the Maritimes.

The Maritimes felt that the balance of trade 
with the rest of the Dominion was distinctly 
to their disadvantage and that the National 
Policy imposed additional costs on them with
out compensating advantages.

The Maritimes were chronically aggrieved 
at their lack of progress under Confederation.

Confederation came about because the poli
cies of MacDonald promised an expansion of

ouverte d’un bout à l’autre de l’année. (C’est 
pourquoi ils étaient si impatients de cons
truire le chemin de fer intercolonial, et de 
mettre sur pied la Confédération, ainsi que 
d’avoir de nouveaux marchés pour leurs pro
duits, etc.).

Les discours des Pères de la Confédération 
montrent qu’il y avait à peu près chance 
égale que les ports de Saint-Jean et d’Halifax 
se voient octroyer hiver comme été le com
merce d’exportation du Canada.

Les provinces maritimes étaient en train de 
perdre les anciennes voies commerciales et les 
anciens marchés du littoral atlantique. En 
compensation, elles ne trouvaient que de fai
bles avantages dans la vaste zone continentale 
qui s’ouvrait à elles avec la Confédération.

Avant 1867, on avait fondé beaucoup d’es
poirs sur le chemin de fer intercolonial, qui 
aurait assuré un traffic considérable vers les 
ports nationaux de Saint-Jean et d’Halifax; 
on espérait également que le charbon et le fer 
des Maritimes formeraient la base d’une 
industrie manufacturière qui fournirait tout le 
Dominion.

Mais il fallut bientôt se rendre à l’évidence: 
les ports de Halifax et de Saint-Jean étaient 
en train de perdre du terrain au profit du 
port de Montréal, qui devenait de plus en 
plus le port d’entrée et de sortie de la plupart 
des marchandises constituant les échanges 
commerciaux canadiens.

Au lieu de transporter le charbon canadien 
vers les industries du Haut-Canada, il aurait 
fallu rapprocher les industries des zones de 
production charbonnière.

C’est dans un état de profonde désunion, et 
avec une certaine humilité, que le Nouveau- 
Brunswick entra dans la Confédération.

Au cours des années 80, l’espoir d’un déve
loppement industriel des Maritimes s’avéra 
aussi vain que l’espoir de s’ouvrir des mar
chés plus étendus dans le reste du Canada.

Les industries de l’Ontario et du Québec, 
qui avaient à portée de la main des marchés 
plus vastes furent en mesure de garder la 
maîtrise de leurs propres provinces, et de 
concurrencer avec succès sur le marché des 
Maritimes.

Les Maritimes comprirent que l’équilibre 
commercial avec le reste du Dominion leur 
était nettement défavorable, et que la politi
que nationale leur imposait des charges sup
plémentaires, sans qu’elles y trouvent aucun 
avantage compensateur.

Les Maritimes vivaient dans un état chroni
que d’irritation du fait de l’absence de tout 
progrès au sein de la Confédération. La Con
fédération avait pu être réalisée parce que les
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their markets and the great commercial 
impulse looked westward as well as eastward.

The progress of Canada came largely trom 
the activities of great capitalists who were 
able to harness the energies of the country 
and dictate political policies.

The people in the Maritimes look on Cen
tral Canada as a region that exploited them 
for the benefit of concentrated financial and 
industrial interests.

In the 1870’s the manufactures of Quebec 
and Ontario began to invade Nova Scotia, 
New Brunswick, and Prince Edward Island in 
force; and by the time of the general election 
of 1878 the Halifax Chronicle was raging that 
the only “slaughtering” (dumping of goods) 
that the Maritimes knew anything about 
came, not from foreign countries but from 
Ontario and Quebec.

From alleviating the difficulties of the 
economic transition which the Maritime Prov
inces had to face, the National Policy of the 
tariff probably intensified them.

“The people of Nova Scotia know the 
Ontario or Quebec man”, declared the Hali
fax Chronicle bitterly in 1886, “but we knew 
him principally in the shape of the commer
cial traveller. He comes here to sell, but he 
buys nothing but his hotel fare." “He spreads 
himself periodically throughout this province, 
in number he equals the locust and his visit 
has about the same effect. He saps our 
resources, sucks our money and leaves a lot 
of shoddy behind him. He has been able—at 
least the people whose agent he is—to have 
laws passed that compel us to buy his wares 
or submit to a tremendrous fine if we pur
chase from John Bull or brother Jonathan.”

Mr. E. J. Chamberlain, President of the 
Grand Trunk claimed (in evidence before the 
Royal Commission on Transportation—1917).

“That it was impossible to carry freight to 
Halifax at the same rate as to Portland or 
Boston, and that it had always been recog
nized as impossible”.

The Royal Commission on Transportation 
(Duncan Commission) reported 23 September 
1926.

“8 (11) To afford to Maritime merchants, 
traders and manufactures, a market to sever
al million of people instead of their being 
restricted to the small and scattered popula
tion of the Maritimes themselves, particularly 

29690—13

politiques de MacDonald promettaient une 
expansion de leurs marchés et que la grande 
impulsion commerciale était tournée vers 
l’Ouest aussi bien que vers l’Est.

Les progrès du Canada furent essentielle
ment le fait des activités des grands capitalis
tes qui furent en mesure de domestiquer les 
ressources énergétiques du pays et d’imposer 
des lignes de conduite aux politiciens.

Les gens des Maritimes regardent le 
Canada central comme une région qui les a 
exploités au bénéfice d’intérêts financiers et 
industriels concentrés.

Au cours des années 70, les manufactures 
du Québec et de l’Ontario entreprirent 
l’invasion en force de la Nouvelle-Écosse, du 
Nouveau-Brunswick et de l’île du Prince- 
Édouard; et à l’époque des élections générales 
de 1878, le Halifax Chronicle constatait avec 
fureur que le seul «matraquage» (dumping de 
marchandises) dont aient à souffrir les Mariti
mes provenait non pas de pays étrangers, 
mais de l’Ontario et du Québec.

Bien loin de soulager les difficultés de la 
transition économique que devaient affronter 
les provinces Maritimes, la politique nationale 
des barrières douanières n’a fait probable
ment que les intensifier.

«Les gens de la Nouvelle-Écosse connais
sent l’Ontarien ou le Québécois», déclarait 
amèrement le Halifax Chronicle en 1886, 
«mais les connaissent principalement sous la 
forme des représentants de commerce. Ils 
viennent ici pour vendre, mais ils n’achètent 
rien si ce n’est une nuit d’hôtel et trois repas 
au restaurant.» «Ils s’abattent périodiquement 
sur toute la province, aussi nombreux que des 
essaims de sauterelles, et leurs incursions ont 
des effets presque similaires. Ils sapent nos 
ressources, épongent notre argent et laissent 
derrière eux de la pacotille. Ils ont même été 
en mesure—ou tout au moins les gens dont ils 
sont les représentants—de faire voter des lois 
qui nous obligent à acheter leurs marchandi
ses ou à payer d’énormes amendes si nous 
achetons de l’Anglais ou de l’Américain».

M. E. J. Chamberlain, président du Grand 
Trunk affirmait (en témoignant devant la 
Commission royale sur les transports, en 1917)

«qu’il était impossible de transporter des 
marchandises vers Halifax au même tarif que 
vers Portland ou Boston, et que l’on avait 
toujours reconnu la chose comme impossible».

La Commission royale sur les transports 
(Commission Duncan) préconisait le 23 sep
tembre 1926:

• 8(11) de fournir aux marchands, négo
ciants et fabricants des Maritimes un marché 
de plusieurs millions de consommateurs plu
tôt que de les confiner à la population peu 
nombreuse et dispersée des Maritimes elles-
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in the light of the disturbance by which their mêmes, particulièrement eu égard aux per- 
trade was threatened as the result of the dis- turbations qui menaçaient leurs activités à la 
continuation by the United States of the suite de l’interruption par les États-Unis des 
reciprocal arrangements that had prevailed." accords de réciprocité qui avaient prévalu

jusqu’ici».
“(9) Intercolonial Railway was completed in 

1875 and it would appear for the evidence we 
have received that from then until 1912 the 
interests of the Maritime Provinces were fair
ly well safeguarded.

Obligations made at Confederation to afford 
wider markets to the Maritime Provinces in 
1867, had also provided a major consideration 
for the entry of Prince Edward Island in 
1873.

(11) Recommendations on Freight Rates
“It is more material to notice that the 

President of the Canadian National Railways 
admitted in evidence, that in administering 
the Atlantic Division (the greater portion of 
which is the Old Intercolonial System).

The people were hollering for “Maritime 
Rights" that is the reason this commission 
was set-up, because the rates were too high to 
compete with the rest of Canada.

A Royal Commission on Transportation was 
set-up 29 December 1948. It reported in 
February 1951 with L. P. Duff as Chairman.

Page 27 of the report.
“At Confederation they were promised 

access to the Central Canadian market. 
Today, in view of the deterioration in foreign 
trade, particularly because of monetary and 
commercial restrictions, access to the Central 
Canadian market has become more important 
than ever. Isolation of the Maritime from 
Central Canadian area as result of distance 
and increased freight charges is one of the 
centrail themes put forward in this case."

Tariff prohibit North to South markets for 
Atlantic Province’s manufactures, even by 
using lower cost ocean freight.

RAILWAYS
The railways supplied the first basis of 

industrialization, and brought manufacturing 
to British North America.

The intercolonial Railway, was opened in 
July 1876 and was constructed as one of the 
conditions of the Maritime provinces entering 
Confederation. The Atlantic provinces

«(9) Le chemin de fer intercolonial a été 
achevé en 1875, et il ressort des témoignages 
que nous avons recueillis que, depuis cette 
date et jusqu’en 1912, les intérêts des provin
ces maritimes avaient été raisonnablement 
sauvegardés.

L’obligation qui avait été faite à la Confé
dération de fournir des marchés plus vastes 
aux provinces maritimes en 1867 avait égale
ment été un argument majeur pour l’entrée 
dans la Confédération de l’île du Prince- 
Édouard en 1873.

(11) Recommandations sur les tarifs de fret
«Il est plus pertinent de noter que le prési

dent du Canadien National a reconnu en 
témoignant que dans l’administration de la 
division Atlantique (dont la plus grande por
tion est l’ancien système intercolonial)...

Les gens réclamaient à cor et à cri les 
«droits maritimes» et c’est la raison pour 
laquelle cette Commission a été instaurée, 
parce que les tarifs sont trop élevés pour 
permettre la concurrence avec le reste du 
Canada.

Une Commission royale d’enquête sur les 
transports a été instaurée le 29 décembre 
1948. Elle a soumis son rapport en février 
1951, avec L. P. Duff comme président.

Page 27 du Rapport:
«Lors de la Confédération, on leur avait 

promis accès au marché central canadien. 
Aujourd’hui, du fait de la détérioration des 
échanges avec l’étranger, particulièrement à 
cause des restrictions monétaires et commer
ciales, l’accès au marché central canadien 
revêt plus d’importance que jamais. L’isola
tion des Maritimes à l’égard du Canada cen
tral par suite de la distance et de l’accroisse
ment des tarifs de fret est l’un des principaux 
thèmes avancés dans cette affaire.»

Les tarifs interdisent aux manufactures des 
provinces de l’Atlantique l’accès aux marchés 
du nord et du sud, même si elles utilisent le 
transport par eau dont le coût est moins 
élevé.

LES CHEMINS DE FER
Les chemins de fer ont été le fondement de 

l’industrialisation et ont donné naissance à 
l’industrie de la fabrication en Amérique du 
Nord britannique.

Le chemin de fer intercolonial a été inau
guré en juillet 1876 et sa construction consti
tuait l’une des conditions à l’entrée des pro
vinces Maritimes dans la Confédération. Les
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demanded construction of a Line to Central 
Canada for commercial reasons.

It was built on a round about route for 
military reasons which helped to make it 
uneconomical.

A through connection between Halifax and 
Montreal, was made in 1889 by acquiring 
additional lines.

Later the government began to acquire 
short branch Unes connecting with the Inter
colonial that had been built by private 
interests. The Prince Edward Island Railway 
also became a part of the Intercolonial System.

Some of our railways were never meant to 
be economic; they were built to meet national 
needs. For instance, the Intercolonial Railway 
built as part of the terms of Confederation to 
link the Maritimes to the rest of Canada.

The National Transcontinental Railway, 
which was a government line from Moncton 
to Winnipeg. It was completed in 1913 and 
became part of the C.N.R. in 1923.

The problem facing the new organization 
when the Canadian National Railways was 
formed in 1923 were almost insurmountable. 
Lines and rolling stock were badly in need of 
repair. Tremendous debts were carried over 
from the component companies to become a 
charge against the C.N.R. The average operat
ing loss of the separate lines over the five 
years preceding amalgamation was 12 million 
annually.

Canadian railways began their transporta
tion operations as a near monopoly because of 
this the Canadian Government was compelled 
to impose certain conditions on the railways 
to keep freight rates on basic commodities 
relatively low.

Much of Canada’s economical activity cen
tered on the production of relatively low 
valued, and consequently low priced, primary 
commodities and raw materials which had to 
be transported over great distances.

It was imperative then, if these basic and 
bulky commodities with a low selling price 
were to be developed at all, that the shipping 
rates levied on them be kept as low as 
possible.

In order to achieve this, it was necessary in 
some instances, to establish shipping rates 
below the full cost of transportation.

The railways recouped any such loss by 
charging shippers of high price commodities 
in excess of shipping costs.

provinces Maritimes exigeaient la construc
tion d’une voie qui les relierait au Canada 
central pour des raisons commerciales.

La voie ferrée a été construite de façon à 
encercler le territoire pour des raisons d’or
dre militaire, ce qui a contribué à réduire sa 
rentabilité.

Une liaison directe entre Halifax et Mont
réal a été obtenue en 1889 par l’acquisition 
de voies supplémentaires.

Par la suite, le gouvernement a entrepris 
l’acquisition de courtes voies secondaires 
reliées à l’Intercolonial et qui avaient été 
construites par des compagnies privées. Les 
Chemins de fer de l’île du Prince-Édouard 
ont aussi été intégrés au système inter
colonial.

Quelques-unes de nos voies ferrées n’ont 
pas été construites pour être rentables. On a 
tenu compte des besoins nationaux et l’Inter- 
colonial qui a été construit pour relier les 
Maritimes au reste du Canada et comme con
dition au pacte fédératif en est un exemple.

Le Chemin de fer national transcontinental 
reliant Moncton à Winnipeg était une pro
priété de l’État. Il a été terminé en 1913 et, en 
1923, il était intégré au réseau du C.N.

Lorsque le Canadien National a été créé en 
1923, les difficultés qui se présentaient au 
nouvel organisme étaient presque insurmonta
bles. Les voies et le matériel roulant avaient 
grandement besoin de réparation. Les dettes 
énormes des anciennes sociétés devaient être 
assumées par le C.N. La moyenne des pertes 
annuelles des sociétés pour les cinq années 
qui ont précédé leur réunion était de 12 mil
lions de dollars.

Les Chemins de fer nationaux constituaient 
au début presque un monopie et c’est pour
quoi le gouvernement canadien a été forcé de 
leur imposer certaines conditions afin de 
maintenir relativement bas les tarifs concer
nant les marchandises de base.

La majeure partie de l’activité économique 
du pays reposait sur la production de maté
riaux bruts et primaires de faible valeur et 
de prix faibles, qui devaient être transportés 
sur de longues distances.

Il était donc nécessaire, pour donner de 
l'expansion à cette industrie de produits de 
base encombrants et de peu de valeur, que 
les tarifs d'expéditions fussent maintenus le 
plus bas possible.

A cette fin, il était nécessaire dans certains 
cas d'établir des tarifs d’expédition inférieurs 
au coût du transport.

Les chemins de fer compensaient ces pertes 
en imposant aux expéditeurs de marchandises 
de haute valeur des tarifs supérieurs au coût 
de l’expédition.

29690—131
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The three main groups of freight rates 
resulting from these conditions can be sum
marized as follows: In the case of low valued 
commodities with a low selling price, the 
shipping nates might be less than average 
shipping cost. In the case of the middle group 
of commodities, shipping rates would cover 
full costs. For a third group of commodities 
those with a high value and high selling 
price, the rates often exceeded the actual 
shipping cost.

The railways were satisfied since their total 
revenue in relation to costs appeared to be no 
less than if each shipping rate were directly 
related to cost.

But with the development of the trucking 
industry, however, the situation began to 
change. In spite of their substantially higher 
average operating costs, truckers found that 
they could compete successfully with the rail
ways in transporting “high class commodi
ties” especially over relatively short dis
tances. Although average truck costs are 
about three times average rail costs, railways 
rates exceed those charged by trucks on high 
valued merchandise.

When the trucks take away this “high class 
traffic”, the loss in rail revenue must be made 
up by increasing rates where the railway still 
continues to enjoy a monopoly position—long 
distance, low valued without the fear of hav
ing them undercut by motor or, for that mat
ter it appears from any other form of trans
portation. The inevitable result is that pri
mary producer suffer.

The trucking industry has certain major 
advantages which strengthen their competi
tive position..

The truckers have a free right of way, 
which constitute a considerable cost for the 
railways, which is no problem for the 
truckers.

Roadway costs for motor carriers are dis
tributed on a “use basis" through gasoline 
taxes and license fees only, which means that 
all users of vehicles share the cost. Indeed, 
there is a paradoxical situation here in that 
operators of ordinary passenger cars pay sub
stantially more than their share of the costs 
for the use of highways and in actual effect 
subsidize the operators of big trucks. For 
example, the operator of a passenger car pays 
approximately five or six times as much per 
gross ton mile for the use of the highway as 
does an operator of a tractor trailer (diesel). 
The explanation for this paradox is that gaso-

Les trois principaux groupes de tarifs de 
fret résultant de ces conditions peuvent être 
présentés de cette façon: dans le cas de mar
chandises de valeur inférieure, au prix de 
vente peu élevé, les tarifs d’expédition pou
vaient être inférieurs à la moyenne du coût 
de transport; lorsqu’il s’agissait de marchan
dises de prix moyen, les tarifs d’expédition 
couvraient l’ensemble des frais; pour un troi
sième groupe de marchandises dont la valeur 
et le prix de vente étaient élevés, les tarifs 
souvent étaient supérieurs au coût réel du 
transport.

Les chemins de fer étaient satisfaits, puis
que leur revenu total se maintenait comme si 
chaque tarif d'expédition s’appliquait directe
ment aux frais.

Cependant, la situation a commencé à se 
modifier avec l’expansion de l’industrie du 
camionnage. En dépit de frais d’exploitation 
sensiblement plus élevés, cette industrie s’est 
rendu compte qu’elle pouvait avec succès 
faire concurrence aux chemins de fer pour le 
transport des marchandises de haute valeur, 
surtout lorsqu’il s’agissait de courtes distan
ces. Quoique la moyenne des frais du trans
port routier soit trois fois supérieure à celle 
des frais du transport ferroviaire, les tarifs 
ferroviaires relatifs aux marchandises de 
grande valeur étaient supérieurs à ceux du 
transport routier.

Lorsque le transport routier s’est accaparé 
cette partie des marchandises, les pertes enre
gistrées par les chemins de fer ont dû être 
compensées par une augmentation des tarifs 
dans les domaines où ils jouissaient encore 
d’un monopole, comme le transport sur de 
longues distances, les marchandises de faible 
valeur, sans avoir à craindre d’être supplan
tés par le camionnage ou par toute autre 
forme de transport.

L’industrie du camionnage jouit de certains 
avantages qui renforcent sa position concur
rentielle.

Les sociétés de transport routier n’ont pas à 
s’inquiéter des emprises qui occasionnent des 
frais considérables aux sociétés de chemins de 
fer.

Les frais relatifs aux routes qu’empruntent 
les camions sont répartis sur une «base 
d’utilisation» par suite des impôts sur l’es
sence et de la vente des plaques d’immatricu
lation, ce qui signifie que les frais sont parta
gés entre tous les propriétaires de véhicules.
Il s’agit vraiment d’une situation paradoxale, 
puisque les propriétaires d’automobiles paient 
beaucoup plus que leur part des frais d’utili
sation des routes et, de fait, ils subvention
nent les propriétaires de gros camions. Ainsi 
le propriétaire d’une automobile, pour circuler 
sur la route, paie environ cinq ou six fois 
plus par tonne-mille brute que le propriétaire
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line consumption does not increase in direct 
proportion to the increase in weight of the 
vehicle.

The result is, then the tax payment per 
gross ton mile become progressively lower as 
the vehicle weight increases. Consequently all 
light vehicles, without exception, are com
pelled to pay substantially more than heavy 
vehicle on the basis or relative use of high
way facilities.

Neither are license or registration fees, the 
other main source of highway revenue, based 
on anything like an equitable tax structure. It 
is true that they are graduated in accordance 
with differences in vehicle weights. There is, 
however, no consideration given to highway 
utilization, since the very important matter of 
difference in annual operating mileage is 
entirely ignored. Thus there is a paradox here 
in that the greater use the truck makes of the 
highway the smaller is its license fee per 
vehicle ton mile.

There is no question but the trucking 
industry is heavily subsidized by the public 
as far as the important matter of right of way 
is concerned. In 1940 the governments of 
Canada spent $89,554,732 more than revenue 
received from highway users.

Here are a few pertinent facts.
A single railway track has the potential to 

move as much traffic as 10 to 20 lanes of 
express highway.

Highways have proven to be enormously 
expensive, and inadequate for future expect
ed expansion1 in traffic.

The railways can handle vast increases in 
traffic with little extra capital costs.

The railways are the only form of transpor
tation where every expenditure involved is 
charged against revenue.

Different capital requirements for the 
trucking industry as compared with the rail
ways provide an important competitive 
advantage for the former. They have been 
well summed up by Dudley F. Pegrum, 
Professor of Economics at the University of 
California:

“The technical units (in trucking industry) 
are relatively small and may be very small. 
Operations may be started with a very small 
investment and expansion may be made with 
very small increments of investment in direct 
and almost immediate response to the growth 
in traffic.”

d’un camion-remorque (diesel). L’explication 
de ce paradoxe repose sur le fait que la con
sommation d’essence ne croit pas en fonc
tion directe de l’augmentation du poids du 
véhicule.

Il en résulte que l’impôt perçu par tonne- 
mille brute diminue à mesure que croit le 
poids du véhicule. En conséquence, tous les 
propriétaires de petits véhicules, sans excep
tion, sont forcés de payer beaucoup plus que 
les propriétaires de véhicules lourds.

La vente des plaques d’immatriculation, qui 
constitue l’autre source principale de revenus 
pour les réseaux routiers, n’est pas non plus 
fondée sur quelque chose du genre d’une 
structure équitable d’imposition. Il est vrai 
que le tarif varie en fonction du poids du 
véhicule. On ne tient pas compte cependant 
de l’utilisation de la route puisque n’entre pas 
en ligne de compte le facteur très important 
que représente le nombre de milles parcourus 
en une année. Il y a donc un autre paradoxe 
ici. Plus souvent un camion circule sur la 
route, moins il en coûte en fonction du poids 
par mille.

Au domaine important des droits de pas
sage il est évident que le public subventionne 
fortement l’industrie du transport routier. En 
1940, les gouvernements canadiens ont 
dépensé $89,554,732 de plus qu’ils n’avaient 
reçu des utilisateurs de la route.

Voici quelques faits.
Une seule voie ferrée peut permettre de 

transporter autant de marchandises que 10 à 
20 voies d'une grande route.

Il est démontré que les réseaux routiers 
coûtent très cher et ne pourront répondre à 
l’expansion prévue du trafic.

Les chemins de fer peuvent résoudre le 
problème de fortes augmentations du trafic 
tout en augmentant de très peu les immobili
sations.

Les chemins de fer sont les seules formes 
de transport où toutes les dépenses peuvent 
être appliquées aux revenus.

L’industrie du transport routier, comparati
vement au transport ferroviaire, demande des 
immobilisations différentes et il en résulte un 
avantage concurrentiel important pour la pre
mière. Ces avantages ont été bien exposés par 
Dudley F. Pegrum, professeur d’économique à 
l’université de la Californie: «Les groupes 
techniques (dans l’industrie du camionnage) 
sont relativement petits et peuvent être très 
petits. L’exploitation peut débuter à l’aide de 
très faibles immobilisations et on peut lui 
donner de l’expansion par de minimes aug
mentations des immobilisations qui sont en 
réponse directe et presque immédiate à la 
croissance du trafic. »
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(Land Economics, a quarterly journal of Plan
ning, Housing and Public Utilities August 
1952.)

What a different position railroads are in is 
commented upon by the same author:

“A railroad for example, has to make large 
initial outlays to build a single line and 
acquire the necessary terminal facilities to 
operate it. When the plant is utilized to 
capacity, double-tracking will require a large 
additional investment which cannot profitably 
be made unless there is prospect of a large 
increase in traffic. Expansion of the facilities 
will have to be built well in advance of mar
ket opportunities. In the meantime, the traffic 
which is available will have to bear the bur
den of keeping the railroad in operation until 
the new traffic has been built up...

Then there is the fact that much of the 
investment that has been made is specialized 
both as to functions and as to markets. Rail
road tracks are only useful where they are 
laid and cannot readily be turned to other 
areas if the markets shift.”

(Same reference as above)

The same author again contrasts the situa
tion with the trucking industry:

“Most of the facilities (trucking) are not 
highly specialized or unalterably committed 
to a particular market for geographic area 
and they can readily be shifted to any other 
market. Physically, the highways or routes 
are available to all who wish to use them.”

(Same reference as above)

Another very important factor which places 
the trucking industry in a favourable position 
in relation to the railways is in the matter of 
“turn over of capital". The turn over of capi
tal is determined by comparing the ratio to 
gross revenue from operations to the total 
capital investment in industry.

The turn over of capital for railways in 
U.S.A. are about 1-3 annually, while the 
tricking industry is about 3 time annually.

Many truck would find it impossible to 
compete with the railways were it not for the 
heavy public subsidization in the form of a 
relatively free right of way. Their business 
has been made economic only by virtue of 
subsidization at the expense of tax payers.

(Land Economics, a quarterly journal of Plan
ning, Housing and Public Utilities, août 1952)

Le même auteur expose la situation diffé
rente dans laquelle se trouvent les chemins de 
fer:

■ Une société ferroviaire, par exemple, doit 
s’engager dans des dépenses initiales considé
rables pour construire une seule voie et 
acquérir les services nécessaires à son exploi
tation. Lorsque cette installation est utilisée à 
pleine capacité, il faut, pour doubler la voie, 
recourir à des immobilisations supplémentai
res importantes qui ne peuvent être rentables 
que si l’on prévoit une forte augmentation du 
trafic. Il faudra que l’expansion des installa
tions soit entreprise avant que les demandes 
se fassent sentir sur le marché. Entretemps, 
le trafic disponible devra supporter le poids 
de l’exploitation de la voie ferrée en atten
dant que le nouveau trafic s’amène...

Il y a ensuite le fait que la majeure partie 
des immobilisations est consacrée à des fonc
tions et à des marchés spécialisés. Les voies 
ferrées ne servent que là où elles ont été 
construites et ne peuvent pas facilement être 
dirigées vers d’autres régions si les marchés 
se déplacent».

(Même renvoi que ci-dessus)

Le même auteur de nouveau établit la com
paraison avec l’industrie du camionnage:

■ La grande partie des installations de 
transport routier ne sont pas hautement 
spécialisées ni asservies à un marché par
ticulier pour une région géographique 
donnée et elles peuvent rapidement des
servir tout autre marché. Physiquement, 
les routes sont à la disposition de qui 
veut s’en servir».

(Même renvoi que ci-dessus)

Un autre facteur très important qui place 
l’industrie du transport routier dans une 
situation favorable est celui du «roulement du 
capital». Le roulement du capital est déter
miné par la comparaison du rapport entre le 
revenu brut de l’exploitation et le total des 
immobilisations dans l’industrie.

Le roulement de capital pour les sociétés 
ferroviaires américaines est d'environ 1/3 par 
année tandis qu’il est de 3 pour l’industrie du 
transport routier.

Plusieurs sociétés de transport routier 
pourraient difficilement faire concurrence aux 
sociétés ferroviaires si ce n’était des fortes 
subventions publiques qui leur sont accordées 
sous forme de droits de passage à peu près 
gratuits. Leur commerce n’a été rendu renta
ble que par des subventions aux frais des 
contribuables.
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Some claim the development of light manu
facturing industry following World War II 
created a demand for transportation which 
trucks were ideally suited to provide.

In some cases trucks might be able to give 
faster service.

Another advantage might be their ability to 
adapt to the size of the shipment, enabling 
economically handling of less-than-car-load 
freight. Door to door service, less warehous
ing and handling, lower packing costs, are 
additional advantages of truck transport.

From Confederation to the end of Second 
World War 1945 rail and water carriers 
accounted for 97 % of the intercity freight 
traffic.

Railway 72%
Water 25%

By 1953 they had dropped by 86%
Railway 57%—decreased by 15%
Water 29%—increase by 4%

By 1953 Trucks were doing:
100,000,000 Intercity Ton Miles 
Air Lines 21,000,000 ton miles 
Pipe Lines 6%

This was the beginning of real competition 
in transportation. By 1964

Railways had 42.4% Traffic 
Water 27.0%
Road 9.0%

We had a study of Transportation in Cana
da by the MacPherson Royal Commission 
1960.

And as a result of this study the govern
ment introduced the National Transportation 
Act 1967.

This was the first time that the railways 
were given the freedom to set rates to reflect 
costs of the services.

NEW FREIGHT RATE STRUCTURE 1967

It would appear that the C.N.R. took the 
second step before they took their first.

They should of held public meetings with 
shippers and others before they put their new 
rates into effect, so as to explain their system 
fully.

Confusion might of been cut down to a 
minimum.

It appears that diue to this confusion a great 
deal of Railway traffic was grabbed by the 
trucking industry.

D’aucuns soutiennent que l'expansion qu’a 
connue après la Deuxième guerre mondiale 
l’industrie de la fabrication secondaire a créé 
une demande de transport que les camions 
pouvaient satisfaire de façon parfaite.

Dans certains cas, les camions pouvaient 
fournir un service plus rapide.

Un autre avantage pourrait être la faculté 
qu’ils ont de pouvoir être adaptés à l’impor
tance de l’expédition permettant ainsi le 
transport rentable de quantités de marchandi
ses inférieures à une wagonnée. Livraison à la 
porte, moins d’entreposage et de manutention, 
frais d’emballage inférieurs sont d’autres 
avantages du transport routier.

Depuis la Confédération jusqu’à la fin de la 
Deuxième guerre mondiale, en 1945, les trans
ports par rail et par eau se partageaient 97 p. 
100 du trafic interurbain.

Rail 72 p. 100 
Eau 25 p. 100

En 1953 ce pourcentage avait baissé à 86
Rail 57 p. 100—fléchissement de 15 p. 100 
Eau 29 p. 100—accroissement de 4 p. 100

En 1953 les camions se partageaient
100 millions de tonnes-milles, trafic inter
urbain, les lignes aériennes, 21 millions 
de tonnes-milles les pipe-lines, 6 p. 100

C’était le début de la véritable concurrence 
dans le secteur des transports.
En 1964 le trafic se répartissait ainsi:

Rail, 42.4 p. 100 
Eau, 27 p. 100 
Route, 9 p. 100

Une étude sur le transport au Canada a été 
entreprise en 1960 par la Commission 
McPherson.

A la suite de cette étude, le gouvernement 
a introduit en 1967 la Loi nationale sur les 
transports.

C’était la première fois que les sociétés fer
roviaires avaient la liberté de fixer les tarifs 
en fonction des frais d’exploitation.

NOUVELLE STRUCTURE DES 
TARIFS DE FRET, 1967

Il semblerait que le C.N. a fait le deuxième 
pas avant de faire le premier.

Les représentants de la société auraient dû 
convoquer les expéditeurs à des audiences 
publiques avant de mettre en vigueur leurs 
nouveaux tarifs, afin d’expliquer leur système 
de façon complète.

On aurait pu réduire la confusion à un 
minimum.

Il semble qu’à la suite de cette confusion, 
une grande partie du trafic ferroviaire est 
allée à l’industrie du transport routier.
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They found that they could not handle it as 
cheap as the railways formerly did and they 
had to increase their rates, which were just 
under the new C.N.R. rates.

Due to the high cost of the truckers rigs, 
they must be kept constantly on the move in 
order to pay their way. Those laying idle are 
a tremendous burden to the truckers.

The low wages and1 long hours that the 
drivers have to endure simply means that the 
workers are also subsidizing the trucking 
industry.

The people who use the trucking services 
are they adequately protected by suitable 
insurance to have their claims quickly and 
properly adjudicated.

ST. LAWRENCE SEAWAY
It was opened in 1959, it reaches from the 

Atlantic Ocean to the head of the Great Lakes 
a distance of 2,300 miles.

The power and resources development 
associated with the Seaway together with 
savings in transportation costs on grain from 
the Lakes to lower St. Lawrence ports, iron 
ore and coal.

The volume that is expected to use the 
seaway is estimated at:

20,000,000 tons Iron Ore.
10,000,000 tons Grain and Grain Products.
4,000,000 tons Coal.
1,500,000 tons Paper, pulpwood, Wood 
Pulp.

8,000,000 tons Miscellaneous Cargo.

An estimated 45 to 50 million dollars in 
transportation savings were expected annual
ly by the avoidance of costly trans-shipment 
charges, it is supposed to be one of the 
cheapest methods of transportation in the 
world. Plow some of these savings into the 
Atlantic Provinces economy.

The tolls are to be sufficient to cover the 
cost of maintaining, operating, and of paying 
interest and amortizing the investment over a 
50 year period, estimated at approximately 
$20,000,000 a year.

The St. Lawrence Seaway has been an eco
nomic benefit to Canada. It makes it possible 
for Canada to become a world leader in the 
export of grain, provided low cost trans
portation for the raw material needed for the 
industrialization of Central Canada. And to 
the detriment of Eastern Canada.

It appears that the Seaway from the year 
1959 to the year 1964, the government subsi-

Cette dernière s’est rendu compte qu’elle 
ne pouvait pas effectuer ce transport à aussi 
bon marché que le faisaient antérieurement 
les sociétés ferroviaires, et elle a dû augmen
ter ses tarifs juste au-dessous des nouveaux 
tarifs du C.N.

A cause du coût élevé des flottes de 
camions il faut, pour être rentable, que leur 
utilisation soit constante. Les camions inactifs 
représentent un énorme fardeau pour leur 
propriétaire.

Les faibles salaires et les longues heures de 
travail qui sont le partage des chauffeurs 
signifient simplement que les ouvriers sub
ventionnent eux aussi l’industrie du transport 
routier.

Les gens qui utilisent les services du trans
port routier sont bien protégés par des assu
rances pour que leurs réclamations puissent 
être réglées rapidement et correctement.

LA VOIE MARITIME DU SAINT-LAURENT
La voie a été ouverte à la navigation en 

1959 et elle s’étend de l’Atlantique à la Tête 
des Lacs, soit une distance de 2,300 milles.

La voie maritime a permis d’économiser sur 
le transport des céréales des ports des Grands 
Lacs à ceux du bas Saint-Laurent, et aussi 
sur le transport du minerai de fer et du char
bon, et son aménagement s’est accompagné de 
la mise en valeur des ressources énergétiques.

Le volume de marchandises qui devrait 
emprunter la voie maritime est évalué à 20 
millions de tonnes de minerai de fer, 10 mil
lions de tonnes de céréales et de leurs pro
duits, 4 millions de tonnes de charbon, 1,500,- 
000 tonnes de papier, de pâte et de bois à 
pâte, 8 millions de tonnes de cargaisons 
diverses.

On économiserait de 45 à 50 millions de 
dollars par année en frais de transbordement 
coûteux, ce qui en ferait un des moyens de 
transport les plus économique au monde. Il 
faudrait acheminer une partie de ces écono
mies vers les provinces de l’Atlantique.

Les droits doivent être suffisants pour cou
vrir les frais d’entretien et d’exploitation, 
payer les intérêts et amortir le capital sur une 
période de 50 années, ce qui représente envi
ron 20 millions de dollars par année.

La voie maritime du Saint-Laurent a été 
profitable au Canada. Elle a permis au pays 
de devenir l'un des principaux exportateurs 
mondiaux de céréales. Elle a permis aussi le 
transport à bon marché du matériel brut 
nécessaire à l’industrialisation du Canada cen
tral. Et cela au détriment de l’Est du Canada.

Il semble que de 1959 à 1964, le gouverne
ment ait accordé à ceux qui utilisaient la voie
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dized those using the canal by $42,500,000. This 
is the difference between the tolls received 
and the annual cost of 20 million.

It is not too clear just how this 45 to 50 
million dollars per year is saved. How much 
of this goes to foreign ships as a subsidy?

This could make a grand total of 342.5 mil
lion dollars that the people of Canada are 
subsidizing this monster.

LABOUR FORCE
In the early 1965 farming accounted for 

7.4% of the Labour Force and is declining.

It is projected by the Atlantic Provinces 
Economic Council that it will be declining to:

4.2% in 1970 
3.5% in 1975 
3.0% in 1980

A farm in the Maritimes must gross in 
excess of $10,000 in order to provide the oper
ator with a living. It would appear that we 
have less than 3,000 of such farms in the 
Maritimes that could come under this 
category.

It appears that the farmer in the $5,000 to 
$10,000 gross is in dire need of capital in the 
form of grants and other assistance so they 
will be able to increase their gross to over 
$10,000 mark so that they can make a living.

It appears that the Maritime farmer is not 
able to raise enough feed grain especially for 
the hog and poultry farmer, and the continua
tion of the freight rate assistance must be 
maintained and it should be increased if pos
sible, so as to help the marginal farmer to 
survive.

These farmers are one of the assets of the 
Maritime economy and must be assisted so 
that he will be able to increase his returns in 
order to survive in our society.

RURAL NON-FARM WAGES

Province

Total Male 
Rural 

Non-Far m 
Wage 

Earners

Total 
Earnings 
less than 
$2,C00

Proportion 
of Low 
Wage 

Earners
Newfoundland... 
Prince Edward

29,064 15,273 53
Island............... 5,690 2,935 52

Nova Scotia........ 51,839 20,522 40
New Rrunswick 44,314 21,299 48
Atlantic Prov.... 130,907 60,029 45

CANADA 630,798 203,666 32

Source : Ministry of Forestry and Rural Develop
ment 1966.

maritime des subventions de l’ordre die $42,- 
500,000, ce qui représente la différence entre 
les droits perçus et les frais annuels de 20 
millions.

On ne sait pas trop comment sont réalisées 
ces économies annuelles de 45 à 50 millions 
de dollars. Quelle est la partie de ces écono
mies qui vont aux navires étrangers sous 
forme de subsides?

Les subventions que le peuple canadien 
paye à ce monstre pourraient bien atteindre 
le grand total de $342,500,000.

MAIN-D’ŒUVRE
Au début de 1965, l’agriculture comptait 7.4 

p. 100 de la main-d’œuvre, et ce pourcentage 
diminue.

Selon les prévisions du Conseil économique 
des provinces de l’Atlantique, le pourcentage 
fléchira à

4.2 en 1970 
3.5 en 1975 
3.0 en 1980

Une ferme, dans les provinces Maritimes, 
doit fournir un revenu brut de plus de $10,000 
pour permettre à son propriétaire de vivre. Il 
semblerait que, dans les provinces Maritimes, 
moins de 3,000 fermes peuvent se classer dans 
cette catégorie.

Il semble que le cultivateur dont le revenu 
brut s’échelonne de $5,000 à $10,000 a grande
ment besoin de capital sous forme de subven
tions ou autres formes d’aide pour que son 
revenu brut puisse dépasser les $10,000 dont 
il a besoin pour vivre.

Il apparaît que le cultivateur des Maritimes 
ne peut pas récolter suffisamment de céréales 
de provende, surtout pour l’élevage des porcs 
et des volailles, et qu’il faut maintenir les 
subventions au transport et les augmenter si 
possible, afin de permettre à l’agriculteur 
marginal de survivre.

Ces agriculteurs représentent l’une des 
valeurs de l’économie des Maritimes et il faut 
les aider à accroître leurs revenus pour qu’ils 
puissent se maintenir dans notre société.

SALARIÉS RURAUX NON AGRICOLES

Province

Nombre 
fie salariés 
non ruraux 
agricoles 

(hommes)

Nombre
des

revenus 
inférieurs 
à $2,000

Proportion 
de ba b 
salariés

Terre-Neuve......... 29,064 15,273 53
Ile du Prince-

Édouard............. 5,090 2,935 52
Nouvelle-Écosse 51,839 20,522 40
Nouveau-Hrunswick 44,314 21,299 48
Provinces de

l’Atlantique....... 130,907 60,029 45
CANADA...... 630,798 203,666 32
Source: Ministère des Forêts et du Développement 

rural, 1966.
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Wage and salary-Earner families living on FAMILLES DE SALARIÉS VIVANT D'UN
Income or less than $3,000 Per Year in 1961 REVENU INFÉRIEUR À $3,000

PAR ANNÉE EN 1961

Province

Number of 
Wage and 

Salary 
Families

Percent 
of Total 

Wage and 
Social 

Families
Province

Nombre 
de familles 
de salariés

Pourcentage 
du total 

des familles 
de salariés

Newfoundland............... 21,766 41.4 Terre-Neuve.................. 21,766 41.4
Prince Edward Island. 4,502 45.6 île du Prince-Édouard.. 4,502 45.6
Nova Scotia.................... 34,623 32.8 Nouvelle-Écosse............. 34,623 32.8
New Brunswick............. 29,865 37.2 Nouveau-Brunswick...... 29,865 37.2

CANADA........ . 524,176 19.1 CANADA............... ... 524,176 19.1

Source: Dominion Bureau of Statistics, 1961 Census Source: Bureau fédéral de la statistique, recense- 
of Canada Wage-Earner Families. ment de 1961.

Total personal income increase 1961 to 1966 in 
Atlantic Provinces 47.2% while 50.3% in CANADA. 
Personal Income per Capita

1961............$1,079—69% of CANADA
1966............$1,480—69.4% of CANADA

Families de salariés
Le revenu personnel total, de 1961 à 1966, 

dans les provinces de l’Atlantique s’est accru 
de 47.2 p. 100, tandis que pour le Canada il 
s’est accru de 50.3 p. 100.

Revenu personnel par habitant
1961— $1,(779, soit 69 p. 100 de la moyenne 
nationale
1966—$1,480, soit 69.4 p. 100 de la moyen
ne nationale

THE INCOME GAP REMAINS THE SAME

Personal Income Per Person Geographical Distribution 
1963.

L’ÉCART DES REVENUS DEMEURE 
LE MÊME

Revenu personnel par personne et selon la 
répartition géographique, 1963

Province Dollars Province Dollars

$ $
Newfoundland............................... 1,029 Terre-Neuve................................... .......... 1,029
Prince Edward Island.................. 1,075 île du Prince-Édouard.................... .......... 1,075
Nova Scotia.................................. 1,283 Nouvelle-Écosse.............................. .......... 1,283
New Brunswick............................ 1,151 N ou veau-B runs wic k........................ .......... 1,151
Quebec........................................... 1,504 Québec.............................................. .......... 1,504
Ontario.......................................... 2,019 Ontario............................................. .......... 2,019

CANADA....................... 1,734 CANADA................................. ......... 1,734

Source: Dominion Bureau of Statistics. Source: Bureau fédéral de la statistique.

Of the 39 Urban Areas surveyed, Moncton 
had the lowest weekly wage with $92.16 as 
the average. The highest was Windsor with 
$121.08

The Construction Industry paid the highest 
average wage $135.74 

The Mining Industry was next $130.42.
Average Weekly Wage

B.C......... $ 116.87 Man......... $ 94.05
Ont......... ....... 107.70 Nfld........ 91.52
Alb......... 103.40 N.B... 86.02
Que......... 103.22 N.S......... 83.02
Sask........ 97.14 P.E.I...... 72.54

Des 39 centres urbains étudiés, Moncton 
présente le salaire hebdomadaire moyen le 
plus bas, soit $92.16. Le plus élevé, $121.08 a 
été enregistré à Windsor.

C’est l’industrie de la construction qui paie 
le salaire moyen le plus élevé soit $135.74. 

Vient ensuite l’industrie minière: $130.42
Moyenne hebdomadaire des salaires :

C.-B....... .......$ 116.87 Man......... $ 94.05
Ont......... ....... 107.70 T.-N....... 91.52
Alb......... ....... 103.40 N.-B....... .... 86.02
Qué......... ....... 103.22 N.-Ê. .. . 83.02
Saak....... ....... 97.14 t. P.-É. .... 72.54

Dominion Bureau of Statistics. Bureau fédéral de la statistique.
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Personal Income per Head or the Atlantic 
Provinces as a Percentage or the Canadian Average

1956 1957 1958 1959 1960

65.0 65.8 65.9 66.8 68.4

1961 1962 1963 1964 1965

68.9 67.4 67.1 68.5 68.7

Personal Income per Person 
(dollars)

1939 1945 1950 1955 1960

Atlantic
Provinces ... 265 569 652 820 1,051

CANADA. ... 381 755 979 1,257 1,535

1961 1962 1963 1964 1965

Atlantic
Provinces . . . 1,079 1,124 1,170 1,252 1,366

CANADA ... 1,564 1,668 1,743 1,827 1,988

EMPLOYMENT
Since 1961 employment in manufacturing has 
risen 24 per cent in the Atlantic Provinces, 
the National gain was 25.9 per cent.

The net employment in Canadian Manufac
turing accounted for a net increase of 30 per 
cent between 1961 and 1966, while 18 per 
cent accounted for the Atlantic Provinces.

Construction rose by 54 per cent between 
1961 and 1966, National increase was 36 per 
cent.

Construction in Atlantic Provinces account
ed for 16 per cent of the increase in employ
ment 1961-1966.

The total labour force in the Atlantic Prov
inces averaged 626,000 in 1966 and 571,000 in 
1961, an increase of 9.6 per cent as compared 
to 13.8 per cent increase in all Canada.

Employment in the four primary industries 
remained constant at about 104,000 between 
1961-1966 but proportionally, primary 
employment fell in the Atlantic Provinces 
from 21 per cent to 18 per cent of total em
ployment. The National rate was 15 per cent 
to 11 per cent.

Agriculture continued to release labour at a 
rapid rate 19 per cent Atlantic Provinces and 
15 per cent National Rate.

Employment in mining increased by 27 per 
cent in the Atlantic Provinces.

Revenu personnel par habptant des provinces de
l'Atlantique, EN POURCENTAGE DE LA MOYENNE

NATIONALE

1956 1957 1958 1959 1960

65.0 65.8 65.9 66.8 68.4

1961 1962 1963 1964 1965

68.9 67.4 67.1 68.5 68.7

Revenu personnel par personne 
(en dollars)

1939 1945 1950 1955 1960

Provinces de 
l'Atlantique 265 569 652 820 1,051

CANADA....... 381 755 979 1,257 1,535

1961 1962 1963 1964 1965

Provinces de 
l’Atlantique. 1,079 1,124 1,170 1,252 1,366

CANADA. 1,564 1,668 1,743 1,827 1,988

EMPLOI
Depuis 1961, l’emploi dans le secteur de la 

fabrication s’est accru de 24 p. 100 dans les 
provinces de l’Atlantique. Au niveau national 
cet accroissement a été de 25.9 p. 100.

L’emploi net dans le secteur de la fabrica
tion au niveau national a enregistré une aug
mentation nette de 30 p. 100 de 1961 à 1966, et 
de 18 p. 100 dans les provinces de l’Atlan
tique.

La construction s'est accrue de 54 p. 100 de 
1961 à 1966. Au niveau national l’accroisse
ment a été de 36 p. 100.

La construction dans les provinces de l’At
lantique est responsable dans une proportion 
de 16 p. 100 de l’accroissement de l’emploi de 
1961 à 1966.

La main-d’œuvre des provinces de l’Atlan
tique se chiffrait à environ 626,000 en 1966, 
comparativement à 571,000 en 1961, soit une 
augmentation de 9.6 p. 100 comparativement à 
13.8 p. 100 pour l’ensemble du Canada.

Le nombre d’employés dans les quatre 
industries primaires est demeuré constant à 
environ 104,000 entre 1961 et 1966, mais ce 
nombre est tombé dans les provinces de l’At
lantique de 21 p. 100 à 18 p. 100 proportion
nellement à l’emploi total. Le taux national 
est passé de 15 à 11 p. 100.

L’agriculture a continué à perdre de la 
main-d’œuvre au taux rapide de 19 p. 100 
dans les provinces de l’Atlantique et de 15 p. 
100 dans l’ensemble du pays.

L’emploi dans les mines a augmenté de 27 
p. 100 dans les provinces de l’Atlantique.
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Service Industries, Atlantic Provinces rose 
by 11 per cent while Canadian gain was 21 
per cent for the years 1961-1966.

During the period 1961-1966 the primary 
sector continued to shrink, very little expan
sion in service sector. But manufacturing and 
construction increased considerable and 
should be considered for future policy.

It is an established fact that during periods 
of very high national growth there is a tend
ency for large numbers of people to move 
from the Atlantic Provinces in search of bet
ter opportunities elsewhere.

The net migration from the Atlantic Prov
inces over the years has resulted in an age 
structure heavily weighted by those of 
dependent age in comparison with Canada as 
a whole.

The fundamental solution is a nagging 
income gap that has held personal income per 
capita in the Atlantic Provinces 30 per cent 
of the national average for four decades lies 
in a higher rate of economic growth.

Percent or Labour Force Unemployed

Year Canada
Atlantic

Provinces

1950 3.6 7.8
1953 3.0 5.5
1956 3.4 6.0
1957 4.6 8.3
1958 7.1 12.5
1959 6.0 10.8
1960 7.0 10.6
1961 7.2 11.1

(64,000 unemployed out of a labour force of 571,000)
5.9 10.7

1961 5.5 9.5
1964 4.7 7.8
1965 3.9 7.4
I960 3.6 6.4

(40,000 unemployed out of a labour force of 626,000)

Source: Dominion Bureau of Statistics

The number of Canadian Forest Workers
rose by about 6 per cent while Atlantic Prov
inces there was a 11 per cent decline.

We must make it more enticing for our 
people to stay in the Atlantic Provinces.

We could do this by narrowing the income 
gap between Canada as a whole and the 
Atlantic Provinces.

If we developed our natural resources and 
processed them in this region.

Les industries de service se sont accrues de 
11 p. 100 dans les provinces de l’Atlantique, 
alors que le gain national était de 21 p. 100 
pour les années 1961-1966.

Entre 1961 et 1966, le secteur primaire a 
continué de se rétracter, puisqu’il n’y a eu 
que très peu d’expansion dans le domaine des 
services. Toutefois, les industries de la fabri
cation et de la construction ont considérable
ment augmenté et devraient être étudiées 
dans le cadre de la politique future.

C’est un fait établi que, durant les périodes 
de grande prospérité nationale, un grand 
nombre de gens ont tendance à quitter les 
provinces de l’Atlantique, en quête de meil
leures occasions d’emploi ailleurs.

Si on établit une comparaison avec la situa
tion au Canada en général, on constate que la 
migration nette des provinces de l’Atlantique 
depuis des années a résulté en une structure 
d’âge qui est grandement alourdie du fait du 
nombre des personnes à charge.

La solution fondamentale à cet écart défa
vorable de revenu, par lequel le revenu per
sonnel par habitant dans les provinces de 
l’Atlantique est, depuis quarante ans, de 30 p. 
100 inférieur à la moyenne nationale, est un 
taux plus élevé de croissance économique.

Pourcentage de la main-d'œuvre en chômage

Provinces
de

Année Canada l’Atlantique

1950 ................................................. 3.6 7.8
1953 .............................. 3.0 5.5
1956 3.4 6.0
1957 4.6 8.3
1958 ............................................. 7.1 12.5
1959 6.0 10.8
1960 ................................................ 7.0 10.6
1961 7.2 10.1

(64,000 personnes en chômage par rapport à un effectif
ouvrier de 571,000)

1962 ................................................ 5.9 10.7
1963 ................................ 5.5 9.5
1964 ............................................. 4.7 7.8
1965 3.9 7.4
1966 3.6 6.4

(40,000 personnes en chômage par rapport à un effectif 
ouvrier de 626,000)

Source: Bureau fédéral de la statistique.

Le nombre des travailleurs forestiers cana
diens a augmenté d’environ 6 p. 100, alors que 
les provinces de l’Atlantique ont accusé un 
déclin de 11 p. 100.

Nous devons encourager les gens à rester 
dans les provinces de l’Atlantique.

Nous pouvons le faire en resserrant l’écart 
de revenu qui existe entre le Canada en géné
ral et les provinces de l’Atlantique.

Nous pourrions développer nos ressources 
naturelles et les transformer dans cette 
région-là.
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And to assist them in the primary indus
tries to be able to make a decent living.

To see that manufacturing is increased in 
this area.

To increase employment in the service pro
ducing industries by 30%.

This will not just happen it must be 
planned and there should be some kind of 
board given the task of seeing that this whole 
area is developed in a proper manner, and a 
proper transportation policy must be tied in 
with the program to make it work properly.

LABOUR COSTS IN CANADA

Research Dept.
Canadian Labour 

Congress.

CONCLUSION

In recent years wages have not been in
flationary factor in the Canadian economy, and 
have not weakened Canada’s competitive 
position in world markets. Rather, so far as 
labour costs is concerned, Canada’s position 
relative to most of the industrialized nations 
has been strengthening for quite some time. 
Labour costs in Canada have been remarka
bly stable, problably too stable from the point 
of view of equity in income distribution. 
Indeed, given the need to expand and sustain 
effective demand so that the massive increase 
in the labour force expected in the near 
future may be absorbed in productive 
employment, and considering the stability of 
Canadian Labour costs over most of the last 
decade, the economic health of Canada may, 
to an appreciable extent, depend on a steady 
advance in wages in the years immediately 
ahead.

GOODS—SERVICES—EXPORTS

The value of all goods and services pro
duced in the Atlantic Provinces increased by 
8%, in CANADA by 9% and the U.S.A. by V'/, 
in the years 1961-1966.

The value of new investment was up some 
14% in the Atlantic Provinces and 13% in 
Canada for the period 1961-1966.

Nous pourrions aider les exploitants d’in
dustries primaires à bien gagner leur vie.

Nous pourrions prendre des mesures afin 
que l’industrie de la fabrication s’accroisse 
dans la région.

Nous pourrions augmenter l’emploi dans les 
industries des services de 30 p. 100.

Cela ne se réalisera pas sans effort. Il faut 
de la planification. Il faut qu’on donne à une 
commission la tâche de voir à ce que toute 
cette région soit développée d’une façon 
appropriée et il faut que le programme com
prenne une politique à l’égard du transport 
dans le but d’assurer son bon fonctionnement.

COÛT DE LA MAIN-D’ŒUVRE AU 
CANADA

Département de la recherche 
Congrès du travail du 

Canada

CONCLUSION

Ces dernières années, les traitements n’ont 
pas constitué le facteur inflationnaire dans l’é
conomie canadienne et n’ont pas affaibli la 
position concurrentielle du Canada sur les 
marchés mondiaux. Au contraire, en ce qui a 
trait au coût de la main-d’œuvre, la position 
du Canada par rapport à la plupart des pays 
industrialisés s’est renforcée depuis assez 
longtemps. Le coût de la main-d’œuvre au 
Canada a été remarquablement stable, proba
blement trop stable du point de vue de l’é
quité dans la distribution du revenu. En effet, 
si l’on considère le besoin d’expansion et si 
l’on veut être en mesure de répondre à la 
demande afin que l’augmentation massive de 
l'effectif ouvrier à laquelle on s’attend pro
chainement soit absorbée dans des emplois 
productifs, et si l’on considère la stabilité du 
coût de la main-d’œuvre canadienne au cours 
de la dernière décennie, le progrès économi
que du Canada peut, dans une mesure appré
ciable, dépendre de l’augmentation régulière 
des traitements au cours des toutes prochai
nes années.

M ARCH ANDI SES—SERVICES- 
EXPORTATIONS

Entre 1961 et 1966, la valeur de toutes les 
marchandises et services produits a augmenté 
de 8 p. 100 dans les provinces de l’Atlantique 
de 9 p. 100 au Canada de 7 p. 100 aux 
États-Unis.

La valeur des nouveaux placements s’est 
accrue de 14 p. 100 dans les provinces de 
l’Atlantique et de 13 p. 100 au Canada entre 
1961 et 1966.
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Atlantic Provinces Exports

1962

Forest Products................................................ $ 215,769,000
Percent......................................................... 45.9

Fish and Fish Products.................................  $ 87,979,000
Percent......................................................... 18.7

Metallic Ores and Concentrates..................  $ 74,851,000
Percent......................................................... 15.9

Iron and Steel Products................................. $ 24,840,000
Percent......................................................... 5.3

Agricultural Products..................................... $ 23,579,000
Percent......................................................... 5

Total All Products..........................................  $ 469,738,000

Atlantic Provinces Research Board, Fredericton, 
1965.

Exportations des provinces de l’Atlantique

1962

Produits forestiers........................................... $ 215,769,000
Pourcentage................................................ 45.9

Poisson et produits du poisson..................... $ 87,979,000
Pourcentage................................................ 18.7

Minerais métalliques et concentrés............  $ 74,851,000
Pourcentage............................................... 15.9

Produits du fer et de l’acier.........................  $ 24,840,000
Pourcentage................................................ 5.3

Produits agricoles............................................  $ 23,579,000
Pourcentage....................................................... 5

Total—Tous produits...................................... $ 469,738,000

Commission des recherches des provinces de l’At
lantique—Fredericton, 1965.

The Percentage or Manufactures in Atlantic Pourcentage des fabriques dans les provinces de 
Provinces in Relation to Manufactures in Canada. l'Atlantique par rapport aux fabriques au Canada

1955 1959 1960 1961 1962 1963 1955 1959 1960 1961 1962 1963

9.3 7.7 7.2 6.8 6.7 6.6* 9.3 7.7 7.2 6.8 6.7 6.6*

•Gradual Decline •Déclin progressif

Number of Employees (%) Working in Manufactur
ing in Atlantic Provinces in Relation to Manu
factures in Canada.

Nombre d'employés (%) travaillant dans l’industrie
DE LA FABRICATION DANS LES PROVINCES DE L’ATLANTIQUE 

PAR RAPPORT À CE NOMBRE AU CANADA

1955 1959 1960 1961 1962 1963 1955 1959 1960 1961 1962 1963

5.0 4.6 4.8 4.6 4.6 4.5* 5.0 4.6 4.8 4.6 4.6 4.5*

’Gradual Decline ‘Déclin progressif
Source: D.B.S. The manufacturing Industries of Source: B.F.S. The Manufacturing Industries of 

Canada (% calculated by APEC) Canada (pourcentage calculé par l’APEC).

PASSENGER CAR SHOPS ATELIERS POUR VOITURES 
FERROVIAIRES

Heavy repairs to Passenger Car shops were 
transferred to Montreal and Winnipeg in the 
year 1961. At January 1961—130 men were 
employed.

We were told March 13, 1961 that work 
would not be shipped away from Moncton to 
be done elsewhere.

But in May 1961, we were told the sad 
news that general heavy repairs to all classes 
of passenger car equipment would be discon
tinued in the Canadian National Railway 
Shops, Moncton.

Several of our members went to Winnipeg 
in September 1961, when the work was 
moved there from the Moncton Shops. They 
claimed that they liked to work there but due 
to family problems, which was the deciding 
factor. The family wanted to return to the 
Maritimes, and they returned in September

Les ateliers de lourdes réparations aux voi
tures ont été transférés à Montréal et à Win
nipeg en 1961. Cent trente hommes étaient en 
emploi en janvier 1961.

On nous a dit le 13 mars 1961 que le travail 
ne serait pas envoyé de Moncton pour être 
effectué ailleurs.

Toutefois, en mai 1961, on nous a annoncé 
la triste nouvelle par laquelle les lourdes 
réparations générales à effectuer à toutes les 
classes d’équipement pour voitures seraient 
discontinuées dans les ateliers du Canadien- 
National à Moncton.

Plusieurs de nos membres se sont rendus à 
Winnipeg en septembre 1961, lorsque le tra
vail y a été transféré des ateliers de Moncton. 
Ils ont déclaré qu’ils aimaient y travailler. 
Cependant, et ce fut là le facteur décisif, 
leurs familles voulaient retourner dans les 
Maritimes. Ils y sont revenus en septembre

1
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1964, and they had to start as new men in the 
Moncton Shops. This is a national disgrace.

We contend that this work in the first place 
should not have been taken away, as it is 
contrary to the spirit of the terms of Con
federation.

The promised construction of an Inter
colonial Railway from Central Canada to the 
Maritimes formed an integral part of the 
terms of union and was written into the 
British North America Act of 1867.

Section 145. “Inasmuch as the Provinces of 
Canada, Nova Scotia, and New Brunswick 
have joined in a Declaration that the con
struction of the Intercolonial Railway is 
essential to the Consolidation of the Union of 
British North America, and to the Assent 
thereto of Nova Scotia and New Brunswick 
and have consequently agreed that Provision 
should be made for its immediate construc
tion by the Government of Canada; There
fore, in order to give effect to that Agree
ment, it shall be the duty of the Government 
and Parliament of Canada to provide for the 
Commencement within Six Months after the 
Union, of a Railway connecting the River St. 
Lawrence with the City of Halifax in Nova 
Scotia and for the Construction thereof with
out Intermission, and the Completion thereof 
with all practicable speed.”

Based on this promise, Nova Scotia and 
New Brunswick joined Confederation; howev
er, Prince Edward Island delayed entry until 
1873 when the Dominion Government agreed 
to absorb its railway debt and guarantee year 
round ferry service.

As was previously said on page 10, that 
the government acquired additional lines that 
connected with the I.C.R. and they became 
part of the Intercolonial Railway System. The 
Prince Edward Island Railway was also one 
of these.

A Railway Inquiry Commission in 1916 
recommended that the Government absorb 
several of the bankrupt lines, together with 
certain government-owned lines, including 
the Grand Trunk and the Intercolonial. Thus 
the nucleus of the Canadian National Railway 
System was formed in 1923.

But the reason of taking over these rail
ways by the C.N.R. did not nullify Section 
145 of the BNA Act, it was only increased.

The Intercolonial Railway was part of the 
bargain for the Maritimes to enter Confedera
tion as is reported in the Duncan Royal Com-

1964 et ils ont dû recommencer en tant que 
nouveaux employés dans les ateliers de Monc
ton. C’est une disgrâce nationale.

Nous prétendons que ce travail n’aurait pas 
dû être transféré, puisque cela est contraire à 
l’esprit de la Confédération.

La promesse de la construction d’un chemin 
de fer intercolonial allant du centre du 
Canada aux Maritimes forme une partie inté
grante des conditions de l’union et fut inscrite 
dans l’Acte de l’Amérique du Nord britan
nique de 1867.

Article 145. «La province du Canada, la 
Nouvelle-Écosse et le Nouveau-Brunswick 
ayant déclaré collectivement qu’il est indis
pensable de construire le chemin de fer inter
colonial pour raffermir l’union de l’Amérique 
du Nord britannique et assurer le concours de 
la Nouvelle-Écosse et du Nouveau-Brunswick, 
et étant, en conséquence, convenu que la 
construction immédiate de ce chemin de fer 
par le gouvernement du Canada devrait être 
décrétée, le gouvernement et le Parlement du 
Canada, pour donner suite à cette convention, 
seront tenus de prendre des mesures pour 
commencer, dans les six mois qui suivront 
l’union, les travaux de construction d’un che
min de fer reliant le fleuve Saint-Laurent à la 
cité d’Halifax, en Nouvelle-Écosse, pour les 
poursuivre sans interruption et les terminer 
avec toute la diligence possible.»

En se basant sur cette promesse, la Nouvel
le-Écosse et le Nouveau-Brunswick sont 
entrés dans la Confédération. Toutefois, l’île 
du Prince-Édouard a retardé son entrée jus
qu’en 1873, lorsque le gouvernement du 
Dominion a convenu d’absorber sa dette rela
tive aux chemins de fer et de garantir un 
service de traversier à l’année longue.

Comme on a déjà dit à la page 10, le gou
vernement acquit de nouvelles compagnies 
ferroviaires qui se reliaient à 1T.C.R. et qui 
firent partie du réseau du chemin de fer 
intercolonial. Le chemin de fer de l’île du 
Prince-Édouard était l’une de ces compagnies.

En 1916, une commission d’enquête sur les 
chemins de fer recommanda que le gouverne
ment absorbe plusieurs compagnies en fail
lite, ainsi que certaines compagnies lui appar
tenant, en particulier, le Grand Tronc et 
l’Intercolonial. Ainsi, le noyau du réseau du 
Canadien National fut formé en 1923.

Le fait que le Canadien National ait incor
poré ces compagnies n’a pas annulé les dispo
sitions de l’article 145 de l’Acte de l’Amérique 
du Nord britannique, mais a augmenté leur 
effet.

Le chemin de fer intercolonial a été mis en 
jeu dans l’entrée des Maritimes dans la 
Confédération, comme le mentionne la Corn-
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mission (11) “Recommendations on Freight 
Rates.’’ It is more material to notice that the 
President of the Canadian National Railways 
admitted in evidence, that in administering 
the Atlantic Division (the greater portion is 
the Old Colonial System).

The people of the Maritimes accepted Sec
tion 145 of BNA act in the spirit that it was 
written and did not expect and will not 
accept any Indian Giving.

The Railways in the Maritimes must be 
made to work for the people of the Maritimes 
as was promised with the terms of 
Confederation.

Since Confederation statistics prove that 
due to the Transportation Policy, or the lack 
of one has not made the Railway function in 
the true spirit of Confederation, and if we are 
going to lose the work pertaining to the 
efficient operation of the railway (farming out 
of work etc.) to other provinces, and other 
people, it is pretty near time that we took 
stock of ouselves, and demand this practice 
cease.

We believe that it would be a very conser
vative estimate to say that in the vicinity of 
700 employees were laid off in the Atlantic 
Provinces in the last 5 years, together with 
other people leaving the service and still oth
ers retiring from service. This total would 
amount to an enormous reduction in the work 
force. We believe that if we had a suitable 
Transportation Policy that many more people 
would be working on the railways.

THE CANADIAN NATIONAL 
RAILWAYS AND ITS EMPLOYEES

In 1950 the non-operating employees 115,- 
000 in number demanded the 40 hour week.

President Donald Gordon bungled on nego
tiations at that time and on August 22, 1950 
the railways ground to a stop.

Parliament was called into session and 
stopped the strike nine days after it paralyzed 
the system.

Again in negotiations in 1960 the govern
ment passed the Railway Operation Continua
tion Act in November 1960. This Act denied 
170,000 Canadian Workers their democratic 
rights.

We again had a railway strike in 1966 in 
which the union went on strike August 1966. 
The Government passed the Bill C-230. An 
Act to provide for the resumption of opera
tions of the railways and for the settlement of

mission Duncan (11) « Recommandations sur le 
tarif marchandises». Il est plus important de 
remarquer que le président du Canadien 
National a admis dans son témoignage que, 
pour ce qui est de l’administration de la Divi
sion de l’Atlantique (la plus grande partie est 
le vieux système colonial).

Les habitants des Maritimes ont accepté 
l’article 145 de l’Acte de l’Amérique du Nord 
britannique dans l’esprit dans lequel il a été 
écrit. Ils ne s’attendaient pas à ce qu’on 
donne pour ensuite enlever et n’accepteront 
pas ce fait.

Les chemins de fer dans les Maritimes doi
vent contribuer au bien-être des habitants des 
Maritimes, comme il a été promis lors de la 
Confédération.

Depuis la Confédération, les statistiques 
prouvent que, par suite de la politique de 
transport, ou du manque d’une telle politique, 
les chemins de fer ne fonctionnent pas d’a
près l’esprit de la Confédération. Si nous 
allons perdre du travail nécessaire à l’exploi
tation efficace des chemins de fer (octroyer 
des travaux, etc.) en faveur d’habitants d’au
tres provinces, il est temps que nous exami
nions la situation et que nous demandions que 
cette pratique cesse.

Nous croyons que nous pourrions dire sans 
crainte d’erreur qu’environ 700 employés ont 
été mis à pied dans les provinces de l’Atlanti
que au cours des cinq dernières années. Il 
faut ajouter à ce nombre les gens qui ont 
quitté le service et ceux qui ont pris leur 
retraite. Nous croyons qu’une politique conve
nable en matière de transport permettrait à 
beaucoup plus de gens de travailler pour le 
compte des chemins de fer.

LE CANADIEN-NATIONAL ET SES 
EMPLOYÉS

En 1950, les employés non-itinérants, au 
nombre de 115,000, ont exigé la semaine de 40 
heures.

Le président Donald Gordon a raté les 
négociations et le 22 août 1959, les chemins de 
fer cessèrent de fonctionner.

Le Parlement fut convoqué et mit fin à la 
grève neuf jours après qu’elle eut paralysé le 
réseau.

De nouveau, au cours des négociations de 
1960, le gouvernement adopta la Loi sur la 
continuation de l’exploitation des chemins de 
fer, en novembre 1960. Cette loi privait 170,- 
000 travailleurs canadiens de leurs droits 
démocratiques.

Il y eut une autre grève du rail en 1966, 
alors que le syndicat fit la grève en août. Le 
gouvernement adopta le Bill C-230, loi qui 
prévoyait la reprise des opérations ferroviai
res et le règlement des différends existants en
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the existing dispute with respect to terms and 
conditions of employment between Railway 
Companies and their employees. And was 
passed by the House of Commons September 
1, 1966.

This bill appears to be the biggest hoax in 
Canadian Labour Relations, because it 
appears that the government only wanted it 
to apply to the employees. It was later 
brought out by our M.P. for Westmorland 
Mrs. Margaret Rideout, and the Minister of 
Transport Paul Hellyer that the government 
was not able to interfer in terms and condi
tions of employment in relation to the 
Canadian National Railways.

We must have a suitable Transportation 
Policy so that we can have an honest to 
goodness negotiation between the railways 
and their employees in the future.

Every major strike brings cries that unions 
are endangering the public interest and the 
safety of the nation, and laws must be passed 
to curtail them, but these charges are not 
borne out by facts. Strikes account for less 
than 1% of total man days of employment 
lost.

The Railways were held down by fixed 
freight charges and their employees are 
forced by compulsory arbitration to accept 
wages and working conditions. While other 
forms of transportation are allowed to operate 
in a laissez-faire climate.

The manufactures of materials etc. neces
sary for the efficient operation of the railways 
are also given their freedom to set their 
prices. Why? ... do we have restrictions for 
some and not others?

Labour through either federal or provincial 
legislation has to justify wage increases while 
management has no restrictions. Why?

It would appear that those who decide how 
society is to be run, they then justify it by 
designing an appropriate set of morals. They 
then can attack anybody who challenges their 
way of life as being anti-social or even 
immoral—or gainst the public interest.

The so called moulders of our present soci
ety are trying to give us the false illusion that 
we are free and independent, not subject to 
any authority or principle of conscience—yet 
who are willing to be commanded, to do what 
is expected of them, to fit into the social 
machine without friction, who can be guided 
without force, led without leaders, prompted 
without aim.

Due to concentration of capital, giant enter
prises were formed, we now have a powerful 
new force in our society, “Bureaucratic man- 
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ce qui concernait les conditions d’emploi 
entre les compagnies de chemin de fer et 
leurs employés. Cette loi fut adoptée par la 
Chambre des communes le 1" septembre 
1966.

Ce bill semble être la plus grande super
cherie des relations ouvrières du Canada, car 
il semble que le gouvernement voulait qu’il 
s’appliquât aux employés seulement. Plus 
tard, notre député de Westmorland, M“* Mar
garet Rideout, et le ministre des Transports, 
M. Paul Hellyer, signalèrent que le gouverne
ment ne pouvait pas intervenir dans les con
ditions d’emploi en ce qui concernait le Cana
dien National.

Nous avons un programme du transport 
approprié, de sorte que nous pourrons avoir 
de bonnes négociations entre les chemins de 
fer et leurs employés, à l’avenir.

De toutes les grèves importantes, il ressort 
que les syndicats mettent en danger l’intérêt 
public et la sécurité du pays et qu’il faut 
adopter des lois pour y mettre fin. Toutefois, 
ces accusations ne sont pas appuyées sur les 
faits. Les grèves sont responsables de moins 
de 1 p. 100 des journées de travail perdues.

Les chemins de fer sont tenus par des frais 
de transport fixes et leurs employés sont 
tenus par l’arbitrage obligatoire d’accepter 
certains salaires et certaines conditions de 
travail. Cependant, d’autres formes de trans
port peuvent fonctionner dans un climat de 
laissez-faire.

Les fabricants de matériel, etc., nécessaire 
au bon fonctionnement des chemins de fer ont 
aussi la faculté d’établir leurs prix. Pourquoi 
avons-nous des restrictions pour certains et 
non pas pour d’autres?

Les travailleurs, par l’intermédiaire de lois 
fédérales ou provinciales, doivent justifier 
leurs augmentations de traitement, tandis que 
la direction n’a pas de restrictions. Pourquoi?

Il semble que ceux qui décident comment 
la société doit se comporter justifient leurs 
actions par une morale appropriée. Ils peu
vent alors attaquer quiconque prétend que 
leur façon d’agir est antisociale ou même 
immorale—ou à l’encontre de l’intérêt public.

Ceux qui, prétend-on, façonnent notre 
société actuelle essaient de nous leurrer en 
nous disant que nous sommes libres et indé
pendants, que nous ne sommes pas assujettis 
à une autorité ou à un principe de cons
cience—pourtant, nous devons consentir à 
recevoir des ordres, à faire ce qu’on attend 
de nous, à nous ajuster à la société sans 
heurts, à être guidés sans force, à être con
duits sans chefs, à être dirigés sans buts.

A cause de la concentration des capitaux, 
des entreprises géantes ont été formées et 
nous avons maintenant une force nouvelle et
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agers”. They control the economic and to a 
large degree the political destiny of Canada. 
The democratic process has become a ritual.

The individual is forever blasted by a pow
erful suggestive apparatus to increase his 
appetite for new commodities and into the 
channels most profitable for industry. The 
individual worker had become a cog in the 
giant machine.

Our people are misinformed and indoc
trinated rather than informed about political 
and social reality.

CONCLUSIONS AND POSSIBLE REMEDIES

Much in this brief has touched on what we 
were offered at Confederation and how 
Confederation failed to fulfill its function.

We discussed the problems of urbanization, 
the exodus of our people from the Maritimes, 
our high rate of unemployment, tariffs, 
wages, income gap, a suitable transportation 
policy and problems relating to the railway 
and their employees as they are effected by 
the result of a Transportation Policy.

The railways should be guided by a proper 
Transportation Policy so as to enable them 
to look outward instead of inward.

It appears, the less than car-load lot 
express freight cost of this railway service 
has created problems for the railways, ship
pers and others.

Would it not be possible for the railways to 
initiate a system in their freight handling 
similar to the Red-White-Blue Fares that 
were put into effect May 1, 1962. It has 
worked well with Passenger Business.

This might be worked in relation to Fast 
Freights, Extras etc., trains not handling full 
tonnage and taking into consideration the 
number of empty car at times carried.

It might be possible that some form of sav
ings might be offered to the small shippers to 
make it worthwhile for him to take advantage 
of this service.

Tariffs have done nothing for the Maritimes 
in the past and it might be more feasible or 
expedient at this time to have freerer trade in 
the Atlantic Provinces.

Prior to Confederation—we had free trade 
and it was known as “The Golden Age", and 
due to facts that was pointed out in our brief

puissante dans notre société: «la direction 
bureaucratique». Celle-ci dirige la destinée 
économique et, dans une large mesure, la des
tinée politique du Canada. Le procédé démo
cratique est devenu un rite.

Les gens sont toujours poussés, par une 
publicité suggestive puissante, à satisfaire 
leurs désirs à l’égard de nouveaux produits et 
de la façon qui est la plus profitable pour 
l’industrie. Le travailleur est devenu un 
rouage dans une machine géante.

Nos gens sont mal informés et endoctrinés, 
au lieu d’être renseignés sur les réalités poli
tiques et sociales.

CONCLUSIONS ET REMÈDES 
POSSIBLES

Une grande partie de ce mémoire a traité 
de ce qu’on nous a offert lors de la Confédé
ration et mentionne comment la Confédéra
tion n’a pas rempli son but.

Nous avons souligné les problèmes relatifs 
à l’urbanisation, à l’exode de nos gens des 
Maritimes, à notre taux levé de chômage, 
aux tarifs, aux traitements, à l’écart dans le 
revenu, à une politique de transport convena
ble, aux chemins de fer et à leurs employés, 
en ce qu’ils sont touchés par les résultats 
d’une politique en matière de transport.

Les chemins de fer devraient être guidés 
par une politique de transport appropriée, 
afin qu’ils puissent être à même d’élargir 
leurs vues plutôt que de les circonscrire.

Il semble que le tarif-marchandises des 
chemins de fer pour des quantités inférieures 
à une wagonnée ait créé des problèmes aux 
chemins de fer, aux expéditeurs et à d’autres.

Ne serait-il pas possible que les chemins de 
fer établissent un système à l’égard du tarif- 
marchandises semblable aux taux rouge- 
blanc-bleu qui sont entrés en vigueur le 1” 
mai 1962 et qui ont donné de bons résultats 
en ce qui a trait aux voyageurs.

A ce sujet, on pourrait tenir compte du 
transport rapide des marchandises, des 
extras, etc., des trains qui ne transportent pas 
un plein tonnage, ainsi que du nombre des 
wagons vides.

Il serait peut-être possible d’offrir aux 
petits expéditeurs un plan économique afin 
qu’ils trouvent un avantage à profiter de ce 
service.

Les tarifs-marchandises n’ont rien fait pour 
les Maritimes dans le passé. Il serait peut-être 
plus pratique et opportun maintenant de com
mercer plus librement dans les provinces de 
l’Atlantique.

Antérieurement à la Confédération, nous 
poursuivions une politique de libre-échange et 
cette période fut connue comme étant «L’Âge
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has shown without a shadow of doubt that d’Or». Toutefois, les faits qui ont été signalés 
the Tariff Barrier has negated our prosperity. dans notre mémoire ont démontré sans l'om

bre d’un doute que la barrière tarifaire a nui 
à notre prospérité.

We should have a study made to see if it II faudrait qu’une étude soit faite afin de 
would not be more feasible to have the max- déterminer s’il ne serait pas plus pratique 
imum utilization of our natural resources be d’utiliser au maximum nos ressources natu- 
fully processed in our area instead of seeing relies en les faisant transformer dans notre 
them being subsidized, as they move out of région plutôt que de les voir bénéficier de 
our area to be processed in another, and then subsides. En effet, elles partent de notre 
returned to be purchased by our people, and région pour être transformées dans une autre 
at a rate much higher than is offered to the et elles nous sont ensuite retournées pour être 
people in the province where they were achetées par nos gens à des prix bien plus
processed.

THIS IS PURE AND SIMPLE DISCRIMI
NATION OF THE WORST KIND

We must have more secondary industries 
established in the Atlantic Provinces.

The Steel Crisis in Sydney has ably shown 
that the lack of a suitable Transportation 
PoUcy adds to Maritimes problems. Steel is 
not a dying industry it is a very viable 
industry.

Due to the stiff competition in Central 
Canada in transportation, the railways have 
to lower their rates much lower than author
ized levels.

It would appear that we in the Maritimes 
are helping to subsidize these lower freight 
rates that apply in Central Canada.

It is shown that Confederation did not 
fulfill its promises to the people in the Atlan
tic Provinces.

This was ably shown by the different Rail
way Inquiries and Royal Commissions that 
was appointed over the years to study this 
problem. We are plagued by more unemploy
ment, lower wages, our manufacturing is 
decreasing and out people are leaving the 
Atlantic Area in exceptionally large numbers.

Economic powers are loose in Canada 
whose aim is to concentrate their investment 
in Quebec and especially Ontario where a 
large portion of the population of Canada is 
located. They can make a larger profit by 
concentrating manufacturing and services in 
this area, it is reasonable close to raw materi
al and the transportation costs are less.

They are after the bloody dollar, and the 
hell with the rest of Canada.

A former Minister of Finance in the Liberal 
government advocated moving the people out 
of the Atlantic Provinces.
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élevés que ceux qui sont offerts aux gens des 
provinces où elles ont été transformées.

C’EST PUREMENT ET SIMPLEMENT 
UNE DISTINCTION INJUSTE 

DE LA PIRE ESPÈCE

Il faut qu’un plus grand nombre d’indus
tries secondaires s’établissent dans les provin
ces de l’Atlantique.

La crise de l’acier à Sydney a bien démon
tré que le manque d’une politique convenable 
en matière de transport s’ajoute aux problè
mes des Maritimes. L’acier n’est pas une in
dustrie déclinante, c’est une industrie bien 
vivante.

Au Canada central, par suite d’une vive 
concurrence en matière de transport, les che
mins de fer ont dû baisser leurs tarifs à des 
niveaux bien inférieurs à ceux qui sont 
autorisés.

Il semble que les Maritimes aident à sub
ventionner les tarifs-marchandises qui s’appli
quent au Canada central.

Il a été démontré que la Confédération n’a 
pas rempli ses promesses à l’égard des gens 
des provinces de l’Atlantique.

Ceci a été bien démontré par les diverses 
enquêtes sur les chemins de fer et par les 
Commissions royales nommées au cours des 
années pour étudier ces problèmes. Le chô
mage augmente, les salaires baissent, nos usi
nes ferment leurs portes et nos gens quittent 
la région de l’Atlantique en très grand 
nombre.

La puissance économique fait faux jeu au 
Canada, car elle concentre ses placements au 
Québec et particulièrement dans l’Ontario où 
se trouve une grande partie de la population 
du Canada. Elle peut réaliser de plus grands 
bénéfices en concentrant les usines et les ser
vices dans cette région, où abondent les 
matières premières et où les frais de trans
port sont moindres.

On ne recherche que le dollar et au diable 
le reste du Canada.

Un ancien ministre des Finances libéral a 
préconisé de déplacer les gens des provinces 
de l’Atlantique.
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The Department of Manpower has devised 
a program also along these lines. We have 
enough leaving on their own initiative with
out encouragement.

We must have a positive program to coun
teract this trend or we will have a population 
consisting of the very young and our older 
citizen. We will have very few people in the 
age limit (labour force) that would be in the 
position to plow something back into our 
economy. These people were raised, educated 
and moved out of the Atlantic Provinces.

This means we are subsidizing others with 
our brawn and our expensive educational 
investment.

If something is not done quickly, we will 
have a partial wilderness, and it will become 
a huge liability for the people to sustain.

At the time of Confederation 1867 we had 
people asking for Maritime Union. Again 100 
years later 1967 we are still asking for the 
same thing. Maritime Union.

If there was an opportunity for some peo
ple to make great benefits by this union it 
would have been consummated 100 years ago. 
It is hard to get something done when it is 
only in the common good.

It appears to us, it is not the matter of the 
Maritimes opting out of Confederaion. It is a 
matter of when are we going to get in?

It now appears that the years 1867-1967 
was only an exercise in futility as far as the 
Atlantic Provinces is concerned.

It is now imperative that we have a suita
ble Transportation Policy.

We therefore request that a Royal Commis
sion be appointed immediately to inquire into 
all branches of TRANSPORTATION and to 
recommend a policy so that the Atlantic 
Provinces will be put in the position to grow 
and prosper at the rate compared to the rest 
of Canada.

THE EXPLOITATION OF THE MARI
TIMES MUST COME TO AN END.

Le ministre de la Main-d’œuvre a établi un 
programme en ce sens. Il y en a suffisamment 
qui quittent les Maritimes sans qu’on ne les 
encourage officiellement.

Il nous faut un programme positif pour 
contrecarrer cette tendance, sinon nous 
aurons une population composée de très jeu
nes et de très vieux citoyens. Nous aurons 
peu de gens formant la main-d’œuvre qui 
pourrait être en mesure de rétablir notre éco
nomie. Ces gens ont été élevés et éduqués 
dans les provinces de l’Atlantique, puis en 
ont été déplacés.

Cela veut dire que nous subventionnons les 
autres avec notre main-d’œuvre et notre sys
tème d’éducation dispendieux.

Si on n’agit pas vite, nous aurons une 
espèce de désert que les gens auront de la 
difficulté à soutenir.

Au temps de la Confédération, en 1867, les 
gens demandaient l’union des Maritimes. De 
nouveau en 1967, on la demande encore.

Si des gens avaient pu réaliser de gros 
bénéfices par cette union, celle-ci aurait été 
faite il y a 100 ans. Il est difficile d’accomplir 
quelque chose lorsque seul le bien commun 
est en cause.

A notre avis, il n’est pas question que les 
Maritimes sortent de la Confédération. Il s’a
git de savoir quand nous allons y entrer.

Il semble que les années 1867-1967 aient été 
futiles en ce qui concerne les provinces de 
l’Atlantique.

Il importe maintenant que nous ayons un 
programme de transport approprié.

Nous demandons donc qu’une Commission 
royale soit nommée immédiatement pour 
enquêter sur tous les aspects du TRANS
PORT et recommander un programme afin 
que les provinces de l’Atlantique soient en 
mesure de progresser et de prospérer au 
même rythme que le reste du Canada.

L’EXPLOITATION DES MARITIMES 
DOIT PRENDRE FIN.
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APPENDIX "H"

CAMPBELLTON CITY COUNCIL BRIEF 
TO

STANDING COMMITTEE 
ON

TRANSPORTATION AND 
COMMUNICATIONS

The establishment of Canada as a Federal 
ssytem with a strong central government to 
override and resolve geographical and eco
nomic disparate conditions, in order that the 
whole might became a nation made up of 
equal parts, has been less than successful in 
economic terms. It is apparent that the Mari
time Provinces have lagged behind the rest of 
Canada in terms of personal incomes, stand
ards of living and economic progress. We 
here in the northern-most part of the Mari
times, however, in many instances look upon 
the progress of some of the areas in the Mari
times with a great deal of envy. Indeed it 
may be stated that if there is to be found in 
the Maritimes a sense of frustration, then it is 
fair to say that in Northern New Brunswick 
that sense of frustration is compounded by 
the fact that we have here less industry, less 
educational facilities, less community services 
and lower standards of living than the rest of 
the Maritime Provinces themselves. And so it 
may be said that if Confederation in economic 
terms has seemed to be less than a success to 
the Maritimer, then it has seemed to us in the 
north to have been a complete failure.

Our problem quite simply is geography. We 
have three basic markets for our products: 
export to foreign countries by sea transport; 
export to Eastern United States markets by 
highway, sea and rail; and the Central 
Canadian market by highway, sea and rail. 
Our most successful industries are those 
which export to other nations by sea trans
port, notwithstanding the fact that our com
petitive position is eroded by a subsidized St. 
Lawrence Seaway, which allows central 
Canadian shippers to ship to our traditional 
export markets under equalized ocean trans
port rates. An example of the latter is the 
fact that ocean transport rates from Centra/1 
Canada to Bermuda are the same as from 
Halifax to Bermuda. We do not complain too 
much about our transportation to our Eastern 
U.S. markets because, for a variety of rea-

APPENDICE «H»

MÉMOIRE DU CONSEIL MUNICIPAL 
DE CAMPBELLTON 

AU
COMITÉ PERMANENT 

DES TRANSPORTS ET DES 
COMMUNICATIONS

La constitution du Canada en fédération, 
avec un gouvernement central fort pour sur
monter les difficultés et résoudre les problè
mes dus aux conditions géographiques et éco
nomiques disparates, afin que l’ensemble 
puisse devenir une nation composée de par
ties égales, n’a pas été très heureuse au point 
de vue économique. Il est évident que les 
provinces maritimes sont bien en retard sur 
le reste du Canada sur le plan du revenu des 
particuliers, du niveau de vie et du progrès 
économique. Toutefois, nous qui vivons dans 
la partie la plus septentrionale des Maritimes 
voyons souvent avec beaucoup d’envie les 
progrès réalisés dans certains autres secteurs 
de notre région. En effet, on peut affirmer que 
s’il existe dans les Maritimes un sentiment de 
frustration, dans le nord du Nouveau-Bruns
wick ce sentiment est en partie dû au fait que 
nous avons ici moins d'industrie, moins de 
possibilités d’éducation, moins de services 
communautaires et un niveau de vie plus bas 
que le reste des provinces maritimes elles- 
mêmes. On peut donc dire que si, pour l’habi
tant des provinces maritimes, la Confédéra
tion ne semble pas avoir été un succès du 
point de vue économique, pour nous, qui 
vivons dans le nord de la région, elle a été un 
échec complet.

Notre problème est simplement d’ordre géo
graphique. Nous avons trois marchés princi
paux pour nos produits: nous exportons à 
l’étranger par voie maritime; vers l’est des 
États-Unis et vers le centre du Canada par 
route, par mer et par chemin de fer. Nos 
industries les plus prospères sont celles qui 
exportent vers d’autres nations par voie mari
time, en dépit du fait que la voie maritime du 
Saint-Laurent, qui est subventionnée et per
met aux affréteurs du centre du Canada d’ex
pédier vers nos marchés d’exportation tradi
tionnels à des tarifs maritimes compensés, 
nuit à notre position compétitive. Ainsi, les 
prix de transport par mer du centre du Ca
nada aux Bermudes sont les mêmes que de Ha
lifax aux Bermudes. Nous ne nous plaignons 
pas trop des expéditions que nous effectuons 
vers les marchés de l’est des États-Unis car,
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sons, we are relatively competitive with Cen
tral Canada, notwithstanding the tact that our 
highway systems need to be greatly improved 
and notwithstanding the fact that Confedera
tion requires us to buy from Central Canadi
an manufacturers as opposed to Eastern U.S. 
manufacturers. However, we do strongly sub
mit that, in the context of Confederation and 
what it was meant to be and our role in it, 
we are unable to compete in our own country 
simply because of our geographical position 
in it. There are sound economic reasons for 
the development of industrialized centres in 
Central Canada which industrialization has 
led to the high standards of living and pros
perity of those areas. It is our contention that 
we in the Maritimes, having been forced by 
tariff walls which exist between the U.S.A 
and Canada to buy from the Central Canadi
an market, have reinforced the growth poten
tial of Central Canadian industry and at the 
same time we have been denied effective 
access to those central markets by a national 
transport policy that has not taken our geo
graphical location into account.

If Confederation means anything and if the 
Federal Government is truly concerned about 
the establishment of economically viable 
industry in the Maritime Provinces with a 
resulting higher standard of living here, then 
it must take steps to alter national transport 
policy to overcome our geographical disad
vantage. We have the human resources and 
the natural resources to set up economically 
viable industry in our Atlantic region, pro
vided those industries are able to compete in 
Central Canadian markets through lower 
transportation costs. In other words, the busi
ness enterprise making Kleenex in Truro, 
N.S., should, through subsidized transporta
tion, be in the same economic competitive 
position vis-à-vis transport as his competitor 
making the same product in Brockville, Ont., 
both shipping to the Toronto market. Without 
going into detail with regard to the Maritime 
Freight Rates Act of 1927, it is quite obvious 
that it has failed to carry out its intended 
role. It is our contention that it needs 
amending or indeed there needs to be a 
wholesale review of subsidies being paid to 
transport facilities servicing the Atlantic 
region.

Campbellton is the headquarters of the 
CNR Chaleur Area, and we are very proud of 
our rail facilities. This is not to say that there 
could not be improvements in the services 
which are rendered to us by the CNR. We 
naturally complain when the Ocean Limited

pour de nombreuses raisons, nous pouvons à 
peu près concurrencer le centre du Canada en 
dépit du fait que notre système routier a 
grandement besoin d’être amélioré et que la 
Confédération nous oblige à acheter aux 
fabricants du centre du Canada au lieu d’a
cheter à ceux de l’est américain. Toutefois, 
nous constatons que dans le contexte de la 
Confédération, de ce qu’elle devait être et du 
rôle que nous devions y jouer, il ne nous est 
pas possible de soutenir la concurrence dans 
notre propre pays, en raison de notre situa
tion géographique. De solides raisons écono
miques ont conduit à l’industrialisation de 
certaines régions du centre du Canada, indus
trialisation qui a apporté avec elle la prospé- 
rté et un niveau de vie plus élevé. Nous 
estimons que nous, qui vivons dans les pro
vinces maritimes, avons aidé à cette crois
sance de l’industrie du centre du Canada, 
ayant été forcés par les barrières tarifaires 
qui existent entre les États-Unis et le 
Canada, à acheter à ce marché; en même 
temps, nous nous sommes vu refuser l’accès à 
ces marchés centraux par une politique natio
nale des transports qui n’a pas tenu compte 
de notre situation géographique.

Si la Confédération a un sens et si le gou
vernement fédéral se préoccupe vraiment de 
l’établissement d’une industrie économique
ment viable dans les provinces maritimes, ce 
qui ferait monter notre niveau de vie, il doit 
prendre des mesures pour modifier la politi
que nationale des transports et nous permet
tre de surmonter nos difficultés géographi
ques. Nous avons dans notre région atlantique 
des ressources humaines et naturelles suf
fisantes pour établir une industrie rentable, 
à condition que cette industrie puisse faire 
concurrence aux marchés du centre du 
Canada, grâce à des coûts de transport moins 
élevés. En d’autres termes, l’entreprise qui 
fabrique les produits Kleenex à Truro (Nou
velle-Écosse) devrait, grâce à des subventions 
de transport, se trouver dans une position 
compétitive, au point de vue transport, par 
rapport à sa concurrente de Brockville (Onta
rio) sur le marché de Toronto. Sans entrer 
dans les détails de la loi de 1927 sur les taux 
de transport des marchandises dans les pro
vinces maritimes, je dirai que, de toute évi
dence, elle n’a pas rempli le rôle qui lui était 
prévu. A notre avis, elle a besoin d’être 
modifiée ou alors il faudrait revoir l’ensemble 
des subventions payées aux transports desser
vant la région atlantique.

Campbellton est le siège du district des 
Chaleurs du Canadien-National et nous som
mes très fiers de nos installations ferroviaires. 
Cela ne veut pas dire que les services du 
Canadien-National ne pourraient pas être 
améliorés. Nous nous plaignons bien entendu,
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is taken oft its normal route through the 
northern part of New Brunswick because we 
are deprived ol one of our traditional means 
of transport both West and East. We naturally 
feel there could be improvements in express 
and freight movement in our area. The CNR 
is certainly not without its problems, the 
same as any other corporation in our society. 
The difference is that it is a national public 
company, operating under a national trans
port policy. We therefore reserve our strong
est criticisms for a national transport policy 
which has forced the CNR to restrict its ser
vices to our area; for example, which has 
forced the CNR to save money and reduce 
service by re-routing the Ocean Limited; 
which has forced the CNR to charge high 
freight rates to the detriment of the whole 
Atlantic region. The CNR is merely an instru
ment of national transport policy as it affects 
the Maritime region. I think it is true to say 
that the appointment of Donald Gordon as 
President of the CNR in the 1950’s signalled a 
dramatic change in the CNR from a rather 
lethargic organization into one of the finest 
railroads on the North American Continent. 
From the President down to the ticket-taker, 
a new spirit was instilled for more efficiency, 
based on a single motivation—profit. This 
challenge to make a profit has in fact made 
the CNR much more efficient, but unfortu
nately it has also detracted from the CNR’s 
own image of itself as a public corporation 
acting in the public interest. It has now 
become so bad that most executives of the 
CNR no longer have the public interest at 
heart, but rather the profit of their railroad. 
The profit motive has substantially detracted 
from the CNR’s proper public role. We main
tain that this is where national transport poli
cy must come to bear insofar as it relates to 
rail facilities. It is our view that it would be 
dangerous to the efficiency of the railroad to 
destroy the motivations which have assisted 
in making our publicly owned corporation 
efficient and competitive. We do feel however, 
that it is important to find some form of 
governmental machinery that will maintain 
these motivations and yet allow the Atlantic 
Provinces to compete successfully in a central 
Canadian market. Whether subsidies are paid 
to the shipper or through some other system 
to the CNR is for you to decide. Our firm 
belief is that the CNR can indeed remain 
competitive and efficient and at the same time 
the Atlantic Provinces can also have economi
cally viable industry, based on lower freight 
rates as a rational basis of national transport 
policy. Indeed we would even go so far as to 
suggest that a crash program to attract 
industry to the Atlantic Provinces include 
giving consideration to charging merely token

de ce que l’Ocean Limited doive modifier son 
itinéraire normal à travers la partie septen
trionale du Nouveau-Brunswick, car nous 
sommes privés d’un de nos moyens de trans
port traditionnels tant dans l’est que dans 
l’ouest. Nous estimons, naturellement, que le 
mouvement des messageries et des marchan
dises pourrait être amélioré dans notre 
région. Le Canadien-National n’est certaine
ment pas sans avoir ses problèmes de même 
que toute autre société. La différence est qu’il 
s’agit d’une entreprise publique nationale 
exploitée en application d’une politique natio
nale de transports qui a obligé le Canadien- 
critiques les plus vives à la politique natio
nale de transports qui a obligé le Canadien- 
National à réduire ses services dans notre 
région, qui, par exemple, a obligé le Cana
dien-National à économiser et à réduire son 
service en imposant un nouvel itinéraire à 
l’Ocean Limited; qui a obligé le Canadien- 
National à imposer des tarifs élevés pour le 
transport des marchandises, au détriment de 
toute la région atlantique. Le Canadien-Natio
nal n’est qu’un instrument de la politique 
nationale des transports en ce qui concerne la 
région des provinces maritimes. Je pense qu’il 
est juste de dire que la nomination de Donald 
Gordon comme président du Canadien-Natio
nal, dans les années 1950, a été le signal d’un 
changement radical; d’une organisation plutôt 
léthargique, le Canadien-National est devenu 
un des meilleurs chemins de fer du continent 
nord-américain. Depuis le président jusqu’au 
bas de la hiérarchie, tous font preuve d'une 
efficacité nouvelle fondée sur une motivation 
unique: le profit. Cette ambition—réaliser un 
profit—a certes rendu le Canadien-National 
plus efficace; malheureusement, il a aussi 
effacé l’image que l’on s’en faisait, soit celle 
d’une entreprise publique agissant dans l’inté
rêt public. La situation est telle qu’à l’heure 
actuelle, la plupart des dirigeants du Cana
dien-National n’ont plus à cœur l’intérêt du 
public, mais l’intérêt de leur chemin de fer. 
L’intérêt a éloigné le Canadien-National de 
son rôle vis-à-vis du public. Nous maintenons 
que c’est là que la politique nationale des 
transports doit intervenir en ce qui concerne 
les installations ferroviaires. A mon avis, il 
nuirait à l’efficacité du chemin de fer de 
détruire les motivations qui ont aidé à rendre 
cette entreprise efficace et compétitive. Toute
fois, nous estimons qu’il est important que le 
gouvernement trouve un moyen de maintenir 
ces motivations, tout en permettant aux pro
vinces atlantiques de soutenir la concurrence 
sur le marché du centre du Canada. C’est à 
vous de décider si les subventions doivent 
être payées à l’expéditeur ou au Canadien- 
National par quelque autre moyen. Nous 
croyons fermement que le Canadien-National
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freight charges on goods moving into Central 
Canada.

We have dealt mainly with rail transport as 
the basis of our brief, as it is the most uti
lized means of transport in our region. It has 
this position mainly because of the fact that 
our highway systems are inferior and inade
quate and we have no air transport facilities 
whatsoever. Our Chamber of Commerce Brief 
has indicated the importance which we attach 
to a Second Trunk Trans-Canada Highway, 
not only to improve our means of transport
ing our products to market and improve 
opportunities for our tourist industry, but 
also as a means of allowing for more effective 
urbanization. As an area of scattered popula
tion, it only makes good sense to make our 
investment in school, medical, commercial 
and cultural facilities more centralized in 
order to gain the most from that investment. 
However, in order to make this socially 
acceptable and indeed practical, then modern 
high-speed highways are a prerequisite.

Because of our remote geographical loca
tion both in relation to the rest of the Atlan
tic Provinces and in relation to Central Cana
da, our ability to grow industrially and com
mercially depends to a large extent on our 
accessibility to these other areas. It is very 
difficult for American or Canadian manufac
turers to establish industry here even though 
they might like to, because of the absence of 
air transport facilities, both passenger and air 
express, to service their needs. This is to say 
nothing of the difficulties involved in getting 
to the major market places by our own busi
ness people from here. An adequate passen
ger and air express service linking this north
ern region to both Central Canada and the 
rest of the Maritimes is a fundamental neces
sity if we are to create a necessary economic 
activity to improve our standards of living. 
We are not suggesting here that Air Canada 
provide this service. We are suggesting, 
however, that our airport facilities are com
pletely inadequate to allow for even second
ary carriers to carry out this role. In this 
regard we feel that complete review should 
be made of Air Canada's policy in the Mari
times, giving full consideration to the allow
ance of local airlines to feed Air Canada pas-

peut demeurer efficace et compétitif et que les 
provinces maritimes peuvent, en même 
temps, avoir une industrie viable du point de 
vue économique, grâce à des tarifs de trans
port moins élevés, résultat d’une politique 
nationale des transports rationnelle. Nous 
irions même jusqu’à suggérer qu’un pro
gramme soit rapidement mis à exécution pour 
attirer l’industrie dans les provinces atlanti
ques et qu’il envisage la possibilité d’établir 
des prix de transport purement symboliques 
pour les marchandises expédiées vers le cen
tre du Canada.

Le transport par chemin de fer a fait l’objet 
principal de notre mémoire, car c’est le moyen 
de transport le plus utilisé dans notre région. 
Cela est dû au fait que notre système routier 
est mauvais, insuffisant et que nous n’avons 
pas d’installations de transport aérien. Le 
mémoire de notre Chambre de commerce a 
souligné l’importance que nous attachons à 
une seconde route transcanadienne, non seu
lement pour faciliter le transport de nos mar
chandises vers les marchés et améliorer notre 
industrie touristique, mais aussi pour aider à 
l’urbanisation. Ayant une population très 
dispersée, il ne nous semble raisonnable 
d’investir que dans des installations scolaires, 
médicales, commerciales et culturelles plus 
centralisées, afin de retirer le plus possible de 
cet investissement. Mais, pour que cela puisse 
être acceptable du point de vue social et, en 
fait, possible, une route moderne à grande 
circulation est une condition préalable.

En raison de notre situation géographique 
éloignée tant du reste des provinces atlanti
ques que du centre du Canada, la possibilité 
que nous avons de nous développer au point 
de vue industriel et commercial dépend dans 
une large mesure de la commodité d’accès de 
ces autres régions. Il est très difficile aux 
fabricants américains ou canadiens de créer 
une industrie, dans notre région, même s’ils 
le désirent, étant donné l’absence de trans
ports aériens tant pour les voyageurs que 
pour les marchandises. Sans parler des 
difficultés auxquelles doivent faire face nos 
hommes d’affaires lorsqu’ils veulent se rendre 
sur les marchés importants. Un service aérien 
de voyageurs et de marchandises adéquat, 
reliant notre région septentrionale au centre 
du Canada et au reste des provinces mariti
mes est vraiment essentiel si nous voulons 
créer une activité économique et améliorer 
notre niveau de vie. Nous ne disons pas 
qu’Air Canada doit rendre ce service. Mais 
nous disons que nos aéroports sont tout à fait 
insuffisants pour que des transporteurs même 
d’importance secondaire puissent jouer ce 
rôle. A cet égard, nous estimons que la politi
que d’Air Canada dans les provinces mariti
mes devrait être soigneusement examinée et
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sengers from the north, at central places on 
Air Canada’s through-route system.

In summation, we feel that national trans
port policy should be amended to take into 
consideration the difficult geographical posi
tion of the Atlantic Provinces. The economic 
disparity which exists here is caused by a 
lack of viable industry. The large volumes of 
Federal money which are spent on such 
things as designated area grants and subsidies 
to individual industries will never be success
ful until is realized that the basis of our eco
nomic problem is our geographical transport 
problems. It is our firm conviction that the 
Maritime Provinces have the talents and the 
resources to compete, providing the geo
graphical considerations of transport are 
eliminated.

Respectfully submitted,
THE CAMPBELLTON CITY COUNCIL 

CAMPBELLTON, N.B.

qu’il faudrait envisager la possibilité de per
mettre aux lignes aériennes locales de pour
voir Air Canada en passagers en provenance 
du nord, à des endroits centraux, sur le sys
tème de transit d’Air Canada.

En résumé, nous estimons que la politique 
nationale des transports devrait être revue 
pour tenir compte de la situation géographi
que difficile des provinces atlantiques. Les 
inégalités économiques existant ici sont dues 
à l’absence d’une industrie viable. Les som
mes importantes dépensées par le gouverne
ment fédéral pour les subventions aux régions 
désignées et les subventions aux industries 
privées ne donneront jamais de bons résultats 
si l’on ne réalise pas que notre problème éco
nomique est la conséquence de nos difficultés 
de transport. Nous avons la ferme conviction 
que les provinces maritimes ont les ressources 
et les qualités nécessaires pour soutenir la 
concurrence, à condition que les problèmes de 
transport, dus à notre situation géographique, 
soient résolus.

Respectueusement,
Le Conseil Municipal de 

Campbellton (Nouveau-Brunswick).



M'oit/ioinv.'.- /n03 Jo lioqziniTna 6831 tshr> 8Î

• 5 : ; -.kj istfoo ,i roc - ; - .1

- ■ . 91":
■ 9 - • Î

*1 - at) • qa *t* d-.Lrf.. rarara ,9"!







-LU.









OFFICIAL BILINGUAL ISSUE FASCICULE BILINGUE OFFICIEL

HOUSE OF COMMONS CHAMBRE DES COMMUNES

First Session Première session de la

Twenty-eighth Parliament, 1968-69 vingt-huitième législature, 1968-1969

STANDING COMMITTEE COMITÉ PERMANENT

ON DES

TRANSPORT TRANSPORTS
AND COMMUNICATIONS ET DES COMMUNICATIONS

Chairman H.-Pit Lessard Président

MINUTES OF PROCEEDINGS 

AND EVIDENCE

No. 14 

Volume 1

FEBRUARY 19, 1969 LE 19 FÉVRIER 1969

FEBRUARY 20, 1969 LE 20 FÉVRIER 1969

HALIFAX, N.S. HALIFAX, N.-É.

PROCÈS-VERBAUX ET 

TÉMOIGNAGES

Respecting Concernant
Transportation problems of the 

Atlantic Provinces.
Problèmes de transport dans les 

provinces de l’Atlantique.

WITNESSES—TÉMOINS

(See Minutes of Proceedings) (Voir procès-verbaux)

29691—1

The Queen's Printer, Ottawa, 1969 
L'Imprimeur de la Reine, Ottawa. 1969



STANDING COMMITTEE ON 
TRANSPORT AND COMMUNICATIONS

Chairman: Mr. H.-Pit Lessard 
Vice-Chairman: Mr. Pat Mahoney 

and Messrs.

COMITÉ PERMANENT DES 
TRANSPORTS ET DES 

COMMUNICATIONS 
Président: M. H.-Pit Lessard 

Vice-président: M. Pat Mahoney 
et MM.

Allmand
Br eau
Carter
Corbin
Godin
Horner

McGrath
Nesbitt
Nowlan
Perrault
Portelance
Pringle

Rock
Rose
Skoberg
Thomas (Moncton) 
Trudel
Turner (London East)



[Text]
MINUTES OF PROCEEDINGS

Wednesday, February 19, 1969.
(19)

The Standing Committee on Transport 
and Communications met this day at 9:30 
a.m. in Halifax, Nova Scotia. The Chair
man, Mr. H.-Pit Lessard, presiding.

Members present: Messrs. Alim and, 
Breau, Carter, Corbin, Godin, Horner, Les
sard (LaSalle), McGrath, Mahoney, Nes
bitt, Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Skoberg, Thomas (Moncton), 
Trudel, Turner (London East) — (20).

Also present: Mr. J. M. Forrestall, M.P., 
Mr. Louis Comeau, M.P.

In attendance: From Canadian Transport 
Commission: Mr. Joseph Hanley.

Witnesses: From the Yarmouth Board 
of Trade: Messrs. R. B. Killam, Past Presi
dent and C. R. Hurst, Past President. From 
the Provincial Government of Nova Scotia: 
Dr. T. J. McKeough, Minister of Trade and 
Industry; Mr. J. O. Millard, Executive 
Assistant to the Minister of Highways. 
From the Sydney Regional Harbour De
velopment Board: Messrs. Bruce Mac
Donald and James J. MacDonald. From 
the Society of Atlantic Initiative: Messrs. 
F. M. Waller; A. J. Unsworth and T. Bos- 
wick. From the Cape Breton Regional 
Planning Commission: Messrs. Frank Hick
ey, Chairman; W. B. Thomson, Director 
of Regional Planning. From the Sydney 
Steel Corporation: Messrs. Arnold Hicks. 
From Moirs Limited: Messrs. Clarence C. 
Ivey, Vice-President and Ronald N. Pugs- 
ley, Solicitor.

The Chairman invited Premier Smith of 
Nova Scotia to make an opening statement.

Following these remarks the Chairman 
introduced the witnesses and requested 
them to summarize their respective briefs 
before being questioned thereon.

(See Appendix “I”) for Sydney Steel 
brief.

[Traduction]
PROCÈS-VERBAUX

Le mercredi 19 février 1969 
(19)

Le Comité permanent des transports et 
des communications se réunit ce matin à 
9 h. 30, à Halifax (N.-É.), sous la prési
dence de M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
McGrath, Mahoney, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel et 
Turner (London-Est)—(20).

De même que: MM. J. M. Forrestall et 
Louis Comeau, députés.

Assistait à la réunion: de la Commission 
canadienne des Transports: M. Joseph 
Hanley.

Aussi présents: de la Chambre de com
merce de Yarmouth: MM. R. B. Killam et 
C. R. Hurst, anciens présidents; du gou
vernement provincial de la Nouvelle- 
Écosse: M. T. J. McKeough, ministre du 
Commerce et de l’Industrie, et M. J. O. 
Millard, directeur du cabinet du ministre 
de la Voirie; du Sydney Regional Harbour 
Development Board: MM. Bruce Mac- 
Donald et James J. MacDonald: de la So
ciety of Atlantic Initiative: MM. F. M. 
Waller, A. J. Unsworth et T. Boswick; 
de la Cape Breton Regional Planning 
Commission: MM. Frank Hickey, prési
dent, et W. B. Thomson, directeur de 
la planification régionale; de la Sydney 
Steel Corporation: M. Arnold Hicks; de la 
Moirs Limited: MM. Clarence C. Ivey, 
vice-président, et Ronald N. Pugsley, avo
cat.

Le président invite le premier ministre 
de la Nouvelle-Écosse, M. Smith, à pro
noncer une déclaration liminaire.

Ensuite, le président présente les té
moins et leur demande de résumer leurs 
mémoires respectifs avant d'être interro
gés.

(Voir l’appendice «I»)—mémoire de la 
Sydney Steel

29691—1}
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(See Appendix “J”) for Moirs Limited 
brief.

At 12:35 o’clock p.m. the Committee ad
journed until 2:00 p.m. this day.

AFTERNOON SITTING
(20)

The Standing Committee on Transport 
and Communications met this afternoon at 
2:05 p.m., in Halifax, Nova Scotia. The 
Chairman, Mr. H.-Pit Lessard, presided.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, Les
sard (LaSalle), Mahoney, Nesbitt, Nowlan, 
Perrault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel, Tur
ner (London East)—(19).

Witnesses: From the Port of Halifax 
Commission: Messsr. Ray March, secretary; 
J. L. Grice, Traffic Analyst and Peter Dor- 
rington, Assistant Executive Secretary. 
From the Annapolis Valley Food Proces
sors: Messrs. A. E. Calkin; R. J. McGrath; 
L. Javorek; John Egan; and Vlad Fejtek. 
Mr. L. B. Sellick, Private Citizen.

The Chairman introduced the witnesses 
and asked them to summarize their respec
tive briefs before being questioned thereon.

At 4:00 p.m. the Committee adjourned 
until 8:00 o’clock p.m. this evening.

(Voir l’appendice «J»)—mémoire de la 
Moirs Limited

A midi et 35 minutes, la séance est levée 
jusqu’à 14 heures.

SÉANCE DE L’APRÈS-MIDI
(20)

Le Comité permanent des transports et 
des communications se réunit à 14 h. 05, 
à Halifax (N.-É.), sous la présidence de 
M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
Mahoney, Nesbitt, Nowlan, Perrault, Por
telance, Pringle, Rock, Rose, Skoberg, 
Thomas (Moncton), Trudel et Turner 
(London-Est)—(19).

Témoins: du Conseil du port de Halifax: 
MM. Ray March, secrétaire, J. L. Grice, 
analyste du trafic, et Peter Dorrington, 
secrétaire exécutif adjoint; de l’Annapolis 
Valley Food Processors: MM. A. E. Calkin, 
R. J. McGrath, L. Javorek, John Egan et 
Vlad Fejtek; à titre de simple citoyen: M. 
L. B. Sellick.

Le président présente les témoins et leur 
demande de résumer leurs mémoires res
pectifs avant d’être interrogés.

A 16 heures, la séance est levée jusqu’à 
20 heures.

EVENING SITTING
(21)

The Standing Committee on Transport 
and Communications met this day at 8:05 
p.m. in Halifax, Nova Scotia. The Chair
man, Mr. H.-Pit Lessard, presided.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Lessard (La
Salle), Mahoney, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel, Tur
ner (London East)—(18).

Also present: Mr. Louis Comeau, M.P.
Witnesses: From the Halifax Board of 

Trade: Mr. George B. Robertson, Vice- 
President. From the City of Dartmouth:

SÉANCE DU SOIR
(21)

Le Comité permanent des transports et 
des communications se réunit ce soir à 
8 h. 05 à Halifax (N.-É.), sous la prési
dence de M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Lessard (LaSalle), Ma
honey, Nesbitt, Nowlan, Perrault, Porte
lance, Pringle, Rock, Rose, Skoberg, 
Thomas (Moncton), Trudel et Turner 
( London-Est )—(18).

De même que: M. Louis Comeau, député.
Aussi présents: de la Chambre de com

merce de Halifax: M. George B. Robert
son, vice-président; de la ville de Dart-
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Mayor Roland J. Thornhill and Messrs. M. 
E. Lloyd, Director of Planning, and Paul 
Morash, President of Dartmouth Chamber 
of Commerce. From the Voluntary Plan
ning Board of Nova Scotia: Messrs. J. R. 
Mills, Director; D. A. Ford, Secretary. 
From the Atlantic Provinces Economic 
Council: Messrs. Nelson Mann, Executive 
Vice-President and Arthur Parks, Chief 
Economist. From Guilfords Limited: 
Messrs. A. D. Guilford, President and G. 
S. Graham. From Annapolis Valley Affili
ated Boards of Trade (AVABT): Mr. 
Edwin Elliott, President; Mr. C. D. Snow, 
Chairman, Transportation Committee; 
Major J. G. Mimms, Executive Manager 
AVABT; Mr. Leonard Small, member. 
From Industrial Estates Limited: Messrs. 
R. S. Brookfield; R. S. Shephard, and R. N. 
Pugsley.

The Chairman introduced the witnesses 
and asked them to summarize their respec
tive briefs before being questioned thereon.

(See Appendix “K”) for the brief of 
Annapolis Valley Affiliated Boards of 
Trade.

(See Appendix “L”) for the brief of 
Industrial Estates.

At 10:50 o’clock p.m. the Committee 
adjourned until 9:30 a.m. on Thursday, 
February 20, 1969.

mouth: le maire, M. Roland J. Thornhill, 
M. M. E. Lloyd, directeur de la planifica- 
cation, et M. Paul Morash, président de la 
Chambre de commerce de Dartmouth; de 
la Voluntary Planning Board of Nova 
Scotia: MM. J. R. Mills, directeur et D. A. 
Ford, secrétaire; du Conseil économique 
des provinces de l’Atlantique: MM. Nelson 
Mann, vice-président exécutif, et Arthur 
Parks, économiste en chef; de la Guilfords 
Limited: MM. A. D. Guilford, président, 
et G. S. Graham; des Chambres de com
merce affiliées de la vallée d’Annapolis 
(AVABT): M. Edwin Elliott, président, 
M. C. D. Snow, président du Comité des 
transports; le major J. G. Mimms, direc
teur exécutif de l’AVABT, et M. Leonard 
Small, membre; de l’industrial Estates 
Limited: MM. R. S. Brookfield, R. S. Shep
hard et R. N. Pugsley.

Le président présente les témoins et leur 
demande de résumer leurs mémoires res
pectifs avant d’être interrogés.

(Voir l’appendice «K»)—mémoire des 
chambres de commerce affiliées de la val
lée d’Annapolis.

(Voir l’appendice “L”)—mémoire de 
l’industrial Estates.

A 22 heures, le Comité s’ajourne 
jusqu’au jeudi, le 20 février, à 9 heures 
30 du matin.

Le secrétaire du Comité, 
Robert Normand, 

Clerk of the Committee.

[Text]
Thursday, February 20, 1969.

(22)

The Standing Committee on Transport 
and Communications met this day in Hali
fax, Nova Scotia at 9:30 a.m. this day, the 
Chairman, Mr. H.-Pit Lessard, presiding.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Godin, Horner, Les
sard (LaSalle), McGrath, Mahoney, Nes
bitt, Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Skoberg, Thomas (Moncton), 
Trudel, Turner (London East)—(20).

Also present: Mr. R. J. McCleave, M.P.

[Traduction]
Le jeudi 20 février 1969

(22)

Le Comité permanent des transports et 
des communications se réunit à Halifax 
(N.-É.), à 9 heures 30 ce matin, sous la 
présidence de M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Godin, Horner, Lessard (LaSalle), 
McGrath, Mahoney, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Skoberg, Thomas (Moncton), Trudel et 
Turner (London-Est)—(20).

De même que: M. R. J. McCleave, dé
puté.



Witnesses: From the Nova Scotia Fish 
Packers Association: Messrs. R. G. Smith, 
President; Ian Dunbar; A. Cunningham; 
R. F. Johnson and J. A. Tupper. From the 
Nova Scotia, New Brunswick, Prince Ed
ward Island and Newfoundland Federa
tions of Labour: Messrs. A. B. Carew, Di
rector of Research; J. K. Bell and L. K. 
Abbott. From Stanfield's Limited: Mr. 
Thomas Stanfield, President. From Truro 
Area Industrial Commission: Mr. J. M. 
Murphy, Secretary.

The Committee agreed to permit the 
filming of the Committee during its deli
berations.

The Chairman introduced the witnesses 
and asked them to summarize their respec
tive briefs before being questioned thereon.

The Chairman thanked the witnesses 
and at 12:05 p.m., the Committee ad
journed until 2:00 p.m. this afternoon.

AFTERNOON SITTING 
(23)

The Standing Committee on Transport 
and Communications met this day at 2:10 
p.m. in Halifax. The Chairman, Mr. H.-Pit 
Lessard, presided.

Members present: Messrs. Allmand, 
Breau, Carter, Corbin, Horner, Lessard 
(LaSalle), McGrath, Mahoney, Nesbitt, 
Nowlan, Perrault, Portelance, Pringle, 
Rock, Rose, Thomas (Moncton), Trudel, 
Turner (London East) — (18).

Also present: Mr. R. J. McCleave, M.P.

Witnesses: From the Maritime Lumber 
Bureau: Messrs. C. E. Bragg, Past Chair
man, Transportation Committee; C. H. 
Sproule, Chairman, and A. F. Myers, Sec
retary-Manager. From Simpsons-Sears 
Limited: Messrs. R. Mossman, Assistant to 
the Operating Superintendent and C. A. 
MacDonald, Traffic and Customs Manager. 
From the Canadian Keyes Fibre Company: 
Messrs. R. E. Pugsley, Solicitor; E. L. Dill- 
man, Traffic Manager, and C. C. Holmes, 
Treasurer. From Anil Canada Limited: Mr. 
L. H. Coffin, General Manager. From the

Aussi présents: de la Nova Scotia Fish 
Packers Association: MM. R. G. Smith, 
président, Ian Dunbar, A. Cunningham, 
R. F. Johnson et J. A. Tupper; des fédéra
tions ouvrières de Nouvelle-Écosse, du 
Nouveau-Brunswick et de l’île du Prince- 
Édouard: MM. A. B. Carew, directeur de 
la recherche, J. K. Bell et L. K. Abbott; 
de la Stanfield’s Limited: M. Thomas Stan
field, président; de la Commission indus
trielle de la région de Truro: M. J. M. 
Murphy, secrétaire.

Le Comité convient que ses délibéra
tions soient filmées.

Le président présente les témoins et leur 
demande de résumer leurs mémoires res
pectifs avant d’être interrogés.

Le président remercie les témoins et, à 
12 h. 05, la séance est levée jusqu’à 2 
heures de l’après-midi.

SÉANCE DE L’APRÈS-MIDI 
(23)

Le Comité permanent des transports et 
des communications se réunit aujourd’hui 
à Halifax à 14 h. 10, sous la présidence de 
M. H.-Pit Lessard.

Présents: MM. Allmand, Breau, Carter, 
Corbin, Horner, Lessard (LaSalle), Mc
Grath, Mahoney, Nesbitt, Nowlan, Per
rault, Portelance, Pringle, Rock, Rose, 
Thomas (Moncton), Trudel et Turner 
( London-Ést )—(18).

Aussi présent: M. R. J. McCleave, dé
puté.

Témoins: du Maritime Lumber Bureau: 
M. C. E. Bragg, président sortant, Comité 
des transports; M. C. H. Sproule, prési
dent, et M. A. F. Myers, secrétaire et di
recteur; de Simpsons-Sears Limited: MM. 
R. Mossman, adjoint du surintendant de 
l’exploitation, et C. A. MacDonald, direc
teur du traffic et de la douane; de la Cana
dian Keyes Fibre Company: MM. R. E. 
Pugsley, conseiller juridique, E. L. Dill— 
man, directeur du traffic et C. C. Holmes, 
trésorier; de l’Anil Canada Limited: M. 
L. H. Coffin, directeur général; de la
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Schubenacadie River Crossing Committee: 
Messrs. H. MacDuffie; John Murphy ; 
Clarence Johnston and J. A. Ettinger, 
M.L.A.

The Chairman introduced the witnesses 
and requested them to summarize their 
respective briefs before being questioned 
thereon.

(See Appendix “M”) for brief of Cana
dian Keyes Fibre Company.

(See Appendix “N”) for brief of Anil 
Canada Limited.

(See Appendix “O”) for brief of Shu- 
benacadie River Crossing.

(See Appendix “P”) for brief of Sur- 
rette Battery Company Limited.

The Chairman thanked the witnesses and 
at 3:45 p.m., the Committee adjourned to 
the call of the Chair.

Shubenacadie River Crossing Committee: 
MM. H. MacDuffie, John Murphy, Clarence 
Johnston et J. A. Ettinger, membre de 
l’Assemblée législative.

Le président présente les témoins et leur 
demande de résumer leurs mémoires res
pectifs avant d’être interrogés.

(Voir l’appendice «M»)—mémoire de la 
Canadian Keyes Fibre Company.

(Voir l’appendice *N»)—mémoire de 
l’Anil Canada Limited.

(Voir l’appendice «O»)—mémoire de la 
Shubenacadie River Crossing.

(Voir l’appendice «P»)—mémoire de la 
Surrette Battery Company.

Le président remercie les témoins et, à 
15 h. 45, le Comité s’ajourne jusqu’à nou
velle convocation du président.

Le secrétaire du Comité, 
Robert Normand, 

Clerk of the Committee.

14—7





[Texte]

EVIDENCE
(Recorded by Electronic Apparatus)

The Chairman: Ladies and gentlemen, I 
welcome you all to this first sitting this morn
ing in Nova Scotia of the Transport Commit
tee. Before going any further I would like to 
call upon a man most of you know, the 
Premier of this province, the Hon. Mr. G. I. 
Smith, to come forward to say a few words to 
you.

Hon. G. I. Smith (Premier, Nova Scotia):
Mr. Chairman, gentlemen, it is an honour to 
have this Committee with us and to be 
allowed a moment to say a word or two to 
you.

I want to offer you the very warmest wel
come to Nova Scotia. We are very encouraged 
to have the House of Commons sufficiently 
concerned with the transportation problems 
in this region to arrange for your mission 
here, and we remember, of course, it is the 
second mission. We think it is particularly a 
mark of interest to renew the expedition 
which was not quite finished on another occa
sion. I want to say that we down here 
believe that transportation is one of the fun
damental keys to our hope of making faster 
progress than heretofore has been our for
tune. We are, therefore, particularly delighted 
that the House of Commons is taking it so 
seriously.

The Minister of Trade and Industry of the 
province, Dr. T. J. McKeough, will seek an 
opportunity to say just a word or two to you. 
All I want to say now is that we are glad to 
have you here. I am glad to see so many 
people from so many different parts of the 
province here and I expect many of them will 
have things they want to place before you. I 
want to assure you that if there is any way in 
which we can be helpful, whether in small 
matters or larger ones, you have but to let us 
know and what we can do we will do cheer
fully and gladly. May your deliberations be 
very successful, and you have our warmest 
wishes. Thank you.

The Chairman: Thank you very much, 
Premier Smith for your kind words. I will 
have to repeat what I have said every day 
since we started this tour and I hate to do it 
because I must ask everybody who has a

[Interprétation]
TÉMOIGNAGES

(Enregistrement électronique)
Le président: Mesdames et messieurs, j’ai

merais vous souhaiter à tous la bienvenue à 
la première réunion ici ce matin du Comité 
permanent des transports et des communica
tions. Avant d’aller plus loin je demanderai à 
quelqu’un qui est connu de la plupart d’entre 
vous, en l’occurence le premier ministre de la 
province, l’honorable G. I. Smith, de venir 
vous dire quelques mots.

Hon. G. I. Smith (premier ministre de la 
Nouvelle-Écosse): Monsieur le président, mes
sieurs. Je suis heureux de voir le Comité 
parmi nous et de pouvoir vous adresser quel
ques mots.

Je voudrais vous souhaiter la plus cordiale 
bienvenue ici en Nouvelle-Écosse. Nous som
mes très encouragés de voir la Chambre des 
communes se préoccuper suffisamment du 
problème des transports dans notre région 
pour que vous veniez ici. Évidemment nous 
nous souvenons que c’est la deuxième mission 
qui vient ici. Nous considérons comme une 
preuve d’intérêt le fait que le Comité fasse un 
nouveau voyage pour terminer ce qui avait 
été interrompu à une autre occasion. J’aime
rais dire que nous croyons ici que les pro
blèmes du transport sont la clé vraiment 
essentielle si nous voulons pouvoir faire plus 
de progrès que nous n’en avons fait par le 
passé. En conséquence nous sommes tout par
ticulièrement heureux du fait que la Chambre 
des communes étudie ce problème de façon 
aussi sérieuse.

Le ministre du Commerce et de l’Industrie 
de la province, M. T. J. McKeough, essaiera 
de vous dire quelques mots. Tout ce que je 
veux vous dire pour le moment c’est que nous 
sommes très heureux de vous accueillir. Je 
suis très heureux de voir tant de gens des 
diverses régions de la province ici ce matin, 
et j’imagine qu’on aura plusieurs problèmes à 
vous poser. Je veux vous assurer que s’il y a 
le moindrement moyen de vous être utile en 
de petits détails ou en d’autres choses, veuil
lez nous l’indiquer, et nous le ferons volon
tiers. Et j’espère que vos délibérations seront 
couronnées de succès et vous avez nos meil
leurs vœux. Je vous remercie.

Le président: Je vous remercie, monsieur le 
premier ministre de ces paroles bienveillan
tes. J’aimerais répéter encore une fois ce que 
j’ai dit à tous les jours depuis que nous avons 
commencé la tournée. Je n’aime pas le faire.
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[Text]
brief to present this morning to try to be as 
brief as they can, because we have about 40 
briefs to hear between now and tomorrow at 
six o’clock. I would hate to leave Halifax not 
having heard some of the briefs.

Once again I ask those people who are 
going to present briefs to be as brief as you 
can on your presentation. As you know, we 
have had most of these briefs for about a 
year in Ottawa. Most of them were studied by 
the Committee and I believe this will give the 
members of the Committee the opportunity of 
putting more questions to you, and I believe 
this will be a great help to us in making our 
report.

Our first brief this morning is from The 
Yarmouth Board of Trade and I will call 
upon the gentlemen to come forward. Page 
661 of the Minutes of Proceedings. Mr. Killam 
is going to give us a brief summary before 
you ask questions.

Mr. R. B. Killam (Past President. The Yar
mouth Board of Trade): Mr. Chairman, ladies 
and gentlemen, on behalf of the Board of 
Trade I want to thank the Transportation 
Committee for the acceptance of our brief 
and for the arrangements for us to appear 
here this morning. I just propose to read the 
resolution which was presented, touch on one 
or two items in the brief and then I would be 
prepared to answer questions either at this 
meeting, or if any member of the staff that is 
here wishes to ask me any questions after
wards, I will be prepared to stay and do what 
I can.

WHEREAS the greatest potential for 
future development in Western Nova 
Scotia is associated with the fishing 
industry, the tourist industry, and the 
agricultural and industrial products 
industries;
AND WHEREAS the markets for the 
fishing and agricultural and industrial 
products industries are largely the United 
States and Central Canada;
AND WHEREAS the tourist potential is 
also largely in the United United States 
and Central Canada;
AND WHEREAS adequate water trans
portation is essential to the development 
of all these industries;
AND WHEREAS existing water transpor
tation is grossly inadequate to service 
these needs;

[Interpretation]
mais c’est nécessaire. J’aimerais demander à 
tous ceux qui ont des mémoires à présenter 
ce matin, d’être aussi brefs que possible car 
nous avons environ quarante mémoires à 
entendre ici, de ce matin à demain soir six 
heures. Je n’aimerais pas devoir quitter Hali
fax sans avoir entendu certains mémoires.

Encore une fois je demanderais à tous ceux 
qui doivent présenter des mémoires d’être 
aussi rapides et aussi brefs que possible dans 
la présentation. Comme vous le savez, nous 
avons ces mémoires depuis un an environ, la 
plupart ont été étudiés par les membres du 
comité et j’ai l’impression que cela donnera 
l’occasion aux membres du comité qui sont 
ici, de vous poser encore plus de questions. 
C’est en fait en vous posant plus de questions 
que cela nous aidera beaucoup à faire notre 
rapport.

La première présentation de mémoires ce 
matin nous vient de la Chambre de commerce 
de Yarmouth. Et je demanderais donc aux 
messieurs de se présenter. Page 661 du procès 
verbal. M. Killam va nous donner un bref 
résumé avant la période de questions.

M. R. B. Killam (ex-présidenl de la Cham
bre de commerce de Yarmouth): Monsieur le 
président, mesdames et messieurs. J’aimerais 
remercier, au nom de la Chambre de com
merce, le Comité des transports d’avoir 
accepté notre mémoire et d’avoir pris les dis
positions voulues pour que nous puissions 
comparaître devant vous ce matin. Je propose 
tout simplement de vous lire la résolution qui 
a été présentée et traiter d’une ou deux cho
ses dans le mémoire et ensuite je pourrais 
répondre à des questions, soit à la présente 
réunion, ou s’il y a un autre membre du 
personnel qui est ici et désire me poser des 
questions, je serais prêt à faire tout ce que je 
peux.

ATTENDU que le développement futur 
de l’ouest de la Nouvelle-Écosse dépend 
principalement de la pêche, du tourisme 
et des produits de l’agriculture et de 
l’industrie;
ATTENDU que les États-Unis et le centre 
du Canada constituent pour une grande 
part les marchés de la pêche, de l’agricul
ture et de l’industrie;
ATTENDU que les touristes viennent 
aussi en grande partie des États-Unis et 
du centre du Canada;
ATTENDU qu’il faut des transports mari
times convenables pour que ces industries 
prennent de l’expansion;
ATTENDU que les transports maritimes 
actuels ne satisfont absolument pas aux 
exigences de ces industries;
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[Texte]
BE IT RESOLVED that the Yarmouth 
Board of Trade earnestly petitions the 
House of Commons Standing Committee 
on Transport and Communications to 
consider and report on means of 
improvement of the water transportation

(1) between Yarmouth and New 
England

(2) between Digby, Nova Scotia and 
Saint John, New Brunswick

In the literature or information which 
accompanied this resolution, there are two 
points to which I want to refer. One is the 
question of the replacement of the motor 
vessel Bluenose. The last time, in the process 
of getting the Bluenose for Western Nova 
Scotia, which, as I think all of you know, 
runs between Bar Harbour, Maine, and Yar
mouth, Nova Scotia, I think the various 
stages of discussion took some six to seven 
years to obtain the Bluenose. It is now 13 or 
14 years old. I do not know what the life of a 
diesel-powered boat is, but in the foreseeable 
future we will have to think about replacing 
it.

The other item which we found in the 
process of gathering our information is that 
we asked the public travelling in cars coming 
off the Bluenose, where they were going up 
Route 1 through the Annapolis Valley, or 
Route 3 down the South shore. We did not 
ask them how far up Route 1, or how far 
down Route 3 they were going; we only asked 
them if they were going by Route 1 or Route 
3.

We asked this question during the month of 
July until the middle of August and we found 
that it was of the order of fifty per cent of 
the people going by Route 1 and fifty per cent 
going down Route 3. As I said, I do not know 
how far down either road they were going.

The Board of Trade is also very much con
cerned with all transportation problems, such 
as the air facilities in and out of Yarmouth, 
the rail facilities, the cost of rail freight, and 
so on. So, we feel that our particular contri
bution to this Committee should be strongly 
concerned with times which very basically 
affect the Western Nova Scotia in particular, 
rather than the whole of the Maritimes. That 
is why we have concentrated our brief on 
water transportation problems between Yar
mouth, or Western Nova Scotia as far as 
Digby is concerned, and we consider that a 
Western Nova Scotia problem.

If there is any member of the Committee 
who would like to ask a question, I will do

[Interprétation]
IL EST RÉSOLU que la Chambre de 
Commerce de Yarmouth prie instamment 
le Comité permanent de la Chambre des 
Communes sur les transports et les com
munications de mener une étude et de 
faire rapport sur les moyens d’améliorer 
les transports maritimes

(1) entre Yarmouth et la Nouvelle- 
Angleterre,

(2) entre Digby (Nouvelle-Écosse) et St- 
Jean (Nouveau-Brunswick).

Dans la documentation qui se trouvait avec 
la résolution il y a deux points auxquels je 
voudrais me reporter. Tout d’abord la ques
tion du remplacement du navire à moteur 
Bluenose. La dernière fois qu’on a parlé d’ob
tenir le Bluenose pour l’ouest de la Nouvelle- 
Écosse, dont le parcours va de Bar Harbour 
(Maine) et Yarmouth (Nouvelle-Écosse) je crois 
que cela a pris six ou sept ans pour l’obtenir. 
Il a maintenant 13 ou 14 ans. Je ne sais pas 
quelle est la vie ou la durée d’un navire à 
moteur, mais ce serait maintenant le moment 
de songer à son remplacement.

La deuxième chose que nous avons trouvée 
en réunissant notre documentation, c’est que 
nous avons demandé aux gens débarquant du 
Bluenose s’ils empruntaient la route numéro 1 
à travers la vallée de 1’Annapolis ou la route 
numéro 3 sur la rive sud. Nous n’avons pas 
demandé jusqu’où ils se rendaient sur la route 
numéro 1 ou 3, on leur demandait tout simple
ment quelle route Ils devaient emprunter.

Nous avons posé la question à partir du 
mois de juillet jusqu’au milieu d’août, et 
quand nous avons terminé nous avons trouvé 
qu’il y en avait la moitié qui empruntait la 
route numéro 1, et l’autre qui empruntait la 
route numéro 3. Comme je vous dis je ne sais 
pas jusqu’à quel point ils se rendaient sur 
chacune des routes.

La Chambre de commerce se préoccupe 
aussi de tous les autres problèmes de trans
port, comme le service aérien à partir de 
Yarmouth, le service ferroviaire et le service 
de marchandises aussi. Mais nous croyons que 
notre contribution a votre comité devrait por
ter surtout sur les aspects qui touchent à 
l’ouest de la Nouvelle-Écosse en particulier 
plutôt que toutes les provinces des maritimes. 
La seule raison pour laquelle nous avons in
sisté surtout sur les problèmes de transport 
maritime entre Yarmouth, ou l’ouest de la 
Nouvelle-Écosse et Digby. Nous considérons 
cela comme un problème de l’ouest de la 
Nouvelle-Écosse.

S’il y a un membre du comité qui désire 
poser une question, je répondrai dans la
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[Text]
my best to answer it. I have a great amount 
of material here. Whether I do it now or after 
the meeting, I will be glad to try.

The Chairman: Are there any questions? 
Mr. McGrath?

Mr. McGrath: Are you satisfied with the 
rates on the Bluenose? Do you think they 
should be changed or modified—decreased?

Mr. Killam: We hear a great deal about this 
question of whether the rates for trucks are 
too high. I believe in that rate structure it is 
generally down in the winter time and up in 
the summertime. In other words, they try to 
encourage the truck traffic when the number 
of cars available is at a reduced quantity. 
However, I hear quite a lot from the trucking 
industry that they wish the rates were consis
tent the year round, and I do not think that is 
the case.

Mr. McGralh: As the Board of Trade, do 
you think the rates are fair?

Mr. Killam: I do not know just how to 
answer that sir. So long as the water rates are 
such that the traffic is encouraged to use it, 
and our experience has been that at the low 
rate in the winter time, it is not a dead cer
tainty that it pays. The rates are just at the 
limit: I would put it that way. If they were 
higher, I think that a lot of the traffic would 
go by road, if the roads were not a problem.

Mr. Corbin: What is the normal life expect
ancy of a ferry of the type of the Bluenose?

Mr. Killam: I have heard the figure 20 
years, but I am not in the shipping business 
and I am afraid I could not give an adequate 
answer.

Mr. Corbin: You said the Bluenose so far 
has been 17 years in service?

Mr. Killam: I think that is high. I think it 
is 13 or 14.

Mr. Corbin: Thirteen, I believe.
Mr. Killam: I believe that is right.
Mr. Corbin: Is there much traffic on the 

Bluenose going on from Bar Harbour to Cen
tral Canada, to Montreal or Toronto, through 
the American States?

Mr. Killam: I have no figures with me at 
the present time showing the number of 
Canadian cars coming across in the Bluenose.
I am sure it is available. I could say this, I 
think without fear of being wrong, that there

[Interpretation]
mesure du possible. J’ai beaucoup de docu
mentation ici, et si je puis faire soit mainte
nant ou soit après la réunion, je serai heu
reux de le faire.

Le président: Y a-t-il des questions à 
poser? M. McGrath?

M. McGralh: Êtes-vous satisfait des taux 
pour le Bluenose? Croyez-vous qu’on devrait 
les diminuer ou les changer?

M. Killam: Nous entendons parler beaucoup 
de la question de savoir si les taux pour les 
camions sont trop élevés. J’ai l’impression que 
les taux varient, qu’ils sont plus bas en hiver 
et plus élevés en été. Par conséquent on 
essaie d’obtenir plus de camions quand le 
nombre d’automobiles est réduit. Mais, d’a
près ce que l’industrie du camionnage nous 
dit, on voudrait que les taux soient uniformes 
à longueur d’année et je ne crois pas que 
ce soit le cas.

M. McGrath: Tout comme la Chambre de 
commerce assumez-vous que les taux soient 
justes?

M. Killam: Je ne sais pas exactement com
ment répondre, monsieur. Aussi longtemps 
que les taux de transport par eau sont tels 
qu’on encourage les gens à emprunter ce 
moyen de transport—et surtout en hiver, ce 
n’est pas sûrement rentable. Les taux sont 
presque rendus à la limite. Mais s’ils étaient 
plus élevés, je crois que plusieurs emprunte
raient les routes à condition évidemment que 
les routes ne posent pas de problèmes.

M. Corbin: Quelle serait la durée normale 
d’un transporteur du genre du Bluenose?

M. Killam: J’ai entendu parler de 20 ans, 
mais je ne connais pas le transport maritime. 
Alors, je ne suis pas en mesure de vous don
ner de réponse exacte.

M. Corbin: Le Bluenose est en service 
depuis 17 ans?

M. Killam: Je crois que c’est 13 ou 14 ans.

M. Corbin: Treize, je crois.
M. Killam: Je crois que c’est exact.
M. Corbin: Y a-t-il beaucoup de voyageurs 

ou de traffic qui débarquent du Bluenose et 
poursuivent leur route jusqu’au centre du 
Canada, à travers les États-Unis?

M. Killam: Je n'ai pas les chiffres en mains 
qui vous indiqueraient le nombre d’automo
biles qui pourront traverser sur le Bluenose. 
Je crois toutefois que je pourrais vous dire 
sans me tromper qu’il y a un certain nombre
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[Texte] [Interprétation]
is a substantial number of Quebec and de Québécois et d’Ontariens qui empruntent 
Ontario cars using the Bluenose. le Bluenose.

Mr. Corbin: Besides cars what percentage 
of vehicles using the ferry would be heavy 
transports.

Mr. Killam: You mean trucks? I am afraid 
I could not answer that question at all sir.

Mr. Corbin: Thank you.

Mr. Thomas (Moncton): Mr. Chairman, I 
want to ask the witness two questions. I no
ticed in your original brief you made refer
ence to the Digby-Saint John run, but you 
did not say too much about it this morning. Is 
that because you are satisfied now with the 
announcement of the new ferry service that is 
to come on; this is a twice daily run, is it 
not?

Mr. Killam: I was speaking to Mr. Benoit 
of the CPR yesterday, just to thank him for 
his announcement regarding the new ferry. 
Our Board is in what you might almost call 
the unfortunate position of having their two 
main requests almost assured from the time 
the brief was written until today.

As you know, the CPR announced this new 
ferry a couple of weeks ago, which we are 
very pleased to see and it is one of our strong 
recommendations. We had two: Yarmouth or 
Digby to Saint John, Yarmouth to New Eng
land. The Digby one has been assured and we 
are very pleased about that, and there is 
reasonable indication we can look forward to 
one between Yarmouth and New England.

Mr. Thomas (Moncton): With this increased 
service on the Digby run and also the fact 
that this boat will carry large transports, I 
believe, are you satisfied that your highway 
network, that is from Digby to Yarmouth and 
from Yarmouth to, say, the South shore, will 
be able to carry the increased traffic, or will 
your road transportation have to be 
improved?

Mr. Killam: There is no doubt about that. 
The provincial government is in the process 
of upgrading the value of the road—Route 1 
and Route 3. They have done the biggest 
improvement from the Halifax end on both of 
them and they are in the process of continu
ing that improvement. The sooner it is done, 
of course, the more value this increased water 
transportation will have. Right now the roads 
are not adequate for that particular service.

Mr. Thomas (Moncton): I have one further 
short question. Have you, or are you contem
plating making representations to the CPR 
regarding rates on the ferries so that trans-

M. Corbin: A part les automobiles, quel 
serait le pourcentage de transport lourd.

M. Killam: Si vous parlez des camions je 
regrette je ne peux pas vous répondre.

M. Corbin: Merci.

M. Thomas (Moncton): J’aimerais demander 
au témoin juste deux questions. J’ai remar
qué que dans votre présentation originale 
vous avez mentionné la route de Digby à 
Saint-Jean. Mais, vous n’en avez pas parlé ce 
matin. Est-ce parce que vous êtes satisfait 
maintenant que nous avons annoncé les nou
veaux services de transporteurs qui auront 
lieu deux fois par jour, n’est-ce pas?

M. Killam: Je parlais à M. Benoit du CPR 
hier, pour le remercier de cette annonce d’un 
nouveau transporteur. Les deux demandes 
principales de notre Chambre de commerce 
ont été acceptées presque dès le début.

Comme vous le savez le CPR a annoncé il y 
a quelques semaines de nouveaux services du 
traversier. Nous en aurons deux: Yarmouth 
ou Digby à Saint-Jean, et Yarmouth vers la 
Nouvelle-Angleterre. Celui de Digby nous est 
maintenant assuré, et nous en sommes très 
heureux; nous espérons avoir bientôt celui de 
Yarmouth à la Nouvelle-Angleterre.

M. Thomas (Moncton): Vu l’augmentation 
du service sur le parcours de Digby et compte 
tenu du fait que le traversier doit aussi pou
voir prendre les gros camions, croyez-vous 
que votre réseau routier c’est-à-dire de Digby 
à Yarmouth et de Yarmouth vers la rive sud, 
pourra absorber l’augmentation de la circula
tion, ou est-ce que vous aurez à améliorer les 
services routiers?

M. Killam: Il n’y a aucun doute à ce sujet. 
Le gouvernement provincial à l’heure actuelle 
améliore la route numéro 1 et la route 
numéro 3. On a déjà effectué la plus grande 
amélioration à partir d’Halifax dans les deux 
sens et on continue les améliorations. Évidem
ment, le plus tôt on en finira, plus grande 
sera la valeur du transport par eau. A l’heure 
actuelle les routes ne suffisent pas.

M. Thomas (Moncton): Une dernière ques
tion très brève. Est-ce que vous songez à faire 
des représentations auprès du CPR à l’égard 
des taux du traversier afin que les camion-
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[Text]
port will be able to use it economically? Is 
there some representation from the Board?

Mr. Killam: The Board has made quite a 
study on trying to assess the Margison 
Report. We have not given information to the 
CPR to show them that the route from Digby 
to Saint John become very competitive if 
rates are proportional to mileage based on the 
present Yarmouth-Bar Harbour mileage. If 
you could do that rate schedule, you would 
really have a good competitive service, but 
we have not conveyed that to the CPR as yet 
because they only made the announcement, of 
course, last week.

Mr. Thomas (Moncton): Thank you.
Mr. Comeau: Mr. Chairman, may I ask the 

witness if he feels that air transport, or the 
schedule of the flights as it is now, could be 
improved, and if this is a handicap to the 
area? I say this because one flight comes in at 
12 o’clock in the morning, but the other 
leaves an hour before, so it is not possible to 
make a connection.

Do you feel this is a handicap to the ship
ment of fresh fish, to Upper Canada and so 
on?

Mr. Killam: Mr. Chairman, I do not think 
the schedule at the present time is a great 
handicap regarding transportation of mer
chandise. What may affect merchandise is the 
number of flights, rather than the schedule. I 
would like to suggest that the schedule now 
used does not meet the needs of people who 
want to make round trips per day anywhere, 
and get back within a reasonable length of 
time. It is not set really for people the way it 
might otherwise be. It would be a much 
greater help if it were arranged so that you 
could go somewhere and get back in a shorter 
time. The way it is right now you cannot go 
to Montreal and back without taking three 
days. You cannot even go to Halifax and back 
unless you take two days. I think you can get 
here in the afternoon if you are lucky; you 
can do a little work and then you have to 
leave in the morning. So you are almost three 
days Yarmouth to Halifax, not timewise but 
schedulewise.

The Chairman: Mr. Skoberg, do you have a 
question?

Mr. Skoberg: Mr. Chairman, which railroad 
do you have in your city?

The Chairman: We have a terminus for 
both of them.

Mr. Skoberg: Do you have any containeri
zation traffic in Yarmouth?

[Interpretation]
neurs puissent l’utiliser de façon rentable?

M. Killam: La Chambre a effectué toute 
une étude lorsqu'elle a voulu évaluer le rap
port Margison. Nous n’avons pas encore remis 
ce rapport au CPR pour indiquer que la route 
de Digby à Saint-Jean deviendra très concur
rentielle si les taux sont en proportions du 
nombre de milles qui séparent Yarmouth et 
Bar Harbour. Si vous pouviez établir un tel 
tarif vous auriez vraiment un service concur
rentiel, mais nous n’avons pas encore commu
niqué ces renseignements au CPR, car évi
demment ce n’est que la semaine dernière 
qu’on a fait l’annonce.

M. Thomas (Monclon): Merci.
M. Comeau: Monsieur le président, est-ce 

que je pourrais demander au témoin s’il croit 
que le transport aérien, ou l’horaire des vols 
à l’heure actuelle, pourrait être amélioré, si 
c’est là un handicap pour la région? Et je le 
dis parce que, à l’heure actuelle, il y a un vol 
qui arrive à minuit, et un autre qui part une 
heure avant.

Par conséquent, il est impossible d’assurer 
la liaison et le transport du poisson frais pour 
le centre du Canada.

M. Killam: Je ne crois pas que l’horaire, 
monsieur le président, soit un gros handicap 
pour le transport des marchandises. Ce qui 
pourrait nuire à ce transport serait plutôt le 
nombre de vols plutôt que l’horaire, toutefois 
pour ceux qui veulent faire un voyage aller 
et retour dans une seule journée l’horaire ne 
suffit pas à l’heure actuelle. Ce n’est vraiment 
pas organisé de façon à pouvoir assurer ce 
genre de transport, cela aiderait beaucoup 
plus si vous étiez capables de revenir chez 
vous dans un court délai. A l’heure actuelle, il 
est impossible d’aller à Montréal et revenir 
sans prendre trois jours. C’est ce genre de 
chose dont je parlais. Même à Halifax, il est 
impossible d’aller à Halifax à moins de pren
dre deux jours. En fait, vous pouvez vous y 
rendre dans l’après-midi et faire un peu de 
travail mais il vous faut partir le lendemain 
matin, non pas en ce qui concerne le temps 
mais en ce qui concerne l’horaire.

Le président: Monsieur Skoberg, avez-vous 
une question à poser?

M. Skoberg: Oui, monsieur le président. 
Quel chemin de fer dessert votre ville?

M. Killam: Nous avons un terminus des 
deux.

M. Skoberg: Est-ce que vous avez du trans
port par cadres?



19 février 1969 Transports et communications 685

[Texte]
Mr. Killam: There is no containerization 

traffic that originates there. The CPR have 
started a piggyback service in which they can 
put the whole truck on. I do not think there 
is any facility in Yarmouth to put a container 
on such as there is in Saint John where the 
truck drives up and the container goes on. 
However, you can put a piggyback on the CP.

Mr. Skoberg: There is no demand for it, 
then?

Mr. Killam: I would not know that sir, but 
there has not been any great demand so far.

Mr. Skoberg: Are you quite satisfied with 
the rail traffic into your city?

Mr. Killam: We have adequate transporta
tion to bring all the freight in. The passenger 
service is lacking. Down the south shore there 
is a train one day and none the next, but of 
course there are not many people who use it. 
Whether they do not use it because the ser
vice is bad, or whether they do not use it 
because they would not use it anyway, I 
would not know. The CPR coming up the 
valley has a dayliner service that is quite 
adequate. It is not patronized as well, of 
course, as they would like it to be.

The Chairman: I would like to thank you 
two gentlemen.

Gentlemen if you will allow me to go off 
the schedule this morning I would like to call 
on the Province of Nova Scotia. I have on my 
right Dr. McKeough, who, I believe, has a 
short brief.

Dr. T. J. McKeough (Minister of Trade and 
Industry, Provincial Government of Nova
Scotia): Mr. Chairman, it is a pleasure for us 
from the Department of Trade and Industry 
representing the province to welcome you and 
your Committee here in Halifax and to Nova 
Scotia. We realize that you have a very busy 
schedule in Ottawa and this certainly must 
have caused you a great deal of difficulty in 
reorganization to be able to take this time 
away from your duties in Ottawa.

As you are aware and were likely informed 
in New Brunswick yesterday and the day 
before, the four Atlantic Provinces have for 
the past year been working with a task force 
to formulate some common policy for the four 
Atlantic Provinces. We had a meeting as late 
as last week in Ottawa with the Atlantic 
Premiers and at that time the task force 
representative of the four Atlantic Provinces 
presented their progress up to date.

[Interprétation]
M. Killam: Non, il n’y en a pas. A 1’origine 

le CPR a commencé un service rail-route où 
on peut évidemment mettre tout le camion 
sur le wagon. Mais je ne crois pas qu’on ait 
les dispositions voulues pour un conteneur 
tout comme on en trouve à Saint-Jean. Il n’y 
a pas de cela à l’heure actuelle, mais c’est 
possible d’avoir un service rail-route du CP.

M. Skoberg: Il n’y a pas de demande?

M. Killam: Je ne sais pas, monsieur, mais 
pas une très grande demande jusqu’ici.

M. Skoberg: Êtes-vous satisfait du service 
ferroviaire pour votre ville à l’heure actuelle?

M. Killam: Nous avons suffisamment de 
transport pour assurer le service de marchan
dise. Évidemment, en ce qui concerne les 
voyageurs, il y a un train une journée et il 
n’y en a pas le lendemain, mais il n’y a pas 
tellement de passagers. Est-ce que c’est parce 
que le service est mauvais ou parce qu’ils 
n’auraient pas l’intention de l’employer de 
toute façon, je ne le sais pas. Pour ce qui est 
du CPR qui remonte la vallée, il y a évidem
ment un autorail qui vient à tous les jours, 
mais il n’y a pas tellement de clientèle.

Le président: Je voudrais vous remercier 
tous les deux, messieurs.

Messieurs, si vous voulez me permettre 
maintenant de vous faire part de l’horaire 
prévu, je voudrais demander maintenant aux 
représentants de la Nouvelle-Écosse de pré
senter leur mémoire. A ma droite, j’ai M. 
McKeough et il a un court mémoire, je crois.

M. T. J. McKeough (ministre du Commerce 
et de l'Industrie de la Nouvelle-Écosse): Mon
sieur le président, c’est un plaisir pour nous 
du ministère du Commerce et de l’Industrie 
de vous souhaiter la bienvenue ici à Halifax 
et en Nouvelle-Écosse. Nous comprenons que 
vous avez beaucoup d’affaires à Ottawa et 
nous vous savons gré d’avoir pris le temps de 
vous éloigner d’Ottawa pour venir ici.

On vous a appris au Nouveau-Brunswick 
hier et avant-hier que depuis un an les quatre 
provinces de l’Atlantique travaillent en colla
boration avec un groupe de travailleurs pour 
essayer d’établir une ligne de conduite uni
forme pour les quatre provinces de l’Atlanti
que. Nous avons eu une réunion la semaine 
dernière à Ottawa avec les premiers ministres 
des provinces de l’Atlantique, à ce moment-là 
le groupe de travailleurs qui représentaient 
les provinces de l’Atlantique nous ont fait 
rapport du progrès accompli jusqu’à date.
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We have almost completed our findings and 

we are supposed to have them completed 
within a period of another two weeks. At that 
time we will be prepared to present to the 
federal government our recommendations, 
our thoughts on transportation, and we hope 
this will be a unified report representative of 
the four Atlantic areas.

We trust this report will be available to 
your Committee when it is ready and because 
of it we will not be making any specific 
representations on behalf of the Province of 
Nova Scotia, other than to say that our high
way requirements of Nova Scotia are very 
vital to growth and to development of those 
parts of the province which are away from 
the main centres.

As you are well aware the Trans-Canada 
Highway does not touch the western end of 
our province at all and because of this we 
have a large expenditure of funds to try to 
upgrade the highway system and have all- 
weather roads into the Yarmouth and Digby 
areas. These roads become much more vital 
with two ferries, one into Yarmouth and one 
into Digby. If people are going to ship their 
goods during the winter months, they certain
ly need roads which will carry traffic similar 
to that carried in the summer months. This 
transport has to be rapid, it has to be fast 
and it has to be economical.

I wish to emphasize, however, that an ade
quate and efficient transportation system is 
essential to development anywhere in Canada 
and it is absolutely vital here in Nova Scotia. 
If we are to overcome the problems of dis
tance from the markets in central Canada and 
if we are to take advantage of our coastal 
location for international trade, large scale 
investment in transportation facilities is 
required. This should be the first priority for 
a regional development policy.

The chairman of the Maritime transporta
tion Commission has advised you that a 
report on transportation policy for the Atlan
tic region is being prepared, as mentioned to 
you previously. We propose to make a joint 
presentation to the Hon. Paul Hellyer, 
because he was the one who requested this 
report of the Atlantic Premiers a little over a 
year ago.

One thing we would urge upon you is that 
the present freeze in noncompetitive freight 
rates be continued until such time as we have 
had an opportunity to present this report to 
the federal government. The freeze is due to 
be removed on March 23 this year, a little 
more than one month from now. If this freeze 
is removed, we feel that there will be a great

[Interpretation]
Nous avons presque terminé nos conclu

sions et nous nous proposons de les terminer 
d’ici deux semaines. A ce moment-là, nous 
serons prêts à présenter au gouvernement 
fédéral nos recommandations, nos idées sur les 
transports et nous espérons que cela fera un 
rapport unifié qui sera représentatif de la 
région de l’Atlantique.

Nous espérons que le rapport sera mis à la 
disposition de votre Comité quand il sera 
prêt. En raison de ceci, nous n’avons pas l’in
tention de formuler des représentations spé
ciales au nom de la province de la Nouvelle- 
Écosse, sauf que nous avons des nécessités 
vitales en matière de transport routier, pour 
la croissance et le développement de ces 
régions de la province qui sont éloignées des 
grands centres.

Comme vous le savez très bien, la route 
transcanadienne ne touche aucunement à la 
partie ouest de la province et en raison de 
cela nous avons dû dépenser beaucoup de 
fonds pour essayer d’améliorer les routes 
dans la région de Yarmouth et de Digby. Avec 
les deux traversiers, l’un à Digby l’autre à 
Yarmouth, les routes sont d’autant plus essen
tielles car si les gens veulent expédier leurs 
produits au cours des mois d’hiver ils doivent 
nécessairement avoir des routes qui pourront 
permettre le trafic comme pendant les mois 
d’été. Ce genre de transport doit être rapide 
et économique.

Je voudrais insister toutefois sur le fait 
qu’un réseau de transport adéquat et efficace 
est essentiel n’importe où au Canada et c’est 
vraiment vital ici en Nouvelle-Écosse. Si nous 
voulons éliminer les problèmes de la distance 
à nos débouchés au centre du Canada et si 
nous voulons profiter justement de l’avantage 
de notre emplacement pour obtenir des mar
chés ailleurs, il nous faut absolument des 
moyens de transport. Voilà la première prio
rité pour une politique de développement 
régional.

Le président de la Commission des trans
ports des Maritimes vous a indiqué qu’on pré
pare un rapport sur une politique des trans
ports pour la région de l’Atlantique. Nous 
nous proposons de faire une présentation con
jointe à l’honorable Paul Hellyer, car c’est lui 
qui avait demandé ce rapport de la part des 
premiers ministres des provinces de l’Atlanti
que il y a un an.

Nous vous prions de voir à ce que le gel 
actuel des ’aux non concurrentiels du trans
port des marchandises soient maintenus jus
qu’au moment où nous aurons eu l’occasion de 
présenter ce rapport au gouvernement fédé
ral. Le gel doit être suprimé le 23 mars de 
cette année, dans un peu plus d’un mois. Si on 
l’enlève, nous estimons qu’il y aura une
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increase in freight charges as occurred with 
the competitive rates in September 1957 when 
we know that the LCL rates increased quite 
remarkably.

I am sure that the individual businesses 
who are appearing before you today can 
make their case more effectively than any 
general statement that I could make. Howev
er, I would point out that these increases in 
noncarlcad rates bear heavily on secondary 
industries in this province and these indus
tries must be developed if we are to narrow 
the income gap between ourselves and other 
parts of Canada.

You will be hearing today from the Volun
tary Planning Board which, while appointed 
by the Government of Nova Scotia, is an 
autonomous group reflecting the views of the 
various sectors of the economy and of the 
general public. As such its submission will 
be, I am sure, of great interest to this 
Committee.

Finally, sir, may I repeat that we welcome 
your visit most warmly. We trust that you 
will obtain a good understanding of the par
ticular problems that we face and that we 
shall be afforded a further opportunity to 
contribute to your deliberations at a later 
date. I might say, Mr. Chairman, that if there 
is anything the Department of Trade and 
Industry could do to facilitate your Commit
tee today please do not hesitate to call upon 
us.

The Chairman: Thank you very much. You 
will find the brief on page 571. Mr. Nowlan.

Mr. Nowlan: Thank you very much, Mr. 
Chairman. The brief at page 571 is exclusive
ly on roads. Is this because your recommen
dations on general transportation policy are 
in that task force that is making this report?

Dr. McKeough: The task force, as Mr. Hig
gins likely told you yesterday, is dealing 
specifically in detail with railways. We have 
not done too much on shipment by water. We 
felt that the four Atlantic provinces had made 
their submission in relation to roads quite in 
detail without any cost factors to it and that 
we should not interfere with it.

Mr. Nowlan: I was glad to hear that you 
obviously wanted to extend the freeze on 

29691—2

[Interprétation]
grande augmentation dans les taux du trans
port des marchandises comme cela se produit 
avec les taux concurrentiels depuis septembre 
1957 alors que les taux pour les marchandises 
à chargement incomplet ont augmenté 
considérablement.

Je suis sûr que les industries individuelles 
qui comparaissent devant vous aujourd’hui 
pourront vous présenter de plus forts argu
ments que je ne saurais le faire. Toutefois, 
j’aimerais bien dire que ces augmentations 
dans les taux de transport à chargement 
incomplet ont influencé de beaucoup les 
industries secondaires de nore province. Il 
faut absolument que nous développions ces 
industries si nous voulons éliminer l’écart qui 
existe entre nous et les autres parties du 
Canada.

Vous aurez un mémoire aujourd’hui de 
l’Office indépendant de planification de Nou
velle-Écosse. Bien que nommé par le gouver
nement de la Nouvelle-Écosse, c’est un groupe 
autonome qui reflète les opinions des divers 
secteurs de l’économie et du grand public. 
Cette soumission sera d’autant plus intéres
sante pour les membres de votre Comité.

En fin de compte, permettez-moi de vous 
dire que nous vous souhaitons la bienvenue 
ici. Nous osons croire que vous pourrez com
prendre les problèmes particuliers que nous 
avons ici et que nous aurons une meilleure 
occasion de contribuer aux délibérations un 
peu plus tard. S’il y a quoi que ce soit que le 
ministère de l’Industrie et du Commerce 
puisse faire pour faciliter votre t'che aujour
d’hui, veuillez ne pas hésiter à faire appel à 
nous.

Le président: Je vous remercie monsieur. 
Vous trouverez le mémoire en question à la 
page 571. Monsieur Nowlan.

M. Nowlan: Merci, monsieur le président. 
Le mémoire qui se trouve à la page 571 traite 
exclusivement des routes. Est-ce parce que les 
recommandations sur la politique générale en 
matière de transport se trouvent devant le 
groupe de travail qui doit faire rapport?

M. McKeough: Comme M. Higgins vous l’a 
probablement dit hier, le groupe travaille 
particulièrement et en détail sur les chemins 
de fer. Nous n’avons pas fait grand-chose en 
ce qui concerne le transport par eau, mais 
nous croyons que les quatre provinces de 
l’Atlantique avaient déjà fait leur présenta
tion en ce qui concerne les routes en détail et 
sans frais et nous n’avions pas l’intention de 
nous ingérer dans ce domaine.

M. Nowlan: Je suis heureux de savoir que 
vous voulez étendre ou prolonger le gel sur
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LCL rates. Has there been a formal request 
from the province to Mr. Hellyer to maintain 
the freeze that is going to expire on March 
23?

Dr. McKeough: There was a formal request 
over the signature of Premier Robichaud 
which was concurred in by Premier Smith, 
by Premier Campbell and a representative of 
Premier Smallwood. The four of them agreed 
at one time to send this request and they did. 
They have had no formal response, other 
than a press release, but it is our understand
ing that it has been received.

Mr. Nowlan: Dealing with your submission, 
I have one question on roads which are bas
ically a provincial responsibility. In your 
experience, has the federal government par
ticipated more generously in a road to 
resources program, or in a road building pro
gram under the ADB? In other words, for the 
Atlantic area does it help more to be a par
ticipant in a national program in the sense of 
roads to resources, or does it actually receive 
more beneficial treatment if it is in a specific 
program like the ADB joint road project?

Dr. McKeough: Mr. Millard, who is the 
Executive Assistant to the Minister of High
ways is here and he could likely answer that 
more effectively than I could. However, I will 
say that the roads to resources policy was a 
policy designed to open roads to certain 
areas, and in Nova Scotia this resource was 
considered to be the tourist industry as well.

Mr. Nowlan: Or the fish in Digby Neck.

Dr. McKeough: The fish in Digby Neck and 
extending to tourists. This served a very good 
basis, because we were dealing with roads 
that we could never begin to undertake with 
the resources we have in the province.

The ADB policy was a different policy. 
There were three different agreements. The 
first agreement built roads somewhat of the 
calibre of roads to resources. Then there was 
a second agreement which increased the qual
ity of the road and the third agreement as 
well. We are now in the position in Nova 
Scotia where we have no assistance forthcom
ing this year, other than to use up the 
remainder of the throe agreements.

Mr. Nowlan: I have only two other ques
tions, Mr. Chairman, because there are a lot 
of briefs. As the Minister responsible for 
development of the economy, you mentioned

[Interpretation]
les taux de transport par chargement incom
plet. Est-ce qu’il y a eu une demande officielle 
de la province auprès de M. Hellyer pour 
prolonger ce gel qui doit expirer le 23 mars?

M. McKeough: Il y a une demande officielle 
qui a été faite par M. Robichaud, le premier 
ministre du Nouveau-Brunswick, agréée par 
le premier ministre Smith, le premier minis
tre Campbell et le représentant du premier 
ministre Smallwood, mais ils n’ont pas eu de 
réponse officielle, sauf un communiqué de 
presse, mais la demande a été reçue.

M. Nowlan: Pour ce qui a trait à la présen
tation, étant donné que cela traite des routes 
qui relèvent surtout du domaine provincial ou 
de la compétence provinciale, d’après votre 
expérience est-ce que le gouvernement fédé
ral a participé de façon plus généreuse aux 
routes vers les ressources ou pour la cons
truction des routes pour l’Office d’expansion 
économique de la région de l’Atlantique? En 
d’autres termes, pour la région de l’Atlanti
que est-ce que cela aide plus de participer à 
un programme national dans le sens des rou
tes vers les ressources, ou est-ce qu’il est plus 
avantageux de participer à un programme 
particulier comme le programme conjoint de 
routes de l’OEERA?

M. McKeough: M. Millard est ici, mais je 
pourrais peut-être ajouter que la politique des 
routes vers les ressources visait la construc
tion de routes vers certaines régions et, en 
Nouvelle-Écosse, cela visait aussi l’industrie 
du tourisme.

M. Nowlan: Et la pêche dans la baie de 
Digby aussi.

M. McKeough: Oui et toute autre industrie 
aussi. Ce qui est une base essentielle, car il 
s'agit de routes que l’on ne pourrait jamais 
entreprendre grâce aux ressources que nous 
avons ici dans la province.

Mais la politique de l’OEERA était tout à 
fait différente. Il y a eu trois accords. Le 
premier concernait les routes comme celles 
d’accès aux ressources, le deuxième, la qua
lité des routes, ainsi que le troisième accord. 
Maintenant, en Nouvelle-Écosse, nous n’avons 
pas aucune aide cette année sauf ce qui reste 
des fonds accordés en vertu des trois accords.

M. Nowlan: Deux autres questions, mon
sieur le président, car il y a beaucoup de 
mémoires. A titre de ministre responsable du 
développement de l’économie, vous avez men-
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[Texte]
in your brief about utilizing our geographic 
position. This brings to mind the following 
question. Has there been any pressure from 
the Atlantic provinces, particularly Nova 
Scotia, to try to get some beneficial rate treat
ment for the port of Halifax. Now, it does not 
matter where you land Halifax or Montreal, 
the rates are just about the same under the 
international cartel. I wonder if there has 
been any submission or pressure from the 
Government of Nova Scotia to try to take 
advantage of the position of Halifax as the 
wharf of the Atlantic?

Dr. McKeough: Well today you will be 
hearing a submission from the port of Halifax 
people who recently, with the province of 
Nova Scotia formed a Crown corporation into 
which we have put about $800,000. I think 
they will be able to answer that question.

Mr. Nowlan: You, as the Minister responsi
ble for the department, might be able to 
answer my next question then. Has there 
been any consideration given at all to having 
a free port in Nova Scotia, be it Halifax, 
Yarmouth or some other one, a free port like 
Rotterdam?

[Interprétation]
tionné dans votre mémoire que nous devrions 
profiter de notre situation géographique. 
C’est ce qui me fait poser cette question. Est- 
ce qu’il y a eu des pressions de la part des 
provinces de l’Atlantique et surtout de la 
Nouvelle-Écosse pour essayer d’obtenir un 
meilleur traitement du point de vue des taux 
pour le port d’Halifax. Que l’on arrive n’im
porte où, Halifax ou Montréal, les taux sont à 
peu près les mêmes, vu le monopole interna
tional. Je me demande s’il y a eu des repré
sentations ou des pressions exercées par le 
gouvernement de la Nouvelle-Écosse pour 
essayer de profiter de la situation géographi
que d’Halifax comme port de l’Atlantique?

M. McKeough: Vous aurez aujourd’hui des 
présentations des représentants du port d’Ha
lifax qui, tout récemment, ont créé une 
société de la Couronne ayant des fonds de 
$800,000. Ils pourront peut-être vous répondre 
à ce sujet.

M. Nowlan: A titre de ministre responsable, 
vous pourrez peut-être répondre à la question 
suivante: y a-t-il eu des représentations pour 
essayer d’obtenir un port libre, que ce soit à 
Halifax, Yarmouth ou ailleurs, un port libre 
comme à Rotterdam?

Dr. McKeough: That has been discussed for 
a good many years. I think the port of Hali
fax submission will bring you up to date on 
that.

The Chairman: Mr. Thomas.

Mr. Thomas (Moncton): Mr. Chairman, Mr. 
Nowlan has already asked most of the ques
tions I had in mind. There is just one thing 
that I would like to ask the witness. Your 
brief is obviously orientated mainly towards 
an all highway improvement program which 
is a long-range program and may take a few 
years to develop an alternative method of 
transportation, which is something we need in 
the Maritimes to provide competitive rates 
and encourage secondary industry.

As this will take some years, in the mean
time—I was glad to hear you mention the 
freeze on the car lot rates and that the freeze 
should be extended—how do you feel about 
temporary assistance under either the MFRA 
or some other form of subsidy to shippers? In 
other words, a long-range program is fine, 
but what do we do about the immediate 
program.

Dr. McKeough: I think it will be coming 
forward from the joint Atlantic presentation

29691—21

M. McKeough: On en parle depuis un cer
tain nombre d’années, mais je crois que les 
commis, aires du port d’Halifax pourront vous 
répondre et vous mettre à jour à ce sujet.

Le président: Monsieur Thomas.

M. Thomas (Moncton): Monsieur le prési
dent, M. Nowlan a déjà posé les questions 
que j’avais en vue. Mais il y a une seule 
chose: votre mémoire est essentiellement et 
évidemment orienté vers un programme d’a
mélioration de toutes les routes, ce qui se 
trouve à être un programme à long terme et 
il faudra du temps pour trouver une solution 
de rechange aux problèmes des transports, ce 
dont nous avons besoin ici pour obtenir des 
taux concurrentiels et encourager l’industrie 
secondaire.

Mais comme cela va prendre plusieurs 
années—j’ai été heureux de vous entendre 
parler du gel sur les taux des marchandises, 
quel est votre point de vue en ce qui con
cerne une assistance temporaire, soit en vertu 
de la Loi sur les taux de transport des mar
chandises dans les provinces Mariâmes ou 
sous forme de subventions aux expéditeurs? 
En d’autres termes, un programme à long 
terme est très bien, mais qu’est-ce qu’on fait 
pour l’avenir immédiat?

M. McKeough: Je crois qu’il ressortira de la 
présentation conjointe de l’Atlantique qu’on a
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[Text]
that perhaps your assistance is required with
in the Atlantic area itself—the infrastruc
ture—and also for transportation outside 
(inaudible).

Mr. Thomas (Moncton): That is all; thank 
you.

Mr. Mahoney: Mr. McKeough, were you the 
member of the Nova Scotia Cabinet involved 
in the task force along with the Maritimes 
Transportation Commission?

Dr. McKeough: Yes, for the past six 
months. Prior to that it was the Minister of 
Finance.

Mr. Mahoney: We heard some rather point
ed criticisms from a couple of municipalities 
in New Brunswick over the last two days on 
the fact that they were not called upon to 
appear before that task force to make 
representations to it or anything else. I won
der if perhaps you could take this opportunity 
to explain the approach and philosophy of the 
task force and why municipal governments 
were not consulted while it was conducting 
its study.

Dr. McKeough: The task force basically— 
number one—was to get facts, details and 
suggestions in chronological fashion that 
would give the over-all picture for the Atlan
tic Provinces. They were to project and esti
mate what type of assistance was, in fact, 
required for the movement of various goods 
into our area, within our area and out of our 
area.

We, in Nova Scotia, did not—our members 
of the task force from Nova Scotia—work on 
the basis that we should be contacting the 
various municipal units, not that we did not 
want to, but we had between us—between 
the four Atlantic Provinces—employed the 
Maritimes Transportation Commission to 
undertake to do this job for us. We felt that 
they were the body who had experience over 
the years to undertake this type of work. We 
have worked with them and we have received 
the report, but they were the ones who were 
doing the interrogating and looking around.

They contacted a tremendous number of 
businesses in each of the Atlantic Provinces 
and questioned them on the implications of 
tariff rates and on what type of assistance 
that was required to enable these businesses 
to be competitive. They have tabulated a 
good deal of this information and presented it 
to the Minister.

[Interpretation]
besoin de votre aide au sein de la région de 
l’Atlantique, en matière d’infrastructure et de 
transport vers l’extérieur.

M. Thomas: Merci.

M. Mahoney: Monsieur McKeough, étiez- 
vous le membre du cabinet de la Nouvelle-É
cosse qui a fait partie du groupe de travail de 
la Commission des transports des Maritimes?

M. McKeough: Oui, depuis six mois. C’était 
le ministre des Finances avant.

M. Mahoney: Nous avons entendu quelques 
critiques acerbes de la part de certaines 
municipalités du Nouveau-Brunswick depuis 
deux jours en raison du fait que le groupe de 
travail ne les a pas convoquées pour formuler 
leurs recommandations. Je me demande si 
vous ne pourriez peut-être pas profiter de 
cette occasion pour nous expliquer la philoso
phie et l’attitude du groupe de travail et nous 
dire peut-être pourquoi les administrations 
municipales n’ont pas été consultées alors que 
le groupe faisait son travail.

M. McKeough: Le groupe du travail, au 
fond, devait obtenir les faits, les détails, et 
les propositions par ordre chronologique, de 
façon d’avoir une vue d’ensemble pour toutes 
les provinces de l’Atlantique. Ils devaient 
faire l’interpolation et une estimation du 
genre d’aide nécessaire pour le transport et le 
mouvement des marchandises vers notre 
région, dans notre région et de notre région.

Les membres du groupe de travail qui 
venaient de la Nouvelle-Écosse ne sont pas 
partis du principe qu’ils devaient se mettre en 
contact avec les diverses municipalités, non 
pas qu’ils ne voulaient pas le faire, mais les 
quatre provinces atlantiques avaient chargé 
la Commission des transports Maritime de 
le faire pour nous. Nous estimions qu’il s’agis
sait de l’organisme ayant le plus d’expérience 
pour entreprendre ce genre de travail. Nous 
avons travaillé avec eux et nous avons reçu 
leur rapport, mais ce sont eux qui ont inter
rogé les gens et examiné la situation.

En fait, la commission s’est mise en com
munication avec un très grand nombre d’in
dustries ou de commerces dans chacune des 
provinces de l’Atlantique. Ils leur ont posé 
des questions sur les conséquences des tarifs 
et le genre d’assistance qui permettait à 
ces industries d’être concurrentielles. Ils ont 
compilé tous ces renseignements pour les pré
senter au ministre.
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[Texte]
Mr. Mahoney: Thank you. I have one final 

more of a request than a question. I wonder, 
sir, if it would be possible for you or someone 
in your government through the Chairman 
within the next two or three weeks to indi
cate on this long schedule of highway 
improvement programs that you visualize for 
your province, the priorities you might set on 
those from the point of view of regional devel
opment as opposed to local improvement 
programs?

Dr. McKeough: Yes, I think the Depart
ment of Highways will be prepared to do that 
for you.

Mr. Forrestall: Mr. Chairman, I have a few 
supplementary questions. The first one is 
going back to roads again and it might more 
properly be answered by someone from the 
Department of Highways. In the liquidation 
of the Atlantic Development Board, in what 
position does the province now finds itself 
with regard to financial aid that it has been 
receiving from year to year? It was my 
understanding that it was to continue during 
this construction year. Has that imposed a 
hardship on you?

Mr. McKeough: The only money that will 
be available from the ADB sources this con
struction year will be those moneys which 
have not been used up in Votes 1, 2 and 3, 
which will not be very large. It certainly will 
mean that the people of Nova Scotia will 
have to dig a little deeper into their pockets if 
we are going to keep the impetus going—the 
momentum going—for our road construction. 
It is almost vital to our economy that those 
roads into Yarmouth and Digby are 
improved as the CPR has announced a new 
ferry. They are going to use large trucks— 
roll on, roll off. It is going to be a tremendous 
job to get those trucks from the docks in 
Digby down to this end of the province 
before they start to hit new roads. It is going 
to be a very difficult problem.

Mr. Forrestall: Our program in recent years 
has been split pretty generally between what 
we have been able to sustain ourselves and 
what has been made possible through ADB’s 
co-operation.

Mr. McKeough: That ends this year.

Mr. Forrestall: Thank you, Mr. McKeough. 
My second question, again a supplementary, 
is further to Mr. Nowlan’s question. You 
indicated that a formal request had gone for-

[Interprétation]
M. Mahoney: Merci beaucoup. Une dernière 

question qui est plutôt une demande. Est-ce 
qu’il serait possible, monsieur, pour vous ou 
pour quelqu’un de votre gouvernement, par 
l’entremise du président de nous indiquer 
d’ici deux ou trois semaines, en ce qui con
cerne le programme à long terme d’améliora
tion des grandes routes que vous envisagez 
pour votre province, quelles sont les priorités 
que vous pourriez établir du point de vue du 
développement régional par opposition au pro
gramme de développement local.

M. McKeough: Je crois que le ministère des 
Voieries pourrait le faire pour vous.

M. Forrestall: J’aimerais poser quelques 
questions supplémentaires si je le puis. La 
première concerne de nouveau les routes et le 
ministère de la Voierie pourrait peut-être 
nous donner une meilleure réponse. Vue la 
liquidation de l’Office d’expansion économique 
de la région Atlantique, quelle est la situation 
de la province à l’heure actuelle quant à 
l’aide financière qu’elle recevait chaque 
année? Si j’ai bien compris l’aide devait être 
maintenue durant cette année de construction. 
Est-ce qu’il s’en est suivi des temps difficiles?

M. McKeough: Les seuls fonds dont l’Office 
disposera cette année sont ceux des crédits 1, 2 
et 3 qui n’ont pas été dépensés, et ils ne 
seront pas considérables. Ce qui veut dire que 
les gens de la Nouvelle-Écosse devront trou
ver l’argent dans leurs propres poches si nous 
voulons continuer le programme de construc
tion des routes au même rythme. Il est pres
que vital pour notre économie que ces routes à 
Yarmouth et Digby, soient améliorées, étant 
donné que le Pacifique-Canadien annonce un 
nouveau transbordeur. Ils se serviront de gros 
camions. Il sera très difficile de faire passer 
les camions des quais de Dibgy jusqu’à cette 
partie de la province avant d’atteindre les 
nouvelles routes. C’est un problème très 
difficile.

M. Forrestall: Depuis quelques années le 
programme a été divisé entre ce que nous 
pouvions défrayer nous-mêmes et ce qui a été 
rendu possible grâce à la collaboration de 
l’Office.

M. McKeough: Elle qui prend fin cette 
année.

M. Forrestall: Merci. Une autre question 
qui fait suite à celle de M. Nowlan. Vous avez 
indiqué qu’une demande officielle a été faite 
auprès du gouvernement, à M. Hellyer, pour
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[Text]
ward to the government—to Mr. Hellyer—for 
an extension of the freight rates freeze. Has 
that been acknowledged?

Mr. McKeough: There has been a press 
release, but our Premier, as late as this 
morning, has had no formal communication. 
However, as I pointed out, the request went 
forward under the signature of Mr. Robi- 
chaud and it could be that Mr. Robichaud has 
received the official communication.

Mr. Forrestall: But it has not come to your 
attention as the Minister of Transport?

Mr. McKeough: No.

Mr. McGrath: Mr. Chairman, Mr. 
McKeough, I note striking similarities 
between your brief and a written brief sub
mitted by the Government of Newfoundland 
in that they both deal specifically with trunk 
roads. They differ only in the amounts. The 
Government of Newfoundland, in their sub
mission, are looking for $400 million and you 
seek $583 million. They also differ in one 
other respect. The Newfoundland submission 
requests that the federal government pick up 
75 per cent of the tab, but you do not state 
what kind of cost sharing arrangement you 
would like. Would you answer that for me?

Mr. McKeough: I do not think that I am 
capable of answering that, Mr. McGrath.

Mr. Nesbitt: Mr. McKeough, I notice in 
your brief—I mean your comments—that you 
place a great deal of emphasis—the most 
emphasis perhaps—on freight rates and on 
further development of highways in the Prov
ince of Nova Scotia, but there is no particular 
mention of increasing air services to regional 
carriers, in addition to services provided, of 
course, by Air Canada, which is a main line 
carrier, and Eastern Provincial Airways. Are 
you aware of any other regional airlines 
either in existence at the present time or 
contemplated?

Mr. McKeough: Are there any other air
lines contemplated?

Mr. Nesbitt: Regional carriers?

Mr. McKeough: But there are discussions 
going on at the moment on a quiet basis, 
not on a formal basis, on the logic of increas
ing the strength of local carriers such as 
Eastern Provincial Airways to have them do 
the small flying within our province and 
throughout the other Atlantic Provinces and 
let Air Canada and Canadian Pacific Airlines 
do the long hauls. It would appear to some of 
us that this would be a much more logical 
approach than to have Air Canada jumping

[Interpretation]
prolonger le gel du tarif-marchandises. Est-ce 
qu’on en a accusé réception?

M. McKeough: Il y a eu un communiqué de 
presse, mais jusqu’à ce matin notre premier 
ministre n’avait eu aucune communication 
officielle. Toutefois, comme je l’ai dit, la 
demande a été envoyée et signée par M. Robi
chaud, et peut donc que ce soit M Robi
chaud qui ait reçu la communication officielle.

M. Forrestall: Mais vous n’êtes pas au cou
rant en tant que ministre du Transport

M. McKeough: Non.

M. McGrath: Monsieur le président, mon
sieur McKeough je remarque des similarités 
étonnantes entre votre mémoire et celui qui a 
été présenté par le gouvernement de Terre- 
Neuve, en ce sens qu’ils traitent tous les deux 
des routes principales. Ils diffèrent tout sim
plement dans les montants: Terre-Neuve 
demande $400 millions alors que vous cher
chez $583 millions. Il y a une autre différence 
aussi. Dans le mémoire de Terre-Neuve, on 
demande que le gouvernement fédéral en 
paye 75 p. 100 alors que vous ne le précisez 
pas. Pourriez-vous me répondre à ce sujet?

M. McKeough: Je ne crois pas être en 
mesure de vous répondre, monsieur McGrath.

M. Nesbitt: Dans votre mémoire ou plutôt 
dans votre exposé, vous avez insisté peut-être 
le plus sur le tarif-marchandises et le déve
loppement des routes dans la province de 
la Nouvelle-Écosse, mais on n’y parle pas 
d’augmenter le transport aérien grâce aux 
transporteurs régionaux, en plus des services 
offerts, à l’heure actuelle, par Air Canada qui 
est le transporteur principal et par la Eastern 
Provincial Airways. Est-ce que vous connais
sez d’autres sociétés aériennes régionales qui 
existent à l’heure actuelle ou qui sont 
envisagées?

M. McKeough: D’autres transporteurs 
aériens envisagés?

M. Nesbitt: Des transporteurs régionaux?

M. McKeough: Non, mais on discute à 
l’heure actuelle non pas de façon officielle, 
mais des discussions officieuses, quant à la 
logique qu’il y aurait à augmenter la capacité 
de nos transporteurs locaux, comme la Eas
tern Provincial pour qu’ils puissent desservir 
la province et les autres provinces de l’Atlan
tique et permettre à Air Canada et CPA de 
desservir les trajets plus longs. Il semble pour 
certains d’entre nous qu’il serait beaucoup 
logique de demander à Air Canada de s’arrê-



19 février 1969 Transports et communications 693

[Texte]
into each little port as it comes along. We 
feel if we have a regional carrier it could 
service us more effectively both in cargo and 
in air transport.

Mr. Nesbitt: Yes, I very much agree with 
you, Mr. McKeough. I wonder if there are 
any other regional carriers contemplated at 
the present time that you know of other than 
Eastern Provincial.

The Chairman: Would you repeat your 
question please, Mr. Nesbitt?

Mr. Nesbitt: Yes. Are there any other 
regional air carriers either in the process of 
formation or contemplated other than Eastern 
Provincial Airways?

Mr. McKeough: Not that I know of, sir.

Mr. Nesbitt: Are there any practical
difficulties in the Province of Nova Scotia, 
chiefly because of weather, that would make 
extensive regional air carrier work a practical 
impossibility in some cases?

Mr. McKeough: I could not hear you, sir.

Mr. Nesbitt: Are there any practical
difficulties such as weather in many parts of 
the province that might cause some difficul
ties for the expansion of regional air service 
particularly for freight.

Mr. McKeough: I do not think any more so 
than in other parts of the country. I think 
that flying over the Atlantic Provinces, other 
than some coastal fog, is a relatively easier 
flight with less bump and what-not.

Mr. Nesbitt: Coastal fog is quite formidable 
sometimes, though, as I recall.

Mr. McKeough: Sometimes, but they do 
have a bit of fog in Montreal and Ottawa as I 
have noticed when I have tried to fly in 
there.

Mr. Rock: Mr. McKeough, in your brief—

The Chairman: Will you talk a little louder, 
Mr. Rock, please?

Mr. Rock: In your brief you have set out 
the amount of money needed for the next so 
many years. Would you be able to tell the 
members of this Committee the amount of 
federal contributions toward highways from 
the federal government in the past 10 or 15 
years.

[Interprétation]
ter à chaque petite ville sur son trajet. Si 
nous avions un transporteur régional, le ser
vice serait bien meilleur pour nous, tant pour 
les voyageurs que pour les marchandises.

M. Nesbitt: Oui, je suis tout à fait d’accord, 
mais je me demandais si on envisageait de 
créer d’autres transporteurs régionaux à 
l’heure actuelle, à part le Eastern Provincial.

Le président: Pourriez-vous répéter votre 
question s’il vous plaît, monsieur Nesbitt.

M. Nesbitt: Oui, est-ce que vous envisagez 
de créer d’autres transporteurs régionaux ou 
qui sont en voie de formation, autre que Eas
tern Provincial Airlines?

M. McKeough: Pas à ma connaissance,
monsieur.

M. Nesbitt: Est-ce qu’il y a des difficultés 
pratiques dans la province de la Nouvelle- 
Écosse, surtout à cause du temps, qui rendrait 
le transport aérien régional moins pratique en
certains cas?

M. McKeough: Je m’excuse, je n’ai pas
compris cette question.

M. Nesbitt: Y a-t-il des difficultés pratiques, 
surtout du point de vue du climat, dans cer
taines parties de la province qui pourraient 
causer des difficultés pour l’expansion du ser
vice aérien régional, surtout pour ce qui est 
des marchandises?

M. McKeough: Je ne crois pas, pas plus que 
dans les autres parties du pays. Je crois que 
les vols au-dessus des provinces de l’Atlanti
que, sauf pour un peu de brume le long de la 
côte, sont plus faciles et calmes.

M. Nesbitt: Parfois, la brume côtière est 
assez épaisse, si je me souviens bien.

M. McKeough: Oui, mais de temps à autre 
il y a aussi de la brume à Montréal et à 
Ottawa, comme je l’ai constaté quand j’ai 
essayé de m’y rendre.

M. Rock: Monsieur McKeough, dans votre 
mémoire ...

Le président: Un peu plus fort, s’il vous 
plaît.

M. Rock: Vous avez indiqué la somme qui 
serait requise d’ici quelques années. Pourriez- 
vous dire au Comité quelle a été la contribu
tion fédérale pour les routes depuis dix ou 
quinze ans?
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Mr. McKeough: What has been the

proportion?

Mr. Rock: Yes.

Mr. McKeough: It has been anywhere from 
50 per cent to 90 per cent.

Mr. Rock: Could you tell me in figures. 
Was that actually in millions of dollars?

Mr. McKeough: Mr. Millard is here; he 
would have the figures-. Do you have the 
figures in millions of dollars, Mr. Millard, 
over the last several years?

The Chairman: Will you repeat your ques
tion, please?

Mr. Rock: Yes, Mr. Millard, I would like to 
know the amount of federal contributions 
toward your highways in dollars over the 
past 10 or 15 years.

Mr. Millard: In dollars?

Mr. Rock: Yes.

Mr. Millard: No, I cannot answer that sort 
of question, Mr. Rock.

Mr. Rock: Do you mean you do not know 
the amount of money the federal government 
contributed- toward the building of your high
ways in the past 10 years?

Mr. Millard: No, I can get the information 
for you or you can obtain it in Ottawa, but 
nobody has- that information in- their mind as 
readily as that.

Mr. Rock: Can- you tell us how much it was 
last year or the year before?

Mr. Millard: No, Mr. Chairman, I do not 
think it is fair to be asked to answer a ques
tion like that. It is not that I object, it is just 
the detail...

The Chairman: I think this- answer could be 
supplied later on.

Mr. Rock: Mr. Chairman, the reason I 
asked is because we know the amount they 
would like to have for the future, after 1969, 
and I would like to know what they had in 
the past. If they do not have these figures 
then that is all right.

Mr. Millard: Mr. Chairman, I co-uld provide 
this information later on in the day.

The Chairman: That will be fine, thank 
you.

[Interpretation]
M. McKeough: La proportion?

M. Rock: Oui.

M. McKeough: Entre 50 p. 100 et 90 p. 100.

M. Rock: Pourriez-vous me donner les chif
fres? Est-ce que vous parliez de millions de
dollars?

M. McKeough: M. Millard pourrait peut- 
être vous donner les chiffres. Connaissez-vous 
les chiffres pour les dernières années?

Le président: Est-ce que vous pourriez
répéter votre question?

M. Rock: Monsieur Millard, je voudrais 
savoir quelle est la somme des contributions 
fédérales à votre programme de grandes rou
tes depuis dix ou quinze ans.

M. Millard: En dollars?

M. Rock: Oui.

M. Millard: Non, je ne saurais vous répon
dre, monsieur Rock.

M. Rock: En d’autres termes, vous ne con
naissez pas la somme que le gouvernement 
fédéral a contribuée à la construction de vos 
grandes routes depuis dix ans?

M. Millard: Non. Je pourrais vous obtenir 
ces renseignements ou vous pourrez les- obte
nir à Ottawa, mais personne n-’a ces rensei
gnements à portée de la main.

M. Rock: Est-ce que vous pourriez nous 
dire quelles étaient les contributions l’an der
nier ou l’année précédente?

M. Millard: Non. Monsieur le président, je 
ne crois pas que ce soit juste de nous deman
der de répondre à une telle question. Ce n’est 
pas que je m’y oppose, mais il s’agit de 
détails.

Le président: Vous pourriez peut-être nous 
fournir les renseignements plus tard.

M. Rock: La raison pour laquelle je pose la 
question, c’est que nous savons quel montant 
ils voudraient obtenir à l'avenir, après 1969, 
et je voudrais savoir combien ils ont reçu 
dans le passé. S’ils n’ont pas les chiffres en 
main, c’est très bien.

M. Millard: Monsieur le président, je pour
rais vous fournir les chiffres plus tard dans la 
journée.

Le président: Oui. Très bien. Merci.
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[Texte]
Mr. Corbin: Mr. Chairman, I wonder if 

either of these gentlemen could state the 
Province of Nova Scotia’s position in relation 
to the development of (a) the Fundy Trail and 
(b) of the Maine Corridor Road for easy 
access into Central Canada?

Dr. McKeough: The Fundy Trail, I think, in 
our justification, must be thought of in con
junction with the Fleur de Lys Trail in Cape 
Breton. I do not think we could divide the 
two. I think if we are going to do something 
on them we have to do them at the same 
time. I think they are both important to Nova 
Scotia. In relation to the Corridor Road, we 
have had several meetings with people from 
the State of Maine and from the Province of 
Quebec in relation to the feasibility of this 
road and in relation to the possible type of 
financing of this road. Nova Scotia’s position 
is that we endorse very highly this Corridor 
Road and we are prepared to sit down and do 
very serious negotiations.

Mr. Corbin: I have a supplementary, Mr. 
Chairman. Have you also studied the other 
alternative for getting into Central Canada by 
cutting across New Brunswick through a 
route which is commonly known as the Plast
er Rock—Renous Highway, but which, at this 
time, has not been upgraded to Trans-Canada 
standards? However, I understand the Prov
ince of New Brunswick is working on it and 
the saving in mileage when compared with 
the Maine Corridor route is not more than 15 
miles.

Mr. McKeough: Yes, we have been looking 
into this possibility as well.

Mr. Corbin: Would not that proposition be 
just as acceptable to Nova Scotia as the 
Maine Corridor route?

Mr. McKeough: It certainly would, but it 
would put a lot of financial responsibility on 
the Province of New Brunswick.

Mr. Corbin: Do you feel that the people in 
the State of Maine are willing to spend mil
lions of dollars to give easy access into Cen
tral Canada to Maritimers. They seem to be 
showing some indication, but to what degree? 
Up to now I have only known of opposition 
from the government.

Dr. McKeough: We have had representa
tives from the State of Maine here to speak 
with us and there has been an indication that 
we should adopt the financing.

[Interprétation]
M. Corbin: Monsieur le président, je me 

demande si l’un ou l’autre de ces messieurs 
pourrait nous indiquer l’attitude de la pro
vince de la Nouvelle-Écosse en ce qui a trait 
au développement tout d’abord de la route de 
Fundy et de la route corridor via l’État du 
Maine qui constitueraient un accès plus facile 
au centre du Canada.

M. McKeough: Je crois que, en ce qui con
cerne le Fundy Trail, pour justifier il faut 
absolument tenir compte du Fleur de Lys 
Trail dans l’île du Cap-Breton. Je ne crois pas 
qu’on puisse séparer les deux. Il faudrait que 
les deux se fassent en même temps. Les deux 
sont importantes pour la Nouvelle-Écosse. En 
ce qui a trait à la route corridor, nous avons 
eu plusieurs rencontres avec les gens de l’état 
du Maine et de la province de Québec quant 
aux possibilités de construire la route ainsi 
que les possibilités de financement. L’attitude 
de la Nouvelle-Écosse est que nous appuyons 
le principe de cette route. Nous serions prêts 
à négocier de façon très sérieuse en ce sens.

M. Corbin: Une question supplémentaire, 
monsieur le président. Avez-vous aussi étudié 
l’autre possibilité qui existe pour atteindre la 
partie centrale du Canada en traversant le 
Nouveau-Brunswick par la route Plaster 
Rock-Renous, qui n’a pas encore été amélio
rée aux normes de la route transcanadienne? 
Mais la province du Nouveau-Brunswick y 
travaille, mais au point de vue distance, on 
n’épargnerait pas plus de quinze milles effec
tivement par rapport à la route corridor via 
le Maine.

M. McKeough: Oui, nous avons examiné 
cette possibilité.

M. Corbin: Est-ce que cette proposition ne 
serait pas aussi acceptable à la Nouvelle- 
Écosse que le corridor du Maine?

M. McKeough: Certainement, mais cette 
solution entraîne beaucoup de responsabilités 
financières pour le Nouveau-Brunswick.

M. Corbin: Croyez-vous que les gens du 
Maine sont prêts à dépenser des millions de 
dollars pour donner, aux provinces Maritimes 
un meilleur accès au centre du Canada? Il 
semble qu’il y a un indice en ce sens jusqu’à 
quel point? Je n’y connais que des objections 
de la part du gouvernement.

M. McKeough: Nous avons eu des représen
tants de l’État du Maine qui sont venus s’en
tretenir avec nous1 de ce problème. Il y a eu 
des indices tout de même que nous devrions 
endosser le financement.
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Mr. Corbin: In one word, the whole scheme 

is conditional on the participation of the State 
of Maine and we have nothing to say until 
they decide to do something. Is that not 
right?

Dr. McKeough: Absolutely.
The Chairman: Mr. Nesbitt, do you have a 

supplementary question?
Mr. Nesbitt: Just a brief supplementary to 

the Minister. Other than the big international 
airport at Halifax and airports at Sydney and 
Yarmouth, are there any other airports in the 
province that would have suitable facilities at 
the present time to accommodate small air
craft for passenger and freight service on a 
commercial basis?

Dr. McKeough: What are you referring to, 
sir, as “small'’?

Mr. Nesbitt: I was referring to airports that 
could accommodate aircraft that would carry 
up to perhaps 20 passengers. They would 
accommodate aircraft of the type of the old 
DC-3.

Dr. McKeough: If we are talking about DO
S’s, there are quite a few airports in the prov
ince that could accommodate them. They need 
servicing, but we have some local airports 
and we are encouraging the development of 
small airports for rapid communication with 
these isolated areas.

Mr. Nesbitt: Could you give us some idea 
how many of these airports are now in exist
ence and where they are located?

Dr. McKeough: I cannot give you the 
figures, sir, but they are pretty well oriented 
throughout the province. There is one in 
Digby—you have already mentioned Yar
mouth—there is one outside of Truro, there is 
one in the Margaree Valley, Shelburne and 
Liverpool. We can get these figures. We had 
them because we have been doing a fail- 
amount of work on this.

Mr. Nesbitt: If you could get them for me I 
would certainly appreciate it.

The Chairman: Mr. Minister, I think we 
have completed our inquiry and I would like 
to thank you very, very much.

Returning to the agenda once more, I will 
now call upon the Sydney Harbour Regional 
Development Board'.

We have with us this morning two Mr. 
MacDonalds, Mr. Bruce MacDonald and Mr. 
James J. MacDonald. They look like brothers.
I will ask Mr. Bruce MacDonald to give us a

[Interpretation]
M. Corbin: En un mot, le projet est condi

tionné par la participation de l’État du Maine 
et nous ne pouvons rien faire sans leur 
décision.

M. McKeough: C’est exact.
Le président: Monsieur Nesbitt, avez-vous 

une question à poser?
M. Nesbitt: Une brève question supplémen

taire au Ministre. Outre le grand aéroport 
international d’Halifax, et les aéroports à 
Sydney et à Yarmouth, y a-t-il d’autres aéro
ports dans la province qui auraient des instal
lations adéquates à l’heure actuelle pour les 
petits avions commerciaux pour les services 
de passagers et de fret?

M. McKeough: Qu’est-ce que vous voulez 
dire par petits?

M. Nesbitt: Des aéroports qui pourraient 
accommoder des avions de capacité allant, 
mettons jusqu’à vingt passagers, un avion du 
genre de l’ancien DC-3.

M. McKeough: S’il s’agit des DC-3, il y a 
plusieurs aéroports dans la province qui peu
vent les recevoir. Nous avons des aéroports 
locaux. Nous encourageons le développement 
des petits aéroports pour le développement de 
communication rapides avec les régions 
isolées.

M. Nesbitt: Pourriez-vous me donner une 
idée du nombre de ces aéroports et de leur 
emplacement?

M. McKeough: Je ne saurais vous donner 
les chiffres, monsieur, mais il sont disséminés 
partout dans la province. Il y en a un à 
Digby. Vous avez déjà mentionné Yarmouth. 
Il y en a un dans la banlieue de Truro, il y en 
a un dans la vallée de Margaree, à Shel- 
bourne et à Liverpool. Nous pourrions obtenir 
ces chiffres. Nous les avons parce que nous 
avons travaillé abondamment dans ce sens.

M. Nesbitt: Oui, si vous pouvez me les don
ner plus tard, très bien.

Le président: Monsieur le ministre, je crois 
que cela termine notre enquête. Nous vous 
remercions beaucoup, monsieur le ministre. Si 
vous me permettez de revenir à l’ordre du 
jour, je demanderais maintenant à la Cham
bre du commerce de Sydney de se présenter.

Nous avons ici avec moi, M. Bruce MacDo
nald et M. James J. MacDonald. Ils se res
semblent comme deux frères. Je demanderais 
à M. Bruce MacDonald de nous donner un
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[Texte 1
short briefing and then I will allow the 
members to ask questions.

Mr. B. MacDonald (Sydney Harbour 
Regional Development Board): Thank you 
very much, Mr. Chairman. It is a great plea
sure to be here this morning and to have a 
chance to address the Parliamentary Commit
tee on Transport and Communications. I 
would certainly like to reiterate what Dr. 
McKeough has said. We are very pleased that 
you have seen fit to come to Nova Scotia to 
investigate this matter because transportation 
is a particularly important factor in our 
development.

Mr. Chairman, with your permission and as 
it is a full year since our original brief was 
prepared and things have changed since then 
in some ways, and a few other matters have 
come forward since that submission, I ask 
your indulgence in allowing us to present a 
short supplementary submission to our previ
ous brief.

Mr. Chairman, we wish to thank your Com
mittee for giving us this opportunity of pre
senting a supplementary brief to that already 
submitted by the Containerization Committee 
of the Sydney Board of Trade. Since this time 
last year when the Committee was originally 
scheduled to hear our submission, the Con
tainerization Committee has expanded its 
scope and now is known as the Sydney Har
bor Regional Development Board, which com
prises representation from the three com
munities surrounding Sydney Harbor, name
ly, the City of Sydney, Town of North Syd
ney and the County of Cape Breton. This is 
an example of co-operation among these com
munities for the common good since it is felt 
that Sydney Harbor should be developed as a 
unit, with each section having something to 
contribute which is unique and complemen
tary to the others. The object of the board is 
to carry on the promotion and development of 
Sydney Harbor to the status of a major 
Atlantic port and the members of the Board 
comprise representation from the shipping 
industry, the business community and 
municipal government.

In most countries of the world that portion 
of the nation which borders a major ocean is 
considered to be one of the most valuable 
assets that the country has. We have evidence 
in many countries where the importance of 
an outlet to the sea is very jealously guarded.

[Interprétation]
bref résumé, et je permettrais ensuite aux 
membres du Comité de poser leurs questions.

M. B. MacDonald (Sydney Regional Har
bour Development Board): Merci beaucoup, 
monsieur le président. C’est un véritable plai
sir d’être ici avec vous ce matin, et d’avoir 
l’occasion de prendre la parole devant le 
comité des Transports de la Chambre des 
communes. Une fois de plus, je voudrais 
reprendre la parole de M. McKeough pour 
vous dire que nous sommes très heureux de 
voir que vous ayez jugé bon de venir en 
Nouvelle-Écosse pour étudier cette question 
parce que les transports sont tout particuliè
rement importants comme facteur de 
développement.

Monsieur le président, il y a un an que 
notre mémoire a été préparé, et depuis, la 
situation a évolué. Je vous saurais gré d’écou
ter quelques remarques supplémentaires.

Monsieur le président, nous aimerions vous 
remercier pour nous donner cette opportunité 
de présenter un mémoire supplémentaire à 
celui déjà soumis au Comité par le Comité 
sur les transports par cadre de la Chambre de 
commerce de Sydney. Depuis l’année der
nière, lorsque le Comité devait à l’époque 
recevoir nos mémoires, le Comité sur les 
transports par cadre a élargi ses objectifs et il 
est connu actuellement sous le nom de l’Office 
régional de développement du port de Syd
ney, qui comprend des représentants de trois 
municipalités entourant le port de Sydney, 
soit la ville de Sydney, la ville de Nord Syd
ney et le comté du Cap-Breton. C’est ici un 
exemple de la coopération entre ces munici
palités pour le bien commun depuis que l’on 
ressent que le port de Sydney devrait se 
développer comme une entité propre, dont 
chaque section peut contribuer d’une façon 
unique et complémentaire dans l’ensemble. 
L’objectif de l’Office est de prendre en charge 
la promotion et le développement du port de 
Sydney afin d’en faire un port majeur de 
l’Atlantique et les membres de cet Office 
comptent parmi eux des représentants de l’in
dustrie du transport maritime, du milieu des 
affaires et du gouvernement municipal.

Dans plusieurs pays du monde la partie 
d’un pays qui borde un océan d’importance 
majeure est considérée comme l’un des actifs 
les plus intéressants que cette contrée pos
sède. Nous avons l’exemple dans plusieurs 
pays où l’importance d’un débouché sur la 
mer est très jalousement conservée.
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In Canada, however, we find a very differ

ent approach to the value of our coastal area, 
particulary the East Coast area. The develop
ment of the shipping facilities in the coastal 
areas has been minimal and the development 
of the transportation links between the 
Canadian Atlantic ports and the centre of the 
continent have been far behind developments 
in other parts of the country in both facilities 
and competitive rate structure. An example 
of this is the supposed inability of the rail
way to provide twenty-four hour service from 
Nova Scotia to Montreal over many, many 
years.

It was not until the passenger train Cabot, 
which was specially put on for the Expo 
traffic, showed that it could be done, that 
changes have been made in the transportation 
time factor, which in the past was rated as a 
very significant factor in development of the 
Atlantic Provinces. We are pleased to see that 
the Canadian National Railways has this past 
week announced a new train which will 
ensure twenty-four hour freight service 
between Cape Breton and Montreal.

This announcement has virtually eliminated 
the time element as a detrimental factor and 
leaves only the rate structure to be modern
ized in order to provide the type of transpor
tation facility that is required.

Our board sees the Canadian National Rail
ways as a very important development tool as 
far as the proper use of our natural transpor
tation facilities is concerned. From personal 
experience I can tell you that the greatest 
control factor in reducing freight rates or in 
keeping freight rates from rising is competi
tion. In other areas of Canada, because of 
shorter distances and greater concentration of 
population, there is great competition 
between railways and other forms of trans
portation for the traffic that is offering. This 
tends to keep rates competitive and works to 
the advantage of those persons doing business 
in these particular areas. In the Atlantic 
Provinces we have no such heavy concentra
tion of population, nor short distances, and 
consequently the natural forces of commerce 
are not here to exert these modifying pres
sures on the rate structure. This means that 
other measures must be adopted if we are to 
have equal status with shippers in other parts 
of the country, which as Canadians we have a 
right to expect.

[Interpretation]
Au Canada, cependant, on se trouve aux 

prises avec une évaluation très différente de 
notre région côtière particulièrement en ce 
qui concerne la Côte Est. Les développements 
des installations portuaires dans les régions 
côtières ont été minimes et les développe
ments des liaisons de transport entre les ports 
de la Côte de l’Atlantique du Canada et le 
centre du pays ont été bien en dessous du 
développement des autres régions du pays 
tant en installations qu’au point de vue con
currentiel. Un exemple de ces faits est la 
supposée impossibilité des chemins de fer de 
pourvoir un service de 24 heures de la Nou
velle-Écosse jusqu’à Montréal, pendant plu
sieurs années.

Il a fallu attendre le train de passagers 
Cabot, qui incidemment avait été mis en 
vigueur pour le trafic destiné à l’Expo, pour 
démontrer que cela pouvait se faire, et que 
des changements avaient été enfin effectués 
dans le facteur temps du transport. Ce qui 
dans le passé était considéré comme un fac
teur très très important dans le développe
ment des provinces de l’Atlantique. Nous 
sommes heureux de voir que le National- 
Canadien a annoncé la semaine passée un 
nouveau train qui assurera un trafic en 24 
heures pour les marchandises entre le Cap- 
Breton et Montréal.

Cette annonce a virtuellement éliminé le 
facteur temps en tant que facteur négatif et 
ne laisse uniquement à la structure des taux 
la dernière étape à être modernisée afin de 
pourvoir un type de transport qui répondrait 
aux besoins actuels.

L’Office considère le CN comme un très 
important outil de développement en tant que 
notre transport habituel est concerné. Selon 
mon expérience personnelle je peux vous dire 
que le plus grand facteur de contrôle en ce 
qui concerne l’abaissement des taux de trans
port ou la conservation des taux de transport 
actuels est la concurrence. Dans d’autres 
régions du Canada, à cause des distances plus 
courtes et de la concentration démographique 
plus importante, il y a une grande compéti
tion entre les chemins de fer et les autres 
systèmes de transport qui sont offerts au 
public. Ceci tend à conserver les taux concur
rentiels et travaille pour l’avantage des per
sonnes qui ont recours à ces moyens dans ces 
régions particulières. Dans les provinces 
atlantiques, nous n’avons pas une aussi 
grande concentration de population et non 
plus de distances relativement courtes. Consé
quemment, les forces naturelles du commerce 
n’exercent pas ici une pression modificatrice 
de l’échelle des taux. Ceci veut dire que d’au
tres mesures doivent être prises si nous 
devons arriver à un statut égal avec les expé-
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[Texte]

This also means that until the traffic builds 
to the type of volume which we feel it can if 
we use our seaports as they should be used, 
special transportation policies must be adopt
ed to provide a rate structure which will 
encourage a high volume of traffic over the 
Atlantic Provinces rail lines as a result of 
greatly expanded activity at our seaports.

This must be a matter of government poli
cy and the railway system in the Atlantic 
Provinces must be operated and its rates set, 
as if it were operating in the most highly 
competitive atmosphere possible, such as be
tween Toronto and Montreal. In saying this I 
am proposing logical business practices in 
suggesting that high volume rates be imple
mented immediately in order to attract the 
traffic which would very shortly build to the 
volumes on which the rates are predicated, 
since we know the traffic is there.

There is no question that previous govern
ment policies and policies of shipping compa
nies have operated against the Atlantic ports, 
as witness the conference rates which make 
little or no difference in the ocean freight 
charges to Atlantic ports and Quebec and 
Montreal, in spite of the fact that there is a 
minimum of a day and a half sailing time as 
between these ports. Add to this the high cost 
of rail transportation between the Atlantic 
ports and Montreal and its is no wonder that 
our seacoast has not developed as it should.

This fact was further aggravated by the 
construction, at Canadian public expense, of 
the St. Lawrence Seaway. Records of its 
volume of traffic in specific categories will 
document that it is really a private transpor
tation link between the iron ore resources in 
Quebec and Labrador and the steel companies 
of Ontario and the United States, plus an 
additional competitive factor and transporta
tion system between Toronto and Montreal 
and an additional means of shipping grain in 
seagoing ships. Compared to these categories, 
regular international overseas shipping, for 
which it was supposedly built, is a very small 
percentage.

[Interprétation]
diteurs des autres parties du pays, ce à quoi 
nous avons droit en tant que Canadiens.

Ceci veut aussi dire que tant que le trafic 
n’atteint pas le genre de volume auquel nous 
pensons qu’il peut arriver, si nous utilisons nos 
ports de mer de la façon dont ils devraient 
l’être, des politiques spéciales concernant le 
transport devraient être adoptées afin de 
pourvoir à une échelle de taux qui pourrait 
encourager un haut volume de trafic à desti
nation des provinces atlantiques ce qui cor
respondrait à une activité accrue de nos ports 
de mer.

Ceci devrait être du ressort d’une politique 
du gouvernement que le système de chemins 
de fer dans les provinces atlantiques devrait 
être exploité et ses taux fixés comme s’il était 
exploité dans une atmosphère la plus compé
titive possible telle que celle entre Toronto et 
Montréal. En disant ceci je propose des prati
ques de commerce logiques en suggérant 
qu’un taux adapté au haut volume soit mis en 
vigueur immédiatement afin d’attirer le trafic 
qui pourrait être rapidement atteint avec les 
taux dont j’ai parlé, vu que nous sommes 
persuadés que ce trafic existe.

Il est hors de doute que les précédentes poli
tiques du gouvernement et les politiques des 
compagnies maritimes ont agi contre l’intérêt 
des ports de l’Atlantique, ainsi qu’on le voit 
dans les taux unifiés qui ne font qu’une petite 
et même aucune différence entre les taux du 
transport à destination des ports de l’Atlanti
que ou des ports de Québec et de Montréal, 
en dépit du fait qu’il y a un minimum d’un 
jour et demi de navigation entre ces ports. Il 
faut ajouter à cela le coût élevé du transport 
par rail entre les ports de l’Atlantique et 
Montréal et vous découvrirez pourquoi les 
ports de la Côte de l’Atlantique ne se sont pas 
développés tel qu’ils auraient dû.

Ces faits ont été aggravés plus tard par la 
construction, avec les deniers publics, de la 
Voie maritime du Saint-Laurent. Les données 
concernant son volume de transport dans les 
différentes catégories indiqueront que cette 
Voie maritime est réellement un moyen de 
transport privé entre les ressources minières 
du Québec et du Labrador et les compagnies 
et les aciéries de l’Ontario et des États-Unis, 
plus un facteur concurrentiel additionnel et 
un système de transport supplémentaire entre 
Toronto et Montréal ainsi qu’un autre moyen 
d’expédition du grain par le moyen de navires 
océaniques. Vis-à-vis de ces catégories de 
transport international à destination de l’ou
tre-mer pour lesquelles normalement la Voie 
maritime avait été construite est un pourcen
tage très faible.
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[Text]
We are not asking for special treatment for 

the Atlantic coastal area, we are asking for 
equal treatment as far as government policy 
is concerned. There is no question that the 
operation of the Seaway at a substantial loss 
artificially provides a reduction in transporta
tion costs for all who use it.

There is no question then that there is 
existing government policy regarding the set
ting of rates in order to attract business, 
regardless of the profitability of such rates, 
and with the development of the resources of 
the country as one of the primary motiva
tions. We feel that in a country as large as 
Canada this type of thing is justified, but 
should be equally applied in all sections.

We are confident that containerization has 
opened up as revolutionary a concept in 
transportation as air travel did in the 1930s. 
At that time the government had sufficient 
forethought to set up the government operat
ed transportation system which is now known 
as Air Canada, at a time when there was no 
question that it could not pay its way. Added 
to this, they embarked on a system of 
airfields at public expense, which today pro
vides a very fine transportation network 
across the country. In the new transportation 
concept brought on by containerization we 
are in the same position in regard to the 
development of facilities. The present situa
tion calls for bold new policies on the part of 
government in providing the type of facilities 
required in order to have Canada develop its 
full potential under this new system.

We urgently request that immediate steps 
be taken to adopt policies on the rail trans
portation facilities in the Atlantic Provinces 
which will encourage the development of the 
Atlantic Coast of Canada as the major North 
American transportation terminal for interna
tional traffic.

We would urge that immediate action be 
taken to build proper wharf facilities to han
dle this type of traffic through the excellent 
natural harbors on the Atlantic coast, of 
which Sydney is one, when these proposals 
are received during the next few weeks.

Implementation of these policies will tend 
to assist the federal government’s regional

[Interpretation]
Nous ne demandons pas pas un traitement 

de faveur pour la région côtière de l’Atlanti
que, nous demandons simplement un traite
ment égal en ce qui concerne la politique du 
gouvernement. Sans doute les opérations de la 
voie maritime qui sont faites avec une perte 
substantielle provoquent artificiellement une 
réduction des coûts de transport pour tous 
ceux qui en ont l’utilité.

Et sans doute, aussi, lorsqu’il existe dans 
les politiques du gouvernement visant la fixa
tion de taux afin d’attirer l’expansion du com
merce, sans tenir compte de la rentabilité de 
tels taux, et avec le développement des res
sources d’un pays comme motivation première. 
Nous pensons que dans un pays aussi grand 
que le Canada ce genre de chose est justifié 
mais devrait être appliqué également dans 
tous les secteurs.

Nous sommes confiants que le transport par 
cadre a ouvert un concept révolutionnaire dans 
le domaine du transport comme l’avait fait le 
transport aérien en 1930. A cette époque 
le gouvernement avait prévu suffisamment à 
l’avance l’organisation d’un système de trans
port aérien exploité par le gouvernement qui 
est maintenant connu comme la Société Air 
Canada, et à l’époque il ne s’agissait pas du 
tout que cette opération soit rentable. De 
plus, à l’époque le gouvernement s’était 
engagé à la construction d’aérodromes aux 
frais du contribuable, qui aujourd’hui pour
voient à un réseau de transport très complet à 
travers tout le pays. Dans ce nouveau concept 
du transport ouvert par le transport par 
cadre, nous sommes dans la même position en 
ce qui concerne le développement des instal
lations. La situation actuelle appelle des 
politiques nouvelles, hardies de la part du 
gouvernement afin de pourvoir au genre d’in
stallations qui sont requises afin que le Canada 
puisse développer son plein potentiel en vertu 
de ce système.

Nous demandons instamment que des 
mesures soient prises afin d’adopter une poli
tique concernant le transport par chemin de 
fer dans les provinces de l’Atlantique qui 
encouragerai le développement de la région 
côtière de l’Atlantique du Canada comme 
point majeur du transport nord américain 
pour le trafic international.

Nous demandons qu’une action immédiate 
soit prise pour construire les installations por
tuaires adéquates afin de pouvoir prendre en 
charge ce genre de trafic au moyen des ports 
naturels excellents de la Côte atlantique dont 
Sydney en est un, lorsque ces recommanda
tions seront reçues au cours des prochaines 
semaines.

La mise en vigueur de telles politiques ten- 
dera à aider le Plan de développement régio-
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[Texte]
development plan which was announced just 
this week to be carried out under the direc
tion of the Hon. John Marchand and his new 
department. One of the best development 
tools that could be used would be to have the 
Atlantic Provinces as the intake for a major 
volume of commercial traffic. This would pro
vide excellent facilities which industries estab
lished in this area could use as a means of 
getting their goods to market, whether it be 
on the North American continent or in inter
national trade.

Sydney Harbor has all of the natural 
qualifications to become a major world port 
and proved this point as a major convoy col
lection harbor during the Second World War.

Your favorable consideration to accelerat
ing its development to major port status is 
urgently requested.

Mr. Chairman, in connection with our origi
nal brief, there is one paragraph which I 
would like to mention. I do not know how it 
is printed in your book, gentlemen, but it is 
on page 6 of our brief. It reads:

Mr. Chairman and gentlemen, your 
concern and responsibility as members of 
the Parliament of Canada is to initiate 
and implement those policies and devel
opments which operate in the best inter
ests of the citizens in the country as a 
whole. We submit that the successful 
implementation of a Trans-Canada Trans
portation System embodying east coast 
and west coast major containerization 
port facilities in Canada, with a Trans
continental Railway Land Bridge System 
joining them at a reasonable transporta
tion rate per container mile would be the 
most constructive project which could be 
recommended to Parliament to promote 
the proper development of industry and 
resources in our country. We urge you to 
use every effort to bring together the 
parties concerned immediately to begin to 
have this plan implemented, and we offer 
our services in whatever way they may 
be used to bring this about.

Thank you very much, Mr. Chairman.

The Chairman: Thank you very much. I do 
not have enough briefs for everyone. Would 
you have them delivered, please. Mr. 
McGrath.

[Interpretation]
nal du gouvernement fédéral qui a été 
annoncé cette semaine et qui sera entrepris 
sous la direction de l’honorable Jean Mar
chand et de son nouveau ministère. L’un des 
meilleurs outils de développement qui pour
rait être utilisé serait que les provinces atlan
tiques soient considérées comme le port 
d’entrée d’un volume considérable de trafic 
commercial. Ceci permettrait de procurer des 
installations excellentes avec lesquelles les 
industries établies dans cette région pour
raient compter en tant que moyen de mettre 
en marché leurs produits sur les marchés du 
continent nord américain ou internationaux.

Le port de Sydney a toutes les qualifica
tions naturelles pour devenir un port mondial 
important et a prouvé ce point au cours de la 
dernière guerre mondiale où le port de Syd
ney a servi comme point majeur de rallie
ment des convois.

Nous vous demandons instamment que 
votre étude visant à l’accélération du dévelop
pement du statut de ce port nous soit 
accordée.

Monsieur le président, pour ce qui est du 
premier mémoire que nous avions présenté, il 
y a un alinéa que je voudrais vous citer et je 
ne sais pas comment il est imprimé dans 
votre compte rendu. Messieurs, c’est à la page 
6 de notre mémoire. Il se lit comme suit:

Monsieur le président et messieurs, à 
titre de membres du Parlement canadien, 
il vous incombe de mettre en œuvre les 
politiques et les initiatives qui tendent à 
sauvegarder les intérêts1 des citoyens de 
l’ensemble du pays. Nous estimons que 
l’implantation d’un réseau de transport 
transcanadien englobant sur les côtes est 
et ouest des installations portuaires pour 
«containers», reliées par un réseau trans
continental fer-terre-pont, selon un taux 
raisonnable le mille-container, constitue
rait le projet le plus constructif qui pour
rait être recommandé au Parlement en 
vue de promouvoir l’expansion de l’in
dustrie et des ressources de notre pays. 
Nous vous incitons à ne pas ménager vos 
efforts en vue de réunir immédiatement 
les parties intéressées pour mettre ce 
plan en œuvre, et nous vous offrons notre 
collaboration entière à cet égard.

Merci beaucoup, monsieur le président.

Le président: Merci beaucoup. Je n’ai pas 
suffisamment de copies de votre mémoire. 
Pouvez-vous les distribuer? Merci. M. 
McGrath.
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[Text]
Mr. McGrath: May I ask one question, Mr. 

Chairman. I wish to compliment the Sydney 
Board of Trade on its submission, but I am 
rather intrigued about the rather interesting 
way in which you ignore the Province of 
Newfoundland and its strategic location with 
regard to world trade.

Mr. B. MacDonald: Mr. Chairman, I think 
that can be answered simply by stating the 
fact that by a man-made structure, the cause
way across the Strait of Canso, Canada was 
joined to the island of Cape Breton and 
consequently we are one entity across the 
nation, but unfortunately Newfoundland is 
not joined directly.

Mr. McGrath: Just one supplementary, Mr. 
Chairman, because this is a rather important 
line of questioning. Does the bridge concept 
not envisage large bottoms being transhipping 
to be picked up by smaller bottoms?

Mr. B. MacDonald: Are you speaking about 
the land bridge concept?

Mr. McGrath: The concept of transhipment 
in regard. . .

Mr. B. MacDonald: Basically our brief and 
the supplementary is speaking really of the 
land-bridge concept which envisages Canada 
as the link between the developed countries 
on either side, the Far East and the West 
Coast of Europe, that sort of concept. New
foundland in that context, naturally, being an 
island, is not tied into the trans-Canada rail 
system.

The Chairman: Present your question, sir, 
to Mr. MacDonald.

Mr. Carter: Has the harbour of Sydney, the 
port, been declared a national harbour under 
the National Harbours Board?

Mr. B. MacDonald: No, Sydney Harbour is 
presently operated as, I believe the term is, 
just a federal Department of Transport har
bour under a harbour master, and so on. But 
it is not a national harbour. Halifax, Saint 
John, and St. John’s are the three Atlantic 
National Harbours.

Mr. Carter: Has representation been made 
to the government, or the National Harbours 
Board to have Sydney Harbour declared 
under its jurisdiction as a national harbour?

Mr. B. MacDonald: This matter has been 
discussed with both the Chairman of the Na-

[fnterpretation]
M. McGrath: J’aurais une question à poser, 

monsieur le président. Je félicite la Chambre 
de Commerce de Sydney mais je suis quelque 
peu intrigué de la façon fort intéressante dont 
vous ne tenez pas compte de la province de 
Terre-Neuve et de son emplacement vraiment 
stratégique pour ce qui est de ce commerce 
international.

M. B. MacDonald: Je pense, monsieur le pré
sident, que nous pouvons y répondre très 
facilement du fait qu’à la suite de la chaussée 
de Canso, le Canada a fait corps avec l’île du 
Cap Breton et en conséquence nous sommes 
une entité à travers le pays mais malheureu
sement Terre-Neuve n’est pas rattachée direc
tement au continent.

M. McGrath: Une seule question. Est-ce que 
le concept ne prévoit pas l’expédition trans
continentale, est-ce qu’on ne prévoit pas les 
transbordements de gros navires, disons dans 
des navires moins grands.

M. B. MacDonald: Vous parlez du concept de 
réseau transcontinental mer-rail-mer?

M. McGrath: Le concept de transbordement 
à l’égard. . .

M. B. MacDonald: Dans notre mémoire et ce 
que nous y avons ajouté, nous parlons de ce 
concept de transbordement transcontinental 
qui relierait l’Est à l’Ouest du pays. Et dans 
ce contexte naturellement Terre-Neuve étant 
une île n’est pas comprise dans le réseau fer
roviaire transcanadien.

Le président: Posez votre question à M. 
MacDonald.

M. Carter: Le port de Sydney a-t-il été 
déclaré un port national d’après le Conseil 
des ports nationaux. . .?

M. B. MacDonald: Non, le port de Sydney 
est exploité actuellement comme, et je crois 
qu’on le nomme ainsi simplement d’un port 
du gouvernement fédéral relevant du minis
tère des transports, sous le commandement 
d’un capitaine de port. Mais ce n’est pas un 
port national, Halifax, Saint-Jean et St-Jean 
(Terre-Neuve) sont les trois ports du Conseil 
des ports nationaux de l’Atlantique.

M. Carter: A-t-on présenté des instances au 
gouvernement fédéral ou au Conseil des ports 
nationaux pour que le port de Sydney soit 
reconnu comme relevant de la compétence de 
ce dernier comme port national.

M. B. MacDonald: Nous avons parlé de 
cette question de temps à autre avec le prési-
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[Texte]
tional Harbours Board and other bodies from 
time to time, and it was felt that, for various 
reasons, it might be better if Sydney at the 
moment were not developed as a National 
Harbours Board port. There are advantages 
and disadvantages. For instance, there are as 
many Commission harbours in Canada as 
there are National Harbours Board harbours. 
Toronto, for instance, is a Commission harbour 
under the National Harbours Board.

The Chairman: Does that answer your 
question, Mr. Carter? Mr. Pringle.

Mr. Pringle: Mr. Chairman, first of all I 
would like to declare myself as a Western 
member. I would like to compliment you on 
your brief, but especially I would like to 
compliment you on the apparent success that 
we read about in connection with your steel 
company which has progressed and shown a 
great deal of strength as related to what we 
were led to believe prior to this particular 
arrangement that you are operating under 
now. We have been told in the last few days 
that transportation is the main deterrent to 
the expansion of industry in the Maritimes, 
and I am wondering if there are also prob
lems regarding consistent supervisory and 
operating staff in the Maritimes.

One of my constituents, with whom I am 
somewhat associated, has endeavoured to 
expand an industry in Prince Edward Island 
with apparent lower operating costs, but unit 
costs are still a serious problem and, of 
course, transportation also is a problem. I am 
wondering if you would be able to suggest 
how we might be able to, say, inspire the 
people of the Maritimes to become involved 
in the expansion of industry in this area, as 
you have in Sydney with such great success.

Mr. B. MacDonald: Well, I did not expect 
to be asked a question like this. Nevertheless, 
I think that the secret in the Sydney steel 
plant is the fact that the people feel part of 
the industry. They feel that they are now 
part of the industry, and the determination 
at the time of the proposed closure of 
the plant—the attitude was not panic but 
determination to succeed. They felt that it did 
have merit, it could be done, and they pro
ceeded to do it. Now certainly the direction, 
the management direction, and so on, was a 
tremendous factor. The participation of the 
Province of Nova Scotia and the attitude of 
the Province was a tremendous factor. And 
the combination of everyone co-operating was 
really the answer to the turn-around at the 

29691—3

[Interprétation]
dent du Conseil des ports nationaux et d’au
tres organismes, et on a cru, pour diverses 
raisons qu’il serait peut-être préférable que 
Sydney ne soit pas exploité actuellement en 
tant que port relevant du Conseil des ports 
nationaux. Il y a des avantages et des désa
vantages. Ainsi, il y a autant de ports admi
nistrés par des Commissions au Canada que 
de ports administrés par le Conseil des ports 
nationaux. Ainsi, Toronto est un port admi
nistré par une Commission relevant du Con
seil des ports nationaux.

Le président: Cela répond-il à votre ques
tion, M. Carter?

M. Pringle: Monsieur le président, tout d’a
bord je désire vous dire que je viens de 
l’ouest. Je désire vous féliciter de votre 
exposé et plus particulièrement de votre suc
cès dont nous entendons parler en ce qui a 
trait à votre compagnie d’acier qui a fait 
beaucoup de progrès, et qui s’est montrée très 
vigoureuse en dépit de ce qu’on nous a fait 
croire avant cet arrangement particulier sous 
lequel vous êtes maintenant en exploitation. 
Au cours des derniers jours on nous a dit que 
le transport était la principale menace à l’ex
pansion de l’industrie dans les Maritimes, et 
je me demande s’il y a aussi des problèmes 
du côté stabilité du personnel de surveillance 
et d’exploitation dans les Maritimes.

Un de mes commettants, avec qui je suis 
quelque peu associé, a essayé de donner de 
l’expansion à une industrie à l’île-du-Princo- 
Édouard, avec des frais d’exploitation appa
remment moins élevés, mais les coûts par 
unité sont toujours un sérieux problème à 
résoudre, de même que le problème des 
transports. Je me demande alors si vous 
seriez en mesure de vous dire comment nous 
pourrions inspirer les gens des Maritimes et 
les entraîner à participer à l’expansion des 
industries dans cette région, comme vous l’a
vez fait à Sydney avec beaucoup de succès.

M. B. MacDonald: Je ne m’attendais pas à 
ce qu’on me pose une question de ce genre. 
Néanmoins, je pense que le secret de l’aciérie 
de Sydney vient du fait que les gens ont 
l’impression qu’ils font partie de l’industrie. 
Ils sentent qu'ils sont maintenant une partie 
intégrante de l’industrie et leur détermination 
au moment où l’on projetait fermer cette 
usine, était une attitude de détermination à 
réussir, non pas de la panique. Ils ont senti 
qu’il avait quelque mérite, que cela pouvait 
être fait et c’est alors qu’ils ont décidé 
d’aller de l’avant. Certainement, la direction, 
l’administration et le reste ont joué un grand 
rôle. La participation de la province de la 
Nouvelle- Écosse de même que l’attitude de la 
province fut un facteur important. Et, la col-
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[Text]
Sydney steel plant, the change of policies, 
progressive policies, aggressive sales, co-oper
ative production policies, and so on.

There is one interesting point in connection 
with the steel industry that, I think, perhaps 
should be mentioned to this particular body, 
and that is the fact that it is not accidental 
that the Sydney steel plant is a basic steel 
plant, whereas the other steel plants in the 
country are highly diversified and specialized. 
This is a matter of transportation policy, and 
we are remiss in not mentioning it in our 
brief.

The big problem of the Sydney steel plant 
operation is that it has been operating at a 
great disadvantage with regard to finished 
products, in view of the fact that the minute 
you finish any type of production on steel 
products going out of Sydney, you immediate
ly jump your transportation rates tremen
dously. This has operated actually as a tariff, 
preventing finished products from the Sydney 
steel plant going in any quantity into the 
central Canadian markets, and it means that 
the raw steel, the billets or that sort of thing, 
go in at regular rates. The minute you put in 
any finished product, the rate goes up to a 
point where it is not practical.

Mr. Pringle: Are you contemplating the 
further processing of steel into the secondary 
position so as to get into these other markets? 
If so, should this not be a factor with regard 
to our deliberations, that we should give 
some consideration in this regard to the tariff, 
tight tariff, out of your area, because is this 
not a vital part of your business?

Mr. B. MacDonald: I would think it is 
something that definitely should be consid
ered by your Committee, because the main 
reason that this type of facility has not been 
put into the Sydney area is because of the 
very high costs of shipping finished products 
out of our area into the central Canadian 
markets.

Mr. Pringle: Just as a final remark I would 
like to say that I was very happy to hear you 
use the word determination, because I think 
it is a big factor in the expansion of industry, 
maybe a little more so than subsidies and 
transportation costs. Thank you very much.

Mr. B. MacDonald: I think you will find, 
Mr. Chairman, that the attitude in our area at 
the moment is that as a place to establish 
industry we can stand on our own feet, pro-

[Interpretation]
laboration de tous fut la véritable raison du 
retour de l’aciérie de Sydney, du changement 
de politiques des politiques progressives, des 
ventes agressives, des politiques de produc
tion concurrentes, et ainsi de suite.

Mais il y a un point intéressant qu’il fau
drait, peut-être mentionner à cet organisme 
particulier et qui a trait à l’industrie de l’a
cier, c’est que ce n’est pas tout à fait par 
accident que l’aciérie de Sydney est une acié
rie de base alors que les autres aciéries dans 
le pays sont très spécialisées, et variées. C’est 
là une question de politique de transport et 
nous sommes négligents de ne pas le mention
ner dans notre mémoire.

Le grand problème de l’exploitation de l’a
ciérie de Sydney c’est qu’elle a fonctionné à 
son désavantage pour ce qui est des produits 
finis, dû au fait que dès que vous apportez un 
fini à une production quelconque dans les 
produits de l’acier qui sont acheminés en 
dehors de Sydney, immédiatement vos taux 
de transport augmentent beaucoup. Cela a 
donc joué comme tarif, empêchant que les 
produits finis de l’aciérie de Sydney soient 
acheminés vers les marchés centraux cana
diens, et cela signifie que l’acier brut, les 
billettes ou ce genre de choses se vendent à 
des taux réguliers. Mais dès que c’est un pro
duit fini le taux monte à un niveau tel que ce 
n’est pas pratique.

M. Pringle: Est-ce que vous envisagez une 
autre transformation de l’acier dans un état 
secondaire pour avoir accès à ces autres mar
chés? Si oui, cela ne devrait-il pas être un 
facteur dans nos délibérations, que nous 
devrions étudier pour ce qui est du tarif, du 
tarif trop juste, hors de votre secteur, car 
n’est-ce pas une partie essentielle de votre 
entreprise?

M. B. MacDonald: Oui, votre Comité 
devrait étudier la question, à mon avis, parce 
que la principale raison pour laquelle ce 
genre de service n’a pas été donné dans la 
région de Sydney est dû aux coûts très élevés 
d’expédition des produits finis hors de notre 
région vers les marchés centraux canadiens.

M. Pringle: Une dernière observation. J’é
tais des plus heureux de vous entendre utili
ser le mot détermination, parce qu’à mon avis 
c’est un facteur important pour l’expansion de 
l’industrie, et peut-être un peu plus que les 
subsides et les coûts de transport. Je vous 
remercie.

M. B. MacDonald: Je pense que vous ver
rez, monsieur le président, que l’attitude dans 
notre région actuellement est que, en tant que 
place pour l’aménagement d’industries, nous
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[Texte]
vided that the same policies which are adopt
ed in other parts of Canada are applied to 
this part.

The Chairman: Mr. Skoberg.

Mr. Skoberg: Mr. MacDonald, did you sug
gest that you do have facilities now to handle 
containerization traffic at the harbour?

Mr. B. MacDonald: What I am saying, Mr. 
Chairman, is that we are presently in the 
process of developing the plan for these 
facilities. Within a matter of a very few 
weeks we hope that a full-scale plan will be 
presented. You notice from my supplemen
tary brief that the Sydney Harbour Develop
ment Board was formed since our brief was 
presented last year, so that we are in the 
formative stages in getting proper full-scale 
development in Sydney Harbour.

Mr. Skoberg: In your opinion, Mr. Mac
Donald, do you consider that the facilities for 
containerization traffic should be supplied by 
the federal government at these ports, or do 
you think that this is the responsibility of the 
shipper or the particular port authority?

Mr. B. MacDonald: Well, Mr. Chairman, I 
can only say that if they are not developed as 
a matter of public investment, it is one of the 
few, let us say, capital parts of the transpor
tation system that did not develop from the 
public purse. We heard submissions on roads 
a moment ago. This is certainly a public 
proposition through the arrangements with 
the provinces. Certainly airfields are govern
ment developments. Certainly the railway 
lines, at least in this area, in the main are 
public capital expenditures. So we feel that 

i certainly the workage facilities which are 
permanent transportation links should also be 
in that category. The amortization of the cost 
by payment by private companies is the 
means by which we feel that it could be done. 

• Otherwise, I do not think that they would get 
there because private interests, I do not 
think, would make that type of capital invest
ment on the long term.

Mr. Skoberg: Are you a strong advocate of 
retaining the MFRA rate?

The Chairman: Mr. Skoberg, would you 
: allow Mr. Nesbitt a supplementary question?

[Interprétation]
pouvons tenir bon pourvu que les mêmes 
politiques adoptées dans d’autres parties du 
Canada soient appliquées à notre partie.

Le président: Monsieur Skoberg?

M. Skoberg: Monsieur MacDonald, est-ce 
que vous suggérez que vous avez maintenant 
les services voulus pour vous occuper du 
trafic de «containers» au port de Sydney?

M. B. MacDonald: En ce moment, Monsieur 
le président nous sommes en train de mettre 
au point un plan pour ces services. D’ici quel
ques semaines, nous espérons que nous 
aurons tous les détails. Vous remarquerez 
dans mon mémoire additionnel que l’Office 
d’expansion économique du port de Sydney a 
été formé depuis la présentation de notre 
mémoire l’année dernière; donc, nous sommes 
dans les premiers stages du développement 
du port de Sydney.

M. Skoberg: Croyez-vous que le service 
pour le trafic des «containers» devrait être 
fourni par le gouvernement fédéral dans ces 
ports, ou croyez-vous que la responsabilité 
revient à l’expéditeur ou aux autorités 
portuaires?

M. B. MacDonald: Monsieur le président, 
tout ce que je puis vous dire c’est que s’ils ne 
sont pas mis au point et aménagés comme 
faisant partie d’un investissement du secteur 
public, il s’agit là d’une des rares immobilisa
tions du réseau de transport qui ne s’est pas 
fait à partir des deniers publics. Nous avons 
entendu des propositions sur les routes il y a 
un moment. C’est là une proposition du sec
teur public, certainement, suite à des disposi
tions prises avec les provinces. Certainement, 
les champs d’aviation sont des œuvres du 
gouvernement. Certainement les chemins de 
fer, du moins dans cette région, sont des 
dépenses d’immobilisation à partir des 
deniers publics. C’est pourquoi nous sommes 
d’avis que sûrement le service et le lien de 
transport devraient aussi être dans la même 
catégorie. L’amortissement des frais d’aména
gement, en vertu d’un paiement par les socié
tés privées, est le moyen qui, à notre avis, 
pourrait être utilisé. Autrement, je ne crois 
pas qu’on y parviendra, parce que les intérêts 
privés, à mon avis, ne pourraient faire de tels 
investissements à long terme.

M. Skoberg: Est-ce que vous voulez mainte
nir les taux de la Loi du Transport des mar
chandises dans les provinces Maritimes.

Le président: Monsieur Skoberg, permettez- 
vous à M. Nesbitt de poser une question 
supplémentaire?

29691—31
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[Text]
Mr. Nesbitt: Just a brief supplementary to 

Mr. MacDonald. It has been mentioned that 
the government should supply, as it did years 
ago for the air services of Canada, certain 
port facilities to facilitate container traffic and 
the like. Could you give the members of the 
Committee some specific examples of what 
sort of facilities you think the federal govern
ment should provide in the various ports such 
as Sydney?

Mr. B. MacDonald: Well, Mr. Chairman, 
the basic facility, of course, is the wharfage 
facility. This is a major expenditure and, as I 
said, a long-term physical asset which goes on 
for a long time.

Mr. Nesbitt: Excuse me, just a moment. 
You say wharfage facilities. Do you mean a 
dock? Do you mean loading cranes?

Mr. B. MacDonald: Dock facilities, it means 
basically, and the cranes in connection with 
the loading facilities. We feel that in Sydney 
Harbour we can justify, on a commercial 
basis, the initial installation, and with traffic 
which is presently in the Harbour and using 
antiquated facilities which must be replaced 
in the near future. We also feel that there is 
traffic which could be attracted. We had 
traffic in there last year that, we think, would 
be attracted in larger volume if we had the 
facilities.

Mr. Nesbitt: After you have had perhaps a 
bit of time to consider the question, I was 
wondering if perhaps you could forward to 
the Clerk of this Committee a list of the 
things that you feel would be helpful for the 
federal government to provide as wharfage 
facilities in Sydney Harbour.

Mr. B. MacDonald: I would be very pleased 
to, sir.

The Chairman: Mr. Skoberg.
Mr. Skoberg: This is the last question, Mr. 

Chairman. Mr. MacDonald, are you a strong 
advocate of the retention of the MFRA rates?

Mr. B. MacDonald: Well, Mr. Chairman, 
the retention of the MFRA rates as they are 
at the moment I do not think is really what 
we are advocating. What we are advocating is 
a whole new concept of rail transportation 
rates in the Maritime area, say, from the 
seacoast inward. And I think there is some-

[Interpretation]
M. Nesbitt: Une question supplémentaire 

très brève à l’adresse de M. MacDonald. On a 
dit que le gouvernement devrait donner 
comme il Va fait il y a quelques années pour 
les services aériens certains aménagements 
portuaires pour faciliter le transport des con
tainers. Pourriez-vous donner aux membres 
du Comité des exemples précis du genre de 
service qui à votre avis devrait être assuré 
par le gouvernement fédéral dans les diffé
rents ports, tel celui de Sydney?

M. B. MacDonald: Les services essen
tiels, bien entendu, monsieur le président, 
sont les services de quais. C’est là une 
dépense importante et, comme je l’ai dit, c’est 
là un actif matériel à long terme qui durera 
bon nombre d’années.

M. Nesbilt: Un instant, s’il vous plaît. Vous 
dites services de quais. Voulez-vous parler de 
dock? Voulez-vous parler des grues de 
chargement.

M. B. MacDonald: Les services de dock, es
sentiellement et les grues pour ce qui est des 
services de chargement. Nous sommes d’avis 
que dans le port de Sydney nous pouvons 
vraiment justifier sur le plan commercial une 
première installation, avec le trafic que nous 
avons actuellement dans le port de Sydney, et 
les services désuets qui doivent être rempla
cés très bientôt. Nous sommes aussi d’avis 
qu’il y a un trafic qui pourrait être encouragé 
à venir chez-nous. Nous en avions l’année 
dernière et nous croyons qu’il pourrait être 
plus grand si nous avions les services 
adéquats.

M. Nesbitt: Après avoir peut-être eu le 
temps de considérer la question, je me 
demandais si vous ne pourriez pas faire par
venir au greffier de ce Comité la liste des 
éléments qui, à votre avis, pourraient être 
fournis par le gouvernement fédéral au ser
vice de quais du port de Sydney.

M. B. MacDonald: J’en serais très heureux, 
monsieur.

Le président: Monsieur Skoberg?
M. Skoberg: Une dernière question, s’il 

vous plaît. Monsieur MacDonald, est-ce que 
vous êtes en faveur du maintien des taux de 
la Loi du transport des marchandises dans les 
Maritimes?

M. B. MacDonald: Monsieur le président, 
quant au maintien de ces taux tels qu’ils se 
présentent maintenant, je ne crois pas que ce 
soit vraiment ce que nous proposons. Ce que 
nous proposons en réalité, c’est un tout nou
veau concept de la structure des taux pour le 
transport dans les régions des Maritimes,
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[Texte] [Interpretation]
thing which some of you gentlemen may disons, du littoral Atlantique, vers l’intérieur, 
know but some of you may not know, and Et, je pense que peut-être certains d’entre 
that is that the payments, let us say the con- vous le savez, d’autres ne le savent peut-être 
tribution, from the federal government under pas, mais les paiements, les contributions 
the MFRA per ton mile were considerably less venant du gouvernement fédéral en vertu de 
for many years than the per-ton mile pay- la Loi sur le transport des marchandises dans 
ments that were made under the so-called les Maritimes, par tonne-mille, étaient beau- 
bridge subsidy over the Northern Ontario coup moins pour un bon nombre d’années que 
area of the railway. les paiements par tonne-mille qui furent

effectués en vertu des prétendus subsides 
pour combler les lacunes du chemin de fer 
dans la région du nord de l’Ontario.

We hear a great deal about what a marvel- Nous avons beaucoup entendu parler des 
lous thing the MFRA has been across the éléments merveilleux de cette Loi pour le 
years, and there is no question that it has transport des marchandises dans les Mariti-
been of assistance. But, once again, we are 
talking about equal treatment across the 
country, and it is not the only case where the 
federal government has assisted a transporta
tion facility, and in the Northern Ontario case 
it was a greater contribution than the contri
bution to the Maritimes.

The Chairman: Mr. Allmand.
Mr. Allmand: Mr. MacDonald, how many 

ships used Sydney Harbour last year, cargo 
ships?

Mr. B. MacDonald: I am afraid I could not 
give this to you offhand, but Sydney Harbour 
has consistently, across the years, been heavi
er on the domestic side in tonnage than has 
Halifax Harbour. On the international side, of 
course, Halifax Harbour is away ahead. But 
there is a substantial tonnage handled in Syd
ney Harbour at the moment, through coal, 
steel shipments, inland traffic, and general 
cargo operations.

Mr. Allmand: I was going to ask you a 
further question which you have already par
tially answered. I wanted to know what the 
destinations of the ships in and out of Sydney 
Harbour would be, and you seem to say that 
it is domestic. Would that mean that the ships 
mainly go up the St. Lawrence towards Mont
real and also to Newfoundland?

Mr. B. MacDonald: There is considerable 
traffic to other countries, Newfoundland 
traffic of course, and we have recently had 
shipping, in connection with some of the new 
industries in the area, from Australia. These 
past few weeks we have had ships in from 
Japan doing, as was mentioned, a transship
ment operation from one ship to the other. 
One ship was going back to Japan and off
loaded its cargo to another Japanese ship 
going in another direction, and this is an area 
where we feel we have great potential.

mes et cela fut vraiment une aide précieuse. 
Une fois de plus, nous parlons de traitement 
égal à travers le pays et ce n’est pas le seul 
cas où le gouvernement fédéral a vraiment 
aidé au service des transports et dans le nord 
de l’Ontario, la contribution était plus impor
tante que la contribution aux Maritimes.

Le président: Monsieur Allmand?
M. Allmand : Monsieur MacDonald, com

bien de navires sont allés au port de Sydney 
l’année dernière?

M. B. MacDonald: Je ne pourrais vous le 
dire, sur le champ mais le port de Sydney a 
toujours eu au cours des années passées un 
tonnage plus élevé en tonnage domestique 
que le port de Halifax. Sur le plan internatio
nal,le port de Halifax est loin devant, mais il 
y a un tonnage fret élevé qui passe par Syd
ney en ce moment, des expéditions de char
bon, d’acier et les opérations de cargos 
habituels.

M. Allmand: Je voulais vous poser une 
autre question sur laquelle vous avez en par
tie répondu. Je voulais savoir quelles étaient 
les destinations des navires du port de Syd
ney, vous semblez dire qu'elles sont domesti
ques. Est-ce que cela veut dire que les navires 
se dirigent principalement vers le Saint- 
Laurent, jusqu’à Montréal et aussi Terre- 
Neuve?

M. B. MacDonald: Il y a beaucoup de trafic 
vers les autres pays, vers Terre-Neuve évi
demment et nous avons eu récemment des ex
péditions, en regard des nouvelles industries 
de la région, venant de l’Australie. Il y a à 
peine quelques semaines, nous avons eu des 
navires qui venaient du Japon, effectuant 
comme on l’a dit ici, des opérations de trans
fert d’un navire à un autre, un navire qui al
lait au Japon et qui a donné sa cargaison à un 
autre navire qui s’en allait dans une autre 
direction, et voilà un secteur où les possibilités 
sont très grandes.
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[Text] [Interpretation]
One of the things mentioned particularly Une chose dont je voudrais parler tout par- 

was the fact that they would like to investi- ticulièrement, c’est le fait qu’on aimerait 
gate shipping into Sydney Harbour during the savoir ce qu’il en est pour les expéditions 
approximate three-month period when Mont- vers le port de Sydney pendant cette période 
real is frozen up, and this is an area where de trois mois où le port de Montréal est fermé 
they felt that Sydney Harbour could be of par les glaces. C’est là un secteur où l’on 
use to them as well. croyait que le port de Sydney pourrait leur

être utile.
Mr. Allmand: Are the basic products that M. Allmand: Est-ce que les produits de 

are shipped in and out of Sydney steel and base qui sont expédiés en passant par Syd- 
coal? Are these the two main products or do ney, l’acier et le charbon? Sont-ce les deux 
you have other freights that go out of that principaux produits ou est-ce qu’il y a d’au-
harbour as well?

Mr. B. MacDonald: These are the two main 
products at the moment. There is an industry 
which is now located in Sydney Harbour 
which brings in bauxite from Australia’s 
process, but basically at the moment the 
major traffic is in steel and coal. Of course, 
involved in steel are all the raw materials for 
steel, which may come from various parts of 
the world.

Mr. Allmand: You suggest in your brief 
that Sydney be made a major containerization 
port and a major port on the East Coast. I 
know you speak from the Sydney point of 
view, but do you feel that Nova Scotia could 
afford two major containerized ports if the 
federal government were to assist in the 
development of increased containerization 
facilities? As you know, that is the attitude of 
the Nova Scotia government.

Mr. B. MacDonald: I am afraid I cannot 
answer for the Nova Scotia government, Mr. 
Chairman, but with regard to Sydney being a 
major containerization port, if you first of all 
look at containerization operations in Canada, 
by process of elimination it would appear that 
the major port should be in Nova Scotia be
cause it is the closest landfall and it does not 
have any of the, let us say, natural difficulties 
that some of the New Brunswick ports have. 
The major harbours in Nova Scotia are at 
Halifax, Port Hawkesbury and Sydney. If we 
look at major containerization facilities we 
find there are certain natural requirements, 
one of which is availability of land. Once you 
mention availability of land, you have to have 
availability of suitable land.

Looking at Halifax, in spite of the fact that 
there is a containerization operation going in 
here—and there will always be a containeri
zation operation in Halifax Harbour, other
wise it will nut be a harbour—the extent of

très cargos qui partent aussi de ce port?
M. B. MacDonald: Ce sont les deux pro

duits principaux en ce moment. Il y a une 
industrie qui se trouve dans le port de Syd
ney et qui importe de la bauxite de l’Austra
lie. En ce moment, il y a surtout de l’acier et 
du charbon. Bien entendu, il y a d’autres 
matières premières pour l’acier qui peuvent 
nous venir de différentes régions du monde.

M. Allmand: Dans votre mémoire, vous 
proposez que Sydney devienne un port princi
pal pour le service des «containers» et un 
port essentiel sur la côte est. Je sais que vous 
parlez du point de vue de Sydney, mais êtes- 
vous d’avis que la Nouvelle-Écosse peut se 
permettre deux ports importants pour le ser
vice des «containers» si le gouvernement 
fédéral aidait au développement et à l’aug
mentation des aménagements pour «contai
ners»? Comme vous le savez, telle est l’atti
tude du gouvernement de la Nouvelle-Écosse.

M. B. MacDonald: Je crains fort que je ne 
saurais répondre au nom du gouvernement de 
la Nouvelle-Écosse, monsieur le président, 
mais pour ce qui est de la transformation de 
Sydney en un port important pour le service 
des «containers», si vous examinez tout d’a
bord les opérations des «containers» au 
Canada, et par processus d’élimination, il me 
semble que le principal port devrait se trou
ver en Nouvelle-Écosse parce que c’est là la 
terre la plus rapprochée, et n’a pas ces 
difficultés naturelles que connaissent certains 
ports dm Nouveau-Brunswick. Les principaux 
ports de la Nouvelle-Écosse sont à Halifax, 
Port Hawkesbury et Sydney. Si nous voyons 
le service des «containers» nous voyons qu’il 
y a certaines exigences naturelles, dont la 
disponibilité de terrains. Une fois que vous 
parlez de disponibilité de terrain®, il faut 
avoir disponibilité de terrains adéquats.

Pour ce qui concerne Halifax, malgré le 
fait qu’il y a des opérations «containers» en 
cours, et il y en aura toujours dans le port de 
Halifax, autrement ce ne serait plus un port, 
l’ampleur des aménagements est une question
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[Texte]
the facility is a matter of policy. Port 
Hawkesbury has a lot of things which are 
very good, such as very deep water, but there 
are difficulties in the topography of the 
adjoining land as far as a containerization 
port is concerned. This means that you come 
down to Sydney.

Mr. Allmand: You know that only certain 
types of freight are suitable for containeriza
tion, and neither steel nor coal is the type of 
freight that is suitable for a container.

Mr. B. MacDonald: Yes, but we are not 
looking at Sydney Harbour as a point of ori
gin for freight, we are looking at Sydney 
Harbour as a terminal between ocean and 
land transportation. In other words, we are 
the junction point, we are not the originating 
point for traffic.

Mr. Allmand: Has there been a clamour for 
shipping companies to, let us say, use Sydney 
as opposed to Halifax? As you know, the 
shipper is the one that will eventually deter
mine this—the shipping companies, the 
steamship lines, and so forth. If we were to 
put a development into Sydney Harbour and 
the shipping companies continued to show a 
preference for Halifax, we would not be 
spending our money too well.

Mr. B. MacDonald: Mr. Chairman, I think 
we would have to answer this by saying that 
at the moment we do not have the type of 
facility to offer the shipping companies that 
would even be the nucleus of an operation. 
Our proposal will be to propose the nucleus 
of the operation and if we can get the ship
ping companies—as we know we can, we 
have had indications of this from some of the 
shipping companies—and if we can have the 
facilities there to bring in the traffic, we 
know we can attract it, and we have enough 
traffic in the harbour at the moment to justify 
the initial installation.

The Chairman: Mr. Rose.

Mr. Rose: Thank you. A number of my 
questions have been answered, at least in 
part, by the line of questioning that Mr. All
mand pursued. I would first like to say that I 
was very interested in the brief presented by 
Messrs. McDonald. It seems to me that every 
second person in the Maritimes is named 
McDonald. This may not be so. I would like 
to comment that this is the last place I ex
pected to hear anyone singing the praises of 
public ownership of a large industry, and I 
was wondering if the gentleman thought—I 
was going to pose a question but I will not—

[Interprétation]
de politique. Port Hawkesbury a de nom
breux avantages, tels l’eau très profonde, 
mais la topographie des terrains avoisinants 
crée des problèmes quant à l’aménagement 
d’un port pour «containers». Donc vous en 
arrivez à Sydney.

M. Allmand: Vous savez que le service des 
«containers» ne peut convenir qu’à certains 
types de fret dont ne font pas partie le char
bon et l’acier.

M. B. MacDonald: Oui, mais on ne consi
dère pas le port de Sydney comme le point de 
départ du fret mais plutôt comme un termi
nus entre les services océaniques et continen
taux. Autrement dit, nous sommes un point 
de jonction, nous ne sommes pas le point 
d’origine pour le traffic.

M. Allmand: Est-ce qu’on a demandé que 
les armateurs utilisent Sydney plutôt que 
Halifax? Comme vous le savez, les expédi
teurs sont ceux qui éventuellement le déter
mineront, les sociétés d’expéditions, les com
pagnies maritimes et ainsi de suite. Si on 
développait le port de Sydney, et que les 
sociétés d’expédition préfèrent toujours Hali
fax ce ne serait pas une bonne façon de 
dépenser notre argent.

M. B. MacDonald: Monsieur le président, je 
pense qu’il nous faut y répondre en disant 
qu’en ce moment, nous ne pouvons pas offrir 
aux sociétés d’expédition le genre de services 
qui serait même le noyau des opérations. 
Nous proposons un noyau d’activité et si nous 
pouvons avoir les sociétés, nous savons que 
nous pouvons le faire parce que certaines 
sociétés nous l’ont indiqué déjà, et si nous 
pouvons avoir ces aménagements pour y ame
ner le traffic, nous savons que nous pouvons 
l’attirer, et nous avons suffisamment de traffic 
dans le port maintenant pour justifier ces 
premières installations.

Le président: Monsieur Rose.

M. Rose: J’aurais un certain nombre de 
questions à poser, mais on y a répondu en 
partie, à la suite de l’ensemble des questions 
posées par M. Allmand. D’abord je voudrais 
vous dire, que je suis fort intéressé au 
mémoire présenté par M. MacDonald. Il me 
semble que presque tout le monde s’appelle 
MacDonald ici dans les Maritimes, peut-être 
pas. Je voudrais vous dire que c’est le dernier 
endroit où je m’attendais à entendre quicon
que faire les louanges de la propriété publi
que d’une industrie importante, et je me 
demandais si vous aviez pensé, enfin j'allais
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[Text]
that the solution to further Maritime prob
lems might be solved in a similar manner.

Nevertheless, I would like to pursue the 
concept of the land bridge with the witness. 
It seems to me that the land bridge concept 
follows this line of reasoning somewhat, that 
it is cheaper or just as cheap to transship by 
rail from the East Coast to the West Coast for 
transshipment to the Orient as it is to go into 
the harbour of Montreal, for instance, where 
I am told you have a great deal of congestion, 
and this sort of thing. I do not know whether 
that is true or not. You would agree with 
that?

Mr. B. MacDonald: Yes.

Mr. Rose: We are in the infancy of this 
land bridge concept, are we not, sir?

Mr. B. MacDonald: Yes, that is right.

Mr. Rose: My question is very similar to 
Mr. Allmand’s. How do you feel about the 
idea of duplication? We are only beginning 
the industry now so why do we need two 
types of containerization ports at Halifax and 
Sydney, for instance? I realize you represent 
that particular part of the country and you 
are naturally anxious to have these things, 
but it is somewhat similar to the situation we 
ran into in New Brunswick in the last two 
days where every community wanted a major 
international airport. Why do you feel that 
Sydney has anything particular to offer in 
this regard?

Mr. B. MacDonald: Mr. Chairman, people 
may not agree with it, but this is our concept 
in any event. I detailed the three Nova Scotia 
ports a moment ago but I did not quite finish 
the part about Sydney being a suitable major 
containerization port. It is because we have 
vacant available land which is government- 
owned and which is immediately adjacent to 
40-foot water, and this depth is consistent 
throughout the harbour. As I understand it, 
the present containerization facility which has 
been set up in Halifax is approximately 55 
acres. This is a very good stopgap operation 
but Halifax Harbour as the site for a major 
containerization facility—if we are talking 
about major North American international 
trade—presents great problems. I think this 
was pointed out in a study which was done 
of Halifax Harbour by ADB. It just does not 
have the backup waterfront land for a major 
facility. There is one section on the Dart
mouth side which the study showed—I am

[Interpretation']
poser une question mais je ne le ferai pas, 
que la solution à d’autres problèmes des 
Maritimes pourraient être réglés de la même 
façon.

Néanmoins, je voudrais reprendre ce con
cept «fer-terre-pont» avec le témoin. Il me 
semble que ce concept suit cette ligne de pen
sée qu’il est moins coûteux ou tout aussi peu 
coûteux de faire ces expéditions par rail de 
l’est à l’ouest vers l’Orient plutôt que d’aller 
dans le port de Montréal, par exemple, où 
vous avez beaucoup de congestion, me dit-on. 
Je ne sais pas si c’est vrai ou pas. Êtes-vous 
d’accord à ce sujet?

M. B. MacDonald: Oui.

M. Rose: Nous en sommes au début de ce 
concept «fer-terre-pont», n’est-ce pas?

M. B. MacDonald: Oui, c’est juste.

M. Rose: Ma question est bien semblable à 
celle de M. Allmand. Quels sont vos senti
ments quant à cette idée de duplication? Nous 
débutons seulement l’industrie, donc pourquoi 
faut-il deux genres de port pour containers, 
soit Halifax et Sydney? Je me rends compte 
que vous représentez cette partie du pays et 
que vous désirez avoir ces choses mais c’est 
tout comme ce que nous avons connu au Nou
veau-Brunswick, au cours des deux derniers 
jours où chaque collectivité veut un aéroport 
international. A votre avis, est-ce que Sydney 
a quelque chose de particulier à offrir à cet 
égard?

M. B. MacDonald: Monsieur le président, 
les gens ne seront peut-être pas d’accord, mais 
de toute façon voilà notre concept. J’ai décrit, 
il y a un instant, les trois ports de la Nouvel
le-Écosse, mais je n’avais pas tout à fait ter
miné ce qu’il en était de Sydney comme un 
port principal pour les «containers». C’est 
parce que nous avons les terrains vacants en 
disponibilité qui sont la propriété du gouver
nement, et avoisinant une eau de 40 pieds de 
profondeur, et cette profondeur est constante 
dans tout le port. Comme je l’entends, les 
aménagements actuels pour «containers» éta
blis à Halifax couvrent une superficie de 
quelques 55 acres. C’est une excellente opéra
tion bouche-trou, mais le port de Halifax 
comme l’emplacement d’importantes installa
tions pour «containers», si nous parlons du 
commerce international nord-américain pré
sente de très grands problèmes. Le problème 
fut signalé par une étude faite par l’Office 
d’expansion économique de la région atlanti
que sur le port de Halifax. Ce port n’a pas
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[Texte]
talking about suitable topographical sites 
and...

Mr. Rose: Sir, would you compare the 
potential of Port Hawkesbury in the Bedford 
Basin with the potential facilities that Sydney 
has to offer?

Mr. B. MacDonald: Once again we are into 
a topographical problem. I think if you look 
around Halifax Harbour and the Bedford 
Basin you will see what I mean. The backup 
land is just not available and the study point
ed this out. On the opposite side there is one 
section which I believe is called Navy Island. 
Is that correct? There is one area there, but 
except for that area there just is not any. 
Even the present facility—well, that is a mat
ter of opinion.

Mr. Rose: This is my final question, Mr. 
Chairman, of the witness. You mentioned the 
difficulty of exporting finished steel products 
to Central Canada because the Maritimes 
Freight Rates Act has a kind of tariff. Am I 
paraphrasing you correctly?

Mr. B. MacDonald: Right.

Mr. Rose: In this area there seems to be a 
preoccupation with sales to Central Canada. I 
believe it is historic, it has something to do 
with the terms of the union, and this sort of 
thing. Have there been explorations concern
ing the export of finished steel to countries 
other than Canada, which many other coun
tries in the world do?

Mr. B. MacDonald: Mr. Chairman, I think 
the answer to that is that to put in finished 
steel facilities any steel plant must 
have a fair sized domestic market which it 
can count on for its base of operations in this 
field. If that is absent, then it is a very dan
gerous business practice to go into the export 
field and set up facilities to go into the 
finished product market and the export field 
primarily. The major steel companies in 
Canada certainly could not and would not 
have their finished steel—

Mr. Rose: Do you have a precise recom
mendation to put on the record as far as the 
rates on finished steel products from Sydney 
are concerned?

[Interprétation]
tous les éléments voulus d’eau et de terre 
pour ces services. Il y a une partie du côté de 
Dartmouth que l’étude a démontré, je parle 
d’emplacement topographique convenable, 
et. . .

M. Rose: Alors, est-ce que vous compare
riez les possibilités de Port Hawkesbury dans 
le bassin de Bedford avec les services éven
tuels que peut offrir Sydney?

M. B. MacDonald: Une fois de plus, nous 
sommes aux prises avec le problème d’ordre 
topographique. Si vous regardez le port de 
Halifax et le bassin de Bedford, vous verrez 
ce que je veux dire. Le terrain d’appui n’est 
pas disponible et c’est l’étude qui nous l’a 
démontré. De l’autre côté, il y a une partie qui 
s’appelle l’île Navy, je crois. Est-ce correct? 
Je pense qu’il y a là une région, mais sauf 
celle-là, il n’y en a pas. Même pour les servi
ces actuels, c’est une question d’opinion.

M. Rose: Ma dernière question. Vous parlez 
des difficultés d’exporter vers le Canada cen
tral des produits finis de l’acier parce que la 
Loi sur les taux de transport des marchandi
ses dans les provinces maritimes prévoit un 
genre de tarif. Est-ce que je résume bien 
votre pensée?

M. B. MacDonald: Oui.

M. Rose: Il semblait y avoir une certaine 
préoccupation pour ce qui est des ventes vers 
le Canada central. Je pense que c’est sur le 
plan historique, que cela a quelque chose à 
voir avec les conditions du syndicat, et autres 
choses du genre. Est-ce qu’on a examiné la 
possibilité d’exporter les produits finis de l’a
cier, ce que bon nombre d’autres pays font 
déjà dans le monde.

M. B. MacDonald: Je pense que la réponse, 
est que toute aciérie qui veut faire des amé
nagements pour une production d’acier fini 
doit avoir un marché domestique sur lequel 
elle puisse compter comme base d’opération 
dans ce domaine. Si on n’a pas cet élément, 
alors c’est une pratique commerciale très dan
gereuse que de se lancer dans le secteur des 
exportations, et d’établir les aménagements 
pour se lancer surtout sur le marché des pro
duits finis et les exportations. Les principales 
aciéries du Canada, certainement ne pour
raient pas et ne voudraient pas que leur acier 
fini...

M. Rose: Est-ce que vous avez une recom
mandation précise que vous pourriez consi
gner aux comptes rendus pour ce qui est des 
taux pour les produits finis de l’acier de 
Sydney?
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Mr. B. MacDonald: Yes, Mr. Chairman. I 

would say that it would be the rare case that 
a carload of finished products destined for a 
Central Canadian market would go in less 
that carload lots. It may happen, but I would 
think it would be a rare case. If this is the 
case, then what is the difference between 
hauling a carload of raw or semifinished steel 
and a carload of finished steel? Why not 
apply the same yardstick to both? That would 
mean that the transportation tariff would not 
operate against the finished products of a 
steel company.

The Chairman: Thank you. The next ques
tioner is Mr. Thomas.

Mr. Thomas (Moncton): Mr. Chairman, in 
the interests of time—and I also see there are 
two other briefs from the Cape Breton area 
coming up—I will save my questions for the 
next witness from the Cape Breton area. Per
haps you would put me on the list then.

The Chairman: Thank you, Mr. Thomas. Do 
you have one last question, Mr. Rock?

Mr. Rock: Yes. Is there any shipment of 
coal from Sydney to any coal-driven electric 
generators in your province? Is there any coal 
movement from Sydney to places where there 
are coal-driven electric generators?

Mr. B. MacDonald: Yes, very definitely.

Mr. Rock: Do you have any coal-driven 
generators in Sydney?

Mr. B. MacDonald: Oh yes, it is entirely 
thermal.

Mr. Rock: At the coal mines or close to 
them?

Mr. B. MacDonald: Close to them, yes. The 
main electric power source for the Isle of 
Cape Breton is a matter of a few miles from 
the coal mines.

Mr. Rock: Thank you.

The Chairman: This completes the ques
tioning, Mr. MacDonald.

Our next brief will be from the Society of 
Atlantic Initiative of Halifax, and I will call 
on Messrs. Waller, Unsworth and Boswick. 
Mr. Waller is sitting on my right. You will 
find the brief on page 636.

Mr. F. M. Waller (Society of Atlantic Initia
tive): Mr. Chairman, members, ladies and

[Interpretation]
M. B. MacDonald: Oui, monsieur le prési

dent, je dirais qu’il serait exceptionnel d’ex
pédier le produit fini vers les marchés cen
traux si la wagonnée n’est pas complète. La 
chose est possible mais rare. S’il en est ainsi, 
alors quelle différence y a-t-il entre le trans
port d’une wagonnée d’acier brut ou semi-fini 
et une wagonnée d’acier fini? Alors, pourquoi 
ne pas appliquer les mêmes normes dans les 
deux cas? Cela signifierait que le tarif des 
transports n’irait pas à l’encontre des produits 
finis de l’acier.

Le président: Merci. La prochaine question, 
M. Thomas.

M. Thomas (Moncton): Monsieur le prési
dent, par égard au temps, car je vois qu’il y a 
deux autres mémoires qui nous viennent de 
l’île du Cap Breton, donc j’attendrai que l’on 
soit saisi de la présentation de l’île du Cap 
Breton. Pourriez-vous m’inscrire sur la liste 
alors?

Le président: Merci, monsieur Thomas. Une 
dernière question, monsieur Rock?

M. Rock: Est-ce qu’on fait des expéditions 
de charbon à partir de Sydney vers des cen
tres de production d’électricité où l’on utilise 
le charbon? Est-ce qu’on fait des expéditions 
de charbon à partir de Sydney vers des cen
tres de production d’électricité par le 
charbon?

M. B. MacDonald: Oui.

M. Rock: Est-ce que vous en avez à 
Sydney?

M. B. MacDonald: Oui, il s’agit seulement 
de centrales thermiques.

M. Rock: A la mine ou tout près?

M. B. MacDonald: Oui, tout près. La princi
pale source d’énergie pour l’île du Cap Breton 
se trouve à peine à quelques milles des mines 
de charbon.

M. Rock: Merci.

Le président: Ceci met fin à la période des 
questions, monsieur MacDonald.

Nous entendrons maintenant le mémoire de 
la Society of Atlantic Initiative de Halifax. Je 
demande donc à MM. Waller, Unsworth et 
Boswick de prendre la parole.

M. Waller est assis ici à ma droite. Vous 
trouverez le mémoire ici à la page 636.

M. F. M. Waller (Society of Atlantic Ini
tiative): Monsieur le président, messieurs



19 février 1969 Transports et communications 713

[Texte]
gentlemen, as we have been requested to be 
brief I will do my best to be just that The 
members of the Society for Atlantic Initiative 
do not have research capability so they are 
relying on current studies which were made 
by others as well as logic and reason as a 
basis for their conclusions and recommenda
tions.

In the case of the Atlantic Provinces trans
portation situation the study used was that of 
the Economist Intelligence Unit, which was 
published in 1967. As individuals and as a 
group, we also have our own opinions of 
Maritime attitudes of the significance of the 
transportation problem in the total spectrum 
of problems and of the results that have been 
achieved so far.

We cannot accept the justification for an 
economy, or part of an economy, that relies 
on continuing subsidy in order to exist. A 
transportation subsidy has apparently been 
paid in one form or another since about 1875. 
We also recognize that the Maritime Freight 
Rates Act subsidy may not be an Atlantic 
subsidy at all but, in fact, just part of the 
total railway subsidy. We deplore the atti
tudes that apparent hand-outs may generate. 
The frequent demands for subsidies, capital 
grants and tax concessions indicate our reli
ance on government help. There is even a 
proposal that because the railways are sub
sidised the trucking industry should be sub
sidised. To us this would be a disastrous 
direction to follow and one that would proba
bly deny forever the removal of subsidies.

V/e recognize that we are trying to compete 
with other parts of Canada. We believe that 
the money which is being spent in Upper 
Canada on improved port facilities and 
through traffic is wasted because the trend in 
the shipment of goods has established itself in 
the opposite direction; that is, massive 
volume via water to the ports that can handle 
superships, modern disbursal facilities and 
high-speed railway systems.

The money being spent to refurbish an out
dated system, instead of building a totally 
integrated system, prolongs regional dispari
ties in Canada and does not allow each sector 
of Canada to fulfil its role in a proper and 
economically viable manner. Similarly, it 
would seem reasonable to encourage the 
development of north-south trade by improv-

[Interprétation]
les membres, mesdames et messieurs, comme 
on nous a demandé d’être brefs, je ferai de 
mon mieux. Les membres de la Society of 
Atlantic Intiative n’ont pas les services de 
recherches; ils doivent donc compter sur les 
études faites par d’autres de même que sur la 
logique et le raisonnement comme base de 
leurs conclusions et de leurs recommandations 
que nous énonçons.

Dans le cas de la situation du transport 
dans les provinces de l’Atlanitique, on a 
employé l’étude de VEconomist Intelligence 
Unit, publiée en 1967. Nous avons aussi, en 
tant que groupe et que personnes, nos opi
nions de l’attitude des Maritimes quant à 
l’importance du problème du transport dans 
l’ensemble des problèmes et les résultats qui 
ont été obtenus jusqu’ici.

On ne peut accepter la justification d’une 
économie, ou d’une partie d’une économie, 
qui doit compter toujours sur les subventions 
pour se maintenir. Les subventions pour le 
transport, apparemment, ont été payées sous 
une forme ou sous une autre, depuis 1875. 
Nous reconnaissons aussi que les subventions 
en vertu de la Loi sur les taux de transport 
des marchandises dans les provinces mariti
mes ne sont peut-être une subvention pour la 
région de l’Atlantique, mais, en fait, ne sont 
qu’une partie de l’ensemble des subventions 
ferroviaires. Nous déplorons l’attitude que ces 
dons peuvent créer. Les demandes fréquentes 
de subsides, de dégrèvements fiscaux et de 
subventions montrent notre dépendance de 
l’aide du gouvernement. Il a été proposé que 
puisque les chemins de fer sont subvention
nés, le camionnage devrait l’être. Pour nous, 
ce serait vraiment une orientation vraiment 
désastreuse à suivre qui nous refuserait peut- 
être pour toujours une disparition des 
subventions.

Nous nous rendons compte que nous 
essayons de concurrencer avec d’autres 
régions du Canada. Nous croyons que l’argent 
dépensé dans le Haut-Canada pour les aména
gements portuaires et le transit est un gaspil
lage vu que les tendances dans l’expédition 
des denrées se sont établies dans une direc
tion opposée ; c’est-à-dire le transport par eau 
de grands volumes vers les ports qui peuvent 
recevoir les navires géants, les installations 
modernes de déchargement et les systèmes de 
transport ferroviaire très rapide.

L’argent dépensé pour moderniser un sys
tème désuet plutôt que d’établir un système 
entièrement intégré permet le maintien des 
disparités régionales au Canada et ne permet 
pas à chacune des régions du Canada, d’assu
mer son rôle d’unie façon économique, viable 
et appropriée. De même, il semblerait raison
nable d’encourager le développement du com-
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ing the links between U.S. highway No. 95 in 
Maine and the main arterial highways of New 
Brunswick and Nova Scotia.

It does not seem illogical to say that the 
Maritimes relative to other parts of North 
America can be compared to under 
privileged and uneducated countries who 
have the opportunity to profit by the techno
logical advances of other countries without 
the burden of the capital expenditures or the 
personnel to develop them. We must recog
nize that a giant leap forward is necessary to 
place the Maritimes on line again with the 
use of these technological advancements.

With that much preamble, let me offer you 
a summary of our brief which has been filed 
with you. It deals only with policy and subsi
dies, not with recent rate changes, and its 
principal points are:

1. The remedy for the many economic ills 
besetting the Atlantic Region requires action 
by the Atlantic Provinces as well as the Fed
eral Government. Transportation is but one 
of those ills, even though one of vital 
importance.

2. The Atlantic Provinces cannot continue 
to demand the perpetuation of Confederation 
promises, when the environment of today is 
completely different from that of 1867, 1927 
or, but to a lesser degree, 1949.

3. Transportation subsidies which may have 
helped the shipper at one time, today cannot 
be proven as being much more than revenue 
to the carriers, with very little real benefit 
accruing to the Atlantic shipper.

4. The accomplishment of the objective of 
National Transportation Policy can best be 
achieved by creating conditions which will 
assist the maximum development of non- 
subsidized competitive modes of transport in 
the Atlantic Region.

5. Provincial and Federal Governments 
should work together in such fields as all- 
weather highways, uniform trucking regula
tions and rates to develop truck competition.

6. Should abolition of subsidies result in a 
demand by subsidized carriers for increased 
rates, consideration should be given to provi-

[Interpretation]
merce nord-sud en améliorant les liens rou
tiers entre la route 95 dans le Maine et les 
grandes routes du Nouveau-Brunswick et de 
la Nouvelle-Écosse.

Il ne semble pas du tout logique de dire 
que les Maritimes, par rapport aux autres 
régions de l’Amérique du Nord, peuvent être 
comparées aux pays sous-évolués qui ont pu 
bénéficier du progrès technologique des 
autres pays, sans faire de dépenses en immo
bilisation du personnel pour le développe
ment. On doit reconnaître qu’il faudra un 
immense progrès pour que les Maritimes 
puissent combler leur retard dans l’utilisa
tion de ces avances technologiques.

Permettez-moi maintenant de vous donner 
un résumé de notre mémoire que nous avons 
déposé. On y parle de politiques et de sub
ventions, non pas de modifications récentes 
des tarifs. Voici un résumé des principaux 
points soulevés:

1. Les solutions à apporter aux problèmes 
d’ordre économique auxquels fait face la 
région de l’Atlantique exigent l’intervention 
des gouvernements des provinces Maritimes 
ainsi que celle du gouvernement fédéral. La 
situation des transports n’est que l’un de ces 
problèmes, encore qu’il ait une importance 
capitale.

2. Les provinces de l’Atlantique ne peuvent 
continuer d’exiger que soient respectées pour 
toujours les promesses faites à l’époque de la 
Confédération, alors que la conjoncture 
actuelle est entièrement différente de celles 
de 1867, de 1927, et, à un moindre degré, de 
celle de 1949.

3. Les subventions aux transports qui, à un 
moment donné, a eu pour effet d’aider l’expé
diteur, n’est plus guère qu’une source de 
revenus pour les transporteurs et, de fait, ne 
bénéficie que très peu à l’expéditeur.

4. Le moyen le plus sûr de réaliser les 
objectifs de la politique nationale des trans
ports est de créer un climat qui favorise au 
maximum le développement de moyens de 
transport compétitifs subventionnés dans la 
région de l’Atlantique.

5. Les gouvernements fédéral et provin
ciaux doivent unir leurs efforts dans des 
domaines tels que l’aménagement de grandes 
routes ouvertes en toute saison et l’établisse
ment d’une réglementation et de taux unifor
mes en vue de stimuler la concurrence au 
sein de l’industrie du camionnage.

6. Si la suppression des subventions devait 
entraîner une demande d’augmentation des 
taux de la part des transporteurs subven-
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sion of temporary assistance to shippers who 
would be genuinely injured.

7. While distance from the major markets 
causes a transportation problem, it cannot be 
shortened. The penalty it creates can be 
overcome by transportation improvements, 
competitive modes of transport, and improve
ments in productivity, management tech
niques, efficiency, development of industry 
and local markets. Continued reliance on sub
sidies, particularly those of doubtful benefit, 
will not inspire maximum effort in these 
other equally critical areas.

8. Finally, these recommendations should 
be considered in total. It is not recommended 
that the subsidy be abolished unless simul
taneous action is taken in the other fields.

That, gentlemen, is a summary of our brief. 
Thank you very much.

The Chairman: Thank you very much. Mr. 
Nowlan?

Mr. Nowlan: Mr. Chairman, I have a few 
questions, but in any of the questions I cer
tainly do not want to be considered to be 
against any initiative in the Atlantic area, 
and the fact that we need some new looks at 
some old problems to help perhaps pave a 
way for a new future.

But I was disappointed, Mr. Chairman, in 
this brief and the misrepresentation in cer
tainly one or two of your recommendations in 
relying on the Economist Intelligence Unit 
report and suggesting that that Report came 
out against subsidies or special treatment for 
the Atlantic area.

I am all for initiative, but I feel that your 
brief from young, energetic, and responsible 
individuals could create a misrepresentation 
to this Committee because already there are 
many members of this Committee who feel 
that this is just another trip to find out if we 
are going to have another handout to the 
East, and why the handout?

I am going to come back to your misrep
resentation, but the question I am going to 
ask you, to put this thing in proper focus, you 
say you do not relay on pre-Confederation 
promises. I challenge that statement categori
cally. This country was founded on some con-

[Interprétation]

tionnés, il y aurait lieu alors de songer à 
aider les expéditeurs qui seraient vraiment 
lésés.

7. L’éloignement des grands marchés consti
tue un problème majeur, mais il est impossi
ble de réduire les distances. Les contraintes 
que cet éloignement impose pourraient être 
surmontées par l’amélioration des transports, 
la mise en place de moyens de transport com
pétitifs, l'augmentation de la productivité, des 
techniques de gestion, de l’efficacité et par le 
développement d’industries et de marchés 
locaux. Le maintien de subventions, surtout 
compte tenu du fait que les avantages en sont 
incertains, n’est pas de nature à susciter le 
maximum d’effort dans d’autres domaines qui 
en sont au même point critique.

8. Ces recommandations, enfin doivent être 
considérés globalement. La suppression des 
subventions n’est pas recommandée à moins 
que des mesures soient prises en même temps 
dans les autres domaines.

Voilà donc, messieurs, le résumé de notre 
mémoire.

Le président: Merci beaucoup. Monsieur 
Nowlan?

M. Nowlan: Monsieur le président, j’aurais 
quelques questions à poser. Tout d’abord, je 
ne voudrais pas qu’on croit que je m’oppose à 
toute initiative dans la région de l’Atlantique. 
Nous avons vraiment besoin de nouvelles 
perspectives, de nouvelles études des anciens 
problèmes qui nous permettraient d’entrevoir 
un avenir meilleur.

Je suis quelque peu déçu, monsieur le pré
sident, par ce mémoire et par la mauvaise 
présentation d’au moins une ou deux de vos 
recommandations qui reposent sur le rapport 
du Economist Intelligence Unit Report et pré
tendent que ce rapport s’est prononcé contre 
les subventions ou un traitement particulier 
pour la région de l’Atlantique.

Je suis tout en faveur des initiatives, mais 
je pense que votre mémoire venant de per
sonnes jeunes, responsables et énergiques, 
pourrait créer une fausse représentation à ce 
comité. Un bon nombre des membres de ce 
comité pensent déjà qu’il s’agit tout simple
ment d’une autre étude pour voir si l’on va 
faire un autre don à l’Est. Mais pourquoi de 
telles charités?

Je reviendrai à votre fausse représentation. 
Je vous demanderais de mettre le tout au 
point. Vous dites qu’on ne peut pas toujours 
compter sur les promesses du temps de la 
Confédération. Je m’oppose catégoriquement à 
cette déclaration. Ce pays fut fondé en vertu
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ditions. Now, you have mentioned transport. I 
am going to ask you if Canada today should 
rely on any pre-Confederation promises about 
bilingual rights? What do you think? Canada 
today in 1969 is a heck of a lot different than 
in 1867.

There are six million new Canadians who 
have no relation to either the English or 
French-speaking groups. Now, my first ques
tion is, if you are not relying on pre-Confed
eration promises, where do they begin? What 
is your feeling, to put this thing in proper 
prospective, about the bilingual claim based 
on 1867 and before, of the French-speaking 
Canadians in this country?

Mr. Waller: Well, Mr. Nowlan and Mr. 
Chairman, I think that...

Mr. Nowlan: I apologize for my voice. It is 
not because I have been talking a lot; I have 
laryngitis.

Mr. Waller: Do not apologize for your 
voice. Maybe I can ask you to apologize later 
for what you said.

What you are attempting to do is to draw 
an analogy between promises made at 
Confederation on a linguistic or cultural 
basis, and promises made for an access to a 
market. I do not think that there is a true 
analogy there. Certainly Confederation prom
ises on linguistic and cultural rights are 
beyond the scope of this inquiry, and my 
opinion on that is not really relevant.

Mr. Nowlan: No, it is only relevant because 
your spokesman mentioned do not rely on 
pre-Confederation promises.

Mr. Waller: Correct, in the field of 
transportation.

Mr. Nowlan: So that is the only reason I 
put the question.

Mr. Waller: Mr. Chairman, the statement of 
the Society is to not rely on pre-Confedera
tion promises in the field of transportation. 
We say this because it is just not realistic to 
do so. We recognize that we are in competi
tion with Upper Canada, if you want to call it 
that, for business. Now, if we have to rely on 
the charity of our competitors to ensure our 
own prosperity, it is very obvious that we 
will be kept in a subservient position. We 
want to see built up here an economy that 
functions by itself without having to rely on 
these promises.

If we consider these promises to be bind
ing—there Is no way we can enforce them.

[Interpretation]
de certaines conditions. Maintenant vous par
lez des transports. Je vous demande si le 
Canada, aujourd’hui, devrait compter sur les 
promesses pré-confédératives au sujet des 
droits du bilinguisme? Croyez-vous que le 
Canada d’aujourd’hui, en 1969, soit bien diffé
rent du Canada de 1867?

Il y a six millions de nouveaux Canadiens 
qui n’ont pas de rapport avec les groupes 
francophones ou anglophones. Voici ma pre
mière question. Si vous ne devez pas vous 
reporter aux promesses pré-confédératives, 
alors dans quelle perspective pourriez-vous 
placer les réclamations en matière de bilin
guisme que les francophones du Canada font 
en se basant sur 1867 et avant?

M. Waller: M. Nowlan et M. le président, je 
pense que...

M. Nowlan: Je m’excuse de ma voix. Ce 
n'est pas que j’ai beaucoup parlé, mais je 
souffre de laryngite.

M. Waller: Ne vous excusez pas de voix 
mais de vos paroles.

Tout ce que vous essayez de faire, c’est 
d’établir une comparaison entre les promesses 
faites avant la Confédération, sur le plan 
linguistique, et les promesses garantissant 
l’accès à un marché. Je ne crois pas que la 
comparaison soit valable ici. Sûrement les pro
messes de la Confédération sur les droits cul
turels et linguistiques dépassent le cadre de 
cette enquête, et mon avis là-dessus n’est pas 
vraiment pertinent.

M. Nowlan: Ce n’est vraiment pertinent que 
parce que votre porte-parole s'appuie sur les 
promesses pré-confédératives.

M. Waller: C’est exact dans le domaine des 
transports.

M. Nowlan: C’est la seule raison pour 
laquelle je pose la question.

M. Waller: La société déclare qu’elle ne 
veut pas s’appuyer sur les promesses pré-con
fédératives dans le domaine des transports 
parce qu’il n’est pas réaliste de le faire. Nous 
sommes en concurrence avec le Haut-Canada, 
si vous voulez utiliser cette expression, pour 
le monde des affaires. Si nous devons compter 
sur la charité de nos concurrents pour assurer 
notre propre prospérité, il est bien évident 
que nous nous trouverons toujours dans une 
position d’esclavage. Nous voulons établir ici 
une économie qui fonctionne d’elle-même, 
sans avoir à compter sur ces promesses.

Même si nous considérons que ces promes
ses doivent être respectées, nous ne pouvons
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We rely strictly on persuasion. We have got 
to go to Upper Canada and say, “Look, you 
promised, now deliver”. But if they do not 
deliver, so what. If we can take some part of 
the prosperity away from Upper Canada, and 
if it is going to injure them, where are we?

Mr. Nowlan: Mr. Chairman, would this 
Committee advocate the closing of the St. 
Lawrence Seaway because it is being subsi
dized by the Canadian taxpayer?

Mr. Waller: Well, we feel, as we said, that 
if you want to spend money on the St. Law
rence Seaway, go ahead, spend it, but you are 
really fighting against an inevitable fact. The 
St. Lawrence Seaway is not suitable for the 
transportation needs of tomorrow; it never 
will be. Any money you put into it is lost. 
The trade routes on an international basis 
will not require the use of the St. Lawrence 
Seaway.

We have our markets in Europe, South 
America, the United States. The land-bridge 
concept is a realistic approach to the problem 
and will eventually make the St. Lawrence 
Seaway suitable for nothing more than 
domestic traffic. Now, it may have a great 
value there, I do not know. I just say it does 
not really apply here.

Mr. McGrath: I would like to supplement 
that.

The Chairman: Mr. McGrath?

Mr. McGrath: The witness referred, in his 
reply, to the Society and they sign their brief 
“The Society for Atlantic Initiative”. Could 
you tell us what this Society is, what they 
represent, what provinces you have represen
tatives in, and just exactly who you are?

An hon. Member: That is a new question.

Mr. McGrath: Actually, he keeps referring 
to the Society and he makes some pretty 
wild...

Mr. Nowlan: Mr. Chairman, I still have the 
floor, so I will put a positive question to the 
gentleman. You would obviously be in favour 
of an Atlantic Union, and an Atlantic free 
trade area, north-south rather than east- 
west, is that correct?

Mr. Waller: Yes.

Mr. Nowlan: You are expressing the view
point, I know, of a number of Nova Scotians, 
but would you follow further with an 
assumption that the whole Confederation of

[Interprétation]
forcer leur mise en vigueur. Nous comptons 
strictement sur la persuasion. Nous devons 
nous rendre au Haut-Canada et dire: «Donnez- 
nous ce que vous nous avez promis.» Mais s’ils 
ne le font pas, que pouvons-nous faire? Et si 
pour avoir une certaine prospérité, nous 
devions nuire au Haut-Canada, qu’arrivera- 
t-il?

M. Nowlan: Est-ce que ce comité propose
rait la fermeture de la Voie maritime parce 
qu’elle est subventionnée par le contribuable 
canadien?

M. Waller: Nous vous disons: Si vous vou
lez dépenser de l’argent pour la Voie mari
time, faites-le, mais seulement vous luttez 
contre des faits inévitables. La Voie maritime 
n’est pas adéquate pour le transport et les 
besoins de demain. Elle ne le sera jamais. 
Tout argent qui y est investi est une perte. 
Les réseaux commerciaux sur le plan interna
tional n’exigeront pas l’utilisation de la Voie 
maritime.

Nos débouchés sont en Europe, en Améri
que du Sud, et aux États-Unis. Le concept 
fer-terre-pont est l’approche souhaitable au 
problème et éventuellement, la Voie maritime 
ne servira plus qu’au trafic domestique. Elle a 
peut-être une grande valeur à cette fin, je 
n’en sais rien, mais je crois que cette question 
ne s’applique pas ici.

M. McGrath: Je voudrais poser une ques
tion complémentaire.

Le président: Monsieur McGrath?

M. McGrath: Le témoin, dans sa réponse, a 
parlé de la Société. Son mémoire est signé 
«Société d’initiative de l’Atlantique.» Pour
riez-vous nous dire ce qu’est votre société, ce 
que vous représentez, quelles sont les provin
ces qui y sont représentées et qui vous êtes.

Une voix: C’est une nouvelle question.

M. McGrath: De fait, il continue à parler de 
la Société et il fait des. . .

M. Nowlan: Monsieur le président, j’ai tou
jours la parole. Je vais poser une question 
positive au témoin. Vous êtes en faveur d’une 
union de l’Atlantique, une zone de libre 
échange nord-sud plutôt qu’est-ouest pour 
l’Atlantique. C’est juste?

M. Waller: Oui.

M. Nowlan: Vous formulez là le point de 
vue, je sais, d’un certain nombre de gens de 
la Nouvelle-Écosse. Mais iriez-vous jusqu’à 
dire que toute la Confédération du Canada a
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[Text]
Canada has been a great big mistake as far as 
the Atlantic area is concerned?

Mr. Waller: No, absolutely not.

The Chairman: I would withdraw that 
question, Mr. Nowlan. I think we should stick 
to transport.

Mr. Nowlan: I will come to the misrep
resentation. Where, gentlemen, in the EIU 
Report, can you point to a suggestion that 
there should not be the continuance of some 
type of subsidies for the Atlantic area?

Mr. Waller: In the brief we were not 
against subsidies in that sense. It is hard to 
know what a subsidy is. When is a subsidy a 
transport payment? When is it a handout, and 
what have you? We are talking here specifi
cally of the Maritime Freight Rates Act sub
sidy, and we feel along with the Economist 
Intelligence Unit that the Maritime Freight 
Rates Act subsidy looks like a subsidy to the 
Atlantic Provinces, but in effect it is not at 
least 100 per cent effective.

Mr. Nowlan: That is a different—I quite 
agree with that as far as the EIU suggestion, 
but that is far different from what you set out 
in your brief. On page 67 of the document we 
have, in following the EIU you say that one 
recommendation of the Society:

... the abandonment of any further 
attempts to maintain a statutory rate 
advantage for Maritime shippers ...

Now, I would suggest—and I have the copy 
of the EIU Report, but no summary of it—I 
suggest that the conclusions about the Mari
time Freight Rates Act and the subsidy situa
tion say that it may not be achieving what it 
was initially intended to do, and it should 
perhaps be reviewed. But it certainly does 
not say that the original concept of Confeder
ation and the promise as supported by all the 
commissions that have ever investigated 
transportation since 1867, including the Dun
can Royal Commission which I imagine you 
are aware of, the Turgeon Royal Commission, 
the MacPherson Royal Commission—it says 
there should be some help for access to the 
central Canadian market as a condition of 
Confederation.

And the only reason I am so rather strong, 
and do not apologize for my language, is that 
I am afraid this brief, while it is done with 
the best of purposes, and provokes thought 
and I am all in favour of initiative, can dis
tort the views of several members of this

[Interpretation]
été une grande erreur pour la région de 
l’Atlantique.

M. Waller: Non, certainement pas.

Le président: Je ne reconnais pas cette 
question, monsieur Nowlan. Nous devons nous 
en tenir aux transports.

M. Nowlan: J’en viens à la fausse interpré
tation. Messieurs, pouvez-vous me signaler 
dans le rapport de EIU, un passage suggérant 
qu’on ne devrait pas maintenir certains subsi
des pour la région de l’Atlantique.

M. Waller: Dans le mémoire, nous n’étions 
pas opposés aux subventions dans ce sens. Il 
serait difficile de savoir ce qu’est un subside. 
Quand est-ce un transfert de paiement? Quand 
est-ce de la charité ou quoi? Nous parlons des 
subventions de la loi des tarifs-marchandises 
pour les Maritimes. Nous sommes d’avis, de 
concert avec les économistes du EIU, que les 
subventions données en vertu de cette loi, 
sont vraiment une subvention pour les pro
vinces de l’Atlantique, mais elle n’est pas 
vraiment efficace.

M. Nowlan: C’est différent. Je suis d’accord 
pour ce qui est de la suggestion du EIU, mais 
c’est bien différent de ce que vous avez dit 
dans votre mémoire. A la page 67 du docu
ment, vous dites qu’une des recommandations 
de la Société, c’est

.. l’abandon de toute tentative visant à 
maintenir un tarif statutaire à l’avantage 
des expéditeurs des Maritimes ...

J’ai une copie du rapport EIU mais je n’en 
ai pas le sommaire. Les conclusions concer
nant la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes et 
la situation des subventions démontrent 
qu’elle ne réalise pas le but visé et qu’elle 
devrait être revisée. Seulement le rapport ne 
dit pas que le concept original de la Confédé
ration et les promesses qui nous furent faites 
à ce moment-là et qui furent appuyées par 
toutes les commissions qui ont étudié les 
transports depuis 1867, y compris la Commis
sion royale Duncan, que vous connaissez sans 
doute, la Commission royale Turgeon, et la 
Commission McPherson sont périmées. Elles 
ont dit qu'on devrait subventionner l’accès au 
marché du centre du Canada comme condi
tion à la Confédération.

La seule raison pour laquelle j’insiste, et je 
n’ai pas à m’excuser pour les paroles que j’ai 
utilisées, c’est que je crains que ce mémoire, 
même s’il est bien intentionné, donne une 
mauvaise perspective aux membres du comité 
qui croient déjà qu’il n’y a eu aucune pro-
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[Texte]
Committee who already feel there is no pre- 
confederation. promise here and no initiative.

So this is the only reason why I think it is 
a harmful brief.

Mr. Waller: I think we would have to agree 
with you on lack of initiative. Insofar as the 
Confederation promise is concerned, Mr. 
Nowlan, as far as we can find out, Canada 
promised the Maritime Provinces—and I hesi
tate to draw that distinction because the 
Maritime Provinces became a part of the 
Canada that made the promises—but all it 
promised was access to the wider Canadian 
markets.

That access was provided by the building 
of the Intercolonial Railway finished in 1867 
between Quebec and Halifax. And as nearly 
as we can determine the only reason that a 
statutory rate advantage was provided was 
because that railway was required to take the 
area as far away from the unfriendly Ameri
can border as it could, and the additional 
distance created greater cost. Hence the ICR 
was subsidized, presumably to the extent of 
those greater costs. And to us, that became 
the root of the statutory rate advantage. It 
was interpreted by the Duncan Royal Com
mission that a statutory rate advantage was a 
part of providing access to the markets, a 
slightly different interpretation from what we 
conceived of the Confederation promise.

Mr. Nowlan: And the preamble of the 
Maritime Freight Rates Act sets out that 
there is a right to access to the central 
Canadian markets.

Mr. Waller: Yes, but I would point out, sir, 
that this does not have to necessarily be 
accomplished by a statutory rate advantage 
which creates a nasty impression, for use of a 
quick word. This can be accomplished with 
railway rate schedules, perhaps along the 
methods suggested by the Sydney Board of 
Trade. But certainly Confederation was 
intended to make the whole country grow, 
not a part of it. And the transportation poli
cy, and hence the rate objectives of the 
national railroad at least should have that as 
its purpose in rate-making.

The Chairman: Mr. Perrault?

Mr. Perrault: Mr. Chairman, I think this is 
one of the most challenging and refreshing 
briefs we have heard so far on this tour. That 
is what I think. And I think the brief is a 
very courageous one, and I think it has the 
courage to utter a few home truths which are 
not only applicable to the Maritimes, but to 
just about every other section of this country.

29691—4

[Interprétation]
messe pré-confédérative et qu’il n’y a aucune 
initiative.

C’est la seule raison pour laquelle je dis 
que ce mémoire peut être nuisible.

M. Waller: Je pense que nous pouvons être 
d’accord avec vous pour ce qui est du manque 
d’initiative. Pour ce qui est des promesses 
pré-confédératives, monsieur Nowlan, tout ce 
que nous pouvons constater, c’est que le 
Canada a promis aux provinces Maritimes— 
mais j’hésite à faire cette distinction parce 
que les provinces Maritimes sont devenues 
partie du Canada qui a fait ces promesses—le 
Canada, dis-je, a promis accès au marché du 
Canada central.

Cet accès a été assuré en vertu de l’aména
gement du chemin de fer intercolonial ter
miné en 1867 entre Québec et Halifax. En 
autant qu’on puisse voir, la seule raison pour 
laquelle il y a l’avantage du tarif statutaire, 
c’est que ce chemin de fer était requis pour 
s’éloigner de la frontière peu amicale des 
États-Unis le plus possible. Comme le par
cours était plus long, ce qui entraînait des 
coûts plus élevés, on l’a subventionné. C’est 
ainsi qu’on a créé le tarif statutaire. La Com
mission Duncan a décrété que cet avantage 
fait partie de l’accessibilité aux marchés, une 
interprétation quelque peu différente de ce 
que nous considérons comme promesse de la 
Confédération.

M. Nowlan: Et le préambule de la loi sur le 
transport dans les Maritimes définit bien clai
rement dans le préambule qu’il y a un droit à 
l’accessibilité du marché du Canada central.

M. Waller: Je vous signalerai que cela ne 
doit pas être nécessairement réalisé par un 
avantage des tarifs statutaires qui créent une 
mauvaise impression. Cela peut être fait avec 
un tarif ferroviaire suivant la méthode propo
sée par le Board of Trade de Sydney. Mais 
sûrement la Confédération a été conçue pour 
que tout le pays puisse connaître la crois
sance, et non pas simplement une région. La 
politique des transports et les objectifs des 
chemins de fer nationaux devraient toujours 
viser cet objectif en établissant les tarifs.

Le président: Monsieur Perrault.

M. Perrault: Monsieur le président, je 
pense que c’est un des mémoires des plus 
intéressants et des plus stimulants parmi ceux 
que nous avons entendus depuis le début de 
notre tournée. Il a le courage d’énoncer cer
taines vérités qui ne s’appliquent pas seule
ment dans les Maritimes, mais aussi à tout le 
reste du pays. Il ne propose pas essentielle-
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Now, this brief does not suggest the utter 
abolition of subsidies, am I correct?

Mr. Waller: This is true.
Mr. Perrault: It merely suggests. ..
Mr. Nowlan: On a point of order.
Mr. Perrault: Let me ask the questions.

The Chairman: Order, please.
Mr. Perrault: Mr. Chairman, I have the 

floor now. I would like to finish with my 
questions.

Mr. Nowlan: I asked for a point of order. 
Mr. Perrault, I am only asking, have you 
read the brief, and can you tell me right now 
what page it is on?

Mr. Perrault: That is not a point of order. I 
am asking a series of questions of the witness 
and we can discuss this later, perhaps even 
on the floor of the House of Commons, but I 
do not like the way an attempt has been 
made to attack this witness and suggest that 
this is a worthless damaging brief, because it 
is a breath of fresh air in the hearings we 
have had so far. Now, Mr. Chairman, there is 
not a member of this Committee uninterested 
in advancing the interest, of the Maritime 
Provinces and providing economic prosperity.

It is not a question so much of subsidies or 
not, or whether or not they are going to be 
cancelled—and this brief does not suggest 
they be cancelled—but whether M.F.R.A. sub
sidies should not be replaced by subsidies 
that would be productive to economic growth 
in this area. This is the question. I am sug
gesting that the Committee members not dis
miss this brief but give it some serious con
sideration. The question of asking this 
witness, Mr. Chairman, about his attitude 
towards bilingual rights and saying, “Is it not 
a fact. ..

The Chairman: Order please.
Mr. Perrault: I think this is a valid point I 

am raising because it was raised spuriously 
by this other member of the Committee.

The Chairman: Would you ask your ques
tion, Mr. Perrault? We are not here to make 
politics or anything like that.

Mr. Perrault: Mr. Chairman, I am not 
attempting to make politics but I suggest this

[Interpretation]
ment l’abolition des subsides; il en démontre 
simplement le bien fondé.

M. Waller: C’est vrai.
M. Perrault: Il suggère simplement...
M. Nowlan: Je fais appel au Règlement.
M. Perrault: Est-ce que je peux poser des 

questions?
Le président: A l’ordre.
M. Perrault: Monsieur le président, j’ai la 

parole maintenant et j’aimerais compléter 
mes questions.

M. Nowlan: Un rappel au Règlement, M. 
Perrault, avez-vous lu le mémoire et pouvez- 
vous me dire à quelle page il se trouve?

M. Perrault: Ceci n’est pas un rappel au 
Règlement. Je pose un ensemble de questions 
pour que nous puissions y revenir plus tard, 
même à la Chambre des communes, mais je 
n’aime pas la façon dont on a essayé de s’en 
prendre à ce témoin, de laisser entendre que 
c’est un mémoire nuisible, sans valeur, car 
c’est vraiment un peu d’air frais dans les au
diences jusqu’ici. Monsieur le président, il n’y 
a aucun membre de ce Comité qui ne s’inté
resse pas au progrès, aux intérêts des provin
ces Maritimes et à leur prospérité 
économique.

Ce n’est pas tellement une question de sub
ventions ou pas, ou de voir si elles vont être 
maintenues ou annulées,—et le présent 
mémoire ne propose pas de les annuler,— 
mais il s’agit de voir si les subventions pré
vues par la Loi sur les taux de transport des 
marchandises dans les Maritimes ne devraient 
pas être remplacées par des subventions qui 
pourraient engendrer la croissance économi
que de cette région. Voilà la question. Je dis 
que les membres du Comité devraient étudier 
sérieusement la question. Demander à ce 
témoin quelle est son attitude à l’égard des 
droits du bilinguisme et dire ■ n’est-ce pas un 
fait...

Le président: A l'ordre, s’il vous plaît.
M. Perrault: Je pense que c’est valable ce 

que je dis, parce que cela a été soulevé par 
cet autre membre du Comité.

Le président: Veuillez poser votre question, 
monsieur Perrault. Nous ne sommes pas ici 
pour faire de la politique.

M. Perrault: Monsieur le président, ce n’est 
pas ce que j’essaie de faire, mais je vous dirai
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[Texte]
other witness was unfair to the people we 
have at this Committee.

An hon. Member: Mr. Chairman, may I 
interject a comment here. Who has the point 
of order?

The Chairman: I do not think there is a 
point of order. I am going to ask the mem
bers to ask questions, not to make speeches. 
We are not here to argue.

Mr. Perrault: Mr. Chairman, I am asking 
that these witnesses not be browbeaten by 
any member of this Committee. That is what 
I am asking.

Mr. Nowlan: On a point of privilege. No. 1, 
it was not a spurious attack. No. 2, it was not 
browbeating. I know two of these men very 
well and any suggestion from that member 
over there from Burnaby-Seymour about 
browbeating is erroneous. He better read the 
record. I want to state categorically what the 
brief says. He has not even read it. The brief 
says:

.. .cne recommendation of the SAI is the 
abandonment of any further attempts to 
maintain a statutory rate advantage for 
Maritime shippers and the total abolition 
of the subsidy paid to the Railways pur
suant to the Maritime Freight Rates Act, 
both on movements within the select ter
ritory and from the select territory west.

Now if that is not abandonment...

The Chairman: Order.

Mr. Perrault: Mr. Chairman, I want to ask 
the witness, is it not a fact that you have not 
called for immediate abolition of subsidies 
until such time as action is taken in a number 
of other areas such as education, productivi
ty, management, and encouragement for 
secondary manufacturing? This is my ques
tion to you, and I think we should explore 
this for a while.

The Chairman: I will let the witness an
swer your question.

Mr. Waller: To repeat the final point in the 
summary that we gave:

Finally, these recommendations should be 
considered in total. It is not recommend
ed that the subsidy be abolished unless 
simultaneous action is taken in the other 
fields.

29691—li

[Interprétation]
que cet autre témoin a été injuste auprès de 
nos témoins.

Une voix: Monsieur le président, je vou
drais vous dire, nous voulions voir ce qu’il en 
est quant au rappel au Règlement.

Le président: Je ne crois pas qu’il y ait de 
rappel au Règlement, mais je vais demander 
aux députés de poser des questions, non pas 
de faire des discours. Nous ne sommes pas ici 
pour discuter.

M. Perrault: Monsieur le président, je 
demande que ces témoins ne soient pas ainsi 
bousculés par des membres du Comité. Voilà 
ce que je demande.

M. Nowlan: Une question de privilège. Tout 
d’abord, ce n’était pas une attaque que je 
voulais faire. Puis, je ne veux bousculer per
sonne. Je connais très bien deux de ces 
témoins et tout ce que j’ai entendu de cet 
honorable député de Burnaby-Seymour quant 
à cette façon de procéder est faux. Il devrait 
lire le compte rendu. Je veux vraiment voir 
ce qui se trouve dans le mémoire. Il ne l’a 
même pas lu. Le mémoire dit:

.. . une recommandation de la Society for 
Atlantic Initiative est d’abandonner tout 
autre essai pour maintenir un avantage 
de tarif statutaire pour les expéditeurs 
des Maritimes, et l’abolition des subven
tions payées aux chemins de fer en vertu 
de la Loi sur les taux de transport des 
marchandises dans les Maritimes, pour 
les mouvements au sein du territoire 
choisi, et du territoire à l’Ouest.

Alors, si cela n’est pas un abandon

Le président: A l’ordre.

M. Perrault: Monsieur le président, je veux 
demander au témoin: n’est-il pas vrai que 
vous n’avez pas demandé l’abolition immé
diate des subventions, jusqu’à ce que des dis
positions soient prises dans d’autres secteurs, 
tels que l’éducation, la productivité, l’admi
nistration et l’encouragement pour les indus
tries secondaires? Voilà la question que je 
vous pose, et c’est la ligne de pensée que nous 
devrions étudier maintenant.

Le président: Je laisse le témoin répondre à 
votre question.

M. Waller: Pour reprendre le dernier point 
du résumé que nous avons donné:

Ces recommandations, enfin, doivent être 
considérées globalement. La suppression 
des subventions n’est pas recommandée, à 
moins que des mesures soient prises en 
même temps dans les autres domaines.



722 Transport and Communications February 19, 1969

[Text]
We believe that simultaneous action taken in 
the other fields—effective action—will elimi
nate the need for statutory rate advantages, 
subsidies or what you have, because it will 
put the Atlantic Provinces in a properly com
petitive position with the rest of Canada so 
that we can grow along with the rest of 
Canada.

Mr. Perrault: Mr. Chairman, I suggest that 
is precisely what the brief says and it does 
not call for absolute utter abandonment of 
subsidies without some alternative program 
to stimulate economic growth in this area. 
This is the reason I suggest there has been a 
measure of distortion here and I think these 
witnesses should be given a chance to be 
heard.

Mr. Chairman: Are you through, Mr. 
Perrault?

Mr. Perrault: I am through for the time 
being but I am going to ask more questions 
later on.

Mr. Breau: Mr. Chairman, I would like to 
refer to the point in the brief where they say 
that assistance should be given in the fields of 
education, productivity and management in
stead of by transportation subsidies. It says 
that in the summary here and it said that in 
the brief.

I would like to ask the witness how he 
thinks he .s going to have sufficient produc
tivity without education and how he expects 
that to put the Atlantic Provinces in a more 
competitive position? Is he advocating higher 
productivity and better management in the 
Maritimes than exists in Toronto, Montreal or 
in Central Canada—because it seems to me no 
matter how good productivity is in the Atlan
tic Provinces you would have to bring your 
material to Central Canada to sell it. Now if 
you are not going to have a transportation 
subsidy then you must be saying that better 
productivity and better management can exist 
in the Atlantic Provinces. Is that what you 
are suggesting?

Mr. Waller: Excuse me, Mr. Chairman, for 
the delay but that is a rather deep question. 
If I might be facetious just for a moment, I 
do not think it would be hard for us to better 
the managements in the other parts of Cana
da because a great many of them have emi
grated from the Maritimes up there anyway.

[Interpretation]
Nous croyons que des dispositions prises 

conjointement, des dispositions efficaces, 
feront disparaître la nécessité des avantages 
du tarif statutaire parce qu’ainsi les provinces 
de l’Atlantique se trouveront dans une situa
tion vraiment concurrentielle avec le reste du 
Canada, pour que nous puissions croître de 
concert avec le reste du Canada.

M. Perrault: Monsieur le président, je 
dirais que c’est évidemment ce qu’on trouve 
dans le mémoire, et donc on ne demande pas 
l’abolition et l’abandon des subventions sans 
d’autre programme de rechange pour stimuler 
et encourager la croissance économique de 
cette région. Et c’est la raison pour laquelle 
j’ai dit qu’on a quelque peu mal présenté les 
faits, et c’est la raison pour laquelle j’ai 
demandé que l’on puisse entendre ces 
témoins.

Le président: Avez-vous terminé, monsieur 
Perrault?

M. Perrault: J’ai terminé pour l’instant, 
mais je vais poser d’autres questions plus 
tard.

M. Breau: Monsieur le président, je vou
drais revenir sur ce point du mémoire où on 
dit qu’on devrait fournir de l’aide dans le 
domaine de l’éducation, de la productivité et 
de l’administration, plutôt que des subven
tions en matière de transport. C’est ce qu’on 
dit dans le résumé et aussi dans le mémoire.

Donc, je voudrais demander au témoin 
comment exactement croit-il avoir une pro
ductivité suffisante avec, disons, l’éducation, 
comment s’attend-il à ce que les provinces de 
l’Atlantique se trouvent dans une situation 
beaucoup plus concurrentielle; est-ce qu’il 
propose alors que vous puissiez avoir une 
productivité accrue et une meilleure adminis
tration dans les Maritimes que ce qu’on peut 
avoir à Toronto, à Montréal ou au Canada 
central, parce qu’il me semble qu’avec une 
productivité aussi bonne que celle que vous 
avez dans les provinces de l’Atlantique, et 
qu’il faut faire c’est apporter les produits au 
Canada central pour les vendre. S’il n’y avait 
pas de subventions au transport, aussi bien 
dire que vous pouvez avoir une meilleure 
productivité, une meilleure administration 
dans les provinces de l’Atlantique que dans le 
Canada central. Est-ce cela votre proposition?

M. Waller; Je m’excuse, monsieur le prési
dent, du retard, mais il s’agit là d’une ques
tion assez importante. Il nous serait assez 
facile d’améliorer l’administration dans le 
reste du Canada, car plusieurs ont émigré des 
Maritimes vers ces régions. Enfin peut-être 
devrions-nous leur envoyer des billets de
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Perhaps we should send them return tickets— 
that might help us. I am going to turn this 
over to Mr. Unsworth because he has an 
adjustment assistance board and so on.

Mr. Breau: Mr. Chairman, would you 
please ask the witness to speak louder. We 
have a hard time hearing him.

Mr. Boswick: Can you hear me all right
now?

Mr. Breau: Yes.

Mr. Boswick: We view subsidies and statu
tory rate advantages almost in the same cate
gory as I think a nation would view a tariff. 
It is an equalizing device—a protective or 
defensive device. We looked therefore at the 
action that the federal government has taken, 
when it recently concluded negotiations in the 
Kennedy Round tariff arrangement, and we 
felt the establishment of a board similar to an 
adjustment assistant board would be of 
benefit to the Atlantic Provinces.

Perhaps this board would have a term of 
office of five years, for example, it would 
have a certain stated sum of money, and its 
functions would be to assist industries in the 
Atlantic Provinces injured, if any actually 
were injured, as the subsidy is phased out. 
Their assistance could take the form of 
encouraging the development of pooling 
arrangements for freight movement, a for
warding agency, co-operative arrangements 
such as that between manufacturers and 
producers. It could also take the form I be
lieve of providing guidance in the develop
ment of north-south trade.

To be frank, Mr. Chairman, we see the 
development of the Atlantic Provinces more 
in the north-south direction than in an east- 
west direction. The market in New England, 
with 18 million people, is just too big to be 
overlooked any longer by the Atlantic Prov
inces and we have been fighting natural 
obstacles in trying to trade east-west. I am 
not saying we just discontinue trading east- 
west, I am saying that we could put better 
emphasis on north-south trade. We need a 
highway link to the U.S. 95 in Maine. We 
think it would be surprising just how many 
avenues would be opened.

Mr. Breau: Then you are saying you would 
not need any transportation assistance to 
compete with industry in the New England or 
the United States?

Mr. Boswick: No.

[Interprétation]
retour, cela pourrait nous aider. Je laisse cela 
à M. Unsworth, car il a un Conseil d’aide de 
transition, etc.

M. Breau: Monsieur le président, pour
rions-nous demander au témoin de parler plus 
fort, on l’entend mal.

M. Boswick: Pouvez-vous m’entendre 
maintenant?

M. Breau: Oui.

M. Boswick: Nous trouvons que ces subven
tions et ces avantages du tarif statutaire sont 
de la même catégorie, disons, que ce que sont 
habituellement les tarifs. C’est une mesure 
protectrice, défensive et, par conséquent, 
nous avons tenu compte des dispositions pri
ses par le gouvernement fédéral, lorsqu’il a 
terminé les négociations du Kennedy Round, 
et nous sommes d’avis que l’établissement 
d’une commission semblable au Conseil d’aide 
de transition serait à l’avantage des provinces 
de l’Atlantique.

Cette commission aurait peut-être un man
dat de cinq ans, par exemple. Elle aurait un 
certain budget, et elle aurait pour rôle d’aider 
les industries de la région de l’Atlantique qui 
se trouvent dans une situation désavantageuse 
à la suite du fait qu’une subvention disparaît. 
Cette aide pourrait se présenter sous forme 
d’encouragement pour le développement des 
dispositions mises en commun pour les expé
ditions des agences, les dispositions coopérati
ves ou de collaboration entre le fabricant et le 
producteur. Elle pourrait se présenter aussi 
sous forme de principe directeur pour l’ex
pansion du commerce nord-sud.

Je serai sincère, monsieur le président, et 
je dirai que nous voyons le développement 
des provinces de l’Atlantique plus dans une 
voie nord-sud que est-ouest. Le marché de la 
Nouvelle-Angleterre, avec ses 18 millions de 
personnes, est trop grand pour que les pro
vinces de l’Atlantique n’en tiennent pas 
compte. Et nous devons lutter contre des obs
tacles naturels pour essayer d’établir un com
merce est-ouest. Nous ne disons pas que nous 
discontinuons le commerce est-ouest, mais 
nous pouvons apporter beaucoup d’impor
tance au commerce nord-sud. Nous avons 
besoin d’un lien routier avec la route U.S. 95 
du Maine, et il serait étonnant de voir les 
nouveaux débouchés que nous aurions alors.

M. Breau: Alors, vous dites que vous n’au
riez pas besoin d’aide en matière de transport 
pour concurrencer les industries de la Nou
velle-Angleterre ou des États-Unis?

M. Boswick: Non.
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Mr. Breau: You are saying that you can 

produce in the Atlantic Provinces and com
pete with, say, the State of New York.

Mr. Boswick: We do not think we need any 
statutory rate advantages or any subsidies of 
that nature. We might need some assistance 
in building the highways and roads.

Mr. Breau: This would be a transportation 
subsidy, I would suggest.

Mr. Boswick: There have already been a 
substantial number of capital grants to ADB 
and there is a regional development board.

Mr. Breau: If you are advocating assistance 
for construction of roads for transportation 
then it is in fact a transportation subsidy?

Mr. Boswick: I am not so sure that we are 
asking the federal government to do this. At 
this stage certainly the construction of roads 
seems to be a matter of negotiation between 
the provinces and the federal government, as 
it is now. I would not want to interfere in 
that or intervene in what they are doing, but 
I would like to see the Atlantic Provinces 
themselves lay greater emphasis on north- 
south trade and work towards it. I think we 
need faster and more efficient movement via 
train to hook up with our ports for our east- 
west flow of traffic. That is a matter of tech
nology and involves a very great expense, 
and certainly we would need federal govern
ment assistance. Even if we have to buy the 
land and build our own tracks, we have to 
have a fast moving train.

Mr. Breau: You have not answered my 
question. Can you compete with the New 
England states without transportation subsi
dies—without any transportation assistance?

Mr. Boswick: Would you define what you 
mean by “subsidy”. If you mean assistance, 
no we cannot, we need assistance.

Mr. Breau: You differentiate between as
sistance and subsidy.

Mr. Boswick: Certainly.

Mr. Breau: Would you make that clear? 
What is the difference?

Mr. Boswick: I tried to when I explained 
the adjustment assistance board set up under 
the trade and industry department in Ottawa.

[Interpretation]
M. Breau: Vous dites que vous pouvez pro

duire dans les provinces de l’Atlantique et 
concurrencer avec, disons, l’État de New 
York.

M. Boswick: Nous ne croyons pas avoir 
besoin d’avantages de tarif statutaire, ou 
autres subventions de ce genre. Nous avons 
peut-être besoin d’aide pour la construction 
de routes.

M. Breau: C’est une subvention en matière 
de transport, d’après moi.

M. Boswick: Il y a déjà eu un bon nombre 
de subventions d’équipement accordées au 
Conseil d’aide de transition, et il y a un Con
seil d’expansion régionale.

M. Breau: Mais si vous demandez de l’aide 
pour la construction d’une route pour fins de 
transport, alors c’est une subvention en 
matière de transport.

M. Boswick: Nous ne le demandons pas 
nécessairement au gouvernement fédéral. A 
cette étape-ci sûrement, la construction des 
routes semble être une question de négocia
tions entre les provinces et le gouvernement 
fédéral et nous ne voudrions pas intervenir 
dans ce qu’ils font. Mais je voudrais que les 
provinces de l’Atlantique elles-mêmes accor
dent assez d’importance au commerce nord- 
sud et travaillent à cette fin. Il nous font donc 
un mouvement par train assez rapide pour 
relier nos ports à ce trafic est-ouest. C’est une 
question de technologie très coûteuse, et il 
nous faut de l’aide du gouvernement fédéral. 
Même s’il nous faut acheter les terres et amé
nager nos voies, il nous faut des trains très 
rapides.

M. Breau: Mais vous n’avez pas encore 
répondu à ma question. Est-ce que vous pou
vez encore faire concurrence aux États de la 
Nouvelle-Angleterre sans avoir des subven
tions ou une aide pour le transport.

M. Boswick: Définissez-moi ce que vous 
entendez par «subvention». Si vous avez dit 
aide, non évidemment pas, nous avons besoin 
d’aide.

M. Breau: Alors, vous distinguez entre aide 
et subvention.

M. Boswick: Certainement.

M. Breau: Pouvez-vous nous éclairer là- 
dessus? Quelle est la différence?

M. Boswick: J’ai essayé, quant j’ai parlé du 
Conseil d’aide de transition établi par le 
ministère du Commerce, à Ottawa. Je ne
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I would not call it a subsidy—I suppose it 
is, they are very much alike. But 
one is set up and designed to firm up your 
infrastructure and the basic manufacturer so 
that he can compete efficiently eventually and 
the other is the continuing thing which per
petuates. The subsidy is the continuing goal 
which perpetuates the very arrangement that 
it is set up to aid.

Mr. Breau: In other words, you are saying 
that the assistance that is needed is not finan
cial. Would it be technical?

Mr. Boswick: Money buys everything. If 
you are going to need advice, you have to 
buy it.

Mr. Breau: Well, if you have financial 
assistance it is a subsidy.

Mr. Mahoney: I think it would be very 
helpful to the Committee in evaluating both 
the brief and the answers we are getting if 
Mr. McGrath would be permitted to put his 
question so we can find out just who these 
people really are.

The Chairman: Is it agreed that Mr. 
McGrath be allowed to put his question?

Mr. McGrath: I know there is a brief 
explanation at the beginning of your brief as 
to who you are, but you purport to speak for 
the Atlantic Provinces. You say that you have 
two dozen men. Are these two dozen mem
bers from the City of Halifax?

Mr. Boswick: Yes, they are.

Mr. McGrath: What experience have you 
had with problems of the region? Have your 
members had any dealings with the Province 
of Newfoundland, for example? You make 
some pretty sweeping statements.

Mr. Boswick: We did not look at the Prov
ince of Newfoundland in the same context as 
we looked at the other three provinces. We 
did not look at Newfoundland.

Mr. McGrath: Why then did you not refer 
to the Maritime Provinces? As a matter of 
fact, I find it difficult to understand how you 
could purport to speak for the Maritime 
Provinces on a matter as serious as this 
because, with great respect, I think that this 
is a very irresponsible presentation. I say this 
with respect, Mr. Chairman.

Are there any industrialists amongst you? 
Are there any shippers amongst you? Just 
who are you?

Mr. Boswick: I am not going to read off the 
names of the members. We have representa-

[Interprétation]
dirais pas que c’est une subvention. J’imagine 
que c’est pratiquement la même chose qu’une 
subvention, mais il y en a une qui est desti
née à aider à raffermir l’infrastructure, et 
l’industrie de base, afin qu’on puisse concur
rencer d’une façon efficace; et une autre 
chose, c’est que la subvention est un don con
tinuel ou continu, si vous le voulez, qui per
pétue justement les moyens d’assistance.

M. Breau: En d’autres termes, l’assistance 
dont on a besoin n’est pas une assistance 
financière, mais plutôt technique?

M. Boswick: L’argent achète tout. Si vous 
avez besoin de conseils, vous devez les 
acheter.

M. Breau: Mais, si vous avez une assistance 
financière, il s’agit d’une subvention alors.

M. Mahoney: Monsieur le président, je 
crois que ce serait très utile pour le Comité, 
afin d’évaluer le mémoire et les réponses, si 
l’on pouvait laisser à M. McGrath le soin de 
poser sa question, afin de savoir exactement 
de qui il s’agit.

Le président: Est-on d’accord pour que M. 
McGrath pose sa question?

M. McGrath: Je sais qu’il y a une brève 
explication au début du mémoire quant à 
savoir qui vous êtes, mais vous semblez par
ler au nom des provinces de l’Atlantique. 
Vous dites que vous êtes deux douzaines en 
nombre. Est-ce que ces deux douzaines vien
nent de la ville d’Halifax?

M. Boswick: Oui, monsieur.

M. McGrath: Quelle est votre expérience 
pour ce qui est des problèmes de la région? 
Est-ce que vos membres ont eu à traiter avec 
la province de Terre-Neuve, par exemple? 
Vous faites des déclarations assez générales.

M. Boswick: Nous n’avons pas examiné la 
province de Terre-Neuve dans le même con
texte que les trois autres provinces. Nous n’a
vons pas examiné Terre-Neuve.

M. McGrath: Pourquoi alors ne parlez-vous 
pas des provinces Maritimes. En fait, je me 
demande pourquoi vous pouvez parler au 
nom des provinces Maritimes sur une ques
tion aussi sérieuse, car, sauf votre respect, je 
crois que le mémoire dénote un manque de 
responsabilité. Et je le dis en toute déférence, 
monsieur le président.

Est-ce qu’il y a des industriels parmi vous? 
Y a-t-il des expéditeurs parmi vous? Qui 
êtes-vous au juste?

M. Boswick: Je ,n’ai pas l’intention de vous 
donner la liste des membres. Je peux vous
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tion from the business world—from various 
types of businesses, we have a number of 
people from the academic and the profession
al field. These people have had a wide variety 
of experience. We have taken advice and 
interviewed specialists in the field. We have 
had consultations with the Maritimes Trans
portation Commission and have talked and 
had discussion with others.

I can appreciate the fact that you might not 
agree with what we said but to say that we 
are irresponsible is perhaps an act of irre
sponsibility on your part.

The Chairman: Order.
Mr. McGrath: Mr. Chairman, I was just 

about to substantiate what I said. You have 
no representatives from outside the City of 
Halifax, yet you present yourself as speaking 
for the Atlantic region and I contend that 
that is irresponsible.

The Chairman: Order.
Mr. Skoberg: Further to that, I presume 

from your brief that you are not purporting 
to speak for the majority of the people in this 
area. This is the individual brief from your 
Society.

Mr. Boswick: That is right.
Mr. Skoberg: Would you look at your brief 

—and I realize this is March 7, 1968 that we 
are looking at. You said here that your society 
takes the view that the Atlantic area needs a 
strong, efficient, reliable and effective alterna
tive mode of transport. Are you referring 
there to the inclusion of the present facilities 
—air, sea and rail, or do you have an alterna
tive mode of transport in mind?

Mr. Boswick: A competitive mode of trans
port which currently at the moment is 
primarily trucking. Now I cannot speak in 
any great depth, but our trucking people will 
say that they operate under great difficulties 
due to differing regulations which require 
changing tractors at borders, different weight 
limitations and this sort of thing. I may say 
that I understand the Atlantic Provinces are 
moving towards the elimination of these dif
ferences. The faster they move the better we 
will be. But, for instance, the economist Intel
ligence Unit states that as of 1964, 47 per cent 
of traffic handled by the railways in the 
Atlantic region moved at competitive rates as 
compared with 69 per cent moving at com
petitive rates in the Eastern region. This in 
itself creates a downward pressure to a great-

[Interpretation]
dire que nous avons des représentants du 
monde des affaires, de divers genres de com
merces. Nous avons un certain nombre de 
représentants du domaine de l’éducation, des 
professions libérales. Ces gens possèdent une 
vaste expérience. Nous avons pris conseil et 
nous avons rencontré des experts dans ce 
domaine. Nous avons eu des consultations 
avec la Commission des transports des Mari
times, et avec d’autres organismes.

Évidemment, vous n’êtes peut-être pas 
d’accord avec ce que nous disons, mais dire 
que nous ne sommes pas responsables, c’est 
un geste d’irresponsabilité que vous venez de 
poser vous-mêmes.

Le président: A l’ordre, s’il vous plaît.
M. McGrath: Monsieur le président, juste

ment pour prouver ce que je viens de dire, 
vous n’avez aucun représentant de l’extérieur 
de la ville d’Halifax, mais vous prétendez 
parler au nom de la région de l’Atlantique et 
je prétends que c’est irresponsable de votre 
part.

Le président: A l’ordre.
M. Skoberg: Pour faire suite à cela, vous ne 

prétendez pas parler au nom de la majorité 
de la population de cette région n’est-ce pas? 
Il s’agit du mémoire de votre Société.

M. Boswick: En effet.
M. Skoberg: Évidemment, votre mémoire 

date du 7 mars 1968. Vous dites que votre 
Société croit que les provinces de l’Atlantique 
auraient besoin d’un autre mode efficace de 
transport. Est-ce que vous parlez là de l’amé
lioration des services existants, par air, par 
mer, ou par chemin de fer, ou avez-vous un 
autre moyen à suggérer?

M. Boswick: Un moyen concurrentiel de 
transport qui, pour le moment, est avant tout 
le camionnage. Évidemment, je ne peux pas 
parler avec une connaissance profonde, mais 
nos camionneurs nous diront qu’ils ont beau
coup de difficultés à cause des différences de 
règlements qui les forcent à changer de 
remorque aux frontières des limites de poids, 
etc. Je peux dire que je crois comprendre que 
les provinces de l’Atlantique veulent éliminer 
ces disparités, et plus rapidement elles le 
feront, mieux ce sera. Mais, par exemple, 
l’Economist Intelligence Unit a déclaré qu’en 
1964, 47 p. 100 du trafic des chemins de fer de 
la région de l’Atlantique étaient aux taux 
concurrentiels, comparativement à 69 p. 100 
aux taux concurrentiels dans la région de 
l'Est. Par conséquent, cela cause une pression
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[Texte]
er extent on rates in the Eastern region than 
it does in the Atlantic region.

Mr. Skoberg: In your society you have 
representatives of the trucking and rail 
industry. Are they participants in the society 
that you now have formed?

Mr. Waller: We have representation from 
industries that do use a lot of transportation.

Mr. Skoberg: Just one other question, Mr. 
Chairman, and gentlemen. You suggested a 
while ago that we may have to buy the land 
and build our own track. When you said 
“we”, did you mean the people of the coun
try, the people of the maritimes, or...

Mr. Waller: It was principally a statement 
of enthusiasm, but I will pass it over to him.

Mr. Unsworth: I would like to pass it back.

Mr. Skoberg: You were referring to the 
people of the maritimes were you, when you 
said “We may have to buy the land to build 
our own tracks”?

Mr. Waller: Yes. For instance, in the sense 
that the province of Nova Scotia took an 
active financial interest in the remedy of the 
Sydney Steel Company’s ills. There is no 
reason, perhaps, why similar action could not 
be taken in the other areas that are affected.

Mr. Skoberg: In other words, you would 
have a nationalized transportation system in 
that particular case?

Mr. Waller: We have it now.

Mr. Skoberg: Thank you.

Mr. Boswick: We feel that you will proba
bly find when you hear all these briefs that in 
the final analysis that it will come out we are 
perpetuating our own existence. I think a 
more sweeping change is necessary in terms 
of finding our place in Canada. Certainly the 
rest of Canada is playing an integral part 
in it instead of saying we need this to keep 
ourselves going.

When we talk about a transportation sys
tem in today’s world we do not talk about 
a rail system or a port system or an airways 
system; we speak about the whole ball of wax 
and it has to click right through the piece, so 
that when you talk about world economy 
from Chicago to Rotterdam you speak about a 
transportation system that fills the need and 
each one of these has to tie in. Unless we

[Interprétation]
vers la baisse dans la région de l’Est, plus 
que dans la région de l’Atlantique.

M. Skoberg: Vous avez dans votre Société 
des représentants de l’industrie des chemins 
de fer, et du transport routier. Est-ce qu’ils 
sont membres de la société que vous avez 
formée?

M. Waller: Nous avons des représentants 
d’industries qui utilisent beaucoup les 
transports.

M. Skoberg: Une dernière question. Vous 
avez suggéré tout à l’heure qu’il faudrait 
peut-être acheter le terrain et mettre en place 
nos propres rails. Quand vous dites «nous» 
est-ce que vous parlez des Canadiens ou des 
gens des Maritimes?

M. Waller: C’était surtout une déclaration 
enthousiaste, mais je vais laisser la parole à 
M. Unsworth.

M. Unsworlh: Je vous la remet.

M. Skoberg: Est-ce que vous parliez des 
gens des Maritimes quand vous avez dit 
«nous devrons peut-être acheter le terrain et 
mettre en place nos rails»?

M. Waller: Oui, eeffctivement, en ce sens 
que la province de la Nouvelle-Écosse a pris 
un intérêt financier actif dans les problèmes 
de la sidérurgie de Sydney. Il n’y a aucune 
raison pour ne pas le faire dans d’autres 
domaines qui nous intéressent.

M. Skoberg: En d’autres termes, vous 
auriez un chemin de fer état.sé dans ce 
cas-là?

M. Waller: Nous l’avons à l’heure actuelle.

M. Skoberg: Merci.

M. Boswick: Nous croyons que vous trouve
rez probablement dans ces mémoires, qu’en 
fin de compte que les choses s’arrangeront et 
qu’on perpétue notre propre existence. Je 
crois qu’on n’aurait besoin de grands change
ments si nous voulons trouver notre place au 
Canada. Il est évident que le reste du pays y 
joue une rôle intégral au lieu de dire qu’il 
nous faut telle chose pour continuer.

Quand nous parlons d’un réseau de trans
port de nos jours, nous ne parlons pas néces
sairement d’un réseau de rail ou de ports, ou 
un réseau aérien, mais d’un tout intégré. Il 
faut absolument que tout marche ensemble, 
de sorte que si vous parlez d’une économie 
mondiale de Chicago à Rotterdam vous parlez 
d’un réseau de transport qui répond aux 
besoins et chaque mode de transport doit
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have that, the maritimes is not fulfilling the 
role that it can fulfill in Canada.

Mr. Skoberg: They are not changing the 
whole transportation.. .

Mr. Bos wick: We are changing the 
speed of the transportation network. We are 
changing the efficiency. We are changing the 
dispersal units and we are changing our abili
ty to compete in the world market and I 
think that unless we take an entirely fresh 
viewpoint on this we will just wind up mak
ing a very, very small change to pacify the 
people in the Maritimes and perpetuate our 
own problems.

Mr. Thomas (Moncton): I have only one 
comment to make, Mr. Chairman. It appears 
to me that this brief represents a very long- 
range plan. I feel that we, in this Committee, 
must hear some suggestions for a short-range 
plan. I would just like to ask the witness 
what proposals you have to ease our immedi
ate problem? For example, do you agree that 
the freeze on carload rates should be extend
ed? Do you feel that there should be some 
change made in the upward revision in the 
ETA-100, the tariff on the LCL rates?

It is fine to dream dreams and grand plans, 
but what about the immediate future? What 
are your suggestions for that?

Mr. Waller: First, sir, we would say, I 
think, that a short-range plan should be such 
that it moves us toward the objectives of the 
long-range plan rather than away from those 
objectives. Specifically, we do not believe that 
the freight rate freeze which is currently in 
existence should be changed until something 
definite, something constructive is available 
in a direction in which we can move. Then 
perhaps it will not be a case of cancelling the 
freight rate freeze but rather a case of tem
pering it, modifying it, changing it to some
thing else. We agree with you that it is going 
to take a while. We hope it will take as short 
a time as possible to achieve those plans 
which are for the maximum good of this area 
in Canada as a whole.

Mr. Thomas (Moncton): What about some 
of the opinions expressed in the many briefs? 
For example, in the anomalies in freight 
rates, higher freight rates for shipments going 
from the Maritimes to the west as compared 
from west to east, and also anomalies brought 
out by the Cape Breton Bottlers of Soft 
Drinks that they can ship cases of full bottles 
of beverages from Montreal to the Maritimes 
at a much less rate than they can ship empty

[Interpretation]
apporter sa contribution. Sans cela, les pro
vinces maritimes ne remplissent pas le rôle 
qu’elles pourraient remplir au Canada.

M. Skoberg: Vous ne changez pas tout le 
système de transport ..

M. Boswick: Nous changeons la rapidité du 
réseau de transport, nous changeons 
l’efficacité, les unités de dispersion des 
réseaux de transport, notre capacité pour 
concurrencer sur les marchés mondiaux. Je 
crois que, à moins de prendre une attitude 
complètement nouvelle à ce sujet, nous allons 
tout simplement effectuer ce petit changement 
pour pacifier les gens des Maritimes et perpé
tuer nos propres problèmes.

M. Thomas (Moncton): Je n’ai qu’un seul 
commentaire à faire, monsieur le président. Il 
me semble que le mémoire représente un pro
gramme à très longue échéance. Et, j’ai l’im
pression que le Comité devrait entendre des 
propositions relatives à un programme à 
court terme. J’aimerais donc demander au 
témoin ce qu’il proposerait pour soulager nos 
problèmes immédiats. Par exemple, est-ce 
que à votre avis, il faut maintenir le gel sur 
le tarif-marchandises? Est-ce qu’il devrait y 
avoir une agumentation du tarif 100 et le tarif 
des chargements incomplets?

C’est très beau de rêver, mais qu’est-ce qui 
en est pour l’avenir immédiat? Quelles sont 
vos suggestions à cet égard?

M. Waller: Tout d’abord, monsieur, nous 
dirions qu’un programme à court terme 
devrait nous acheminer vers l’objectif du pro
gramme à long terme plutôt que de nous en 
éloigner. De façon plus précise, nous ne 
croyons pas que le gel actuel du tarif-mar
chandises soit levé à moins de le remplacer 
par quelque chose de définitif ou de concret 
dans un sens acceptable. Ce ne serait pas une 
question de lever le gel mais plutôt une ques
tion de le modifier et de changer pour autre 
chose. Évidemment, cela va prendre du 
temps. Nous espérons que cela prendra le 
moins de temps possible pour mettre en 
vigueur les projets qui sont dans les meilleurs 
intérêts de l’ensemble du Canada.

M. Thomas (Moncton): Et qu’est-ce qui en 
est des opinions soumises dans plusieurs 
mémoires? Par exemple, les anomalies dans 
le tarif-marchandises, les tarifs de transport 
plus élevé pour les expéditions des Maritimes 
vers l’Ouest par rapport aux expéditions de 
l’ouest vers l’est, et aussi des anomalies signa
lées par la Cape Breton Bottlers of Soft Drinks 
en vertu desquelles il leur est possible d’ex
pédier des caises de bouteilles pleines de Mon-
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[Texte]
bottles down. How do you feel about these? 
These are things that have to be straightened 
out immediately.

Mr. Waller: I think the greatest frustration 
that we experience in this particular area of 
our operation is a complete inability to gain 
knowledge of and to understand the objec
tives and the practices of railway rate-mak
ing. Now, I guess we are not alone in that. I 
understand that there are very few people 
who really do understand railway rate-mak
ing. However, to us, one of the primary 
objectives of railway rate-making should be 
such that it will encourage the movement of 
traffic in all parts of Canada and will also, 
because this is a reasonable objective, par
ticularly for the national railroad, encourage 
the development of all of Canada rather than 
parts.

Mr. Thomas (Moncton): And you would also 
agree that some form of subsidy is necessary 
until we can fulfil your dream which may 
take years?

Mr. Waller: I do not think a railway rate 
practice, for instance, which on the basis of 
cost separations would indicate that the reve
nues earned in the Atlantic Provinces are not 
carrying the cost allocated to the Atlantic 
Provinces necessarily means that this is a 
subsidy to the Atlantic Provinces. I think we 
have to recognize that the traffic generated in 
the Atlantic Provinces which perhaps flows 
beyond the select area which is roughly 
Levis, Quebec, contributes to the volume 
traffic on routes in Upper Canada which 
thereby decreases the unit cost of handling 
Upper Canada traffic. All of these things 
become involved in it and the railway opera
tion must be treated as a national unit rather 
than separate geographical units.

Mr. Thomas (Moncton): In other words, is 
it fair to say you advocate a national trans
portation policy along with a national policy?

Mr. Waller: Yes.

Mr. Nesbitt: Mr. Chairman, I have one or 
two very specific questions I would like to ask 
the witness and one or two brief comments I 
would like to make which will lead to a
question.

First of all, I think what you have said 
certainly is a very interesting and different 
approach and whether one agrees or not is, of 
course, a matter of opinion.

Has your group any specific recommenda
tions on how to make the railways, and this

[Interpretation]
tréal aux Maritimes à un taux bien moins 
élevé—que le retour des bouteilles vides. 
Voilà des problèmes qu’il faut régler 
immédiatement.

M. Waller: Je crois que la plus grande frus
tration dans ce domaine a été l’impossibilité 
de connaître et de comprendre les objectifs et 
la pratique suivie pour établir les taux de 
chemin de fer. Et je crois que nous ne som
mes pas les seuls. Il y en a très peu qui 
comprennent les méthodes utilisées pour éta
blir les tarifs des chemins de fer, mais, d’a
près nous, ils devraient encourager le trans
port partout au Canada et aussi, comme c’est 
un objectif raisonnable, surtout pour le che
min de fer national, il devrait encourager le 
développement de tout le Canada et non pas 
de certaines parties.

M. Thomas (Moncton): Vous seriez donc 
d’accord sur la nécessité d’une subvention 
quelconque en attendant que nous puissions 
réaliser votre rêve, ce qui pourra prendre 
plusieurs années.

M. Waller: Je ne crois pas qu’une pratique 
de tarif ferroviaire qui, dans une comptabilité 
de coûts séparés, indiquerait que les recettes 
tirées des provinces de l’Atlantique, ne cou
vre pas les frais encourus veut nécessaire
ment dire qu’il s’agit d’une subvention aux 
provinces de l’Atlantique. Je crois qu’il faut 
reconnaître que les marchandises et les passa
gers provenant des Provinces de l’Atlantique 
débordent peut-être la région désignée qui 
serait, en gros Lévis (Québec) et contribue au 
volume du trafic au Haut-Canada, ce qui con
tribue à diminuer les frais unitaires du trans
port des marchandises. Tout ses aspects doi
vent entrer en lignes de compte et il faut 
considérer l’exploitation ferroviaire comme 
un tout national plutôt que par réseaux géo
graphiques distincts.

M. Thomas (Moncton): En d’autres termes, 
vous êtes en faveur d’une politique nationale 
en matière de transport?

M. Waller: Oui.

M. Nesbitt: Monsieur le président, j’aurais 
une ou deux questions très précises à poser 
au témoin, et un ou deux commentaires très 
brefs qui mèneront à une question.

Tout d’abord, ce que vous avez dit était 
très intéressant; votre attitude est très diffé
rente que l’on soit d’accord ou non, c’est une 
question d’opinion.

Est-ce que votre groupe aurait des proposi
tions précises à faire aux chemins de fer pour
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[Text]
applies to railways only, increase their 
efficiency in the Atlantic area?

Mr. Waller: Well, we are stick-handling 
questions here. I think it would be safe to say 
that we would not have specific recommenda
tions. We believe this is up to the experts in 
the transportation field and admittedly we are 
not experts.

Mr. Nesbitt: Secondly, I gather the heart 
of your report is that really you are intending 
to substitute one variety of subsidy, if I may 
use the term in a broad sense, for another, 
and that you are suggesting that by getting 
rid of the freight rates assistance some sort of 
adjustment should be made to industries that 
are injured or perhaps need assistance as a 
result. Then the second thing I notice you 
have in your brief, is that uniform and more 
appropriate trucking regulations and rates 
should be made. In that regard, first of all I 
see a slight inconsistency here, if I may say 
so, because you refer to the trucking rates. 
Do you feel that railway rate advantages 
should be removed but the trucking rate 
advantages should be added to, perhaps?

Mr. Boswick: No, we do not feel that there 
should be any subsidy paid to truckers. I 
think that is your question.

Mr. Nesbitt: Have you given consideration 
to, perhaps, constitutional difficulties at the 
present time, thinking of Canada as a whole, 
in having uniform trucking regulations across 
the country?

Mr. Boswick: We have only looked at Part 
III of the National Transportation Act. I am 
not even sure whether that is proclaimed yet. 
I do not know that it is necessary. I think in 
the Atlantic Provinces, the two that are con
cerned most, New Brunswick and Nova 
Scotia, could well do this themselves through 
co-operative effort. The public utility boards 
have basically control on regulation and 
weight restrictions. The Departments of High
ways and the public utility boards could easi
ly arrange some form of uniformity, or at 
least work toward it. We have talked to the 
public utility boards about this.

Mr. Nesbitt: I see. Perhaps by this 
brief observation all of us would agree that 
all parts of Canada at one time or another 
have benefited from some form of subsidy, 
and, being a wicked upper Canadian, I know 
that Upper Canada, so-called, has benefited 
from tariffs very much to the detriment of 
other parts of Canada in the past. While

[Interpretation]
que les compagnies puissent augmenter leur 
efficacité dans la région de l’Atlantique?

M. Waller: Eh bien, nous nous passons la 
balle ici. Je pense qu’il serait juste de dire 
que nous ne ferions pas de propositions préci
ses. Nous croyons que cela relève des experts 
dans le domaine des transports et nous n’en 
sommes pas.

M. Nesbitl: Deuxièmement, si j’ai bien 
compris, le nœud de votre rapport c’est que 
vous voulez substituer un genre de subven
tion, dans son sens le plus large, pour un 
autre et que vous suggérez plutôt que si nous 
éliminons l’aide consentie au tarif-marchandi
ses on devrait accorder une certaines assis
tance aux industries qui en seraient lésées ou 
qui auraient besoin d’aide. La deuxième chose 
que je constate dans votre mémoire, c’est 
qu’on devrait mettre en vigueur une régle
mentation ou un tarif plus uniforme du 
camionnage. A cet égard, je vois une certaine 
inconséquence ici, car vous parlez du tarif du 
camionnage. Est-ce que, selon vous, on 
devrait éliminer les avantages consentis aux 
chemins de fer et consentir des avantages au 
taux du camionnage?

M. Boswick: Non, nous ne croyons pas qu’il 
faille verser une subvention aux camionneurs. 
Est-ce que c’est là votre question?

M. Nesbitl: Alors, avez-vous songé aux 
difficultés constitutionnelles possibles à 
l’heure actuelle de parler de l’ensemble du 
Canada pour uniformiser les règlements du 
camionnage pour tout le Canada?

M. Boswick: Nous n’avons étudié que la 
Partie trois de la Loi nationale sur les trans
ports et je ne suis même pas sûr qu’elle soit 
en vigueur à l’heure actuelle. Je ne sais pas si 
c’est nécessaire. Les deux provinces de l’At
lantique qui sont les plus en cause, le Nou
veau-Brunswick et la Nouvelle-Écosse, pour
raient fort bien le faire elles mêmes, grâce à 
un effort de collaboration. Les offices des ser
vices d’utilité publique sont chargés de con
trôler les règlements et les limites de poids. 
Les ministères de la Voierie et les Offices des 
services d’utilité publique pourraient assurer 
une certaine uniformité ou du moins travail
ler en ce sens. Nous en avons parlé aux 
Offices des services d’utilité publique.

M. Nesbitt: Je vois. Je crois que nous som
mes tous d’r.ccord pour dire que toutes les 
parties du Canada, à un moment ou l’autre, 
ont profité des subventions. Comme je suis du 
Haut-Canada, je sais que cette région a béné
ficié des avantages tarifaires au grand détri
ment d’autres régions du Canada. Bien que 
les marchés et les concentrations de popula-



19 février 1969 Transports et communications 731

[Texte] [Interpretation]
markets and populations have greatly tiens aient changé beaucoup au Canada 
changed in Canada since Confederation, for depuis la Confédération, par exemple dans 
instance in Ontario and Quebec, there are l’Ontario et au Québec, il y a deux choses qui 
two things that have remained constant vis-à- sont demeurées inchangées, par rapport aux
vis the Atlantic Provinces: one is the popula
tion of the Atlantic Provinces, which means 
markets, which has not changed that much 
relative to the rest of Canada; and secondly, 
the distance still remains the same. Distance, 
regardless of the mode of transportation, that 
has changed over the years, is still a cost 
factor. Is it your suggestion or is it your 
intention that the Atlantic Provinces region 
should still be able to sell goods at competi
tive prices in the major population markets of 
Canada, namely Ontario, Quebec and, no 
doubt, the West in the near future?

Mr. Boswick: Yes. I guess to sum it up in a 
very short sentence, we believe the primary 
objective of a subsidy should be to eliminate 
itself in time.

Some hon. Members: Hear, hear.

Mr. Nesbitt: How can you eliminate 
automatically the distance which is a constant 
factor between the Atlantic regions and west
ern Canada or central Canada where the 
markets principally are for products?

Mr. Waller: Mr. Chairman, when you speak 
of elimination of distance as a cost factor I 
would state that the best way to do that is the 
very efficient system which uses volume and 
high speed in order to get the goods that are 
going to be transported to what you call the 
market, and we agree with that no matter 
what part of Canada you are talking about. If 
British Columbia finds that the market is in 
Upper Canada and they can get the goods 
there at high speed and in high volume they 
drastically cut their costs.

Mr. Nesbitt: But do you cut those costs 
relative to the manufacturing industries in 
Ontario, let us say, which are 100 miles from 
the Toronto area, or even 500 miles whereas 
it is still 1,500 miles from Nova Scotia, 
because the same rapid, volume transport is 
going to take place everywhere.

Mr. Waller; Many of our comments made 
here are in respect of the port of Halifax and 
we are talking about it acting as a terminal 
for both import and export between other 
markets in the world and the great market of 
the interior of North America. We think, with 
a proper integrated system, we can get this. I 
find it very interesting that, British 
Columbia, being by far the most advanced

provinces de l’Atlantique, soit la population 
des provinces de l’Atlantique, ce qui veut 
dire que les débouchés n’ont pas tellement 
changé par rapport au reste du Canada; et 
deuxièmement, la distance demeure toujours 
la même. Peu importe les moyens de trans
port, qui ont changé au cours des années, 
la distance demeure toute de même un élé
ment du coût. Est-ce que vous proposez ou 
vous souhaitez que les provinces de l’Atlanti
que soient toujours capables de vendre leurs 
produits à des prix concurrentiels dans les 
principaux marchés du Canada, soit l’Ontario 
et le Québec, et sans doute dans l’Ouest d’ici 
peu?

M. Boswick: Oui, je crois que, pour résu
mer très brièvement, il nous semble que le 
principal objectif d’une subvention devrait 
être de s’éliminer par elle-même, à la longue.

Des voix: Bravo.

M. Nesbitt: Comment voulez-vous éliminer 
automatiquement la distance qui est un fac
teur constant entre les régions de l’Atlanti
que, l’ouest et la partie centrale du Canada, 
où se trouvent les principaux débouchés?

M. Waller: Monsieur le président, quand 
vous parlez d’éliminer la distance comme élé
ment du coût, je dirais que la meilleure façon 
de le faire serait de trouver un moyen très 
efficace qui par le volume et la rapidité trans
porte les marchandises à ce que vous appelez 
le débouché, et nous sommes d’accord, peu 
importe la partie du Canada à laquelle vous 
vous référez. Si la Colombie-Britannique 
constate que son marché se trouve au Haut- 
Canada et qu’ils puissent transporter les pro
duits rapidement et en grand volume, leurs 
frais seront réduits énormément.

M. Nesbitt: Mais est-ce que vous réduisez 
ces frais pour les industries manufacturières 
de l’Ontario qui se trouvent à 100 ou à 500 
milles de Toronto, Bien qu’elles soient tou
jours à 1500 milles de la Nouvelle-Écosse, 
parce que le transport rapide et volumineux 
se fera partout?

M. Waller: Plusieurs de nos commentaires 
ont trait au port d’Halifax et nous voudrions 
que ce soit un terminus pour les importations 
et les exportations entre les autres marchés 
du monde et le grand marché du centre de 
l’Amérique du Nord. Nous croyons qu’avec un 
système intégré nous pourrions le réaliser. Il 
est très intéressant de noter que la Colombie- 
Britannique qui est la partie la plus dynami-
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[Text]
and dynamic part of Canada, the member 
from Burnaby, B.C., if that is where he is 
from, is the only person who really under
stands what we are saying.

The Chairman: Order please. Mr. Homer.

Mr. Horner: Yes, Mr. Chairman. I find the 
brief quite thought-provoking, but it makes 
no firm or concrete recommendations. There
fore, I suggest to you that we get on and hear 
other briefs, that this brief should be consid
ered whenever we are drafting our report to 
the government, but because it makes no firm 
or concrete recommendations and because we 
have many more briefs to hear, we should get 
on with it and I will forego any questions to 
the witnesses if we are prepared to get on 
with other briefs.

The Chairman: I agree, Mr. Homer. Mr. 
Rock, the last question.

Mr. Rock: Do you believe that your propos
als, and I believe that they are good propos
als, would halt to a great extent the migra
tion of the youth of the Atlantic Provinces to 
central Canada?

Mr. Waller: You are asking if we believe 
that if our proposals and our thinking in the 
brief were brought to reality, would it stop 
the immigration of younger people to the 
upper Canadian provinces?

Mr. Rock: That is right.

Mr. Waller: We most assuredly believe it 
will because it will remedy the disparity that 
now exists in per capita income. It will not be 
a 100 per cent remedy, because I do not think 
we will ever completely eliminate regional 
disparity in income. I will say however, and I 
am not being entirely facetious, that if a 
young fellow can live here and make as much 
money and attain the same standard of living 
as he can anywhere else he would be crazy to 
leave—if you will forgive this.

The Chairman: I think that completes the 
questioning, and I want to thank the three 
gentlemen for their brief.

The briefs of the Federal Products Limited, 
and Steel Furnishing Company of New Glas
gow will stand.

Cape Breton Regional Planning Commis
sion. I will ask Mr. Hickey of the Sydney 
Regional Harbour Development Board to give 
us a short briefing. It is not quite the same 
brief as the Sydney Steel Corporation.

[Interpretation]
que et la plus progressive du Canada, le 
député de Burnaby, je crois, est le seul qui 
comprenne ce que nous essayons de dire.

Le président: A l’ordre, s’il vous plaît. 
Monsieur Horner.

M. Horner: Oui, monsieur le président. Je 
trouve le mémoire très stimulant, mais il ne 
formule pas de recommandations concrètes et 
fermes. Alors, je propose que nous étudions 
d’autres mémoires, et que nous tenions 
compte de ce mémoire en formulant notre 
rapport. Mais, étant donné qu’on n’y trouve 
pas de recommandations fermes et que nous 
avons beaucoup d’autres mémoires à enten
dre, je serais prêt, par conséquent, à m’abste
nir de poser des questions, à condition de 
pouvoir passer à d’autres mémoires.

Le président: Je suis de votre avis, mon
sieur Horner. Monsieur Rock, une dernière 
question.

M. Rock: Croyez-vous que vos propositions, 
et j’estime que ce sont de bonnes proposi
tions, élimineraient en grande partie la 
migration des jeunes des provinces de l’At
lantique vers le centre du Canada?

M. Waller: Vous nous demandez si on éli
minerait la migration de nos jeunes vers les 
provinces du Haut-Canada si notre proposi
tion et notre ligne de pensée étaient mises en 
vigueur.

M. Rock: C’est exact.

M. Waller: Nous le croyons, car on remé
dierait ainsi à la disparité qui existe à l’heure 
actuelle entre le revenu par habitant. On n’y 
remédiera pas complètement, car nous n’éli
minerons jamais totalement la disparité régio
nale qui existe dans les revenus. Mais, pour 
parler sérieusement, si un jeune homme peut 
faire autant d’argent et avoir le même niveau 
de vie ici, il serait fou de partir.

Le président: Je crois que nous allons met
tre fin aux questions. Je veux remercier les 
trois messieurs qui nous ont présenté leur 
mémoire.

Nos prochains mémoires sont ceux de la 
Federal Products Limited et de la Steel Fur
nishing Company of New Glasgow, qui sont 
réservé.

Cape Breton Regional Planning Commission.
Je demanderais à M. Hickey de l’Office 

d’expansion économique régional du port de 
Sydney de nous donner un résumé de leur 
mémoire. Ce n’est pas tout à fait le même
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Mr. Frank Hickey (Chairman, Cape Breton 
Regional Planning Commission): The brief I 
am going to submit to you at the present time 
has been set up by the Cape Breton Regional 
Planning Commission and the brief was 
designed to consolidate the concern of 
individuals, commerce and regional officials 
over what appeared to be a steady erosion of 
transportation facilities in the Cape Breton 
industrial region. This erosion appeared to 
directly oppose strenuous endeavours present
ly being made to improve industrial capacity 
and the environment of the region and to 
work against the provision of adequate and 
suitable modes of conveyance between the 
Sydney area and other parts of Canada.

The representatives present will endeavour 
to answer questions to the best of their 
knowledge and ability. However, we would 
ask the Committee to bear in mind the fact 
that this is a regional brief and the planning 
representatives supporting this regional pre
sentation may not always be able to reply in 
detail to questions concerning the specific 
issues.

During 1963 the Cape Breton Regional 
Planning Commission which represents the 
towns of Glace Bay, New Waterford, Domin
ion, Sydney Mines, North Sydney, Louis- 
bourg, the City of Sydney and County of 
Cape Breton, all within the area known as 
the Industrial Region, became concerned at 
the apparent steady erosion of the transporta
tion facilities in the area.

Their concern was directed at changes in 
passenger train schedules, condition of 
railbeds and highways, the tourist industry, 
delays in shipments from the area, delays in 
arrivals and departures of passenger trains, 
and ultimately to some extent the carload 
Freight Rate Structure recently established 
by the Canadian National Railways. Their 
concern was not so much with the fact that 
the changes caused inconvenience to local res
idents, but also with the fact that at this 
particular time in the life of the Cape Breton 
Industrial Area such changes were obviously 
not to the general advantage of the region in 
that communication apparently became more 
difficult, and the accumulation of changes in 
the region were such that at this time of 
constant endeavour to improve facilities and 
the environment, and to promote industry, 
they would be working against the very posi
tive endeavours being made by the many 
agencies.

[Interprétation]
mémoire qui a été présenté par la Sydney 
Steel Corporation.

M. Frank Hickey (président. Cape Breton 
Regional Planning Commission): Le mémoire 
que je vais vous présenter a été rédigé par la 
Commission régionale de planification du 
Cap-Breton pour consolider l’intérêt des indi
vidus, du commerce, des autorités régionales 
pour ce qui semblait une érosion totale des 
facilités de transport dans la région indus
trielle du Cap-Breton. Cette érosion semblait 
contrecarrer les efforts considérables que l’on 
fait à l’heure actuelle pour améliorer la capa
cité industrielle et le milieu et œuvrait contre 
l'amélioration des moyens de transport entre 
la région de Sydney et le reste du Canada.

Nous allons essayer de répondre à vos 
questions du meilleur de nos connaissances, 
mais nous vous demandons de bien tenir 
compte du fait qu’il s’agit d’un mémoire 
régional et que les représentants du service 
de planification ne seront peut-être pas en 
mesure de répondre en détail aux questions 
portant sur des problèmes particuliers.

Au cours de l’année 1968, la Commission de 
la planification régionale du Cap-Breton qui 
représente les villes de Glace Bay, New 
Waterford, Dominion, Sydney Mines, North 
Sydney, Louisbourg, la Cité de Sydney et le 
comté de Cap-Breton, lesquelles font toutes 
partie de la région connue sous le nom de 
Région Industrielle, a commencé à s’inquiéter 
de la dégradation apparemment régulière des 
moyens de transport dans cette région.

Sa préoccupation visait les changements 
d’horaires des trains de voyageurs, l’état des 
voies et des grandes routes, l’industrie du 
tourisme, les retards subis par les expédi
tions en provenance de la région, les retards 
des trains de voyageurs tant au départ qu’à 
l’arrivée et enfin les nouveaux barèmes de 
transports récemment publiés à l’égard des 
expéditions en wagonnée partielle et, du 
moins dans une certaine mesure, des expédi
tions par wagons complets récemment inau
gurés par le National-Canadien. Elle ne se 
préoccupait pas tant des inconvénients occa
sionnés par ces changements aux résidents 
locaux mais surtout du fait qu’à ce tournant 
particulier de la vie de la Région Industrielle 
du Cap-Breton, de tels changements ne sont 
évidemment pas dans l’intérêt général de la 
région, en ce sens que les communications 
sont apparemment devenues plus difficiles et 
les changements tellement nombreux qu’en 
un temps où l’on s’efforce tant d’améliorer les 
conditions et l’environnement et de stimuler
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On September 29, 1967, therefore, the
Regional Planning Commission instructed its 
staff to investigate the situation and to pre
pare a Draft Resolution which would empha
size the need for another look at the transpor
tation picture in Industrial Cape Breton, and 
set out the deficiencies in the facilities being 
offered to the general public, existing indus
tries, and to potential industries. The Resolu
tion was discussed by the Regional Planning 
Commission on October 20, 1967, prepared in 
its final form, and copies were sent to all 
Federal, Provincial, Regional and Local 
politicians and agencies concerned with the 
upgrading of the Cape Breton Industrial 
Region.

On January 31st. the Cape Breton Regional 
Planning Commission, working in conjunction 
with the President of the Associated Boards 
of Trade called a meeting in the Court House, 
Sydney, N.S. for the purpose of discussion 
and preparation of Briefs. As a result of that 
meeting, the Director of Regional Planning, 
Mr. W. B. Thomson, was instructed to pre
pare a Regional Brief consisting of copies of 
individual briefs submitted by individuals, 
firms or agencies. It was intended that this 
Regioal Brief would attempt to consolidate 
all Briefs, but at the same time each 
individual, firm or agency would be free to 
present a separate submission to the 
Committee.

Now, we have in this brief a number of 
submissions from different firms, different 
people. I will not attempt to read them to you 
at the present time. They are in the brief and 
when you are looking over the brief you will 
be able to see them for yourselves.

A summary of the deal is that the endeav
ours being made by the Cape Breton Regional 
Planning Commission to coordinate the dis
cussions and briefs submitted and discussed 
during the past few weeks are all directed at 
the need to create an atmosphere and facili
ties necessary to induce industry to locate in 
the Cape Breton Industrial Area. The Com
mission members feel that it is completely 
illogical for one arm of government to take 
steps which work against the measures taken 
by other arms and agencies to create atmos
pheres and facilities necessary for industrial 
activity in the region. To achieve this they 
ask that much more co-ordination and co
operation be achieved. In addition, of course, 
this submission wishes, particularly to under
line the need for improved transportation and

[Interpretation]
l’industrie, ces changements vont à l’encontre 
des efforts mêmes entrepris par ces divers 
organismes.

En conséquence, le 27 septembre 1967, la 
Commission de la planification régionale a 
ordonné à son état-major de faire une 
enquête sur la situation et de rédiger un pro
jet de résolution qui insisterait sur la néces
sité de considérer d’un œil nouveau l’ensem
ble des transports dans la Région Industrielle 
et de mettre le doigt sur les insuffisances des 
services offerts à l’ensemble du public, aux 
industries existantes et aux industries à venir. 
La Commission discuta de la résolution le 20 
octobre 1967, en prépara la rédaction défini
tive et des exemplaires en furent envoyés à 
tous les représentants politiques provinciaux, 
régionaux et locaux et aux organismes char
gés de l’amélioration de la région.

Le 31 janvier, la Commission, d’accord avec 
le président de l’Association des Chambres de 
Commerce convoqua une réunion au Palais de 
justice du comté, à Sydney, N.-É., dans le but 
de discuter et de préparer les Mémoires sur 
les transports régionaux. A la suite de cette 
réunion, le directeur au Plan régional, M. W. 
B. Thomson, fut chargé de préparer un 
mémoire régional qui réunirait les exemplai
res de mémoires individuels soumis ou à sou
mettre par des particuliers, des firmes ou les 
organismes de la région.

Il était entendu que ce rapport régional 
tenterait de faire la synthèse de tous les rap
ports mais qu’en même temps, toute firme ou 
tout organisme régional serait libre de pré
senter au Comité un rapport séparé.

Maintenant, on trouve dans notre mémoire, 
plusieurs recommandations provenant de 
différentes personnes, différentes industries. Je 
ne veux pas vous le lire au long, vous pour
rez Iles trouver par vous-même dans le 
mémoire.

Toutefois, on pourrait les résumer en disant 
que la tentative de la Commission de plani
fication régionale de Cap-Breton de coordon
ner les discussions et les rapports présentés et 
commentés au cours des dernières semaines a 
été déterminée par le besoin de créer une 
atmosphère et des conditions propres à inciter 
l’industrie à se concentrer dans la zone indus
trielle du Cap-Breton. Les membres de la 
Commission estiment qu’il est totalement illo
gique qu’un élément du gouvernement prenne 
des mesures qui iraient à l’encontre de celles 
qu’ont prises d’autres ministères et organis
mes pour créer l’atmosphère et les conditions 
nécessaires à l’établissement d’activités indus
trielles dans la région. Pour réaliser ce but, 
ils font appel à plus de coopération et de 
coordination. Ce rapport souligne la nécessité
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communication between the major Maritime 
centres and the major populated centres.

With reference to the submission by the 
Cape Breton Bottlers, the argument has been 
used that by suggesting the increased rate for 
all products the regional consumer is obliged 
to pay more for the product.

It should be stated quite clearly that this 
submission does not suggest that the rate ex 
Montreal be increased, but rather that the 
rate ex Montreal for empty containers should 
be less than the rate being charged for full 
containers.

I have here a resolution which will wind it 
up. It will only take me a minute. As a result 
of representations made to the Commission, 
and of personal experiences of Commission 
members, and also as a result of subsequent 
inquiries made by Commission staff, and the 
Transportation Committee of the Commission, 
it is evident that there is a need for an effec
tive Passenger Rail link between the two 
major Urban Centres of Nova Scotia, and:

WHEREAS:
(1) Industrial Cape Breton area and the 

Halifax-Dartmouth area each comprises a 
major urban area within the Province of 
Nova Scotia; and,

(2) Passengers wishing to travel 
between these two Major Urban Centres 
rather than by Air or Bus are unable to 
do so in the most comfortable and con
venient manner, i.e., by Overnight Train 
Service; ajid,

(3) Frequent delays are incurred at 
Truro by the return rail-liner service 
from Halifax and frequently passengers 
are deposited in Sydney in the small 
hours of the morning and unable to ob
tain onward transportation to other com
munities; and,

(4) Coal, steel and other shipments 
have experienced delays due to lack of 
locomotives.

the Cape Breton Regional Planning Commis
sion has given consideration to these factors 
and has discussed the problem with local 
officials of the CNR and the Board of Trans
port Commissioners, and now,

Resolves that:
(1) The Board of Transport Commis

sioners be requested to consider the 
replacement of overnight sleeper service 
by CNR between the Cape Breton Indus
trial Area and the City of Halifax so that 
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d’une amelioration des transports et des com
munications entre les principaux centres des 
Maritimes et les centres les plus populeux.

En ce qui concerne le rapport des metteurs 
en bouteilles du Cap-Breton, on a prétendu 
qu’en proposant un relèvement des tarifs 
appliqués au transport des produits finis, le 
consommateur régional est obligé de payer 
davantage pour le produit.

Il faudrait établir clairement que ce rap
port ne suggère pas que le tarif des expédi
tions de Montréal soit augmenté; on voudrait 
plutôt voir diminuer le tarif des expéditions 
de Montréal des cadres vides plutôt que d’ap
pliquer le plein tarif sur les cadres remplis.

J’ai ici une résolution et je vais vous la lire 
en conclusion.

A la suite des représentations faites à la 
Commission et l’expérience personnelle de ses 
membres, ainsi que les enquêtes ultérieures 
poursuivies par le personnel de la Commis
sion et par son Comité des transports, révè
lent le besoin d’un service efficace de trans
port des voyageurs entre les deux principaux 
centres urbains de la Nouvelle-Écosse, et

ATTENDU:
(1) que la région industrielle du Cap- 

Breton et la région d’Halifax-Dartmouth, 
en Nouvelle-Écosse, comprennent toutes 
deux une agglomération urbaine impor
tante; et

(2) que les voyageurs qui désirent se 
rendre d’une de ces agglomérations 
urbaines à l’autre par d’autres moyens 
que l’avion ou l’autobus sont incapables 
de le faire par le train de nuit qui est le 
mode de locomotion le plus confortable et 
le plus commode; et

(3) que le rapide en provenance d’Hali
fax est souvent retardé à Truro et que les 
voyageurs sont souvent déposés à Sydney 
au petit matin alors qu’il leur est impos
sible de se rendre dans d’autres localités; 
et

(4) que le transport du charbon, de l’a
cier et d’autres produits a été retardé 
faute de locomotives.

La Commission de planification régionale du 
Cap-Breton a étudié ces facteurs et en a dis
cuté avec les autorités locales CN et la Com
mission canadienne des transports et a main
tenant résolu:

(1) que la Commission des transports 
du Canada soit priée d’étudier la possibi
lité de remplacer le service de wagons- 
lits du National-Canadien, entre la région 
industrielle du Cap-Breton et la ville



736 Transport and Communications February 19, 1969

[Text]
a comfortable and convenient service is 
available, and so that members of the 
public who are reluctant to travel by Air 
or by Road are able to travel as they 
wish. It is suggested that this service be 
reinstated on a twice weekly basis, even 
although it may not be economically jus
tified. It is the Commission’s opinion that 
the public has a right to the most conven
ient mode of travel without regard to 
economics at this stage in the develop
ment of the Cape Breton Industrial Area.

(2) the attention of the Cape Breton 
Development Corporation be drawn to 
this resolution and the support of the 
Corporation requested to ensure that a 
full and satisfactory service is maintained 
for the benefit of the residents and indus
trialists of the area who may wish to 
travel by surface transportation to the 
Capital of the Province from the Indus
trial Area.

(3) the attention of the Cape Breton 
Development Corporation be drawn to 
the new freight structure for the LCL 
Shipments recently established by the 
Canadian National Railways and empha
size that the Commission is of the opinion 
that increased transportation costs caused 
by the recent tariff structure changes are 
not in the best interests of the develop
ment of the Cape Breton Industrial Area, 
even with the support given to the area 
by existing legislation e.g., Maritimes 
Freight Rate Act, etc.

(4) action must be taken by the 
Canadian National Railway and other 
railways concerned to remove the delays 
incurred through lack of adequate power 
in the area, and to ensure that deliveries 
to and from this area are made punctual
ly and without delay.

(5) The Regional Planning Commission 
expresses this concern to all persons and 
agencies involved in any way in the sta
bilization and improvement of the econo
my of Industrial Cape Breton, and 
emphasizes the effect of recent changes 
and delays in the field of surface trans
portation in the region and in the Mari
times, and that copies of this Resolution 
expressing the Commission’s concern, be 
forwarded to those responsible. The Com
mission members wish to emphasize that 
while they subscribe to the principal of 
economic justification, they do feel— 
Industrial Cape Breton—that this cannot 
be the only criteria at this time in the life

[Interpretation]
d’Halifax, par un service confortable et 
commode, afin que les personnes qui ne 
veulent pas voyager par avion ou autobus 
aient un autre choix. Il est proposé que 
ce service soit rétabli deux fois la 
semaine, même s’il n’est pas rentable. La 
Commission est d’avis que le public a 
droit au mode de transport le plus com
mode, indépendamment du facteur de l’é
conomie, au stade actuel de développe
ment de la région industrielle du 
Cap-Breton;

(2) que cette résolution soit portée à 
l’attention de la Société de développe
ment du Cap-Breton et qu’on obtienne 
son appui afin d’assurer un service com
plet et satisfaisant aux résidents et indus
triels de la région qui désireraient utiliser 
un mode de transport terrestre entre la 
capitale de la province et la région 
industrielle;

(3) que le nouveau tarif-marchandises 
établi récemment par le National-Cana- 
dien pour le trafic de détail soit porté à 
l’attention de la Société de développe
ment du Cap-Breton, et que la Commis
sion lui fasse savoir qu’à son avis l’aug
mentation du coût de transport consécu
tive à ce changement du tarif est préjudi
ciable au développement de la région 
industrielle du Cap-Breton, même s’il est 
tenu compte de l’aide apportée à la 
région par les lois actuelles, notamment 
la Loi sur les taux de transport des mar
chandises dans les provinces Maritimes, 
etc.;

(4) que le N a tional-Canadien et les 
autres chemins de fer en cause éliminent 
les retards dus à l’insuffisance de locomo
tives dans la région, et assurent la livrai
son ponctuelle, et sans retards dus à des 
manques de locomotives, des marchandi
ses destinées à la région ou en provenant;

(5) la Commission de planification 
régionale exprime son inquiétude à toutes 
les personnes et tous les organismes qui 
sont intéressés de quelque façon à la sta
bilisation et au relèvement de l’économie 
de la région industrielle du Cap-Breton, 
et elle souligne les effets des changements 
récents et des retards dans le domaine 
des transports terrestres de la région et 
des Maritimes; elle décide d’adresser des 
copies de la présente résolution expri
mant son inquiétude aux personnes et 
organismes responsables et intéressés qui 
œuvrent en ce moment pour assurer la 
stabilité économique à la région. Les 
membres de la Commission désirent sou-
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of Industrial Cape Breton and that a ser
vice which is not economically justified 
should be considered provided it adds to 
the potential and attractiveness of the 
area.

What they are getting at is that in a dis
tance of 100 miles, a passenger train takes 
two and one-half to three hours and a freight 
train, from Havre Boucher into Sydney, takes 
five and one-half to seven hours. These are 
just some of the things that we are concerned 
about, the length of time it takes to bring 
freight back and forth and the shortage of 
power, the hours that the passenger service 
trains arrive in Sydney at one, two and three 
o’clock in the morning for people that live in 
the outer areas. There is no public transporta
tion and they have to try to get taxi service, 
and so on.

This has been changed lately and people 
that are ill that have to come to the major 
hospital, the Victoria General Hospital here 
in Halifax, have to sit up in a railliner or in 
the morning train, The Cabot. There are no 
facilities for them to be made comfortable on 
their way up or they have to get an ambu
lance, so we feel then in the whole area that 
over the last short period of time our service 
has deteriorated to the point where we are 
back years and years from what we were 
lately. This is what we are asking to have 
looked into so that we can be brought up to 
date as the other parts of our area are.

You all know there are a lot of people who 
still do not like to fly. We have a lot of new 
people coming into the area, industrialists 
and their families and so on, and when you 
leave—take my own case. A year ago I left 
here and I was supposed to leave at 11 
o'clock. The train did not leave the main 
depot until 12 o’clock. When we got to Truro 
we waited two and one-half hours in Truro 
before we left there and we did not get into 
Sydney until some time late that night after 
nine o’clock.

A fellow could pretty nearly walk home in 
that time if he was in good health. So this is 
what we are facing you with, gentlemen, and 
we are putting it before you and asking you 
to look into it for us.

The Chairman: Thank you. Gentlemen I 
have on my right Mr. Frank Hickey and Mr. 
Thomson. Mr. Homer?
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ligner que tout en souscrivant au principe 
de la justification économique, ils ne pen
sent pas que ce soit le seul critère valable 
en ce moment pour le développement 
industriel du Cap-Breton et ils sont d’avis 
qu’il y a lieu de fournir un service sans 
justification économique s’il ajoute au 
potentiel et à l’attrait de la région.

Et maintenant, je pourrais peut-être vous 
dire que sur une distance de 100 milles un 
train de voyageurs met de deux à trois heures 
alors qu’un train de marchandises sur le par
cours Hâvre Boucher-Sydney prend de 5 heu
res et demie à 7 heures. Voilà quelques-unes 
de nos préoccupations tout comme le temps 
nécessaire pour l’aller et retour d’un train de 
marchandises, les retards encourus par l’insuf- 
sance de locomoties, le fait que les trains 
arrivent à Sydney à une, deux ou trois heures 
du matin alors que les gens qui demeurent en 
dehors de la ville n’ont plus de transport 
public à leur disposition, et doivent prendre 
un taxi pour se rendre à la maison...

Tout cela a été changé récemment, les 
malades qui doivent se rendre à l’hôpital 
général Victoria à Halifax doivent rester assis 
dans un autorail ou le «Cabot» du matin, il 
n’y a pas moyen pour eux d’être installés 
confortablement, ou bien il faut qu’ils louent 
les services d’une ambulance. Nous croyons 
donc que dans toute cette région depuis un 
certain temps, le service s’est détérioré à un 
tel point que nous sommes maintenant retour
nés à la situation des années passées. Nous 
vous demandons donc d’étudier la question 
afin de pouvoir mettre les services à jour tout 
comme les autres régions des Maritimes sont 
desservies.

Il y a beaucoup de personnes qui n’aiment 
pas voyager par avion. Nous avons beaucoup 
de nouveaux présidents qui s’installent dans 
la région, des industriels et leurs familles. 
Prenez mon cas, il y a un an, par exemple, 
j’étais censé partir par le train à 11 heures, le 
train n’a pas quitté la gare principale avant 
midi et nous avons attendu à Truro pendant 
deux heures et demie avant de quitter Truro 
et nous sommes arrivés à Sydney seulement 
tard le soir, après 9 heures. Il serait presque 
possible de marcher pour se rendre chez soi 
dans ces conditions-là. Voilà le problème, 
messieurs, et nous vous demandons de 
l’examiner.

Le président: Messieurs, à ma droite, j’ai 
M. Frank Hickey et M. W. B. Thomson. M. 
Homer?



738 Transport and Communications February 19, 1969

[Text]
Mr. Horner: Mr. Hickey, generally speak

ing, your brief is a complaint against the 
railroads and the service that you have been 
receiving in your region?

Mr. Hickey: That is correct, sir.
Mr. Horner: You also suggest that the 

Maritime Freight Rates Act be made applica
ble to the trucking industry as well, do you 
not?

Mr. Hickey: Yes.
Mr. Horner: It has been estimated that 

making the Maritime Freight Rates Act avail
able to the trucking industry would cost in 
the neighbourhood of $4 million. Let us sup
pose that if you are now getting poor service 
from the railroads you give the truckers a 
shot in the arm and they step up their compe
tition to meet the railroads. Perhaps the net 
result would be poorer service yet to the rail
roads. Have you thought of it in that light?

Mr. Hickey: Mr. Thomson might answer 
that question.

Mr. W. B. Thomson (Director of Regional 
Planning. Cape Breton Regional Planning 
Commission): I go back to what the other 
representative from the Cape Breton area 
said in his presentation regarding the harbour 
development proposal. This is that the gener
al feeding is that competition would improve 
the service and would, we hope, cut the rates 
or provide competitive rates. I am not an 
expert on rates.

Mr. Horner: In other words, you are sug
gesting that the railroads are just lazy and 
because there is no competition they have not 
been giving you good service in your region.

Mr. W. B. Thomson: Your words, sir, but it 
might be a good suggestion.

Mr. Horner: I hope that the railroad offici
als and the CTC representative here are made 
fully aware of your brief. Have you com
plained to the CTC at all in any of your 
regions?

Mr. Thomson: Yes, we have.
Mr. Horner: You are still having trouble 

getting cars, I understand, from your brief?

Mr. Hickey: I could read you a submission 
here from Mr. Martin Merner who is Presi
dent of the Steelworkers Union in Sydney 
and I think it will explain...

[Interpretation]
M. Horner: Monsieur Hickey, de façon 

générale, vous vous plaignez des services 
reçus dans votre région de la part des che
mins de fer.

M. Hickey: Oui, c’est exact, monsieur.
M. Horner: Vous dites aussi que la Loi sur 

les taux de transport des marchandises dans 
les provinces Maritimes devrait être applica
ble au camionnage aussi n’est-ce pas?

M. Hickey: Oui, monsieur.
M. Horner: On estime que si la Loi sur les 

taux de transport des marchandises dans les 
provinces Maritimes devait s’appliquer aux 
camions, que le coût serait de 4 millions de 
dollars. Mais supposons maintenant que vous 
avez un très piètre service des chemins de 
fer, que vous donnez aux camions un peu 
d’aide et que par conséquent ils augmentent 
leur concurrence aux chemins de fer, le résul
tat net pourrait peut-être finir par être encore 
un pire service de la part des chemins de fer. 
Avez-vous songé à cela?

M. Hickey: M. W. B. Thomson pourrait 
peut-être répondre à la question.

M. W. B. Thomson (Directeur du dévelop
pement régional. Commission du développe
ment régional du Cap Breton): Revenons à ce 
que l’autre représentant du Cap Breton a dit 
plus tôt, en ce qui concerne cette proposition 
visant à développer le port. Nous sommes 
d’avis que la concurrence améliorerait le ser
vice et couperait les tarifs, nous donnerait des 
tarifs concurrentiels. Je ne suis pas un spécia
liste des tarifs.

M. Horner: En d’autres mots vous voulez 
dire que les chemins de fer sont simplement 
paresseux parce qu’il n’y a pas de concur
rence et ils ne vous ont pas donné de bons 
services.

M. W. B. Thomson: C’est vous qui le dites 
mais c’est peut-être là la situation.

M. Horner: Les représentants de la C.C.T. 
spécialistes en question ferroviaires ici pré
sents, sont vraiment conscients de votre sou
mission. Est-ce que vous vous êtes plaints à 
C.C.T. dans l’une ou l’autre de vos régions?

M. Thomson: Oui, nous l’avons fait.
M. Horner: Vous éprouvez toujours des 

difficultés à obtenir des wagons si j’en crois 
votre mémoire?

M. Hickey: Je pourrais vous lire la soumis
sion de M. Martin Memer, le représentant du 
Syndicat des ouvriers de l’aciérie de Sydney 
et cela pourrait vous éclairer.
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The Chairman: If you do not mind this 

letter will be appended to our report and I 
think we could save a lot of time on that.

Mr. Horner: The box car problems are one 
of your problems?

Mr. Hickey: That is right.

Mr. Homer: I hope that the CTC is made 
aware of this.

The Chairman: Order, please. Mr. Carter?

Mr. Carter: Mr. Chairman, in the brief 
there is a great deal of emphasis on the fact 
that the railway passenger service seems to 
have deteriorated or at least is not up to 
standard. I wonder if the witness can tell me 
when this started to happen? Do you consider 
this to be a deliberate attempt on the part of 
the CNR to discourage people from using 
your rail passenger service, perhaps to 
replace it eventually with buses?

Mr. Hickey: Up until about two years ago 
we had a night train that left Sydney around 
10:45 o’clock, arriving in Halifax here, in the 
morning, probably around 8:30 or 8:45 
o’clock. Now we have The Cab which leaves 
Sydney at 7 o’clock in the morning. You 
transfer at Truro and come through to Hali
fax and you leave Halifax on the rail liner. I 
do not know the exact time it leaves now but 
a year ago when I left it was supposed to 
leave at 11 o’clock. Then you wait in Truro 
for The Ocean Limited coming from Montreal.

The night train out of Sydney is the sleeper 
service and this meant an awful lot to sick 
people that had to come up here to the Vic
toria General Hospital, and we have quite a 
large number from that area, war veterans 
and so on, coming to Camp Hill and this has 
created quite a hardship. We are not asking 
to have this service back every night in the 
week, but two or three times a week so peo
ple that have to have this service can use it.

Mr. Carter: All right. Has your group 
made representations to the CN or to the 
CTC?

Mr. Hickey: That has been done, I think.

Mr. Carter: What reply do you get to your 
request for better service?

Mr. Hickey: The reply that we got is that it 
is not feasible, that it is uneconomic, and so

[Interprétation]
Le président: Si cela ne vous fait rien nous 

ferons figurer cette lettre en annexe.

M. Horner: Le problème est un problème 
de wagons-marchandises, n’est-ce pas?

M. Hickey: C’est juste.

M. Horner: J’espère ue la C.C.T se rendra 
compte du problème.

Le président: A l’ordre s’il vous plaît. Mon
sieur Carter.

M. Carter: Dans le mémoire, on insiste sur 
le fait que le service de voyageurs n’est plus 
suffisant, il semble s’être encore détérioré. 
Pourriez-vous nous dire quand cela a com
mencé à se produire. Trouvez-vous qu’il s’agit 
d’une action délibérée du National-Canadien 
pour décourager les voyageurs d’avoir recours 
à ses services ferroviaires pour éventuelle
ment les faire remplacer par des autobus ou 
un autre mode de transport?

M. Hickey: Jusqu’à environ deux ans, nous 
avions un train de nuit qui quittait Sydney 
vers 10h45 et qui arrivait à Halifax le matin 
vers 8 h 30 ou 8 h 45. Maintenant nous' avons 
le «Cabot» qui quitte Sydney à 7 heures du 
matin, vous prenez une correspondance à 
Truro, et vous arrivez à Halifax et pour le 
retour, vous quittez Halifax par l’autorail qui 
quitte, je ne sais pas au juste à quelle 
heure—mais il y a un an c’était censé être à 
11 heures et vous attendez à Truro l’Océan 
Limité en provenance de Montréal.

Le train de nuit de Sydney était très impor
tant pour les gens malades qui venaient ici à 
l’Hôpital Victoria et nous en avons un certain 
nombre qui viennent de cette région, des 
anciens combattants qui viennent à Camp Hill 
et l’abandon de ce service a créé certaines 
difficultés. Nous demandons, non pas de 
reprendre ce service chaque soir de la 
semaine mais au moins deux ou trois fois par 
semaine pour que les gens puissent l’utiliser 
au besoin.

M. Carter: Est-ce que votre groupe a fait 
des instances au National-Canadien ou à la 
C.C.T.?

M. Hickey: Cela a été fait, je crois.

M. Carter: Quelle réponse avez-vous obte
nue à la suite d’une demande d’amélioration 
du service.

M. Hickey: On nous a dit que cela n’était 
pas réalisable et non rentable.



740 Transport and Communications February 19, 1969

[Text]
Mr. Carter: So they are basing it purely on 

a matter of economics; is that right?

Mr. Thomson: From what they have told 
us, yes.

Mr. Carter: Then I would suggest you 
should prepare yourselves for buses pretty 
soon—39-passenger, perhaps.

Le président: Monsieur Corbin.

M. Corbin: Ma question a été posée, mon
sieur le président.

Le président: Monsieur Godin, si vous vou
lez attendre une minute.

Allez-y, monsieur Godin.

M. Godin: De quel endroit de la région 
vous parviennent les wagons vides, c’est-à- 
dire à combien de milles est située la base 
centrale, si on peut dire, d’où l’on vous 
envoie les wagons vides, lorsque vous en fai
tes la demande?

Mr. Hickey: I think the general assembly 
point is the City of Moncton. Generally the 
boxcars come to our area from Moncton. 
Probably I am wrong; I should say the Town 
of Truro. They come from Moncton down to 
Truro and that, is where we get them from.

M. Godin: Maintenant, croyez-vous vrai
ment à une rareté réelle ou si elle n’est qu’ar
tificielle? Si je pose la question, c’est parce 
que présentement le National-Canadien a une 
nouvelle façon de contrôler ses wagons et 
ceux-ci, lorsqu’ils sont déchargés, ne sont 
signalés nulle part, par aucun chef de gare. 
Alors, à la dimension du pays, il se produit 
ceci: on nous affirme que le nombre des 
wagons est restreint, qu’il en manque, mais 
en réalité, s’ils étaient signalés à différents 
endroits, on verrait qu’ils sont en nombre 
suffisant. La même chose pourrait-elle se pro
duire ici? Est-ce que c’est un manque de con
trôle découlant de nouveaux règlements de la 
part du National-Canadien établis depuis un 
an ou si la situation, qui prévaut présente
ment, a toujours été la vôtre?

Mr. Hickey: Probably Mr. Thomson can 
answer that.

Mr. Thomson: Mr. Chairman, I am sorry 
that the steel company representative is not 
here. If you had had the privilege of coming 
to Sydney, we would have had them all lined 
up for you. I am sorry; we are not really in a 
position to give an adequate answer to your 
question. All I can do is refer you to the brief 
which was submitted by the steel and coal 
company representatives which states quite 
clearly that they have experienced shortages.

[Interpretation]
M. Carter: C’est donc une question de 

rentabilité?

M. Thomson: D’après ce qu’ils nous ont dit, 
oui.

M. Carier: Alors aussi bien vous préparer à 
accepter les autobus d’ici peu. Peut-être 39 
passagers.

The Chairman: Mr. Corbin.

Mr. Corbin: My question has been asked, 
Mr. Chairman.

The Chairman: Mr. Godin, would you 
please wait a minute. Go ahead, Mr. Godin.

Mr. Godin: From what part of the area 
come from, i.e. what is the distance in miles 
to the central base, if I may call it that, from 
where empty boxcars are sent to you when 
you request them?

M. Hickey: Je crois que le point de rassem
blement se fait à Moncton. C’est de là que 
nous parviennent les wagons vides. Peut-être 
ai-je tort. Je devrais peut-être dire de Truro. 
Les wagons viennent de Moncton à Truro et 
nous les obtenons de Truro.

Mr. Godin: Now, do you really believe that 
there is a real scarcity or is it an artificial 
scarcity? The reason I am asking that, is that 
at the present time the C.N. has a new way of 
controlling its boxcars, and when they are 
unloaded and are not referred to anywhere 
by any stationmaster. Therefore, this is what 
happens on a nation wide scale: we are told 
that there is a shortage of boxcars, but in 
fact, if all of them were on file, we would see 
that there is a sufficient number of them. 
Could the same thing happen here? Is it a 
lack of control as a result of new regulations 
by the C.N. which have been established in 
the past year, or is the present situation the 
one that has always existed here for your?

M. Hickey: M. Thomson pourrait peut-être 
répondre.

M. Thomson: Monsieur le président, je 
regrette que les représentants de l’aciérie ne 
soient pas ici. Si vous aviez le privilège de 
venir à Sydney, ils seraient tous là pour vous 
rencontrer. Nous ne sommes pas vraiment en 
mesure de vous répondre de façon satisfai
sante à votre question. Tout ce que je puis 
faire, c’est vous référer au mémoire qui nous 
fut présenté par la Steel and Coal Company 
et ses représentants qui déclare bien claire-
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[Texte]
I cannot give you details of the reasons. I am 
sorry.

The Chairman: Gentlemen, this is the end 
our our question period and I want to thank 
the two gentlemen, Mr. Hickey and Mr. 
Thomson.

Mr. Thomson: It was a pleasure, sir.

The Chairman: I would like to call upon 
the Sydney Steel Corporation. I will ask the 
gentleman to summarize his brief.

Mr. Hicks (Sydney Steel Corporation): Mr.
Chairman, thank you for the opportunity to 
appear before your Committee. We want to 
present our case as briefly as possible, and I 
have a very short summation here which I 
think touches the highlights. I would like to 
read it. It is as follows:

Because of the limited product range and 
the preponderance of this being sold in the 
Contrecœur, Montreal, area, the Sydney Steel 
Corporation asked that rate-parity with 
Hamilton be granted on shipments to Con
trecœur. This can be accomplished by 
adjusting the upward level of assistance 
available under the Maritime Freight Rates 
Act, as detailed in our submission.

It is felt that this is necessary to retain our 
share of the market in this area in the face of 
import competition as well as that of our 
central Canadian suppliers of the same 
products.

Because of the methods by which our rails 
are sold, we must absorb geographical 
disabilities in freight allowances applicable on 
orders sold to the Canadian National and the 
Canadian Pacific railways. It is suggested that 
the benefits of the Maritime Freight Rates 
Act be made applicable to cover this situation 
without disturbing the present method of sell
ing rails.

If I may digress on that for a moment, in 
the text of the brief it is stated that the rails 
are moved on what is called OCS—our own 
company service—which is a cost basis borne 
by the railways, and not being a regular

[Interprétation]
ment qu’ils ont eu l’expérience d’une insuf
fisance de wagons-marchandises. Pourquoi, 
quand, comment, et quelles en sont les rai
sons, je ne saurais vous les donner. Je 
m’excuse.

Le président: Messieurs, voici la fin de la 
priode de questions. Je désire remercier les 
deux témoins, MM. Hickey et Thomson.

M. Thomson: Merci beaucoup.

Le président: Maintenant je cède la parole 
à la Sydney Steel Corporation. Monsieur 
Arnold Hicks. Je demande donc au représen
tant de nous donner un résumé de leur 
mémoire.

M. Hicks (Sydney Steel Corporation): Mon
sieur le président, merci beaucoup de nous 
fournir l’occasion de comparaître ici. Nous 
désirons présenter notre soumission le plus 
brièvement possible. J’ai un résumé très bref 
ici qui peut vous donner les principales carac
téristiques de ce mémoire, et je veux vous en 
donner lecture.

Étant donné l’assortiment limité des pro
duits ainsi que le fait que ces produits sont 
vendus en grande partie dans la région de 
Contrecœur et Montréal, la Sydney Steel 
Corporation a demandé que la parité des taux 
avec Hamilton soit accordé aux expéditions 
vers Contrecœur. Ceci peut être fait en ajus
tant le niveau supérieur de l’aide disponible 
en vertu de la Loi sur les taux de transport 
des marchandises dans les provinces mariti
mes, tel que vous le trouverez en détail dans 
notre présentation.

Nous sommes d’avis que cela est essentiel 
pour maintenir notre part du marché dans 
cette région, face à la concurrence des impor
tations ainsi qu’à celle des fournisseurs du 
même produit dans le Canada central.

Étant donné les méthodes utilisées pour 
vendre nos rails, il nous faut absorber le 
désavantage géographique pour ce qui est des 
allocations en tarif qui s’appliquent sur les 
commandes passées par le National-Canadien 
et le Pacifique-Canadien. Nous croyons que 
les avantages offerts par la Loi sur les taux 
de transport des marchandises dans les Mari
times devraient comprendre cette situation 
sans nuire aux méthodes actuelles de vente 
de rails.

Je voudrais m'éloigner un instant pour dire 
que, d’après le texte du mémoire, les rails 
sont acheminés en vertu du service OCS, 
notre propre service, dont le coût est à la 
charge de la compagnie de chemin de fer, et
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[Text]
freight rate it is not reduced under the Mari
time Freight Rates Act.

The Sydney Steel Corporation suggests that 
the trucking industry within the Maritimes be 
granted assistance under the Maritime 
Freight Rates Act to provide a greater degree 
of economic strength and service.

The Sydney Steel Corporation suggests that 
the MFRA be held a viable instrument which 
will be able to adjust swiftly to the needs of 
the community rather than become rigid in 
its application.

The Sydney Steel Corporation suggests that 
these points can be granted as part of the 
national transportation policy which calls for 
making the best possible use of all available 
modes of transportation to protect the interests 
of the users of transportation and to main
tain the economic well-being and growth of 
Canada. This, in our own selfish interest, 
must be interpreted as being the Maritimes, 
or the Atlantic Provinces, as this is the por
tion of Canada in which we exist.

That is a very brief summary of our 
submission.

The Chairman: Mr. Horner?

Mr. Horner: In your submission you make 
no mention of tariff rates, or if there are any, 
in moving your goods south in the United 
States.

Mr. Hicks: We have not done that for the 
reason that we have dealt with the larger 
segment of our business which has been to 
central Canada.

Mr. Horner: The majority of your business 
has been to central Canada?

Mr. Hicks: That is right.

Mr. Horner: For the benefit of the Commit
tee could you give us some idea of why that 
is? Why has there not been a greater move
ment in the United States?

Mr. Hicks: Why was there not?

Mr. Horner: Yes.

Mr. Hicks: There are many reasons. One of 
them of course is transportation. Assuming all 
transportation/ facilities were available and 
ready, we must meet the regulations of the

[Interpretation]
ces frais n’étant pas un tarif régulier pour le 
transport des marchandises, n’est pas diminué 
en vertu de la Loi sur les taux de transport 
des marchandises dans les Maritimes.

La Sydney Steel Corporation propose que 
l’industrie du camionnage dans les Maritimes 
bénéficie d’une aide en vertu de la Loi sur les 
taux de transport des marchandises dans les 
Maritimes, afin de lui donner une plus grande 
vigueur économique et pour qu’elle puisse 
offrir un meilleur service.

La Sydney Steel Corporation propose que 
la Loi sur les taux de transport des marchan
dises dans les Maritimes devienne un instru
ment viable qui pourra s’ajuster rapidement 
aux besoins de la collectivité plutôt que d’être 
rigide dans son application.

La Sydney Steel Corporation propose que 
les points que nous venons de mentionner 
soient considérés comme faisant partie de la 
politique nationale de transport qui exige la 
meilleure utilisation possible de tous les 
moyens de transport pour protéger les in
térêts des utilisateurs et maintenir le bien-être 
économique et la croissance du Canada.

Ceci, dans notre intérêt, doit être interprété 
comme signifiant les Maritimes et les provin
ces de l’Atlantique, étant donné qu’elles consti
tuent la partie du Canada où nous nous 
trouvons.

Voilà donc un bref résumé de notre 
présentation.

Le président: Monsieur Horner?

M. Horner: Dans votre présentation vous ne 
parlez pas du prix de tarifs ou s’il y en a 
pour ce qui est du transport de vos produits 
vers les États-Unis, au Sud?

M. Hicks: Nous ne l’avons pas fait. C’est 
pour la simple raison que nous avons plutôt 
traité des secteurs plus importants dans notre 
entreprise soit vers le centre du Canada.

M. Horner: La plus grande portion de votre 
commerce se fait-elle avec le centre du 
Canada?

M. Hicks: Oui.

M. Horner: Pourriez-vous nous donner une 
idée pourquoi il en est ainsi? Pourquoi n’y 
a-t-il pas eu un plus grand mouvement vers 
les États-Unis?

M. Hicks: Pourquoi?

M. Horner: Oui.
M. Hicks: Il y a plusieurs raisons. Évidem

ment une en est le transport. En supposant 
que tous les services de transport étaient dis
ponibles et prêts, il nous fallait répondre aux
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[Texte] [Interpretation]
Interstate Commerce Commission, which are exigences de la Commission du Commerce 
very, very rigid in their application. Within inter-état, (Interstate Commerce Commission 
the last year we have had quite a bit of qui sont très rigoureuses dans leur applica- 
dealing with the United States carriers in tion. Nous avons eu au cours de la dernière 
endeavoring to get into that market and have année beaucoup à faire avec les transporteurs 
faced problems from the Interstate Commerce américains pour essayer de nous introduire 
Commission. dans ce marché, et nous avons dû faire face à

As recently as the ârst of this year we were 
successful in negotiating a rate with the 
Canadian and American carriers on a piece of 
business which we were able to develop, only 
to have it contested by a major steel supplier 
in the United States. We were called before 
the supension board and, fortunately for us, 
we were able to have our rate upheld. Never
theless, it is a continual fight to get even the 
most modest concession on transportation into 
the United States. This is not so much from 
the Canadian sources as because of the regula
tions laid down by the Interstate Commerce 
Commission.

Mr. Horner: Does the Canadian Transport 
Commission give you, or do you think it 
could give you, any assistance in your battle 
with the Interstate Commerce Commission?

Mr. Hicks: I cannot honestly answer you on 
that. I know that our competitors, the central 
Canada steel industries, have been faced with 
this same problem, as well.

Mr. Horner: Actually it is not so much a 
tariff as just a border restriction on the type, 
or...

Mr. Hicks: It is not a customs restriction, 
but it amounts to the same thing.

Mr. Horner: It amounts to the same thing?
Mr. Hicks: It does.

Mr. Horner: I do not quite understand your 
suggestion in the brief that you are, in fact, 
paying the freight on the railway track you 
make and you therefore get no MFRA on it. 
Could you explain that a little further?

Mr. Hicks: I will try to, as best I can. Our 
rails are sold technically on a f.o.b. Sydney
basis.

Mr. Horner: But you deliver them?
Mr. Hicks: We do not deliver them; but we 

are assessed a penalty in relationship to our 
competitor, based on the final destination of 
the rails. If we are at a disadvantage of a

des problèmes qui ont été soulevés par la 
Commission du Commerce inter-état

Dès le début de cette année, nous avons 
réussi à nous mettre d’accord sur un tarif 
avec des transporteurs américains et cana
diens pour une affaire que notre entreprise a 
pu mettre au point, et qui fut contestée par 
des grands producteurs de l’acier aux États- 
Unis. Nous avons été appelés devant le Sus
pension Board et heureusement nous avons 
pu faire maintenir nos taux. En tout cas, c’est 
une lutte continuelle, même pour obtenir la 
moindre concession sur le transport pour 
entrer aux États-Unis. Non pas tellement des 
sources canadiennes qu’à cause des règle
ments établis par la Commission du Com
merce inter-état.

M. Horner: Est-ce que la Commission cana
dienne des transports vous donne ou pourrait 
vous offrir de l’aide dans votre lutte avec la 
Commission du Commerce inter-état?

M. Hicks: Je ne saurais vraiment répondre 
à cette question. Je sais que nos concurrents 
du Canada central de cette industrie ont dû 
faire face à ce même problème.

M. Horner: Ce n’est pas tellement une 
question de tarif, mais simplement des res
trictions de frontières quant au genre...

M. Hicks: Il ne s’agit pas de restrictions 
tarifaires, mais cela revient au même.

M. Horner: Cela revient au même?
M. Hicks: Oui.

M. Horner: Je ne comprends pas tout à faut 
dans votre mémoire, lorsque vous dites que 
vous vous trouvez à payer le tarif pour l’ex
pédition de vos rails, que vous fabriquez, et 
que par conséquent, vous ne bénéficiez pas 
des dispositions de la Loi sur les taux de 
transport des marchandises dans les Mariti
mes. Pourriez-vous nous expliquer cela?

M. Hicks: Je ferai de mon mieux. Nos raiils 
sont vendus essentiellement sur une base 
f.a.b. Sydney.

M. Horner: Mais vous en faites la livraison?
M. Hicks: Non, on n’en fait pas la livraison, 

mais nous devons payer une amende pour ce 
qui est de notre situation par rapport à nos 
concurrents suivant la destination des rails.
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[Text]
1,000 miles compared to our competitor, we 
are forced, to be competitive with our com
petitor on the railway purchase book, to 
adjust our price to take into account this geo
graphical disability. As I said, this is not a 
freight rate, as such, and it therefore cannot 
be reduced under the MFRA.

Mr. Horner: About how many 100 miles 
would that amount to in most cases? Could 
you give us some idea relative to the mileage 
at which you have to pick up with no MFRA 
assistance?

Mr. Hicks: Could I perhaps avoid your 
question by just asking you to refer to 
Appendix II? That shows the average disabil
ity that we absorb.

Mr. Horner: That is fine. You also suggest 
that you ought to be given a rate similar to 
the Hamilton plant?

Mr. Hicks: That is right. What we say here 
is that as the bulk of the market availability 
for the product which we sell is in the area, 
aside and apart from rails, and as the price is 
controlled to an extremely large degree by 
the level of the import competition at that 
point, we must, as a result, price it on a 
delivered basis and absorb 100 per cent of the 
freight to Contrecoeur in Montreal.

Mr. Horner: I have one further question. 
Since taking over the plant, have you given 
any thought to making a different variety of 
product, such as flat steel which could, or 
might, be used to quite a large extent here in 
the Maritimes?

Mr. Hicks: I cannot answer that. All I can 
say is that the management have, I believe, 
some immediate improvements in mind, but I 
do not think they quite fall into the area from 
which you are making your approach.

Mr. Horner: Why do you think that a rail
road should charge more for the movement of 
finished steel than, say, of the raw steel 
itself?

Mr. Hicks: This goes back to the basis of 
rate making, which takes into account 
amongst other things, the value of the 
product.

Mr. Horner: Yes.

Mr. Hicks: They assume if it is worth $100 
compared to an item worth $50, that it should 
pay a higher proportion of the freight than 
the lower-valued item.

[Interpretation]
Nous nous trouvons dans une situation défa
vorable du fait qu’il y a 1000 milles qui nous 
séparent de nos concurrents, donc, pour être 
compétitifs, il nous faut rajuster nos prix 
pour tenir compte de ce désavantage géogra
phique. Comme je l’ai dit, ce n’est pas un 
tarif-marchandise comme tel et par consé
quent on ne peut le diminuer en vertu des 
dispositions de la Loi.

M. Horner: Combien de centaines de milles 
environ cela représente-t-il dans la plupart 
des cas? Pourriez-vous nous donner une idée 
du nombre de milles qu’il vous faut faire sans 
l’aide de la Loi.

M. Hicks: Peut-être me permettrait-on de 
vous demander de vous reporter à l’appendice 
II, qui est la moyenne du désavantage que 
nous supportons.

M. Horner: C’est très bien. Vous proposez 
aussi que vous devriez avoir des tarifs analo
gues à ceux qui sont accordés à l’usine de 
Hamilton?

M. Hicks: Oui. Comme le gros de la dispo
nibilité des marchés pour le produit que nous 
vendons se trouve dans cette région, les rails 
mis à part et comme le prix est contrôlé dans 
une grande mesure par la concurrence des 
importations à ce point-là il nous faut donc 
calculer le tarif de façon à ce qu’il comprenne 
la livraison et absorber le 100 p. 100 des frais 
de transport jusqu’à Contrecœur à Montréal.

M. Horner: Avez-vous songé à diversifier 
vos produits, et fabriquer par exemple de 
l’acier laminé ou autre chose qui pourraient 
être utilisés dans une grande mesure ici-même 
dans les Maritimes?

M. Hicks: Je ne saurais répondre. Tout ce 
que je peux vous dire, c’est que l’administra
tion a certaines améliorations en vue, mais je 
ne crois pas que cela relève du secteur dont 
vous parlez maintenant.

M. Horner: Pourquoi croyez-vous qu’une 
compagnie de chemins de fer devrait exiger 
plus pour le déplacement de l’acier fini, que 
pour de l’acier brut?

M. Hicks: Ceci remonte à l’établissement 
des taux qui tient compte, entre autres, de la 
valeur du produit.

M. Horner: Oui.

M. Hicks: Ils en concluent que si cela vaut 
$100 comparativement à $50 d’un autre pro
duit, on devrait payer une plus forte propor
tion du tarif.
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[Texte]
Mr. Horner: Do you think that system of 

rate making is out of date?

Mr. Hicks: To some degree it is out of date, 
and I think there is a slow evolution to 
change. The degree of this, perhaps, is not as 
bad as it was, but there is still a disparity. It 
is difficult to make an exact comparision in 
every instance, because the volume for 
individual shipments will vary.

A typical illustration is that a carload of 
basic steel to Contrecoeur, or, say, Montreal, 
is at present $5.60 a ton, and a shipment of 
100,000 lbs. of nails is $10 a ton.

Mr. Horner: Relative to this principle of 
the greater the value of the product the 
greater the freight rate charged on it, have 
you considered appearing before the CTC and 
perhaps getting some revision of this general 
principle of rate setting?

Mr. Hicks: No, not in that respect. Again, if 
you will go back to our submission, you will 
find that as of the present what we could call 
our finished product, in the truest sense, is 
perhaps our rails, which, in effect, pay a 
freight allowance but not a freight rate. The 
only other item that could perhaps be called a 
finished item would be reinforcing steel and 
nails. However, as I say, those represent such 
a minute percentage of our total business 
that, of course, priorities have priority and 
you must approach the big problem first.

Mr. Horner: Thank you.

The Chairman: Mr. Rock?

Mr. Rock: Why have you not suggested in 
your brief that more secondary industry to 
use your steel be established in the Atlantic 
region?

Mr. Hicks: We have not suggested anything 
of that type because of this being perhaps a 
short-term and immediate problem that we 
are faced with.

Basically your question would require an 
answer from our management on what type 
of industry needs to be drawn in. I am afraid 
I cannot answer you.

Mr. Rock: Have you ever made a survey of 
that type and submitted it to the provincial 
governments here, or to other bodies inform
ing them of what kind of industry would be 
needed to keep you people in operation?

[Interprétation]
M. Horner: Croyez-vous que cette façon d’é

tablir les taux est désuète?

M. Hicks: Dans une certaine mesure, elle 
est désuète mais il y a à mon avis une lente 
évolution vers un changement. La situation 
n’est pas aussi mauvaise qu’elle ne l’était, 
mais il y a toujours une disparité. Il est 
difficile de faire une comparaison fidèle dans 
chacun des cas, parce que le volume des 
expéditions individuelles varie.

Par exemple, une wagonnée d’acier de 
base, expédiée à Contrecœur ou disons à 
Montréal, coûte présentement $5.60 la tonne 
alors qu’une livraison de 100,000 livres de 
clous, coûte $10.00 la tonne.

M. Horner: Pour ce qui est du principe 
voulant que plus le produit a de la valeur 
plus le tarif-marchandise est élevé. Avez-vous 
songé à comparaître devant la Commission 
canadienne des transports et essayer d’obtenir 
peut-être la révision du principe général d’é
tablissement des tarifs?

M. Hicks: Non, pas à cet égard. Une fois de 
plus, si vous revenez à notre présentation, 
vous vous rendrez compte que ce que nous 
appelons produit fini, dans le vrai sens du 
mot sont les rails qui en fait bénéficient d’une 
allocation de transport mais non d’un tarif 
marchandises. Les seuls autres produits que 
l’on pourrait appeler finis sont l’acier renforcé 
et les clous. Cependant, ces deux articles 
représentent une si faible proportion de l’en
semble de notre commerce, que les priorités 
sont toujours là, et il nous faut attaquer tout 
d’abord les grands problèmes.

M. Horner: Merci.

Le président: Monsieur Rock?

M. Rock: Pourquoi n’avez-vous pas proposé 
dans votre soumission qu’un plus grand nom
bre d’industries secondaires utilisant votre 
acier soient établies dans la région de 
l’Atlantique?

M. Hicks: Nous n’avons rien dit de ce genre 
du fait qu’il s’agit là peut-être, d’un problème 
à court terme. Essentiellement, votre question 
exigerait une réponse de la part de notre 
administration pour nous dire quels genres 
d’industries doivent être encouragées à venir 
s’établir dans cette région. Je ne saurais vous 
répondre.

M. Rock: Avez-vous déjà entrepris une 
enquête de ce genre, et présenté aux gouver
nements provinciaux ou à quelque autre orga
nisme pour leur faire savoir quels genres 
d’industries seraient requises pour vous main
tenir en exloi ta tion?
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Mr. Hicks: I cannot answer you on that, 

but I believe the Voluntary Planning Board 
of Nova Scotia made some approach on what 
would be required in the Atlantic area to meet 
the total output of our mill at Sydney. I think 
it would be quite phenomenal.

The Chairman: Mr. Nesbitt?

Mr. Nesbitt: I have no questions.

The Chairman: Mr. Perrault?

Mr. Perrault: In a sense, Mr. Chairman this 
is supplementary to a question asked earlier.

We heard the submission from The Enter
prise Foundry Company Limited in New 
Brunswick the other day. They complained 
about the high cost of bringing in from cen
tral Canada the metal necessary for the con
struction of their products and the high costs 
involved in many other components with a 
steel base. As I recall, the question was asked 
at that time whether or not it had a source of 
supply in the Maritimes, and they said that 
none of the Maritimes steel corporations and 
companies manufacture the type of metal 
required by them.

In view of the fact that the range manufac
turing industry is experiencing competitive 
difficulties in the Maritime provinces, would 
it not be an idea to diversify into that par
ticular area? Perhaps there is a reason for 
this diversification not taking place. If it is 
not, does it somehow relate to the cost of 
transporting this material even within the 
Maritime region?

Mr. Hicks: That particular question, I 
think, is perhaps a larger one than transpor
tation itself. May I answer it with a question? 
Would the Enterprise Foundry Company be 
prepared to buy all of the steel that could be 
produced on a mill capable of producing flat 
steel?

Mr. Perrault: In other words, it is a matter 
of operating to capacity?

Mr. Hicks: You cannot invest a fantastic 
amount of money for a very infinitesimal 
amount of production.

Mr. Perrault: This also relates to a question 
previously asked, Mr. Chairman. If a more 
favorable rate were made available to Sydney 
Steel for this type of metal perhaps it could 
be sold to the range manufacturing companies 
in the Maritimes, as well as to a wider mar-

[Interpretation]
M. Hicks: Je ne saurais vous répondre, 

mais je crois que le Voluntary Planning Board 
of Nova Scotia a étudié la question afin de 
voir ce qu’il faudrait faire dans la région de 
l’Atlantique pour répondre à l’ensemble de la 
production dans notre usine de Sydney. Ce 
serait vraiment formidable, à mon point de 
vue.

Le président: Monsieur Nesbitt?

M. Nesbitt: Pas de question.

Le président: Monsieur Perrault?

M. Perrault: Ma question est complémen
taire à une autre question déjà posée plus tôt.

Nous avons entendu, l’autre jour, la présen
tation de Enterprise Foundry Range Company 
Limited du Nouveau-Brunswick. Ils se sont 
plaints au sujet du coût trop élevé du trans
port à partir du Canada central, du métal 
nécessaire à la fabrication de leurs produits, 
ainsi que le coût trop élevé des autres élé
ments faits à base d'acier.

Si je me souviens bien, la question posée 
alors, étaiit de savoir si cette firme disposait 
ou pas d’une source d’approvisionnement 
dans les Maritimes, et ils ont dit qu’aucune 
des aciéries ne produisait le genre de métal 
dont elle avait besoin.

Étant donné les difficultés dans le domaine 
de la concurrence qu’éprouve l’industrie 
manufacturière des cuisinières dans les pro
vinces Maritimes, ne serait-il pas une bonne 
idée de diversifier la production dans ce sec
teur? Il y a peut-être une raison pour laquelle 
vous ne faites pas une telle diversification; si 
c’est le cas, cela est peut-être en rapport aux 
coûts de transport de ces matériaux même 
da'ns la région des Maritimes?

M. Hicks: Ce n’est pas simplement une 
question de transport. Je pourrais peut-être y 
répondre en posant une autre question. L’En- 
terprise Foundry Company Limited serait-elle 
prête à acheter tout l’acier laminé, que pour
rait produire une aciérie?

M. Perrault: En d’autres termes, l’usine est 
censée fonctionner à pleine capacité?

M. Hicks: On ne peut investir beaucoup 
d’argent simplement pour une faible 
production.

M. Perrault: Ceci se rattache également à 
une autre question déjà posée, monsieur le 
président. Si la Sydney Steel disposait de 
taux plus favorables pour ce genre d’acier, 
peut-être pourrait-on le vendre aux fabricants 
de cuisinières dans les Maritimes ainsi qu’aux
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[Texte]
ket in central Canada? Would that bring it 
into the realm of economics?

Mr. Hicks: You are getting into the field of 
economics. I would just as soon not answer, 
but I think that...

Mr. Perrault: Then we come right back to 
the basic steel premise, as submitted here, 
that we have flat steel producers in Montreal 
who will compel the price.

Mr. Hicks: There would be no advantage, 
on the face of it, in terms of recovering 
freight from the customer on selling it.

Mr. Perrault: Your thought, then, is that 
your main advantage is in not diversifying 
too much but staying with main lines...

Mr. Hicks: I am not prepared to say that. 
That is for senior management. I certainly am 
not in a position to answer.

The Chairman: Mr. Rose?

Mr. Rose: Thank you, Mr. Chairman.

We have heard a number of briefs that 
support the concept that the truck transporta
tion operators should come under MFRA 
regulations, Clause III, I believe. What con
cerns me, and has concerned me throughout 
all these hearings, is that apparently many of 
these truck operators, from what I can gath
er, are making a profit now. I believe that 
including them would increase their potential 
by approximately 20 per cent.

It seems to me that this would not neces
sarily be competitive, or lower the price—it 
might with the rates on the railway; I follow 
that line of argument—but the thing that dis
turbs me most, and perhaips you are not in a 
position to answer this. Maybe it is a techni
cal question for the Committee, but I am not 
really assured that the extra 20 per cent 
granted would actually trickle down to the 
people who need it the most. I think that 
what we would be doing would be subsidizing 
higher rates for truckers.

Mr. Hicks: There is a possibility of this. 
However, I think if an industry were using a 
trucker who we know has some assistance we 
would feel we had every right to demand a 
higher degree of service because of it.

Mr. Rose: Do you pay lower wages at your 
plant than they do in Hamilton?

[Interprétation]
autres marchés plus vastes du Canada cen
tral? Cela deviendrait-il rentable?

M. Hicks: Vous passez là dans le domaine 
de l’économique. Par conséquent, je préfère 
ne pas répondre, mais je pense...

M. Perrault: Nous revenons donc vers la 
question de l’acier de base tel que mentionné 
dans le mémoire, et qui dit qu’il y aurait à 
Montréal des producteurs d’aoier laminé qui 
imposeront les prix.

M. Hicks: Ce ne serait pas avantageux pour 
nous de le faire, du moins en apparence, pour 
ce qui est de récupérer des frais de tarif.

M. Perrault: Donc, vous vous en tenez 
essentiellement aux principaux produits?

M. Hicks: C’est à la haute administration 
d’en décider. Ce n’est pas à moi de répondre 
à une telle question.

Le président: Monsieur Rose?

M. Rose: Merci beaucoup, monsieur le 
président.

Nous avons entendu un certain nombre de 
mémoires qui appuient le concept selon lequel 
les entreprises de camionnage devraient rele
ver de l’article III, je pense, de la Loi sur le 
transport des marchandises dans les Mariti
mes. Et, ce qui m’inquiète, et ce qui m’a 
inquiété pendant toutes ces audiences, c’est 
que apparemment un bon nombre de ces 
entreprises accusent présentement un profit. 
Je pense que si on les incluait, cela augmen
terait leurs possibilités dans une proportion 
d’environ 20 p. 100.

Il me semble donc que cela ne serait pas 
nécessairement compétitif; cela se peut, pour 
ce qui est des tarifs ferroviaires, mais ce qui 
m’inquiète le plus, et peut-être n’êtes-vous 
pas en mesure de répondre à ma question? 
C’est peut-être une question purement techni
que pour le Comité, mais je ne suis pas tout à 
fait sûr que le 20 p. 100 en plus viendrait à 
subventionner des taux plus élevés pour les 
camionneurs.

M. Hicks: Il y a une telle possibilité. Toute
fois, je crois, que si une industrie utilisait les 
services d’un camionneur qui reçoit de l’aide, 
nous serions d’avis que nous aurions le droit 
d’exiger un meilleur service vu cette 
subvention.

M. Rose: Est-ce que vous payez des salaires 
inférieurs aux salaires de Hamilton, 
chez-vous?
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[Text]
Mr. Hicks: We may do here. Do not consid

er me as being factual here. I think up till the 
situation which came into being we are on the 
same wage scale, but with a time differential. 
By that I mean perhaps a time lag between 
contract dates. I cannot answer you categori
cally as of today.

Mr. Rose: Therefore, you would not 
believe, for instance, that your workers are 
actually subsidizing your industry by lower 
wages?

Mr. Hicks: I could not answer you on that 
on today's basis.

Mr. Rose: I think it is a very pertinent 
point

Mr. Hicks: It may very well be, but I am 
not competent to answer that question.

Mr. Rose: Would you say that perhaps 
your lower wages might offset your higher 
transportation costs?

Mr. Hicks: Never.
Mr. Rose: They never would in your 

industry.
Mr. Hicks: When I say “our industry” I am 

talking about Sydney Steel Corporation.
Mr. Rose: Yes.
Mr. Hicks: Right

Mr. Rose: Right. Therefore you are all in 
favour of increased subsidies for...

Mr. Hicks: It is almost a necessity as far as 
the Sydney Steel Corporation is concerned.

Mr. Rose: Would you consider subsidies as 
social welfare to industries?

The Chairman: That is a pretty hard 
question.

Mr. Hicks: Who is going to answer that?
Mr. Rose: This is now a publicly owned 

corporation.
Mr. Hicks: This is a Crown corporation of 

the Province of Nova Scotia.

Mr. Rose: And you see no other alternative, 
either through diversification or some other 
method, to continuing with the transportation 
subsidies?

[Interpretation]
M. Hicks: II se p>eut que cela arrive kd. 

Enfin, je ne poux vous donner des faits. Je 
crois que jusqu’à ce que la situation ri ans 
laquelle nous nous sommes retrouvés, nous 
avons la même échelle de salaires, mais avec 
un différentiel de temps. Je veux dire un 
délai dans la date des contrats- Je ne saurais 
vous répondre de façon catégorique pour ce 
qui en est d’aujourd’hui.

M. Rose: Donc, vous ne croyez-pas que vos 
travailleurs subventionnent votre industrie en 
vertu de salaires inférieurs?

M. Hicks: Je ne saurais vous répandre à ce 
sujet en me basant sur aujourd'hui.

M. Rose: Je crois que c’est tout à fait 
piertinent.

M. Hicks: Peut-être, mais je ne suis pas 
qualifié pjour rép>ondre à cette question.

M. Rose: Diriez-vous que vos salaires infé
rieurs pourraient contrebalancer ces frais plus 
élevés de transport?

M. Hicks: Jamais.

M. Rose: Jamais dans votre industrie?

M. Hicks: Je piarle de la Sydney Steel 
Corporation.

M. Rose: Oui.

M. Hicks: C’est juste.

M. Rose: Donc vous êtes tous en faveur 
d’une augmentation de subventions pour . ..

M. Hicks: C’est à peu près une nécessité 
pour ce qui est de la Sydney Steel Cor
poration.

M. Rose: Est-ce que vous considéreriez des 
subventions pour une industrie comme du 
bien-être social?

Le président: C’est une question assez 
difficile.

M. Hicks: Qui va y répondre?

M. Rose: Elle appartient au gouvernement.

M. Hicks: C’est maintenant une corporation 
de la Couronne de la pirovinee de la 
Nouvelle-Écosse.

M. Rose: Et vous ne voyez pas d’autres 
possibilités, soit par la diversification ou quel
que autre méthode, que de maintenir les sub
ventions aux transpiorts?
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[Texte]
Mr. Hicks: This is only one part of a whole 

complex. You cannot take transportation and 
say that is the cardinal and only sin in the 
business. I defy you to do that in any 
industry.

Mr. Rose: We are sitting here, sir, as a 
Transportation Committee and that is why we 
are very concerned...

Mr. Hicks: Right; I will say that this is one 
problem and a big problem, but not the only 
problem.

Mr. Rose: Do you care to elucidate the 
others?

Mr. Hicks: No, my area is in transportation.

The Chairman: Mr. Portelance?

M. Portelance: Monsieur le président, je 
voudrais demander aux témoins si, dans leur 
domaine, il y a beaucoup de compétition au 
Canada? Quels sont leurs principaux compéti
teurs et un de leurs problèmes n’est-il pas 
justement celui de l’importation concurrentiel
le de la part d’autres pays?

Mr. Hicks: I am sorry; I did not get the 
first part of your question.

M. Portelance: Combien avez-vous de 
compétiteurs au Canada?

Mr. Hicks: In basic steel we have two in 
Hamilton, basically one you might say, and 
the other one for certain surpluses that they 
might have, and Sault Ste. Marie, Ontario.

M. Portelance: Ce qui veut dire que vous 
êtes trois compagnies au Canada intéressées 
dans ce domaine?

Mr. Hicks: Three main companies, yes.

Mr. Portelance: That is all.

The Chairman: Mr. Godin?

M. Godin: Question complémentaire à celle 
de M. Portelance. Est-ce que les importations 
vous font du tort?

Maintenant, je pose la question, parce que 
pendant plusieurs années j’ai été dans le com
merce; je vendais de la broche qui venait 
d’Allemagne et d’Angleterre; je vendais du 
clou qui venait d’un autre pays d’Europe. Je 
m’en accuse et m’en excuse. Mais, est-ce que 
l’on ose faire la même chose dans la région 
ici, étant donné que les clients sont à 
proximité de votre production?

[Interprétation]
M. Hicks: Cela n’est qu’une partie de tout 

un ensemble. On ne peut prendre les trans
ports et dire que c’est tout simplement le seul 
péché mortel dans les affaires. Je vous défie 
de le faire à n’importe quelle industrie.

M. Rose: Nous sommes ici en tant que 
Comité des transports. C’est la raison pour 
laquelle nous sommes inquiets ...

M. Hicks: Très bien; je dirai que c’est un 
des problèmes et un gros problème, mais ce 
n’est pas le seul.

M. Rose: Vous voudriez nous énoncer les 
autres?

M. Hicks: Non, je ne suis responsable que
de la question des transports.

Le président: Monsieur Portelance?

Mr. Portelance: Mr. Chairman, I would like 
to ask the witnesses whether in their field 
there is a great deal of competition in Cana
da. What are their main competitors and 
whether or not one of their problems is not 
precisely the competitive imports from other 
countries?

M. Hicks: Je regrette, mais je n’ai pas saisi 
la première partie de votre question.

Mr. Portelance: How many competitors do
you have in Canada?

M. Hicks: Pour l’acier de base, nous en 
avons deux à Hamilton, disons un de base et 
l’autre pour certains surplus qu’on pourrait 
avoir, et Sault-Ste-Marie, Ontario.

Mr. Portelance: In other words, there are 
three companies in Canada that are interested 
in this field?

M. Hicks: Trois principales compagnies, 
oui.

M. Portelance: C’est tout.

Le président: Monsieur Godin?

Mr. Godin: A supplementary question to 
the one just put by Mr. Portelance. Do imports 
hurt you?

I am asking the question because for sever
al years I was in business, I sold wire which 
came from England and Germany. I sold nails 
that came from elsewhere in Europe. I accuse 
myself of this and I apologize. But should we 
do the same thing here in the region in view 
of the fact that customers are close to your 
production centre?
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[Text]
Mr. Hicks: You say clients are close to our 

production centre?

M. Godin: Est-ce que les produits importés 
d’Europe, soit de l’Angleterre ou de l’All
emagne, nuisent à votre marché? Quel est, 
dans la région le pourcentage des achats de 
produits importés?

Mr. Hicks: In the Atlantic region I do not 
know exactly what the percentage of imports 
is. However, I have to go back and say that 
the preponderance of the domestic market is 
not here. It is in the Montreal Contrecœur 
area and in this area we stand to suffer a 
great deal if we were forced out of the mar
ket because of imported prices.

The Chairman: We have reached the end of 
our questioning period and I want to thank 
you very much, Mr. Hicks.

We have one more brief this morning and 
then we could remain half an hour later this 
afternoon because these people have been 
here all morning. It is up to the Committee to 
decide whether we are going to hear them 
this morning or this afternoon.

I invite Moirs Limited to come forward. It 
smells like chocolate already. Mr. Clarence C. 
Ivey and Mr. Ronald N. Pugsley from Moirs 
Limited. Are you going to give us a short 
briefing of your memoirs?

Mr. Clarence C. Ivey (Vice-President Moirs 
Limited): Very short, Mr. Chairman.

Mr. Rock: Do we have a copy of their 
brief?

The Chairman: We have copies in either 
French or English.

Mr. Ivey: Mr. Chairman, we thank you for 
the opportunity of appearing before you and 
explaining our position.

The Chairman: May I have order, please.

Mr. Ivey: Approximately two-thirds of the 
volume of sales of Moirs Limited are shipped 
out of the Atlantic region. The sales of our 
products have always been keenly supported 
by the public in the Maritimes and it is there
fore only outside the Atlantic region that one 
can reasonably expect an increase in sales. 
The present freight rate costs are quite high 
and the recent increase in carload rates and

[Interpretation]
M. Hicks: Vous dites que les clients sont 

situés à proximité de notre centre de 
production?

Mr. Godin: Do the products which come 
from Europe, whether from Britain or Ger
many, hurt your market? What is the per
centage of purchases in the region of import
ed products?

M. Hicks: Dans la région de l’Atlantique, je 
ne sais pas exactement quel est le pourcen
tage des importations. Toutefois, il faut que je 
revienne ici pour vous dire que la plus 
grande partie du marché domestique ne se 
trouve pas ici. C’est dans la région de Mont
réal et de Contrecœur et dans cette région-là 
nous pourrions beaucoup perdre si nous 
étions forcés hors du marché en raison du 
prix des importations.

Le président: Voilà la fin de notre période 
des questions et je veux vous remercier beau
coup, monsieur Hicks.

Nous avons un autre mémoire ce matin, et 
ensuite nous pourrions peut-être demeurer 
une demi-heure plus tard cet après-midi, car 
ces gens ont été ici toute la matinée. Évidem
ment, c’est au Comité de décider si nous 
allons les entendre ce matin ou cet 
après-midi.

J’invite les représentants de Moirs Limited 
à se presented. Ça sent déjà le chocolat! M. 
Clarence C. Ivey et M. Ronald N. Pugsley qui 
représentent Moirs Limited. Allez-vous don
ner un résumé très bref de votre mémoire?

M. Clarence C. Ivey (vice-président—Moirs 
Limited): Très bref, monsieur le président.

M. Rock: Avons-nous un exemplaire de 
leur mémoire?

Le président: Nous en avons soit en fran
çais, soit en anglais.

M. Ivey: Monsieur le président, nous vous 
remercions de cette occasion de comparaître 
devant vous pour vous expliquer notre 
situation.

Le président: Un peu d’ordre, s’il vous 
plaît.

M. Ivey: Environ les deux-tiers de la pro
duction de Moirs Limitée sont expédiés en 
dehors de la région' de l’Atlantique. Le public 
des Maritimes a toujours grandement appuyé 
nos produits et c’est donc en dehors seule
ment de notre région qu’on pouvait s’attendre 
à une augmentation du volume de nos ventes. 
Le tarif-marchandises coûte très cher et la 
récente augmentation du tarif-marchandises
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[Texte]
LCL rates in 1967 was an additional item of 
costs.

It is virtually impossible to expect the cus
tomer in Central Canada to absorb these 
increases. To remain competitive the cost of a 
box of Moirs chocolates to the store on Ste. 
Catherine Street or on Yonge Street cannot 
be significantly higher than the prices of com
petitive products. Thus any increase in 
freight rates is extremely difficult to pass 
along to the customer and so reduce the 
opportunity to conduct a viable operation.

This increase in freight rates is not only of 
great concern to the company but also of 
concern to about 700 employees.

If the freeze on noncompetitive carload rail 
rates is not extended beyond March 23, it is 
safe to predict these rates will increase 
forthwith and might well have an influence 
on competitive rates as well. The three year 
delay was to afford a reasonable time to ena
ble the government to consider the effects of 
the act in this region and to take steps to 
implement a new regional transportation poli
cy. Such steps as far as we know have not yet 
been taken and until they are we would 
recommend an extension of the March 23 
deadline on noncompetitive carload rates. 
Thank you, Mr. Chairman.

The Chairman: Mr. Trudel?

Mr. Trudel: We had a brief submitted to us 
by one of your competitors. I was quite con
cerned with the problem you mention in your 
brief. What I would like to find out is, what 
system do you adopt in your deliveries? Do 
you have wholesalers making the distribution 
in various areas in Canada or do you ship on 
a direct door to door basis to your customers?

Mr. Pugsley (Solicitor. Moirs Ltd): I will 
ask Mr. Ivey to answer that question.

Mr. Ivey: We use both systems. We deliver 
through wholesalers and in the western area 
we were delivering through agents, but we 
find now that to increase volume of sales in 
some areas we are having to go direct. This, 
of course, does increase our costs, but it is 
necessary to increase our business also, so we 
use both systems.

Mr. Trudel: If I understand correctly, 
approximately 70 per cent of your business is 
being shipped out of the area?

[Interprétation]
des chargements incomplets augmente de 
beaucoup nos frais d’exploitation.

Il est pratiquement impossible de s’attendre 
à ce que le client du Canada central absorbe 
ces augmentations. Pour demeured concurren
tiel, le coût d’une boîte de chocolats Moirs sur 
la rue Yonge ou la rue Ste-Catherine ne peut 
pas être beaucoup plus élevé que celui de 
leurs concurrents. Par conséquent, id est 
difficile de passer toute augmentation du 
tarif-marchandises aux clients et de réduire 
ainsi la possibilité d’avoir une exploitation 
viable.

Cette question du tarif-marchandises est 
non seulement d’une grande préoccupation 
pour la compagnie, mais elle l’est aussi pour 
les 700 employés de la compagnie.

Si le gel sur le tarif-marchandises non con
currentiel n’est pas prolongé au-delà du 23 
mars, cela pourrait même influencer même les 
taux concurrentiels.

Le retard de trois ans devait donner au 
gouvernement l’occasion d’évaluer les influ
ences de la Loi sur la région et de prendre 
les mesures nécessaires pour élaborer une 
nouvelle politique de transport régional. Pour 
autant que nous sachions, ces mesures n’ont 
pas encore été prises et jusqu’à ce qu’elles le 
soient, nous recommandons donc le prolonge
ment de la date limite du 23 mars sur les 
taux non concurrentiels. Je vous remercie, 
monsieur le président.

Le président: Monsieur Trudel?

M. Trudel: Nous avons reçu un mémoire de 
la part d’un de nos concurrents. Je me préoc
cupais du même problème que vous mention
nez dans votre mémoire. Ce que j’aimerais 
savoir c’est quel est votre système de livrai
son? Avez-vous des grossistes qui en assurent 
la distribution dans les diverses régions du 
Canada ou est-ce que vous expédiez directe
ment de porte en porte à vos clients?

M. Pugsley (Avocat. Moirs Limited): Je
demanderais à M. Ivey de répondre à la 
question.

M. Ivey: Nous employons les deux systèmes. 
Nous livrons par l’entremise de grossistes et 
dans l’Ouest, nous avons des agents, mais 
nous trouvons maintenant que pour augmen
ter le volume de nos ventes dans certaines 
régions, il faut absolument que nous allions 
directement nous-mêmes. Ce qui augmente 
nos frais. Mais c’est nécessaire pour augmen
ter notre commerce. Alors, nous employons 
les deux systèmes.

M. Trudel: Et alors, si j’ai bien compris, 
environ 70 p. 100 de votre commerce ou de 
votre production est expédié en dehors de la 
région?

29691—6
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[Text]
Mr. Ivey: That is correct.

Mr. Trudel: We have had a submission 
regarding a penalty on each carton that is 
being shipped. Have you considered grouping 
your shipments on a direct basis, either to a 
wholesale or door to door delivery? I am 
thinking of smaller cartons being grouped, for 
instance, in one larger bundle either on a 
strapped basis or otherwise.

Mr. Ivey: In terms of delivering to the 
wholesalers, at the moment we have not con
sidered that. What we have looked at, howev
er, is increasing the number of boxes per 
carton and reducing the number of cartons 
that way. It is a question; in some cases some 
of the jobbers will look on this as trying to 
sell them too much and they will object to 
putting too much in the carton, but we are 
taking that approach to reducing costs.

Mr. Trudel: Would this be possible for you 
to answer? What percentage of the 70 per 
cent being shipped to other markets is in 
carload lots? Would you have any idea of the 
percentages of carload and LCL shipments?

Mr. Ivey: In terms of shipping out of the 
province to the rest of Canada it is all by 
carload to branches in Montreal, Toronto, 
Winnipeg and Vancouver.

Mr. Trudel: This would all be carload?

Mr. Ivey: Yes.

Mr. Trudel: Therefore, the LCL would be 
more or less in the immediate area.

Mr. Ivey: Just in the Maritimes, and on the 
carload we do have agreed rates that we have 
been able to work with the railroad and these 
are quite acceptable at the moment. The only 
thing that we are concerned about is the 
probability that if certain rates are increased 
these ultimately will increase also. I think our 
concern is that they do not increase out of 
reasonable proportion.

Mr. Trudel: I have one more question Mr. 
Chairman. Do you use road transportation?

Mr. Ivey: In the Maritimes and for local 
deliveries in the other provinces from our 
branches we use it, but that is it. To get our 
goods to the branches we use full cars.

Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Mr. Nowlan.

Mr. Nowlan: Could you tell us what the 
average transportation cost is to get your prod
uct across the land. I am referring directly

[Interpretation]
M. Ivey: C’est exact.

M. Trudel: Nous avons eu un mémoire au 
sujet d’une punition qui serait imposée pour 
chaque carton expédié. Est-ce que vous avez 
considéré le groupement de vos expéditions 
sur une base directe, soit pour la livraison en 
gros ou de porte-en-porte? Je songe par 
exemple aux livraisons ou aux colis qui pour
raient être groupés dans un seul «container».

M. Ivey: Pour ce qui est des grossistes, 
nous n’avons pas étudié cette possibilité. Mais 
nous avons augmenté le nombre de boîtes 
dans notre carton et par conséquent, nous 
pouvons épargner quelques cartons de cette 
façon. Certains de nos agents estiment que 
nous essayons de leur en imposer trop, mais 
nous avons essayé cela pour réduire nos frais.

M. Trudel: Serait-il possible de me dire 
quel est le pourcentage en wagonnées du 70 p. 
100 qui va aux autres marchés? Auriez-vous 
une idée du pourcentage des chargements 
complets et incomplets?

M. Ivey: En ce qui concerne les expéditions 
hors de la province vers le reste du Canada, 
tout se fait par wagonnées aux filiales de 
Toronto, Montréal, Winnipeg et Vancouver.

M. Trudel: Toute une wagonnée?

M. Ivey: Oui.

M. Trudel: Donc, les chargements incom
plets sont dans les Maritimes?

M. Ivey: Oui, et nous avons des taux con
venus dans les Maritimes qu’on a pu obtenir 
des chemins de fer et qui sont très accepta
bles pour le moment. La seule chose qui nous 
préoccupe c’est la probabilité que si on aug
mente certains taux, en fin de compte ceux-là 
augmenteront aussi. Maintenant, nous ne vou
drions pas qu’ils soient augmentés dans une 
trop grande mesure.

M. Trudel: Une dernière question, monsieur 
le président. Est-ce que vous expédiez par 
camions?

M. Ivey: Dans les Maritimes et pour la 
livraison locale dans les autres provinces, à 
partir de nos filiales. Pour livrer nos produits 
jusqu’à nos filiales, nous expédions toute une 
wagonnée.

M. Trudel: Merci, monsieur le président.

Le président: Monsieur Nowlan.

M. Nowlan: Quel serait le prix moyen de 
frais de transport pour transporter vos pro
duits à travers le Canada. Je me réfère direc-
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to the economists intelligence unit study 
which suggests that 5 per cent is really only a 
transportation cost and it separates transpor
tation from distribution costs. I just wondered 
either on a distribution or transport basis 
what the average cost is if it is possible to 
tell.

Mr. Ivey: It is something in this neighbour
hood, but what you will find, Mr. Chairman, 
is that you get into different product catego
ries. If you are shipping packages that have a 
certain margin that is one thing, but if you 
are into sugar confectionery that retails in 
units of 10 cents a bag then the margin on 
that is lower, and your weight in terms of 
dollar sales is much higher and so it gets up 
to as high as 8 per cent and higher.

Mr. Nowlan; It is somewhere within the 5 
per cent to 8 per cent range?

Mr. Ivey: Right.

The Chairman: Mr. Godin.

M. Godin: Merci, monsieur le président. 
Les réponses données à M. Trudel répon
daient à mes questions, seulement je voudrais 
profiter de l’occasion pour remercier les 
représentants de la compagnie de m’avoir fait 
transmettre leur mémoire en français.

Le président: Merci beaucoup.

The Chairman: Are there any more ques
tions, gentlemen? Mr. Perrault?

Mr. Perrault: Mr. Chairman, I would just 
like to ask whether world cocoa prices are 
reducing your margin these days in addition 
to your transportation problems. I understand 
there is a bit of a crisis in that area.

Mr. Ivey: They are reducing them consider
ably at the present time.

The Chairman: Gentlemen, are there any 
more questions?

Mr. McGrath: I think we should compli
ment the company on an outstanding brief.

The Chairman: Thank you, very much. We 
will adjourn until two o’clock this afternoon.

AFTERNOON SITTING

The Chairman: Gentlemen, I see a quorum. 
The next brief is from the Port of Halifax 

29681—61

[Interprétation]
tement à l’étude de l’< Economics Intelligent 
Unit» qui estime que 5 p. 100 représente les 
frais de transport seulement et ils font la 
distinction entre les frais de transport et les 
frais de distribution. Et alors, quel serait la 
moyenne du coût si c’était possible de me le 
dire?

M. Ivey: Ce serait «oui». Environ ce chiffre. 
Mais, monsieur le président, ce que vous 
trouverez c’est qu’il y a différentes catégories 
de produits. Si vous envoyez des colis qui ont 
une certaine marge, très bien, mais si par 
exemple, il a des confiseries qui se vendent 
au détail à 10 cents le sac, la marge de profit 
est beaucoup moins élevée, et votre présen
teur en terme de ventes en dollars est beau
coup plus élevée, et par conséquent, elle 
monte jusqu’à 8 p. 100 et plus.

M. Nowlan: Et alors, entre 5 et 8 p. 100?

M. Ivey: Oui.

Le président: Monsieur Godin.

Mr. Godin: Thank you, Mr. Chairman. The 
answers given to Mr. Trudel answered my 
questions, however, I would like to take this 
opportunity to thank the representatives of 
the company for having given me their brief 
in French.

The Chairman: Thank you very much.

Le président: Y aurait-il d’autres questions, 
monsieur Perrault?

M. Perrault: Monsieur le président, je vou
drais simplement demander si les prix mon
diaux du cacao réduisent votre marge, en ce 
moment, en plus des problèmes de transport? 
J’ai cru comprendre qu’il y avait une crise 
dans ce domaine.

M. Ivey: Ils sont réduits à l’heure actuelle, 
et de beaucoup.

Le président: Messieurs, d’autres questions?

M. McGrath: Je crois que nous devrions 
féliciter la compagnie d’un mémoire fort 
intéressant.

Le président: Merci beaucoup, nous allons 
ajourner jusqu’à deux heures cet après-midi.

SÉANCE DE L’APRÈS-MIDI

Le président: Messieurs, il y a quorum. Le 
mémoire que nous allons maintenant étudier
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Commission. On my right is Mr. Ray March 
who is going to make an opening statement.

Mr. R. March (Executive Secretary, Port of 
Halifax Commission): Mr. Chairman, my 
opening statement will be quite brief. The 
Port of Halifax Commission is extremely 
grateful for this opportunity of presenting its 
thoughts to the Committee.

As you probably have noticed, our brief is 
signed by our Chairman, Mr. J. W. E. Mingo. 
Normally, Mr. Mingo would present it but 
unfortunately, he is overseas and has asked 
me to present his apologies to the Committee 
and to make the presentation myself.

I thought that rather than make a summary 
of our brief—and incidentally, when I say 
“our brief” I am referring to a document we 
put in about 10 or 14 days ago and not the 
document that is printed in the Minutes of 
the Proceedings of the Committee of about a 
year ago—I would simply emphasize one or 
two of the points that we are trying to make. 
Really, our brief is a plea to reduce by what
ever means is possible rail costs in the Mari
times or in the Atlantic region.

From a strictly commercial point of view, it 
seems to us that our best chance and maybe 
our only chance, of attracting the industry 
that will keep our brains here and provide 
the economic base to support a growing 
regional population lies in creating a great 
flow of port traffic with all its tremendous 
ancillary ramifications and supporting ser
vices and its attractions to industry.

If I might just be permitted for a second to 
commit a logical aberration, if Nova Scotia 
had nothing at all except a port, something 
along the lines of the Port of New York, 
think what a tremendous asset that would be 
not only to Nova Scotia but to the whole of 
the Atlantic region. Perhaps it is an absurd 
sort of an aberration but certainly our port 
can be boosted and its traffic can be increased 
tremendously. The terms of trade are chang
ing in its favour now almost daily. But port 
traffic will thrive only if costs or rates 
through the Port of Halifax are less or are at 
least no more than the rates of competing 
ports. I am thinking chiefly of the Port of 
New York and U.S.A. east coast ports.

It is the rail cost or the cost of overland 
transportation—as far as Halifax is con
cerned, overland transportation is 95 per cent 
rail cost—that is the vital element in making 
the Port of Halifax competitive. We are

[Interpretation]
est celui de la Port of Halifax Commission. 
Monsieur Ray March, qui est à ma droite, 
fera d’abord quelques observations.

M. R. March (Secrétaire exécutif. Port of 
Halifax Commission): Monsieur le président, 
mes remarques seront brèves. La Port of 
Halifax Commission est très heureuse de pou
voir exposer son point de vue devant les 
membres de votre Comité.

Comme vous l’avez sans doute remarqué, 
notre mémoire porte la signature du prési
dent, M. J. W. E. Mingo. Normalement il 
devrait être ici lui-même pour exposer notre 
point de vue. Toutefois, il se trouve présente
ment outre-mer. Il m’a demandé de vous pré
senter ses excuses et de venir le remplacer.

Plutôt que de résumer notre mémoire, et 
lorsque je parle de notre mémoire je parle du 
document que nous vous avons soumis il y a 
10 ou 15 jours et non celui qui est imprimé en 
appendice aux témoignages et procès-verbaux 
des délibérations de votre Comité, j’ai pensé 
qu’il serait préférable de souligner un ou 
deux points différents. En résumé, notre 
mémoire demande la réduction des tarifs de 
transport ferroviaire dans les Maritimes ou la 
région de l’Atlantique.

Du simple point de vue commercial, il nous 
semble que la meilleure possibilité et peut- 
être même la seule que nous ayions d’attirer 
l’industrie qui nous permettra de conserver 
nos cerveaux ici et de fournir cette base dont 
nous avons besoin pour subvenir aux besoins 
d’une population régionale plus importante, 
réside dans l’augmentation du trafic portuaire 
et de tous les services connexes.

Permettez-moi une digression. Si la Nouvel
le-Écosse ne possédait d’autre atout qu’un 
port, disons à peu près semblable à celui de 
New-York, vous verriez déjà les possibilités 
immenses que cela représenterait non seule
ment pour cette province mais pour l’ensem
ble des Maritimes. Peut-être s’agit-il ici d’une 
suggestion absurde, mais je suis convaincu 
que notre port peut être amélioré et le trafic 
accru de façon substantielle. La situation 
change presque quotidiennement actuellement 
en faveur du port. Mais cette situation ne 
continuera à s’améliorer qu’à la condition que 
les tarifs, dans le port de Halifax, soient infé
rieurs ou tout au moins identiques à ce qu’ils 
sont dans les autres ports auxuels il doit 
faire concurrence. Je songe principalement ici 
au port de New York et aux ports américains 
de la côte atlantique.

Ce sont les tarifs ferroviaires ou les tarifs 
de (transport terrestre, dans le cas du port de 
Halifax les coûts du transport sur terre sont 
dans une proportion de 95 p. 100 reliés au 
domaine du transport ferroviaire, qui sont l’é-
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already, extremely competitive on the ocean 
sector of the whole for the simple reason that 
we have, topographically speaking, an excel
lent port which is geographically the closest 
international port to the vast markets of 
Europe.

We do not ask that the railways provide 
rates that are below cost and we are not 
anyhow in this brief, asking for a subsidy, 
although there may be mention there of 
short-term subsidies, merely motivational— 
subsidies that get things started—certainly 
not long range. We do ask, however, that the 
potential of the new transportation technology 
to reduce rail costs in this region be exhaus
tively examined by experts—and they have 
not yet been exhaustively examined by ex
perts. The EIU study completely ignored this 
question of reducing rail or transportation costs 
by means of technological improvements. 
If such a study should be done we ask that 
the findings and conclusions be made public, 
that reasonable recommendations towards 
reducing regional rail costs be implemented 
and that pending such implementation the 
limited suspension of the National Transpor
tation Act in the Atlantic region provided by 
Section 335 of the Act be continued.

Now you may find, if you have been lucky, 
gentlemen, a very short supplementary brief 
which we have just distributed. The object of 
that brief is simply and solely this: In our 
main brief we mentioned technological 
improvements; we mentioned unit trains; we 
mentioned integral trains—we mentioned all 
the new things that are happening. Perhaps 
some of you may wonder what exactly we 
mean by unit trains, new technologies and so 
on, and this small supplementary brief which 
you now have before you is simply three 
pages from a study called Highballing to 
Market in Unit Trains done by a very famous 
and very competent firm called A. T. Kearney 
and Company Inc. I believe their head office 
is in New York. Their study was actually on 
moving food products from California to the 
east coast of the U.S.A., which is of no 
interest to this Committee. However, in the 
first three pages of their study they give a 
general over-view of unit train®, how they 
operate, the sort of terminals they have, and 
were the cost savings come from. I thought 
this might be of interest to the Committee 
because this is specifically what we wish to 
push. We feel that the solution to the trans
portation costs problem in the Atlantic

[Interpretation]
lement principal qui permettra au port de 
Halifax de soutenir la concurrence. Nous pou
vons très facilement soutenir cette concur
rence dans le domaine des tarifs maritimes 
parce que du point de vue topographique 
notre port est excellent et qu’il est le port 
international le plus rapproché des vastes 
marchés européens.

Nous tie demandons pas que les chemins de 
fer nous réclament moins que ce qu’il leur en 
coûte pour nous offrir le service et nous ne 
demandons pas que les tarifs soient subven
tionnés, même si nous faisons allusion à cer
taines subventions à court terme qui pour
raient nous permettre de faire le premier pas. 
Nous demandons toutefois que les nouvelles 
possibilités techniques soient étudiées à fond 
par les experts eni vue de la réduction éven
tuelle des tarifs parce que nous ne croyons 
pas que ces possibilités aient encore été étu
diées à fond. L’étude EIU qui a été entreprise 
a complètement ignoré cet aspect. Si une 
étude était faite relative aux nouvelles possi
bilités techniques nous aimerions que les 
détails de l’étude et ses conclusions soient 
rendus publiques, que les suggestions raison
nables de réduction des tarifs ferroviaires 
régionaux soient mises ên œuvre et que d’ici 
la mise en œuvre de ces recommandations, 
soit maintenue la suspension temporaire de la 
Loi nationale sur les Transports dans la 
région de l’Atlantique comme le prévoit l’arti
cle 335 de la loi.

Si vous êtes quelque peu chanceux, mes
sieurs, vous pourrez retrouver un bref 
mémoire supplémentaire que nous vencjns de 
distribuer. Voici le seul objectif de ce 
mémoire: dans notre mémoire principal nous 
parlons de nouvelles techniques, de tout ce 
qui se produit de nouveau. Certains d’entre 
vous se demandent peut-être ce que nous 
voulons dire exactemeint. Ce mémoire supplé
mentaire ne comporte que trois pages et est 
en effet tiré d’une étude intitulée Highballing 
to Market to Unit trains et préparée par la A. 
T. Kearney and Company Inc. Je crois que le 
siège social de cette entreprise est à New 
York. L’étude portait sur le transport d’ali
ments depuis la Californie jusqu'à la côte est 
des États-Unis, ce qui n’intéresse pas le 
Comité. Toutefois, les trois premières pages 
de l’étude établissent ce que sont ces trains, 
comment ils fonctionnent et d’où proviennent 
les économies qui en découlent. J’ai pensé que 
cet aspect pourrait intéresser les membres du 
Comité car nous désirons appuyer sur cet 
aspect. Nous croyons que la solution au pro
blème du coût de transport dans les Mariti
mes, même si l’octroi de subventions devenait 
nécessaire, réside peut-être dans l’examen 
qu’on pourrait faire de ces nouvelles métho-
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region, while it may require subsidies—we 
are not againist subsidies—can be solved by 
examining new ways of doing things—cheap
er ways, better ways, employing capital 
whereas before we employed labour, and 
things like that.

I do not think I have anything more to say, 
Mr. Chairman. I will be glad to answer any 
questions.

The Chairman: Mr. Pringle.

Mr. Pringle: Thank you, Mr. Chairman.
To start with, we have the existing rail 

route that is here at the present time.

Mr. March: Yes, sir.

Mr. Pringle: Is it your opinion that we may 
be able to increase the efficiency without too 
much increase in capital costs over this route 
which could be adjusted by some type of 
decrease in railroad routes as a short-term 
policy, thereby rendering immediate assist
ance to this area?

Mr. March: It just depends on what you 
mean, sir, by “without too much capital costs.” 
The philosophy in all these things is that 
you become capital intensive instead of 
labour intensive and this provides some of 
your theory. It is true that you can operate 
unit trains with conventional equipment and 
thus obtain some saving. It would be much 
better though if you had specialized equip
ment, but specialized equipment costs money. 
The answer to your question is yes, sir, that 
we can obtain a lot of cost savings without 
any large expenditure of capital.

Mr. Pringle: Would this require a change in 
the existing rail routes or would we have to 
put in some new lines? Are there any short
cuts that we would have to take in order to 
bring about the necessary savings that you 
feel are essential?

Mr. March: No, sir, my remarks are not 
predicated on any change in the existing rail 
route—although it is quite passible that fur
ther efficiencies could be obtained. One of the 
questions that the study I have asked for 
might answer is this: Is it possible to obtain 
savings by re-routing the rail lines.

Mr. Pringle: So you are really basing your 
suggestion on the unit train concept?

Mr. March: Yes, sir.

Mr. Pringle: This is a concept that we are 
now adopting, as you know, in the West

[Interpretation]
des, méthodes qui pourraient permettre 
d’effectuer le travail à meilleur marché en 
ayant recours aux capitaux plutôt qu’au tra
vail ou à la maih-d’ceuvre comme auparavant.

Je ne crois pas avoir quoique ce soit d’autre 
à ajouter, monsieur le président; je me ferai 
un plaisir de répondre à vos questions.

Le président: M. Pringle.

M. Pringle: Merci, monsieur le président. 
Tout d’abord, nous avons le service ferro
viaire qui existe présentement.

M. March: Oui, monsieur.

M. Pringle: Êtes-vous d’avis que nous se
rons peut-être en mesure d’augmenter l’effi
cacité et le rendement sans trop augmenter 
les investissements, en diminuant le nombre 
de lignes ferroviaires, et, ainsi, en apportant 
une aide immédiate à cette région?

M. March: Tout dépend de ce que vous 
voulez dire lorsque vous dites «sans trop aug
menter les investissements». Cette philosophie 
repose sur l’augmentation des capitaux et non 
la main-d’œuvre. Ces trains peuvent être uti
lisés avec l’équipement conventionnel et per
mettre certaines épargnes. Mais il serait pré
férable d’utiliser un équipement spécialisé, 
mais cet équipement coûte de l’argent. A 
votre question, je répondrai oui; je dirais que 
nous pouvons réaliser des économies sans 
trop investir.

M. Pringle: Est-ce qu’il faudrait modifier 
les routes ferroviaires actuelles ou est-ce 
qu’il faudrait en aménager de nouvelles? 
Comment pourrions-nous en arriver à provo
quer ces économies que vous jugez 
essentielles?

M. March: Non, mes remarques ne 
signifient pas que nous réclamons la modifica
tion des routes actuelles bien qu’il soit possi
ble que de telles modifications entraînent des 
avantages supplémentaires. L'étude que j’ai 
réclamée devrait pouvoir répondre à cette 
question: la modification des lignes ferroviai
res entraînerait-elle des économies?

M. Pringle: Donc, votre suggestion se fonde 
essentiellement sur ce concept d’unité de 
trains.

M. March: Oui, monsieur.

M. Pringle: C’est le concept que nous utili
sons maintenant dans l’Ouest, comme vous le
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where we will have unit coal trains running 
from...

Mr. March: Yes, sir.

Mr. Pringle: .. .the Crowsnest Pass.

Mr. March: But I am talking, of course, in 
terms of general cargo now and general mer
chandise, not coal or steel.

Mr. Pringle: Thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: What representations have 
you made to the Canadian National or to the 
railroads in regard to unit train operation and 
what response have you received to date?

Mr. March: My comlnission has had 
upwards of seven or eight meetings with top 
Canadian National executives within the last 
five or six months. We have found them 
extremely willing within their own natural 
constraints, to co-operate with us to the max
imum of their ability.

Mr. Skoberg: In the fifth paragraph of your 
submission that we have just received you 
suggest that

... these costs depend very largely on the 
rates the railway is able and willing to 
quote...

Do you feel that it is very necessary to have a 
direct quote on the cost of transportation in 
order to fulfill your part of the bargain as 
such?

Mr. March: I do not understand you, sir.

Mr. Skoberg: I am reading page 2, the fifth 
paragraph.

Mr. March: Of our main brief?

Mr. Skoberg: This is the one we received 
today; it is dated February 17, 1969.

Mr. March: On page 2?

Mr. Skoberg: Yes, paragraph 5. You suggest 
here that the costs depend very largely on the 
rates the railway is able and willing to quote.

Mr. March: There is no question about 
that—this is true. But I personally would not 
expect to have any control over the rates that 
they might quote. Is that your point?

Mr. Skoberg: You are saying that you must 
have these quotes. Is this correct?

[Interpretation]
savez sans doute, pour le transport du char
bon depuis...

M. March: Oui.

M. Pringle: ... Crowsnest Pass.

M. March: Je parle de marchandises en 
général et non pas de l’acier et du charbon.

M. Pringle: Merci beaucoup.

Le président: M. Skoberg?

M. Skoberg: Quelles représentations avez- 
vous faites au National-Canadien ou aux com
pagnies ferroviaires à ce sujet, et quelle a été 
leur réaction?.

M. March: Nous avons eu sept ou huit réu
nions avec les membres de la haute adminis
tration du National-Canadien au cours des 
cinq ou six derniers mois. Nous trouvons 
qu’ils sont vraiment prêts, suivant les circons
tances, à collaborer dans la mesure du 
possible...

M. Skoberg: Vous déclarez, au cinquième 
paragraphe du mémoire que nous venons de 
recevoir que

... les coûts dépendent en grande partie 
des tarifs que les chemins de fer peuvent 
vous offrir...

Croyez-vous qu’il est vraiment nécessaire 
qu’on vous cite un prix précis pour ce qu’il 
vous en coûtera?

M. March: Je ne comprends pas ce que 
vous voulez dire, monsieur.

M. Skoberg: Je viens de citer une partie du 
cinquième paragraphe de la page 2.

M. March: De notre mémoire principal?

M. Skoberg: De celui que nous avons reçu 
aujourd’hui et qui porte la date du 17 février 
1969.

M. March: A la page 2?

M. Skoberg: Oui, le cinquième paragraphe. 
Vous y affirmez que vos coûts dépendent en 
grande partie des tarifs que les compagnies 
ferroviaires peuvent vous consentir.

M. March: C’est bien cela et c’est très 
exact. Je ne crois pas que nous puissions nous 
attendre à obtenir quelque contrôle que ce 
soit sur les tarifs qu’ils peuvent nous consen
tir. Est-ce là que vous voulez en venir?

M. Skoberg: Vous dites qu’il vous faut ces 
chiffres?
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Mr. March: We must have rates which are 

competitive with the rail costs out of other 
ports. You know, we have to be competitive 
with other ports.

Mr. Skoberg: The only point here is that it 
would suggest that maybe they are not will
ing to quote.

Mr. March: No, I did not intend to say that. 
You see, the railways are constrained by their 
costs and they cannot quote under costs. My 
suggestion is that we examine together with 
the railway a means of reducing their costs so 
that they can quote lower rates to us.

Mr. Skoberg: Mr. March, you state in para
graph 7 of that particular brief at page 2,

... that a study be done to establish the 
significance of the relative level of freight 
rates...

You suggest that this be done by experts. 
Sometimes I have many questions about 
experts, and I am wondering whether or not 
you mean by that experts with the practical 
knowledge of the operation of your particular 
industry.

Mr. March: Well, I most definitely mean 
that, yes.

Mr. Skoberg: Where would you draw these 
experts from?

Mr. March: There are numerous ones. 
There is the MacKenzie Company that has 
just completed such a study for the British 
transport docks board; it is an international 
company. There is the A.T. Kearney & Com
pany, Inc., that wrote “Highballing to Market 
in Unit Trains’* that I gave you as our supple
mentary brief. There is the person who did 
our own unit train study. There are quite a 
number of these fellows in the market now— 
some good and some bad.

Mr. Skoberg: And they have some practical 
knowledge of the situation.

Mr. March: Oh, most definitely. They all 
have railway fellows on their staffs plus all 
the slide rule Harvard training that turns 
out these effective briefs.

Mr. Horner: Mr. March, I am going to refer 
to your major brief submitted a little over a

[Interpretation]
M. March: Il nous faut des taux qui soient 

concurrentiels avec ceux qui ont cours dans 
d’auters ponts. Il nous faut pouvoir maintenir 
la concurrence avec les autres ports.

M. Skoberg: Vous semblez laisser entendre 
que les compagnies ferroviaires ne sont pas 
prêtes à fournir ces chiffres.

M. March: Ce n’est pas ce que je voulais 
dire. Les compagnies de chemins de fer ne 
peuvent toous offrir des tarifs qui ne leur 
permettraient pas de faire leurs frais. Ce que 
nous désirons c’est examiner la situation avec 
les chemins de fer dans l’espoir de trouver un 
moyen de réduire leurs coûts et, par le fait 
même, les tarifs qu’ils nous réclament.

M. Skoberg: Vous déclarez, monsieur 
March, au septième paragraphe de votre 
mémoire à la page 2:

... qu’une étude devrait être entreprise 
afin d’établir la signification du niveau 
relatif des tarifs ferroviaires...

Vous suggérez que cette étude soit entreprise 
par des spécialistes. Je me pose parfois des 
questions sur ces spécialistes c’est pourquoi 
je me demande si vous faites allusion ici à 
des spécialistes qui connaîtraient le fonction
nement de votre industrie.

M. March: Exactement c’est ce que je veux 
dire.

M. Skoberg: Où irez-vous chercher ces 
spécialistes?

M. March: Ils sont nombreux. La compa
gnie MacKenzie vient tout juste de terminer 
une étude de ce genre pour le compte de la 
British Transport Docks Board; il s’agit d’une 
entreprise internationale. Il y a la compagnie 
A. T. Kearney qui a préparé l’étude intitulée 
Highballing to market in Unit Trains et dont 
je vous ai remis un exemplaire. Il y a la 
personne qui a effectué l’étude que nous 
avons réclamée nous-mêmes. Ces personnes 
sont nombreuses à l’heure actuelle même s’il 
faut admettre que certaines sont bonnes et 
d’autres pas.

M. Skoberg: Et ces personnes sont au cou
rant de la situation.

M. March: Certainement. Ces compagnies 
comptent des employés d’entreprises ferro
viaires au sein de leur personnel et sont au 
courant de toutes les méthodes utiles qui leur 
permettent de préparer adéquatement leurs 
rapports.

M. Horner: Je me rapporte maintenant, 
monsieur March, au mémoire principal que
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year ago which deals with some specific 
recommendations regarding Bill C-231. I 
agree with your statement in regard to Sec
tions 334 and 336, but I would like to ask 
your opinion of Section 16. Are you knowl
edgeable of this section, in which a shipper 
has to plead before the Canadian Transport 
Commission that it is in the public interest 
that his rates be lowered.

It says in that statute—and it is pretty hard 
to explain my case unless you have the Act 
before you, but I want to get your opinion— 
that a shipper or a carrier can go before the 
Commission if the tolls and the conditions:

. . established are such as to create (i) an 
unfair disadvantage beyond. .

And I want you to pay particular attention to 
the word “beyond”:

.. . any disadvantage that may be deemed 
to be inherent in the location or volume 
of the traffic, the scale of operation con
nected therewith or the type of traffic or 
service involved,...

I think this section here may well deal with 
the Maritimes because you have a particular 
location, in many cases you have a particular 
volume and in many cases, particularly in the 
harbours in the Maritimes, you may well be 
dealing with a type of traffic which is not 
found anywhere else. I was wondering if you 
had looked at this section and considered 
leaving out the word “beyond”. You see, with 
the word “beyond” in there your location, 
your volume of traffic and your scale of 
operation is taken fully into consideration 
and you cannot apply, but if the word 
“beyond” were out you could then apply 
to the Canadian Transport Commission 
and perhaps get a hearing. Whether they 
would solve your problem or bring about the 
solution you want would be up to them but 
with the word “beyond" in there it would 
seem very difficult to get a fair hearing before 
the Canadian Transport Commission. Do you 
understand the point I am attempting to 
make?

Mr. March: Yes, I understand it very well 
indeed. May I just have 20 seconds to confer 
with my colleague.

I think the answer to your question, sir, is 
that it might be a good idea to leave the word 
“beyond” out. What we are really talking 
about, as Mr. Grice just pointed out to me, is 
the lack of volume. Would you agree on that?

[Interprétation]
vous avez soumis il y a environ un an et qui 
contient des recommandations bien précises 
au sujet du bill C-231. Je suis d’accord avec 
vous au sujet des articles 334 et 336 mais 
j’aimerais connaître votre opinion au sujet de 
l’article 16. Connaissez-vous cet article qui 
oblige l’expéditeur à se présenter devant la 
Commission canadienne des transports pour 
prouver que dans l’intérêt du public ce tarif 
doit être réduit.

A cet article, il est assez difficile de vous 
expliquer ce qu’il en est à moins d’avoir la 
Loi en main, mais je veux votre avis; on y dit 
qu’un transporteur peut se présenter à la 
Commission si le tarif et les conditions:

... établis sont tels qu’ils créent un désa
vantage injuste au-delà...

Je voudrais que vous partiez une attention 
toute spéciale au mot -au-delà»:

...désavantage qui pourrait être jugé 
partie inhérente de la location ou du 
volume de trafic, l’envergure des opéra
tions qui y sont liées, ou encore, le genre 
de services ou de trafic en cause...

Cet article, à mon avis, peut très bien s’ap
pliquer dans le cas des Maritimes parce que 
vous avez une situation géographique particu
lière, vous avez un volume donné dans bien 
des cas et surtout pour ce qui est des ports 
des Maritimes, il est possible qu’on ait affaire 
à un genre de trafic qui ne se trouve pas ail
leurs. Donc je me demande si vous avez bien 
étudié cet article et songé à éliminer l’expres
sion «au-delà». Si on conserve ce mot, votre 
situation géographique, votre volume et l’en
vergure de vos opérations sont pris en consi
dération et vous ne pouvez pas faire de 
demande. Mais en éliminant ce mot vous 
pouvez l’appliquer, vous présenter à la Com
mission canadienne des transports et peut- 
être obtenir une audience. Vous devrez vous 
en remettre à eux pour trouver une solution à 
votre problème ou d’adopter la solution que 
vous souhaitez, en conservant cette expres
sion dans la Loi il est très difficile d’obtenir 
une audience auprès de la Commission cana
dienne des transports. Comprenez-vous ce à 
quoi je veux en venir?

M. March: Oui, je comprends très bien. 
Mais permettez-moi ici de consulter mon col
lègue un instant.

Oui, pour répondre à votre question, je 
crois qu’il serait peut-être bon d’éliminer l’ex
pression -au-delà», mais ce dont nous parlons 
vraiment, comme M. Grice vient de me le 
signaler, c’est le manque de volume. N’en 
convenez-vous pas?
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[Text]
Mr. Horner: Yes. The volume of traffic is 

taken into consideration.

Mr. March: We are hoping by means of 
unit trains, containers attaching extra cargo, 
and so on, that we can increase the volume 
quite considerably through the Port of 
Halifax.

Mr. Horner: I realize this is a very techni
cal point, but I thought perhaps you might 
like to take a look at that word “beyond”. 
From my own study of this section I think 
the Maritimes will at least be able to apply to 
the Canadian Transport Commission and get 
a far better hearing if the word “beyond” 
were out of that section, because you have a 
particular location, a particular amount of 
volume and a particular type of traffic.

Mr. March: Off the top of my head, sir, I 
am inclined to agree with you. I think we 
would like a little time to consider that and 
we might well make—I thank you for bring
ing this to our attention—representations 
to...

Mr. Horner: Would you drop the Commit
tee Chairman a reply with respect to that 
particular study?

Mr. March: Definitely; we will be glad to 
do that.

Mr. Horner: I realize it is a very technical 
point. I have no further questions.

Mr. March: It requires a lot of 
consideration.

Mr. Allmand: Sir, in your brief you put a 
lot of stress on unit trains, but in my experi
ence unit trains have mainly been used for 
one commodity, they have been used between 
one point of origin and one point of destina
tion, and it really only becomes economic if it 
is done in this way. For example, in British 
Columbia they arc going to use them for coal. 
The whole train will be taken from one mine 
right through to the port and back. As you 
say, the train will never be uncoupled, and so 
forth and so on. However, in your remarks 
you seemed to indicate they can be used for 
general cargo. I do not know how they could 
be used for general cargo unless you had one 
major loading point—let us say Montreal— 
and they all came from one factory because 
you cannot shut the cars, you have to com
pletely load the whole train at one point and 
completely unload it at another point, and

[Interpretation]
M. Horner: Oui, on tient compte du volume 

de trafic.

M. March: Nous espérons augmenter le 
volume de façon considérable vers le port 
d’Halifax grâce aux trains homonèges, aux 
cadres et ainsi de suite.

M. Horner: Je me rends compte que c’est là 
un point technique, mais j’ai pensé que vous 
voudriez peut-être examiner cette expression 
«au-delà». D’après mon étude de cet article, 
je pense que les provinces Maritimes seraient 
au moins en mesure de se présenter à la 
Commission canadienne des transports et 
avoir de meilleures chances de se faire enten
dre si cette expression est éliminée de l’arti
cle, vu la situation géographique, le volume 
et le genre de trafic.

M. March: A première vue, je suis porté à 
tomber d’accord avec vous. Je pense que nous 
aimerions avoir un peu de temps pour étudier 
la question. Je vous remercie de nous l’avoir 
signalé. Il se peut que nous fassions des 
recommandations à ...

M. Horner: Pourriez-vous communiquer 
votre réponse au président du Comité à cet 
égard?

M. March: Bien sûr, nous serons heureux 
de le faire.

M. Horner: Je me rends compte que c'est 
une question d’ordre technique. C’est tout 
ce que j’avais à dire pour l’instant.

M. March: Cette question exige une étude 
minutieuse.

M. Allmand: Dans votre mémoire, mon
sieur, vous insistez beaucoup sur les trains 
homogènes, mais d’après mon expérience, les 
trains homogènes servent surtout pour une 
seule marchandise entre un point d’origine et 
une seule destination, et, en fait, ils ne sont 
rentables que si on procède de cette façon. 
Par exemple, en Colombie-Britannique on les 
utilisera pour le charbon. L’ensemble du train 
ira de la mine au port directement et les 
wagons n’en seront jamais détachés.

Dans vos remarques, vous semblez indiquer 
qu’on peut les utiliser pour les marchandises 
en général. Je ne vois pas comment vous 
pourriez vous en servir pour les marchandises 
en générale à moins d’avoir un seul point 
principal de chargement, comme Montréal et 
que les marchandises viennent toutes d’une 
même usine car il est impossible de mettre les 
wagons sur une voie d’évitement, il faut les
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[Texte] [Interprétation]
usually there are no stops in between. How charger au complet à un endroit et les 
can it be used in your context? décharger à un autre sans arrêt entre les

deux points. Alors comment pourriez-vous 
vous en servir dans votre contexte?

Mr. March: It may appear complex but it is 
really awfully simple. When you say it should 
be a homogeneous cargo such as coal, grain, 
iron ore, or whatever it is, all you are saying 
is that it has to have the same physical prop
erties in order to be handled by a machine.

Mr. Allmand: It also means it is all loaded 
at the one point.

Mr. March: Exactly. We homogenize the 
general cargo but we deliver it boxed. It goes 
in containers and they are all identical. It 
does not matter whether they are mattresses, 
TVs, shaving kits or woollen goods, it is all in 
one big box.

Mr. Allmand: You are suggesting a unit 
train to carry containers.

Mr. March: I perhaps should have made it 
clear. A unit train would have to be a con
tainer train.

Mr. Allmand: I see.

Mr. March: As they have in Britain.

Mr. Allmand: Both a unit train and a con
tainer train, with the containers all being 
loaded, let us say, at some major point.

Mr. March: At the Halifax terminal and 
discharged at Montreal, Toronto and Chicago, 
these railway points.

Mr. Allmand: In order to be economical the 
complete train has to be unloaded at the same 
point as well?

Mr. March: Unloaded at the point of 
destination.

Mr. Allmand: Yes, but at one point of des
tination, they cannot take the cars off ..

Mr. March: Absolutely. You have to have a 
container terminal in Chicago where every
thing is discharged and trucks then take it 
out and deliver it

Mr. Allmand: Yes.

Mr. March: This is going to happen, in fact, 
this year. In July a container shipping outfit 
is going to bring containers in here, and it is 
purely a matter of organizing the correct kind

M. March: La question parait peut-être un 
peu complexe mais au fond elle est très sim
ple. Quand vous dites que la marchandise doit 
être homogène comme le charbon, les céréa
les, le minerai de fer, et ainsi de suite tout ce 
que vous voulez dire effectivement, c’est 
qu’elle doit avoir les mêmes propriétés physi
ques de façon à ce qu’une machine puisse la 
charger ou la décharger.

M. Allmand: Cela signifie aussi que le char
gement doit être complété au même endroit.

M. March: Oui, et nous assurons l’homogé
néité de la cargaison en la mettant dans des 
cadres. Les cadres sont tous identiques. Peu 
importe si vous avez des matelas, des postes 
de télévision, de lainages, ou autres, la mar
chandise est mise dans un seul cadre 
immense.

M. Allmand: En d’autres termes, vous pro
posez un train homogène pour transporter des 
cadres.

M. March: Je devrais peut-être élaborer. Le 
train homogène serait nécessairement un 
train à cadres.

M. Allmand: Je vois.

M. March: Comme en Grande-Bretagne.

M. Allmand: A la fois un train homogène et 
un train à cadres, les cadres étant tous char
gés au même endroit.

M. March: Oui, au terminus d’Halifax, pour 
être déchargé à Montréal, Toronto et Chicago.

M. Allmand: Oui, mais pour que ce soit 
rentable, il faut que le train soit déchargé à 
un seul point aussi.

M. March: Oui, à la destination.

M. Allmand: Oui, mais à un seul endroit, 
on ne peut pas détacher les wagons...

M. March: C’est exact. Il faudra un termi
nus pour cadres à Chicago, où on décharge le 
tout pour les mettre sur des camions qui 
effectuent la livraison.

M. Allmand: Oui.

M. March: C’est ce qui va se produire effec
tivement. A compter de juillet, une entreprise 
de transport apportera des cadres ici, et il 
s’agira ensuite d’organiser les trains voulus
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of train to carry the stuff to Montreal, Toron
to and, we hope, Chicago. It is exactly as you 
say, sir.

Mr. Allmand: Yes, but I had the impression 
that the containers that will eventually be 
brought to Halifax will be on cars, some of 
which will be picked up in Montreal, some in 
Toronto, some in...

Mr. March: This is true. They will be dis
charged at the container terminal. There is 
nothing to stop you from having a fixed 
schedule train operating from Halifax to 
Montreal, Halifax to Montreal, Halifax to 
Montreal, Halifax to Toronto, Halifax to 
Toronto, Halifax to Toronto. It is still a unit 
train.

Mr. Allmand: You have to operate on a 
fixed schedule?

Mr. March: Yes, a fixed schedule three 
times a week, let us say.

Mr. Allmand: Does most of the freight out 
of the Port of Halifax come through 
Montreal?

Mr. March: Yes, but mind you, what has 
happened in the past is no indication of what 
is going to happen in the future. The cards on 
the table have all been suddenly changed. 
This is going to be a year-round operation. 
Our present operations really fall off in the 
winter.

Mr. Allmand: Are you sort of speculating 
here or do you have..

Mr. March: No, this is fact, sir.

Mr. Allmand: You already have indica
tions ...

Mr. March: It is organized by at least one 
shipping consortium.

Mr. Allmand: What are the names of the 
two shipping companies that are now going to 
use containers? Clarke is one.

Mr. March: It is one consortium, sir, con
sisting of La Compagnie Maritime Beige, and 
Bristol-Finney Steamships, which is an 
English outfit, and Clarke Traffic Services 
Ltd., of Montreal is the Canadian partner.

Mr. Allmand: Thank you.

Mr. Trudel: Mr. Chairman, in his brief the 
witness certainly places a great deal of 
emphasis on the importance of this unit train 
and rail transportation in general. I would 
like to ask, getting away from that for a 
second, what sort of facilities—providing you

[Interpretation]
pour pouvoir les transporter à Montréal, 
Toronto, et, nous l’espérons, Chicago. C’est en 
fait comme vous le dites, monsieur.

M. Allmand: Oui, mais j’avais l’impression 
que les cadres qui seront apportés à Halifax 
seraient à bord de wagons que Ton prendrait 
en route, certains à Toronto, d’autres à Mon
tréal, etc ..

M. March: C’est exact. On les déchargera 
au terminus des cadres. Il n’y a rien qui 
empêche d’avoir un train qui assure le service 
entre Halifax et Montréal, et d’Halifax à 
Toronto. Il s’agit toujours d’un train 
homogène.

M. Allmand: Est-ce qu’il faut que ce soit un 
train prévu à l’horaire?

M. March: Oui, un train à horaire fixe, 
mettons trois fois par semaine.

M. Allmand: Est-ce que la plus grande par
tie des marchandises qui partent du port 
d’Halifax passent par Montréal?

M. March: Oui, mais remarquez bien que 
ce qui est arrivé dans le passé n’est aucune
ment un indice de ce qui va se produire à 
l’avenir, car tout est remis en cause tout d’un 
coup. Il s’agira d’une opération à l’année lon
gue à l’heure actuelle, le travail diminue 
énormément en hiver.

M. Allmand: Est-ce que vous faites des pro
jections pour l’avenir; ou est-ce que. . .

M. March: Non, ce sont des faits.

M. Allmand: Vous avez déjà des 
indications?

M. March: Le service est organisé par au 
moins un consortium de transport.

M. Allmand: Quelles sont les deux entrepri
ses qui vont se servir de cadres, à part la 
société Clarke?

M. March: Il s’agit d’un consortium. La 
Compagnie Maritime Belge, et ensuite la 
Bristol-Finney Steamships une entreprise 
anglaise, et son associé canadien de Montréal 
Clarke Traffic Services Ltd.

M. Allmand: Je vous remercie.

M. Trudel: Monsieur le président, dans son 
mémoire, le témoin insiste beaucoup sur l’im
portance du train homogène et du transport 
ferroviaire en général. Pour nous éloigner un 
peu de ce sujet pour le moment, de quelles 
installations portuaires, à condition d’obtenir



19 février 1969 Transports et communications 763

[Texte] [Interpretation]
get all the requirements you are asking for as toutes les exigences désirées en ce qui con- 
far as port facilities are concerned—do you cerne les installations portuaires disposez- 
have to offer at the present time? Are they vous à l’heure actuelle? Est-ce qu’elles sont 
tailored to that type of operation or will you déjà aménagées de façon à servir à ce genre
need to make alterations?

Mr. March: We have here, sir, an artist’s 
impression of our container terminal as it will 
be when it is completed. This is the view 
from the south end. It will be ready in June 
or July of 1970. It cost us $200 to get this 
artist’s impression painted, so we might as 
well show it to you. This is down in the south 
end of Halifax. The terminal will take up 55 
acres and in here there is a marshalling yard 
for containers. These are two gantry cranes, 
each of which can move a 20-ton container in 
three minutes from vessel to wharf, or vice 
versa, and in some cases it does the dual 
operation in six minutes. Here you have a 
looped unit train. One of the things about 
unit trains is that you do not cut them up, 
you do not shunt them around, the train 
comes in a loop with a stopper out here, the 
containers will be discharged in the yard and 
the train will carry on around here, and the 
import containers will be loaded back to 
Montreal, Toronto or Chicago. It is a very 
simple and a very fast operation. Those are 
the facilities we will have.

Mr. Trudel: If I understand you correctly, 
this is being built?

Mr. March: It is being built at the present 
time.

Mr. Trudel: We have heard some represen
tations this morning by people to the effect 
that they could offer facilities. Naturally they 
are searching for other ports. I would like to 
change the line of questioning for a moment. 
You seem to infer in your presentation, sir, 
that you are looking for additional traffic by 
getting concessions from the railroad.

Mr. March: Not concessions from the rail
road, no. We are not asking for concessions, 
we are suggesting that by reason of the new 
technology and containerization of cargo, and 
one thing and another, that the railroad will 
have reduced costs—and the railroad does not 
argue with us, they agree with us—and there
fore on a system of that nature the railroad 
will be able to quote lower rail rates. Howev
er, it is still profitable, it will still make a 
contribution to variable costs, and by virtue 
of the fact that they are lower they will 
attract more volume to the Port of Halifax. 
Also, by virtue of the fact that there is more 
volume, the costs will come down again and

d’opération ou est-ce qu’il vous faudra appor
ter des améliorations?

M. March: Nous avons ici la conception 
d’un artiste de ce que sera notre terminus de 
cadres lorsqu’il sera terminé. Voici les instal
lations vues du sud. Elles seront terminées en 
juin ou juillet 1970. Cette conception d’un 
artiste nous a coûté $200, alors aussi bien 
vous la montrer. Voici la partie sud d’Hali
fax. Le terminus s’étendra sur 55 acres; on y 
trouve une gare de triage pour les cadres. Il y 
a deux grues à portique qui peuvent trans
porter un cadre de 30 tonnes du navire au 
quai, ou vice-versa, en 3 minutes. Et dans 
certains cas, elles font les deux manœuvres 
en 6 minutes. Vous avez ici un train homo
gène qui fait le tour. Un des avantages des 
trains homogènes c’est qu’on n’en détache pas 
les wagons, il n’y a pas de triage à faire. Le 
train fait le tour, avec un arrêt ici où l’on 
décharge les cadres et le train continue de 
faire le tour jusqu’à l’endroit où on chargera 
les cadres des importations vers Toronto, 
Montréal ou Chicago. C’est une opération très 
simple et très rapide. Voilà les aménagements 
que nous aurons.

M. Trudel: Si je vous ai bien compris, on 
les construit à l’heure actuelle.

M. March: Oui, on les construit à l’heure 
actuelle.

M. Trudel: Nous avons entendu des repré
sentations ce matin de la part de gens qui 
nous ont dit qu’ils pouvaient disposer d’instal
lations. Évidemment, ils réclament d’autres 
ports. Je voudrais passer à un autre domaine 
pour un moment. Vous avez semblé dire dans 
votre présentation que vous cherchiez à aug
menter le volume du trafic en obtenant des 
concessions des chemins de fer.

M. March: Non, pas des concessions des 
chemins de fer. Nous ne demandons pas de 
concessions, nous suggérons que, vu la nou
velle technique de transport en cadres, et ain
si de suite, les frais des compagnies de 
chemins de fer seront réduits, et la compagnie 
de chemins de fer le reconnaît. Alors avec un 
système de ce genre, les chemins de fer pour
raient offrir des tarifs plus bas, tout en conti
nuant d’être rentables, tout en continuant de 
contribuer aux coûts variables, et par le fait 
même que leurs tarifs sont inférieurs, attirer 
un volume de trafic plus considérable à Hali
fax. Le volume accrû entraînera une autre
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there will be further economies. It all 
depends on volume.

Mr. Trudel: Using the same line of reason
ing, Mr. March, how much do you estimate 
your water rates will decrease.

Mr. March: The water rates? This is an 
almost impossible question to answer, and for 
this reason. From here on in the shipping 
company is in the driver’s seat. They have a 
terminal in Antwerp or Rotterdam, there is a 
terminal at Halifax in some form and, even 
further, they will control the inland terminals 
at Chicago, Detroit and Montreal. It is a ship
ping line salesman who will sell the contract. 
He will not sell an ocean haul; he will sell 
from Dusseldorf, Germany, to Oshawa, Cana
da. Who knows what the....

Mr. Trudel: This is the reason I posed the 
question. This will be a package deal all the 
way through. This could be an inland termi
nal. The rates will be pretty well set but the 
Port of Halifax, which we are talking about 
here, will certainly have to have something 
which isi an attraction to possibly be ahead of 
Montreal or some other ports which we have 
heard about in other presentations this morn
ing. This will have to enter into it. It is not 
only the railroad. Your facilities will defi
nitely have to be analyzed.

Mr. March: It is simply a question that by 
different world routes, whichever system is 
adopted, there are different costs, and we 
maintain that because of our geographic posi
tion we would have the lowest costs of any 
port in Canada.

Mr. Trudel: Unless I am wrong, there has 
been no resistance from the railway people 
with respect to this unit train because I 
believe they are looking for this.

Mr. March: None at all, sir. They are 
extremely helpful and enthusiastic. I would 
say they are just about as enthusiastic as we 
are.

Mr. Trudel: You are not saying that they 
are fighting this?

Mr. March: Not at all; anything but that, 
sir. We would like to publicly compliment the 
railway for the help we have had from them.

[Interpretation]
réduction des frais et encore d’autres écono
mies. Tout cela dépend du volume.

M. Trudel: En employant le même raison
nement, monsieur March, quelle serait, selon 
vous, la réduction du tarif de transport par 
eau?

M. March: Le tarif de transport par eau? Il 
est presque impossible de vous répondre, 
monsieur, parce que, à l’avenir, ce seront les 
entreprises de transport qui prendront les 
décisions. Elles ont un terminus à Antwerp 
ou à Rotterdam, et il y a un terminus à 
Halifax, sous une forme ou une autre, et 
elles contrôleraient même les terminus de 
l’intérieur, à Chicago, Détroit et Montréal. 
C’est le représentant de l’entreprise de trans
port qui vendra effectivement le contrat. II 
ne vendra pas seulement le contrat pour 
la traversée de l’océan, mais partir de Düssel
dorf, en Allemagne, jusqu’à Oshawa au Ca
nada. Qui sait ce que...

M. Trudel: C’est la raison pour laquelle j’ai 
posé la question. Il s’agira de contrats glo
baux. Il s’agirait peut-être d’un terminus à 
l’intérieur du continent. Les tarifs seront à 
peu près fixes, et le port d’Halifax dont nous 
parlons devra nécessairement offrir une 
attraction pour l’emporter sur Montréal ou 
sur les autres parts dont nous avons entendu 
parler ce matin. Tout doit entrer en ligne de 
compte, non seulement les chemins de fer. 
Il faudra nécessairement analyser vos amé
nagements portuaires.

M. March: C’est tout simplement que les 
différentes routes qui existent dans le monde, 
peu importe le système, entraînent des coûts 
différents, et nous soutenons qu’en raison de 
notre situation géographique, nos frais seront 
les plus bas de tous les ports du Canada.

M. Trudel: Il n’y a pas eu d’objections de la 
part des chemins de fer pour ce qui est des 
trains homogènes, car, si je ne me trompe, ils 
recherchent ce genre de trains.

M. March: Aucune objection. Je dirais 
même qu’ils sont très serviables et enthou
siastes, aussi enthousiastes que nous.

M. Trudel: Ils ne s’y opposent pas?

M. March: Aucunement. Tout au contraire. 
Nous voulons justement féliciter les chemins 
de fer pour tout l’apport qu’ils nous ont 
donné.
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[Texte]
Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Mr. Skoberg, do you have a 
supplementary?

Mr. Skoberg: Mr. March, how many cars a 
day do you expect will be on that unit train, 
with your present volume of business at this 
particular time?

Mr. March: The rates are worked out on a 
specific volume and if I recall correctly—but 
do not hold me to this—I think it is 200 
containers per train. There are four contain
ers to a flat car, which means 50 cars. Fifty 
cars per train with four 30-foot boxes or 
equivalent.

Mr. Skoberg: In what period, Mr. March?

Mr. March: I think it is 40 round trips of 
the train per year.

Mr. Skoberg: I have a question with res
pect to the diagram you showed us, which 
was very excellent. Who in your opinion, and 
in your port’s opinion, do you think should 
supply the facilities for unloading the con
tainers? Who should supply the trains?

Mr. March: Unloading them?

Mr. Skoberg: Who should supply the
trains?

Mr. March: From the point of view of costs 
it does not really matter who provides the 
facilities. Somebody has to, and it is all going 
to end up in the pocket of the shipper any
way. It is a question of who has the capital to 
put out. These trains cost $1 million apiece. 
The Port of Halifax Commission certainly 
does not have that kind of money, and it is 
doubtful if the shipping lines, that are only 
going to use part of the train’s capacity, will 
want to finance them. So, I would think the 
logical entity would be the National Harbours 
Board, they provide the harbours anyway, 
but they should provide them on a user cost 
that would amortize the payment over 20 
years, or something like...

Mr. Skoberg: Up to this date, Mr. March, 
have you had any indication from the Nation
al Harbours Board that they would install 
those trains?

Mr. March: It has been discussed. I am not 
quite certain if there is an actual undertaking 
or not, sir. I am honestly not certain, sir, so I 
cannot give an honest answer to that, but I 
know it has been discussed.

[Interprétation]
M. Trudel: Merci, monsieur le président.

Le président: Monsieur Skoberg, vous avez 
une question supplémentaire?

M. Skoberg: Monsieur March, combien de 
wagons se trouveraient à faire partie du train 
homogène par jour au volume actuel des 
affaires?

M. March: Les tarifs sont établis d’après le 
volume, et si je me souviens bien, mais .ne 
m’en tenez pas trop rigueur, je crois qu’il 
s’agit de 200 cadres par train, soit quatre 
cadres par wagon plat, et par conséquent, 50 
wagons plats par train. 50 wagons par train 
partant quatre colis de 30 pieds ou leur 
équivalent.

M. Skoberg: Dans quelle période?

M. March: Je dirais 40 voyages aller et 
retour par année.

M. Skoberg: Encore une fois, le diagramme 
que vous nous avez montré tout à l’heure 
était excellent. A votre avis, et de l'avis de 
votre port, qui devrait assurer les aménage
ments pour le déchargement des cadres? Qui 
devrait assurer le service ferroviaire?

M. March: Pour le déchargement?

M. Skoberg: Qui devrait assurer le service 
ferroviaire?

M. March: Du point de vue des frais, peu 
importe qui assure les aménagements. Quel
qu’un doit le faire, et, en dernière analyse, 
c’est l’entrepreneur de transport qui eln pro
fitera de toute façon. Tout dépend qui dispose 
du capital. Les trains coûtent $1 million 
chacun.

Il est certain que la Commission du port 
d’Halifax n’a pas ces fonds, il y a lieu de 
douter que les entreprises de transport qui 
n’utiliseront qu’une partie de la capacité du 
train seront prêtes à le financer. Et en fin de 
compte, j’estime que le choix logique serait le 
Conseil des Ports nationaux qui assure les 
installations portuaires de toute façon, mais il 
devrait réclamer des frais aux utilisateurs de 
façon à amortir les immobilisations sur une 
période de 20 ans.

M. Skoberg: Jusqu’à présent, avez-vous eu 
des indications de la part du Conseil des 
Ports nationaux à l’effet qu’il assurerait le 
service ferroviaire?

M. March: Nous en avons discuté mais je 
je ne sais pas s’il y a eu un engagement à cet 
effet, monsieur. En toute honnêteté, je n’en 
suis pas sûr. Je ne saurais vous donner une 
réponse définitive, mais je sais que nous en 
avons discuté.
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[Text]
Mr. Skoberg: Could you possibly give that 

information to the Chairman after you have 
had an opportunity to discuss it?

Mr. March: Yes, definitely, we would be 
glad to find out. The question is who is going 
to provide the trains at our terminals?

Mr. Skoberg: That is right, and whether 
or not the National Harbours Board has sug
gested to you that they would be prepared to 
supply the trains at the port.

Mr. March: Yes, sir.

The Chairman: Mr. Perrault.

Mr. Perrault: Mr. Chairman, I think that 
Mr. March and his associates are to be com
mended for their aggressive and vigorous 
promotion of unit trains and containerization. 
We are similarly concerned with the situation 
on the West Coast. I like the way he has 
developed the idea that we can, in effect, 
make Canada a land bridge. Perhaps we can 
even—and I would like his comments on 
this—compete successfully with the United 
States and win the battle with the United 
States. I wonder if Mr. March has read the 
last annual report of the National Research 
Council?

Mr. March: Yes, I have.

Mr. Perrault: It states that in the next few 
years the battle with the United States is 
either going to be won or lost in competition 
for the land bridge traffic in North America. I 
think we should give every support to Hali
fax in the development of containerization 
and this unit train concept because it will be 
of benefit to the entire country. If he has any 
comments about U.S. competition I would be 
glad to hear from Mr. March about this, Mr. 
Chairman.

Mr. March: This is just pure promotion, 
there is nothing true. Canada has a number of 
advantages. First of all, the very fact—as far 
as we are concerned—that we only have one 
railway line to deal with here. This is an ad
vantage. This is illustrated by the fact that the 
Penn Central Railway tried to publish a con
tainer rate in conjunction with the run from 
New York to Chicago, I think it was, and this 
was a very low container rate for a trainload 
of containers. This is the sort of thing that 
happens and will always happen in the U.S.A. 
while they have the present set up.

Four or five other railway lines immediate
ly protested to the Interstate Commerce Com
mission and therefore the Interstate Com
merce Commission had little option but to

[Interpretation]
M. Skoberg: Pourriez-vous communiquer ce 

renseignement au président lorsque vous le 
saurez?

M. March: Oui, certainement. Il nous fera 
plaisir d’obtenir ce renseignement pour vous. 
La question est de savoir qui va aménager les 
trains au terminus.

M. Skoberg: Oui, et de savoir si le Conseil 
des ports nationaux nous a laissé entendre 
qu’il serait prêt à aménager les trains qui 
désserviront le port.

M. March: Oui, monsieur.

Le président: Monsieur Perrault.

M. Perrault: Je crois qu’il faudrait féliciter 
M. March et ses associés de leur agressivité et 
de leur enthousiasme à l’égard des trains 
homogènes et des cadres. Mais nous sommes 
aussi préoccupés de la situation sur la côte 
ouest. J’aime bien la façon dont il a élaboré 
s c/n idée de faire du Canada un pont terrestre. 
Il est possible, et j’aimerais bien avoir ses 
commentaires à ce sujet, que nous puissions 
concurrencer avec les États-Unis et remporter 
le gros morceau. Je me demande si M. March 
a lu le dernier rapport du Conseil national de 
recherches.

M. March: Oui, monsieur, je l’ai lu.

M. Perrault: On y dit que d’ici quelques 
années, la bataille avec les États-Unis en ce 
qui concerne le pont terrestre en Amérique 
du Nord sera gagnée ou perdue.

Je crois que nous devrions appuyer Halifax 
quant à la mise au point du train homogène 
et du système des cadres car c’est tout le pays 
qui en bénéficiera. Si vous avez des commen
taires au sujet de la concurrence américaine, 
j’aimerais bien les connaître, monsieur March.

M. March: C’est de la promotion pure, et 
sans aucun fondement. Le Canada a bon nom
bre d’avantages. Tout d’abord, en ce qui nous 
concerne, le fait que nous n’avons qu’un seul 
chemin de fer est un avantage. La preuve 
c’est que le Penn Central Railway aessayé de 
publier un tarif pour cadres à l’égard de son 
service New York—Chicago, je crois, un tarif 
très bas pour tout un train de cadres. C’est le 
genre de chose qui se produit déjà aux États- 
Unis et qui se produira toujours dans le con
texte actuel.

Quatre ou cinq lignes de chemins de fer ont 
immédiatement protesté auprès de la Inter
state Commerce Commission et la Commission 
n’avait pas le choix de retirer ce tarif en
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[Texte]
withdraw the rate pending investigation. Of 
course, these investigations can go on for two 
years, but in the meantime you have bought 
your unit trains, you have bought your con
tainers and everything else and you are going 
bankrupt. Until the U.S.A. changes this situa
tion we have a tremendous advantage. We 
have the shortest route in terms of miles. 
Another enormous advantage we have is that 
on the CN line from Halifax we can double
stack the containers. This just doubles the 
productivity of your rail vehicle right away. 
This cannot be done on all railway lines. I am 
almost certain it cannot be done on the U.S. 
lines. We really have a lot more advantages 
and I could keep on for some time, but these 
are the main ones.

Mr. Perrault: Do you think there is any 
additional support that the Government of 
Canada should give Halifax to develop this 
concept on the east coast?

Mr. March: A unit train is one level of 
economy. If you start making specialized 
trains you call them integral trains and there 
are further economies there, but this requires 
the expenditure of millions of dollars in 
research and development. We feel that if the 
government would get into this by eiher 
encouraging the railways or agencies such as 
ourselves to do it that this would take us on 
to the next level of economy.

Mr. Perrault: With the developing markets 
of Asia, as well, Canada could be just a mag
nificent land. I think your concept is very 
exciting.

The Chairman: Mr. Forrestall.

Mr. Forrestall: I do not think there is much 
point in pursuing the area that I wanted to 
get into that evolved around the last question 
having to do with what follows this. Mr. 
March has explain that quite well. There is 
only one other area that I would like to ques
tion on. How far into the foreseeable future 
do you believe the facility in the south end of 
the port will sustain the growth that will 
follow the initial operation?

Mr. March: This is anybody’s guess. It 
depends on the number of shipping lines that 
call. We think that terminal will be enough 
for two shipping lines. We have one and we 
have one which is possible. It will handle 
6,000 containers a week in a pinch, which is 
an enormous volume of traffic. Before you 
would interest a second terminal I think you 
would have to have a substantial share of the 
U.S. market. This may have to wait on ICC

29691—7

[Interprétation]
attendant son enquête. Évidemment, les en
quêtes peuvent durer deux ans, mais pendant 
ce temps, vous avez acheté les trains homo
gènes, vous avez acheté les cadres, et tout le 
reste, et vous faites faillite. Et jusqu’à ce que 
les États-Unis changent cette situation, le Ca
nada jouit d’un avantage énorme. Notre route 
est la plus court en termes de milles. Un autre 
avantage dont nous jouissons sur les lignes du 
CN, de Halifax, nous pouvons empiler deux 
cadres de haut sur les wagons, ce qui double 
immédiatement la productivité de votre 
wagon. On ne peut pas le faire sur toutes les 
lignes. Je suis presque certain qu’on ne peut 
pas le faire sur les lignes des États-Unis. 
Nous avons vraiment beaucoup d’avantages. 
Je pourrais continuer, mais ce sont-là les 
principaux.

M. Perrault: Croyez-vous que le gouverne
ment du Canada devrait aider davantage le 
port de Halifax afin de mettre au point ce 
système sur la côte est?

M. March: Les trains homogènes sont déjà 
une économie. Si vous commencez à intro
duire des trains spéciaux que vous appelez 
des trains intégraux qui présentent d’autres 
économies, mais il faudrait d’abord dépenser 
des millions de dollars pour les recherches et 
la mise au point. Il nous semble que si le 
gouvernement fédéral pourrait encourager les 
chemins de fer ou les organismes comme le 
nôtre à le faire, nous pourrions atteindre cet 
autre niveau d’économies.

M. Perrault: Avec les marchés en expansion 
de l’Asie aussi, le Canada serait un pays 
magnifique. Je trouve votre idée très 
stimulante.

Le président: Monsieur Forrestall.

M. Forrestall: Je crois qu’il est inutile d’a
border la question que j’avais à l’esprit et qui 
touchait ce dont on vient de parler. M. March 
l’a déjà très bien expliqué. Il n’y a qu’un 
autre domaine au sujet duquel je voudrais 
poser des questions. Jusqu’à quel point dans 
l’avenir croyez-vous que les aménagements de 
la partie sud-est du port pourront soutenir 
l’expansion qu’entraînera l’opération initiale?

M. March: Impossible de le deviner. Tout 
dépend du nombre d’entreprises de transport 
qui participeront. Nous croyons que le termi
nus suffira pour deux sociétés de navigation. 
Nous en avons une d’assurée et une autre qui 
est une poss.bilité. On peut charger ou dé
charger six mille cadres par semaine, si on 
est obligé de le faire, ce qui est un volume de 
trafic énorme. Mais avant d’ouvrir un deu
xième terminus, je crois qu’il faudrait s’assu-
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[Text]
negotiations, on better equipment, the second 
level of economy and various other things. 
I would say that terminal is safe for two 
years anyway. After that I would not guaran
tee anything.

Mr. Forreslall: Just one further brief ques
tion. This is our glory, it seems to me, in a 
little more mundane manner. What other 
shortcomings do you see in your day-to-day 
work, Mr. March, in connection with the 
port? For example, you spoke about the gan
try cranes. Are there other areas where the 
port needs some revamping?

Mr. March: I am quite sure there are. I did 
not come prepared for this sort of question, 
but there is no doubt we are going to want 
more facilities and more terminals. We have a 
need, as Mr. Grice said, for an interim opera
tion until the big terminal is ready. This is a 
real problem because if we cannot operate the 
interim things properly we will not get the 
final service.

Mr. Forreslall: What about cold storage, for 
example?

Mr. March: I would like to take that ques
tion under advisement and perhaps send the 
Chairman an answer to it.

The Chairman: Mr. Corbin.

Mr. Corbin: Mr. March, you are no doubt 
aware that the people and the port officials in 
Saint John have a great number of complaints 
to make over the fact that the Port of 
Halifax—this was implied by their line of 
questioning at the hearing we had in Freder
icton—was somewhat favoured by the federal 
agencies involved and they were, perhaps, 
particularly directing this to the National 
Harbours Board about your obtaining the 
container terminal facilities here in Halifax. 
Do you have any feelings of unfairness on the 
part of the National Harbours Board in 
favouring Halifax over Saint John in this 
case?

Mr. March: No. It is quite the reverse, sir. I 
have read Mayor MacDonald’s remarks and I 
put the following two points to you to show 
why the consortium chose Halifax rather than 
Saint John. If you are going to New York on 
a great circle route and you want to drop off 
at a port and pick up the Canadian trade, 
there is only one place to do it. That is Hali
fax. Any other port would be a longer diver
sion of your route.

[Interpretation]
rer une bonne part du marché américain. Il 
faudra peut-être attendre pour cela les négo
ciations de l’ICC, un meilleur matériel, le deu
xième niveau d’économies et diverses autres 
choses. Mais je dirais que ce terminus est bon 
pour encore deux ans. Après cela, je ne 
garantie rien.

M. Forreslall: Une autre brève question. Il 
me semble que cela fait notre gloire, dans un 
sens un peu plus mondain. Mais quelles sont 
les autres lacunes que vous constatez en ce 
qui a trait aux ports? Vous avez parlé, par 
exemple, des grues à portique, est-ce qu’il y 
aurait d’autres secteurs où on pourrait amé
liorer le port?

M. March: Je suis sûr qu’il y en a. Je 
n’étais pas tout à fait prêt pour répondre à 
une question de ce genre, mais il est certain 
que nous aurons besoin de plus de terminus 
et de plus d’aménagements portuaires. Par 
exemple, comme l’a dit M. Grice, nous avons 
besoin justement d’une opération intérimaire 
jusqu’à ce que le grand terminus soit prêt. 
C’est un problème car si nous ne pouvons pas 
assurer l’opération intérimaire, nous n’obtien
drons certainement pas le service final.

M. Forreslall: Qu’en est-il de l’entreposage 
frigorifique?

M. March: J’aimerais bien pouvoir prendre 
note de votre question et communiquer la 
réponse plus tard au président.

Le président: Monsieur Corbin.

M. Corbin: Monsieur March, vous savez 
probablement que la population et les autori
tés du port de Saint-Jean, se plaignent beau
coup du fait que le port d’Halifax, du moins 
c’est ce qui est ressorti des questions posées à 
Fredericton, que le port d’Halifax était plutôt 
favorisé par les organismes fédéraux en 
cause, et on pensait peut-être tout particuliè
rement au Conseil des ports nationaux qui 
s’est efforcé d’obtenir que les aménagements 
de terminus pour les cadres soient ici à Hali
fax. Avez-vous des doutes quant à l’impartia
lité du Conseil des ports nationaux qui a 
favorisé Halifax plutôt que Saint-Jean dans 
ce cas?

M. March: Bien au contraire. J’ai lu les 
remarques du maire MacDonald, et voici 
deux points qui expliquent pourquoi le con
sortium a choisi Halifax au dépend de Saint- 
Jean. Si vous allez à New York en emprun
tant la route polaire et que vous voulez faire 
escale dans un port pour s’aboucher au mar
ché canadien, il n’y a qu’un seul endroit pour 
arrêter, c’est Halifax. Tout autre port repré
senterait un détour du trajet.
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[Texte]
Secondly—you will have to work this out 

but our consultants have worked it out for 
us—Halifax is the port in Canada, indeed it is 
the port on the East Coast of this continent 
where you will get more vessels, round trips 
in the course of a year and therefore a great
er contribution to net revenue. And so far as 
I know, these two reasons are why the con
sortium chose Halifax, and no others.

Mr. Corbin: A supplementary question, Mr. 
Chairman. In your opinion, would it be good 
for Saint John to get some containerizer 
facilities, just for the sake of competition? 
Would it help or would it hurt?

Mr. March: I am all for competition. It is 
the great leveller. The only resource of the 
consumer is competition, and if Saint John 
can knock off one or two container services, I 
would be delighted.

Mr. Nesbitt: What other ports in Canada at 
the moment, that you know of on the East 
Coast, and that includes Montreal, Quebec 
City, and so on—are there any other ports 
with an establishment for container service 
on unit trains?

Mr. March: Montreal has a container ser
vice operating now.

Mr. Nesbitt: With the new terminal, of 
which we saw the artist’s conception a few 
moments ago, how will this reduce—I pre
sume it will reduce—the labour factor in 
loading and unloading?

Mr. March: Well, I do not know what you 
mean, sir, by reducing the labour factor. 
There is no labour factor at all now, because 
this is cargo that is not moving at the 
moment. This is entirely new cargo. If you 
rephrase your question to say, if that cargo 
moves by the old methods, what will be the 
difference in labour content? This system is 
about 20 times more productive. In other 
words, for the same number of men, you will 
get about 20 times the tonnage.

Mr. Nesbitt: That is what I am getting at. 
And the last brief question. This new contain
er method of shipping will, I presume, cut 
down damage and theft factors considerably.

Mr. March: Very much so, sir.
29691—71

[Interpretation]
Deuxièmement, vous devrez le calculer 

vous-même, mais nos conseillers l’ont calculé 
pour nous. Halifax est le port de la région, 
en fait, le port de la côte est du continent où 
l’on trouve plus de navires faisant de longs 
parcours au cours d’une année et qui par con
séquent contribue le plus au revenu net. Au
tant que je sache, c’est la raison pour laquelle 
le consortium a choisi Halifax, et pour au
cune autre raison.

M. Corbin: Une autre question monsieur le 
président. A votre avis, est-ce qu’il serait 
avantageux pour Saint-Jean d’obtenir quel
ques installations pour la mise en cadre tout 
simplement pour faire concurrence? Est-ce 
que cela aiderait ou nuirait?

M. March: Je suis tout à fait en faveur de 
la concurrence. C’est le grand égalisateur. La 
seule arme du consommateur est la concur
rence et si St-Jean peut obtenir une ou deux 
installations de mise en cadre, j’en serais très 
heureux.

M. Nesbitt: Quels autres ports au Canada, 
en ce moment, que vous connaissez sur la 
côte est, y compris Montréal, Québec, etc... 
Québec, etc. . . y en a-t-il d’autres qui soient 
équipés d’installations de mise en cadre sur 
les trains homogènes?

M. March: Montréal en a.

M. Nesbitt: Avec le nouveau terminus dont 
la conception de l’artiste nous a été expliquée 
il y a peu de temps, comment cela réduirait- 
il—et je présume qu’il y aurait réduction—la 
main-d’œuvre réservée au chargement et au 
déchargement?

M. March: Je ne sais pas ce que vous vou
lez dire par une réduction de la main-d’œu
vre. Il n’en est pas question à l’heure actuelle 
parce que cette cargaison ne bouge pas et 
qu’il s’agit d’une cargaison entièrement nou
velle. Si vous voulez reprendre votre question 
et dire si la cargaison devait bouger d’après 
les anciennes méthodes, quelle serait la diffé
rence sur le plan de la main-d’œuvre? Je dirais 
que ce système donne un rendement d’envi
ron 20 fois plus grand. Autrement dit, pour le 
même nombre d’hommes vous aurez un ton
nage vingt fois plus grand.

M. Nesbitt: C’est là où je voulais en venir. 
Ma dernière question sera brève. Ce nouveau 
moyen d’expédition par cadres, je présume, 
réduira considérablement les dommages et les 
vols?

M. March: De beaucoup, en effet.
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[Text] [Interpretation]
Mr, Nowlan: Would it eliminate it, Mr. M. Nowlan: Est-ce que cela les éliminera 7 

March?

Mr. March: Oh, it would be a brave man M. March: Il faudrait être courageux pour 
who would say it would eliminate it. I saw dire que cela l’éliminerait. J’ai vu à Amster-
some containers in Amsterdam that had an 
oxyacetylene flame taken to them. Pilferage 
you always have in every port. Some are 
worse than others, that is all.

Mr. Nowlan: Looking to the future, Mr. 
March, has there been any thought given to 
Halifax being a free port and thus attracting 
perhaps even more traffic to shoot across the 
continent?

Mr. March: This was examined about six or 
seven years ago by the provincial government. 
It was examined, and the conclusion was that 
the present federal bonding facilities are so 
economical, and so flexible, and so good, that 
a free port would not really provide very 
much extra, and certainly the advantages 
would not balance the capital costs necessary. 
This was the finding, and I would not be 
surprised if it was right.

Mr. Nowlan: We could not have another 
Rotterdam on this side.

Mr. March: Well, we could have another 
Rotterdam. You do not have to acquire a free 
port to have a Rotterdam. A free port, I 
think, is a gimmick. We have other gimmicks.

Mr. Nowlan: In Saint John they suggested 
that there should be a Maritime harbours 
board. Is that only so that they can. ..

Mr. March: Well, no, we have always main
tained as a matter of policy that there should 
be a local advisory committee to the Har
bours Board down here. The Harbours Board, 
with all due respect to it, and I have much 
respect for it, does a wonderful job. But they 
are up in Ottawa, and they are miles away 
from our problems. And if somebody respon
sible to them or in close contact with them 
lived down here—of course they have their 
port managers, but it is not quite the same. 
Certain banks have local advisory committees 
to the board of directors, and we feel this 
would be a very good thing to institute.

Mr. Nowlan: And from your description of 
this unit train—the organization of the ship
ping lines and because we are the wharf of 
the Atlantic, this will be the first time we are 
really going to be the wharf of the Atlantic, 
is it not?

dam quelques cadres qu’on avait ouvert avec 
une torche oxyacétylénique. Il y a des larcins 
dans tous les ports. Quelques-uns sont pires 
que d’autres, voilà toute la différence.

M. Nowlan: En essayant de prévoir un peu 
monsieur March, est-ce qu’on a songé à Hali
fax en tant que port franc et qui attirerait 
peut-être encore plus de trafic à travers le 
continent?

M. March: Cela a été étudié il y a six ou 
sept ans par le gouvernement provincial et on 
en est arrivé à la conclusion que les entrepôts 
du gouvernement fédéral sont à l’heure 
actuelle si économiques et si flexibles et 
si efficaces que vraiment un port franc ne 
donnerait certainement pas beaucoup plus 
d’avantages, et les avantages n’équivaudraient 
pas aux frais d’immobilisation nécessaires. 
Voici les conclusions et je serais surpris si 
c’était vrai.

M. Nowlan: Nous ne pourrions pas avoir un 
autre Rotterdam de ce côté-ci de l’océan.

M. March: Nous pourrions avoir un autre 
Rotterdam. Il n’est pas nécessaire d’avoir un 
port franc pour créer un autre Rotterdam. En 
fait, le port franc se trouve à être juste un 
truc publicitaire. Il y en aura d’autres 
d’ailleurs.

M. Nowlan: On nous dit à Saint-Jean qu’il 
devrait y avoir un Conseil des ports des pro
vinces Maritimes. Est-ce seulement pour ...

M. March: Non, nous avons toujours cru 
qu’il devrait y avoir un comité du Conseil des 
ports nationaux. Le Conseil des ports natio
naux pour lequel j’ai beaucoup d’admiration 
et beaucoup de respect, qui fait un travail 
merveilleux, mais qui se trouve à Ottawa et à 
une distance éloignée de nos problèmes. Mais 
si quelqu’un qui relèverait d’eux ou qui 
aurait des rapports étroits avec eux, vivait 
ici,—évidemment, ils ont leurs gérants de 
port, mais ce n’est pas tout à fait la même 
chose. Certaines banques ont des comités-con
seil régionaux qui relèvent du conseil d’admi
nistration et nous croyons qu’il serait bon d’a
dopter ce système.

M. Nowlan: Et d’après votre description du 
train uniforme, l’organisation des lignes de 
navigation et en raison du fait que nous 
avons le quai de l’Atlantique. C’est la pre
mière fois que nous serons effectivement le 
quai de l’Atlantiue, n’est-ce pas?



19 février 1969 Transports et communications 771

[Texte]
Mr. March: This is the first time the port of 

Halifax will come into its own as a year- 
round port. We have always been open the 
year round, but we have never been a year- 
round port. Now we are going to be a year- 
round port with all the advantages that 
it brings, like attracting industry and serving 
year-round traffic, container stuffing, destuff
ing, distribution, everything.

Mr. Nowlan: Well, what I was getting at, of 
course, was the fact of the international ship
ping companies having the same rates in 
Montreal and Halifax, and while we always 
talk about a wharf of the Atlantic, we are not 
a wharf at all except that the way you de
scribe how this is going to work, perhaps we 
are going to be able to take advantage of our 
geography, and that would be for the first 
time.

Mr. March: No question here. We can do it 
mathematically. It is now cheaper via Halifax 
on the new technology than it is via Montreal.

Mr. Nowlan: Has there been any work done 
by Harbours Board or the federal government 
or anyone that you know of to try to elimi
nate the similarity in rates between Montreal 
and Halifax in other traffic areas?

Mr. March: No. No work has been done on 
it, no, because it is not really amenable —you 
could make representations, but these rates 
are made in London and Antwerp and Rotter
dam. They are not amenable to Canadian.. .

Mr. Nowlan: The situation, you feel, cannot 
be changed.

Mr. March: In any case I do not think we 
need to worry about it too much now because 
the ocean component of the container through 
rate is going to have to be lower than the rate 
to Montreal, but I can prove that in figures 
too.

Mr. Nowlan: You do not think your Man
chester and Montreal will start to have the 
same rate as your shipping in Halifax?

Mr. March: Well, it may end up to be the 
same thing at Montreal, but that means that 
the ocean rate to Halifax would have to be 
less, to take care of the rail hauls.

The Chairman: Well, gentlemen, that com
pletes our enquiries, and I would like to 
thank you very much.

Mr. March: Thank you.

[Interprétation]
M. March: C’est la première fois que le port 

d’Halifax se trouvera à être ouvert toute l’an
née. Nous avons toujours été ouvert toute 
l’année, mais il n’y avait pas de trafic toute 
l’année. Or, cette année, il pourra y avoir un 
trafic toute l’année avec tous les avantages 
que cela comporte, par exemple, pour attirer 
l’industrie, avoir un trafic à l’année longue, le 
chargement et le déchargement, etc.

M. Nowlan: Là où je voulais en venir c’est 
que les compagnies de navigation internatio
nales ont les mêmes taux à Montréal et à 
Halifax, et alors que nous parlons d’un quai 
de l’Atlantique, effectivement nous n’avons 
pas de quai du tout sauf de la façon dont 
vous en avez décrit le foncitionnement, c’est 
la première fois que nous pourrons profiter 
de notre position géographique.

M. March: En fait, nous pouvons le prouver 
maintenant. Cela coûte moins cher en passant 
par Halifax avec la technique moderne qu’en 
passant par Montréal.

M. Nowlan: Est-ce que le Conseil des Ports 
Nationaux ou un autre organisme fédéral ou 
quelqu’un que vous connaissez aurait fait une 
étude pour essayer d’éliminer la similitude 
des taux entre Halifax, Montréal dans d’au
tres domaines de transport?

M. March: Aucun travail n’a été fait à ce 
sujet, non, car—il y aurait toujours moyen de 
faire des recommandations mais ces taux 
sont établis à Londres et Antwerp et Rotter
dam et non pas en fonction du Canada.

M. Nowlan: C’est une situation qui ne peut 
être changée?

M. March: De toute façon, je ne crois pas 
que nous devrions nous en inquiéter à l’heure 
actuelle car c’est évident que le taux applica
ble aux containers devra nécessairement y 
être moins élevé que le taux qui s’applique à 
Montréal et je puis le prouver avec des chif
fres à l’appui.

M. Nowlan: Vous ne croyez pas que Man
chester et Montréal auront le même taux qu’à 
Halifax.

M. March: Et alors, si on fixe les mêmes 
taux à Montréal, cela signifie que le tarif 
d’Halifax devra nécessairement être plus bas 
en raison du transport ferroviaire.

Le président: Cela met fin à nos enquêtes et 
j’aimerais vous remercier pour votre 
participation.

M. March: MercL
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[Text]
The Chairman: Our next group will be the 

Town of Mulgrave. Stand. The next one will 
be the Nova Scotia Textiles Limited. Stand. 
Garika Limited. Stand.

The next one will be M. W. Graves & Co., 
Annapolis Valley Canners, Scotian Gold Co- 
Operative Ltd., and Canada Foods Ltd.

I will introduce Mr. A. E. Calkin, and also 
Mr. John Egan, Mr. R. J. McGrath, Mr. L. 
Javorek, and Mr. Vlad Frejtek.

Mr. A. E. Calkin (Annapolis Valley Food 
Processors): Mr. Chairman, and Gentlemen. 
On my right is Mr. McGrath, Annapolis Val
ley Canners, and Mr. Javorek from Canada 
Foods Ltd. in Kentville. We also have Mr. 
Fejtek, a manager of another division of 
Canada Foods, and Mr. Egan of M. W. Graves 
& Co.

We have a very brief summary of our 
original submission which, of course, we have 
not changed, although there have been one or 
two interim changes, and if I may, sir, I will 
read this one-and-a-half page summation.

Our brief submits that the food processors 
of the Annapolis Valley are handicapped 
because of two basic factors. Number one, the 
high cost of transportation to markets gener
ally, and in particular the combined produc
tion of Valley processors present and poten
tial, far exceeds the requirements of the 
Atlantic Provinces. Number two, the freight 
content of the wholesale price of our products 
is approximately double the national average, 
which is seven per cent. Our freight content 
at wholesale level is 14 per cent. Number 
three, this basic handicap of transportation 
tends to be offset by a necessity on the part 
of all of us to pay lower wages and salaries as 
well as for raw materials which we use. This 
basic handicap also results in a lower return 
per dollar of investment in our facilities.

The high cost of transportation to market 
also results in our comparative freight-cost 
position with central Canadian processors, 
and we suggest this has deteriorated in the 
last 20 years. The food processors of the Val
ley are also handicapped because of generally 
inadequate transportation or transport ser
vices. Road transport, especially to central 
Canadian markets, from a standpoint of fre
quency and flexibility, cannot be compared to 
that offered in other parts of Canada and 
afforded to our competition.

[Interpretation]
Le président: Le prochain groupe mainte

nant vient de la ville de Mulgrave. Le 
mémoire est réservé. Le prochain nous vient 
de la Nova Scotia Textiles Limited. Le 
mémoire est réservé. Garika Limited, le 
mémoire est réservé.

Le prochain mémoire, M. W. Graves & Co., 
Annapolis Valley Canners, Scotian Gold Co- 
Operative, Ltd. et Canada Foods Ltd.

Je vous présente monsieur A. E. Calkin 
ainsi que messieurs John Egan, R. J. 
McGrath, L. Javorek et Vlad Fejtek.

M. A. E. Calkin (Annapolis Valley Food 
Processors): Monsieur le président, messieurs, 
à ma droite se trouvent monsieur McGrath, 
Annapolis Valley Canners ainsi que monsieur 
Javorek de Canada Foods Ltd, de Kentville, 
monsieur Fejtek, gérant d’une autre division 
de Canada Foods, et monsieur Egan de M. W. 
Graves & Co. Nous avons un bref résumé de 
notre soumission originale que nous n’avons 
pas changé, sauf une ou deux modifications 
provisoires, qui ont pu être apportées et si 
vous le voulez bien, je vais donner lecture de 
ce résumé d’une page et demie.

Notre mémoire souligne que les industries 
de traitement des denrées alimentaires de la 
vallée d’Annapolis sont handicapés essentielle
ment par deux facteurs. Premièrement, le 
coût très élevé du transport vers les débou
chés commerciaux et en particulier, la pro
duction combinée des industries de transfor
mation de la vallée, actuelle et éventuelle 
dépasse de beaucoup la demande des provin
ces de l'Atlantique. Deuxièmement, le volume 
du transport du prix de gros de nos produits 
est d’environ le double de la moyenne au 
pays qui est de 7 p. 100. Notre volume de 
transport au niveau du gros est de 14 p. 100. 
Troisièmement, ces difficultés fondamentales 
en matière de transport sont rétablies parce 
que nous devons payer des salaires et traite
ments inférieurs et payer moins cher les 
matières premières que nous utilisons. Ce 
handicap entraîne un rendement moins élevé 
par dollar investi dans nos installations.

Les frais très élevés du transport vers les 
marchés créent le rapport actuel transport- 
coût avec les industries de transformation du 
centre du Canada et nous croyons que la 
situation a dégénéré depuis les vingt derniè
res années. Les industries de transformation 
de la vallée sont toutes handicapées en raison 
des services de transport ou de moyens inadé
quats en général. Le transport routier, surtout 
celui qui est destiné aux marchés du Canada 
central, ne peut pas, sur le plan de la fré
quence et de la souplesse, être comparé à ce 
qui est offert dans les autres régions du 
Canada et avec lesquels nous concurrençons.
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[Texte!
It is also true that central Canadian food 

processors, due to a much greater concentra
tion of population, enjoy to a much greater 
degree a choice of transportation, resulting in 
added competition.

We suggest that ocean service from Halifax 
to world-wide markets is restricted to such a 
degree that we are consistently handicapped 
in attempting to serve existing customers or 
to exploit new markets. Halifax and Saint 
John—we suggest that even the St. Lawrence 
closing, so-called—appears to give priority to 
central Canadian freight. In other words, 
these two ports are an extension, even though 
they close the St. Lawrence, they are to a 
large degree only temporary extensions of 
central Canadian ports.

We suggest, finally, in this summation, sir, 
that while primarily a local problem, it is 
nevertheless true that the lack of all other 
roads to valley points is a severe handicap for 
upwards of two months during the so-called 
road closing. That, sir, is a brief summation 
of our brief.

The Chairman: Thank you very much, sir. 
Mr. Nowlan.

[Interprétation]
Il est vrai aussi qu’en raison d’une plus 

grande concentration démographique les 
industries de transformation du Canada cen
tral bénéficient d’un plus grand choix dans les 
modes de transports à cause d’une concur
rence accrue.

Et nous disons que le service océanographi
que de Halifax aux marchés mondiaux se 
trouvent restreints dans une certaine mesure 
de sorte que nous sommes handicapés lors
que nous essayons de desservir nos clients 
actuels ou lorsque nous essayons d’exploiter 
de nouveaux débouchés. Halifax et Saint- 
Jean, disons-nous, même au cours de la fer
meture du Saint-Laurent, de la soi-disant fer
meture du Saint-Laurent, semblent donner 
priorité au transport vers le centre du 
Canada. En d’autres mots, ces deux ports 
constituent un prolongement même si le 
Saint-Laurent est fermé, ils ne sont, dans une 
grande mesure, que des extensions provisoi
res des ports du centre du Canada.

Enfin, nous proposons dans ce résumé, 
monsieur le président, que lorsqu’au départ il 
s’agissait d’un problème local, il est vrai, 
néanmoins, que la carence de toutes les 
autres routes vers les points de la vallée pré
sente un handicap très grand pour une 
période allant jusqu’à deux mois pendant la 
fermeture des routes. C’était un bref résumé 
de votre mémoire.

Le président: Merci beaucoup. Monsieur
Nowlan.

Mr. Nowlan: Mr. Chairman, Mr. Calkin, in 
your summary and in your brief filed about a 
year ago there is no mention at all of the 
MFRA or these LCL rates. Are you affected, 
either good or bad, by the working of the 
Maritime Freight Rates Act and the LCL 
rates?

Mr. Calkin: With respect, Mr. Nowlan, to 
your latter point, there is no inclusion of 
these LCL rates—they were recently 
changed—possibly because it does not gener
ally affect us to any particular degree. But 
either Mr. McGrath or Mr. Javorek I am sure 
may have something to add to that latter 
point that you have made, or Mr. Fejtek or 
Mr. Egan.

The Chairman: If you have anything to 
add, would you please come forward?

A Witness: Mr. Nowlan, Mr. Chairman, 
these latest increases of LCL rates have 
affected us to some degree. In fact, it has 
practically stopped us from shipping LCL 
within the Maritimes. Looking to truck alter
natives, but this has also had the effect of

M. Nowlan: Monsieur Calkin, dans votre 
résumé et dans votre mémoire présenté, il y a 
environ un an, on ne parle pas du tout de la 
Loi sur le taux de transport dans les provin
ces Maritimes ou le tarif des chargements 
incomplets. Est-ce que vous êtes touché en 
bonne part ou en mauvaise part, par l’appli
cation de cette loi ou par ces taux?

M. Calkin: Pour répondre à votre dernière 
observation, monsieur Nowlan, on n’inclut pas 
ces taux de moins d’une wagonnée—qui ont 
été modifiés récemment—probablement parce 
que cela ne nous touche pas vraiment. Mais 
monsieur McGrath ou monsieur Javorek 
pourront y ajouter leurs observations.

Le président: Si vous désirez y ajouter 
quelques commentaires, je vous en prie.

Un témoin: Monsieur Nowlan, monsieur le 
président, les dernières augmentations du 
tarif de chargements incomplets nous ont tou
chés dans une certaine mesure. En fait, cela 
nous a presque empêchés d’expédier des mar
chandises en chargements incomplets dans les
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[Text]
increasing rates because the ceiling was not 
there to hold the truckers down. Our costs 
have gone up, not probably to the full extent 
of the increase in the LCL rate, because we 
excluded the shipping by rail altogether, but 
it has had an effect in our costs, and we feel 
that we are not getting the benefit from the 
Maritime Freight Rates Act that we were get
ting when it was first inaugurated.

Mr. Nowlan: Well, this was part of a two- 
headed question as to how the Maritime 
Freight Rates Act—do you get the benefit, 
what little there is of it?

A Witness: That is right. It is less than 60 
or 70 miles to Halifax, but it costs within the 
range of 15 cents a case additional at least to 
get to Saint John by truck. And that is the 
only way to get there now.

The Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman, we were led to 
believe that the port facilities were ample 
and that they were actually looking for more 
volume and your brief is certainly indicating 
the contrary. It is actually a shortage of 
port facilities or ships that you are concerned 
with?

Mr. Calkin: Mr. Chairman, it is a shortage 
of service, not facilities, as far as we are 
concerned.

The Chairman: Mr. Perrault.

Mr. Perrault: Just a short query, Mr. 
Chairman. I have noticed over the past year 
in British Columbia that your products are on 
sale in the grocery stores out there at very 
competitive prices indeed. You seem to be 
competing successfully. I just wonder about 
the economics of shipping that distance. 
Apparently you have been successful in doing 
so. I am talking about the British Columbia 
market.

Mr. Calkin: Right, sir. I think I know what 
you are referring to. It is quite true, of 
course, that our product is being sold in Bri
tish Columbia but the economics, of course, 
are quite another thing. It is a matter of 
need, of surplus production and the obvious 
necessity of finding markets for it.

Mr. Perrault: In other words, this is a form 
of internal dumping, is it?

[Interpretation]
Maritimes. Cela a aussi augmenté le tarif 
parce qu’un maximum n’avait pas été fixé et 
on ne pouvait pas maintenir les camionneurs. 
Nos frais ont augmenté, peut-être pas autant 
que l’augmentation du tarif de chargement 
incomplet parce que nous avons supprimé le 
transport ferroviaire mais cela a eu des 
répercussions sur les frais et je suis d’avis 
que nous ne bénéficions pas vraiment de la 
Loi sur les taux du transport des marchandi
ses dans les provinces Maritimes, comme lors 
de sa mise en vigueur.

M. Nowlan: Cela faisait partie d’une double 
question relative aux avantages que vous reti
rez de cette Loi.

Un témoin: C’est vrai. Dans l’ensemble, 
c’est à moins de 60 à 70 milles pour Halifax, 
mais il en coûte environ 15 autres cents la 
boite pour Saint-Jean en camion. Et c’est le 
seul moyen pour y aller maintenant, le seul 
moyen pratique avant que l’on installe le nou
veau chemin de fer Pacifique-Canadien, l’an 
prochain. Merci.

Le président: Monsieur Trudel.

M. Trudel: Monsieur le président, nous 
avons été porté à croire que les installations 
portuaires étaient suffisantes et que vous 
recherchiez un plus grand volume, mais le 
mémoire nous indique le contraire. Est-ce que 
c’est l’insuffisance des installations portuaires 
ou des navires qui vous préoccupe?

M. Calkin: Monsieur le président, c'est une 
insuffisance de services et non pas 
d’installations.

Le président: Monsieur Perrault.

M. Perrault: Une brève question, monsieur 
le président, j’ai pu voir au cours de l’an 
dernier en Colombie-Britannique que vos pro
duits sont en vente dans les épiceries à des 
prix vraiment concurrentiels. Vous semblez 
réussir à faire la concurrence et je me 
demande ce qu’il en est de la rentabilité 
d’expédier à une telle distance. Apparem
ment, vous semblez réussir, enfin sur le mar
ché de la Colombie-Britannique.

M. Calkin: Oui, je sais ce dont vous parlez 
maintenant. Il est vrai, bien entendu, que nos 
produits sont vendus en Colombie-Britanni
que mais la rentabilité est une tout autre 
question. Il s’agit d’une question de nécessité 
de production excédentaire et la nécessité 
évidente d’y trouver des débouchés.

M. Perrault: En d’autres mots, c’est plus ou 
moins un dumping interne.
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[Texte]
Mr. Calkin: No, sir. It is not below 

competition.

Mr. Perrault: But the margins are slim on 
the product. It is a good product, you know. 
But I just wondered about it as a British 
Columbian. It is like taking coals to Newcas
tle. Nothing wrong in that. I think trade is 
excellent.

I am not criticizing that but I think you 
have outlined a very valid case, especially 
with respect to Europe. Are you advocating the 
construction of a Canadian merchant marine 
or something along that line to assist you 
with your problem?

Mr. Calkin: No, sir, we are not advocating 
federal participation in that sense. We are 
simply attempting to satisfy this group that 
we have a complete inadequacy of service 
generally, and in particular with respect to 
ocean services to those ports which we could 
serve. We are not interested in specifics but 
Mr. Javorek mentioned one or two. This is a 
real thing. These are not hypothetical cases. 
Every company represented in this room, all 
the major food processors of the province 
have indeed, in a desperate attempt to exploit 
markets in Scandinavia or on the continent of 
Europe, virtually trucked them backwards to 
Montreal at a cost of $1.15-$1.25, before we 
even get started. So this, of course, is a com
pletely abortive undertaking financially, so 
we give it up.

Mr. Rock: Could you tell the members of 
the Committee what are the products shipped 
out of this area in preference to yours where 
you have to ship to Montreal? In other words, 
you said that there are many ships here that 
you could have put your shipments on and 
you were denied this. So I would like to know 
what other products are put on these ships in 
this harbour. Where are these products com
ing from?

[Interpretation]
M. Calkin: Non, ce n’est pas une concur

rence déloyale.

M. Perrault: Mais les marges de bénéfices 
sont minces. C’est un excellent produit, vous 
savez. Je voulais savoir ce qu’il en était en 
tant que représentant de la Colombie-Britan
nique. C’est comme le fait d’apporter du char
bon à Newcastle. Il n’y a rien de mal à cela. 
A mon avis, le commerce est une excellente 
chose.

Je ne critique pas cela, mais je crois que 
vous avez signalé un cas tout à fait valable 
pour ce qui est de l’Europe, plus particulière
ment. Est-ce que vous proposez la construc
tion d’une marine marchande canadienne ou 
quelque chose du genre pour vous aider à 
résoudre votre problème.

M. Calkin: Non, nous ne proposons pas une 
participation fédérale en ce sens. Nous 
essayons tout simplement de vous démontrer 
que nous avons des services insuffisants en 
général, et en particulier pour ce qui a trait 
aux services océaniques vers les pors que 
nous pourrions desservir. Nous ne nous inté
ressons pas à des cas particuliers mais M. 
Javored en a mentionné un ou deux. Ces faits 
sont pris à même la réalité. Ce ne sont pas 
des cas hypothétiques. Chaque compagnie 
représentée dans cette enceinte, toutes les 
principales industries de transformation des 
aliments de la province, en tentant désespéré
ment d’entrer sur les marchés Scandinaves ou 
de l’Europe continentale devaient transporter 
ces produits par camions à Montréal au coût 
de $1.15 à $1.25 avant même de pouvoir com
mencer. C’est donc une entreprise vouée à 
l’échec sur le plan financier. Nous y avons 
donc renoncé.

M. Rock: Pourriez-vous dire aux membres 
du Comité quels sont les produits qui sont 
expédiés à partir de cette région de préfé
rence aux vôtres que vous devez expédier à 
Montréal? Autrement dit, vous avez déclaré 
qu’il y avait plusieurs navires sur lesquels 
vous auriez pu déposer vos marchandises, 
mais on vous a refusé ce service. Alors j’ai
merais savoir quel genre de produits consti
tuent la cargaison de ces navires qui se trou
vent au port. D’où nous viennent ces 
produits?

Mr. Calkin: I could not give a factual 
answer to this, Mr. Chairman, but presumably 
the bulk of the cargo contained in the ships 
we see in the harbour today—and it is 
filled—are from Central Canadian points. 
That is not a categorical statement of fact; it is 
a reasonable presumption. My only contention 
on behalf of this group is that there is no

M, Calkin: Je ne pourrais vous donner une 
réponse exacte, mais j’imagine que l’ensemble 
de ces cargaisons qui se trouvent dans les 
navires que nous voyons dans le port vien
nent du centre du Canada. Ce n’est pas un 
énoncé catégorique de faits, mais c’est là une 
conclusion tout à fait logique. La seule con
clusion à laquelle j’ai pu en arriver c’est qu’il
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[Text]
room for Nova Scotia food products on this 
multitude of ships in this harbour today.

Mr. Rock: I hope, Mr. Chairman, that the 
representative from the CTC over here is 
going to take a good note of that and find out 
the reasons for this.

Mr. Calkin: Could I be more specific? I 
think it is a fair statement to make, gentle
men, that even if an attempt were made the 
inquiry would be immediately referred to 
Montreal for the answer.

The Chairman: Mr. Skoberg, a short 
question?

Mr. Skoberg: Thank you, Mr. Chairman. 
Sir, have you any of your own truck lines? 
Do you own trucks to transport your own 
produce?

Mr. Calkin: No, sir. As a general statement 
of fact, the valley processors do not own their 
own trucks other than for local shipping.

Mr. Skoberg: You have your own trucks 
just for local shipment. But to transport into 
Montreal, you do not have your own trucks.

Mr. Calkin: We have to use those lines 
available that are licensed to truck through 
the intervening provinces.

Mr. Skoberg: Are you able to find enough 
refrigerated trucks for that purpose

Mr. Calkin: I may not be the best one 
qualified to answer that. I would ask Mr. 
Egan, please.

Mr. Egan (Annapolis Valley Food Proces
sors): We are fairly new in frozen food proces
sing—I think about six years—and we find 
that we are entirely dependent on turn
around traffic for refrigerated trucks into 
Montreal and Toronto. There is no terminal 
here, no trucks sitting here. We have about 
three lines available to us. We phone for a 
truck and we may have one in from Toronto 
unloading tomorrow; if it gets unloaded in 
time we will get it. It usually takes us from 
two to five days to get a truck after we 
request it and there ore times when we have 
had some problems in holding the customer, 
such as Dominion Stores, to get the product 
to them in time. So there are not, I would 
say, sufficient trucks at times. At other times 
I will not say that the truck companies have 
not called us to say they had a truck but we 
might not be able to give them a load. There

[Interpretation]
n’y avait pas de place pour les produits ali
mentaires de la Nouvelle-Écosse sur tous ces 
navires dans ce port aujourd’hui.

M. Rock: J’espère que le représentant de la 
CCT pourra tenir compte et essaiera d’en 
trouver les raisons.

M. Calkin: Est-ce que je pourrais apporter 
une autre précision? Je pense qu’il est juste 
de dire, messieurs, que même si on essayait 
de résoudre le problème, l’enquête serait 
reportée immédiatement à Montréal pour y 
trouver une réponse.

Le président: Monsieur Skoberg, une ques
tion brève?

M. Skoberg: Merci, monsieur le président. 
Est-ce que vous avez des camions pour trans
porter vos produits?

M. Calkin: Non. Les industriels ne sont pas 
les propriétaires des camions, sauf les 
camions utilisés pour le transport local.

M. Skoberg: Vous avez vos propres camions 
pour les livraisons locales mais pas pour le 
transport vers Montréal.

M. Calkin: Nous devons utiliser les camions 
qui ont un permis qui les autorise à faire le 
transport dans les provinces en cause.

M. Skoberg: Est-ce que vous pouvez trou
ver suffisamment de camions réfrigérés à 
cette fin?

M. Calkin: Je ne suis pas le mieux qualifié 
pour répondre à votre question. Je demande
rais à monsieur Egan de le faire.

M. Egan (Annapolis Valley Food Proces
sors): Nous sommes de nouveaux arrivés dans 
le domaine du traitement des produits ali
mentaires réfrigérés soit depuis environ six 
ans, et nous comptons essentiellement sur les 
voyages aller-retour de camions frigorifiques 
entre Toronto et Montréal. Il n’y a pas de 
terminus ni de camions. Il y a environ trois 
lignes qui sont mises à notre disposition. Nous 
demandons un camion, il y en a peut-être un 
qui vient de Toronto et qui sera déchargé 
demain, et s’il est desservi à temps nous 
pourrons l’avoir. Habituellement, il nous faut 
entre 2 et 5 jours pour avoir un camion. Et à 
certains moments, il arrive que nous éprou
vions des problèmes avec des clients, tels que 
Dominion Stores, pour leur apporter les pro
duits à temps. De temps en temps, il n’y a pas 
suffisamment de camions; parfois aussi, je ne
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[Texte] [interpretation]
are other times when we have requested dirais pas que les compagnies de camions ne 
trucks and have not been able to get them. nous ont pas appelés mais il est possible que

nous ne puissions pas leur donner de charge
ment. En d’autres moments, nous avons 
demandé des camions sans pouvoir en 
obtenir.

Mr. Skoberg: Am I correct in saying that M. Skoberg: Est-il vrai que vous employez 
you use these carload lots for shipments to les wagonnets pour l’ouest? Utilisez-vous plus 
the West? Do you use the trucks more for les camions dans les provinces Maritimes? 
your Maritime Provinces?

Mr. Egan: Yes, on canned products. Speak- M. Egan: Oui, pour les produits en conserve, 
ing for our own company, we use carload rail En parlant pour notre propre compagnie, 
pretty well for canned goods outside the nous employons le transport ferroviaire à
Maritimes, but trucks within the Maritimes. 
But for refrigerated products we use trucks 
entirely.

Mr. Skoberg: You do not ask for any
refrigerated rail cars?

Mr. Egan: No, for one basic reason—our 
plant is not on a rail siding. And number two, 
we find that to get the equivalent rate by rail 
carriers they want 100,000 pounds, where the 
equivalent rate by truck requires about 40,000 
pounds.

Mr. Vlad Fejlek: The railroad cars are 
available only for Canada. If you were to 
have a shipment of any frozen merchandise 
you would not be able to get a Canadian 
railroad car. A refrigerated mechanical reefer 
is not allowed to cross the Canadian border.

M. Godin: J’ai une question au sujet du 
commerce; j’espère qu’elle sera recevable. Le 
témoin nous a déclaré que lorsqu’il expédie 
en Colombie-Britannique, la marge des profits 
était plutôt réduite. Est-ce que la même situa
tion se répète en ce qui concerne les expédi
tions en Angleterre et en Europe ou bien le 
marché européen rapporte-t-il un peu?

M. Calkin: I am very sorry sir, mine did 
not come in loud and clear. I did not hear it. 
I am very sorry.

Le président: Voulez-vous répéter votre 
question, monsieur Godin?

M. Godin: Oui. Vous avez déclaré que lors
que vous expédiez en Colombie-Britannique, 
votre marge des profits était plutôt réduite. 
Est-ce la même situation lorsque vous expé
diez soit en Angleterre ou soit en Europe ou 
bien ce marché européen est-il assez 
avantageux?

Mr. Calkin: I am sorry. Again I did not get 
it quite clear but the gentlemen referred to 
when we ship to British Columbia and made 
some comparison with respect to... Well,

l’extérieur des Maritimes pour les produits en 
conserve, mais les camions, dans les provin
ces maritimes. Mais pour les produits conge
lés, nous nous servons seulement des camions.

M. Skoberg: Vous ne demandez pas de 
wagons frigorifiques?

M. Egan: Non, pour une raison. Notre usine 
n’est pas située près d’une voie ferrée et en fin 
de compte, quand pour un tarif équivalent, 
ils exigent 100,000 livres par chemins de fer 
alors que par camion, on peut jouir du même 
tarif avec environ 40,000 livres.

M. Vlad Fejtek: On ne trouve des chemins 
de fer disponibles qu’au Canada. Si vous vou
lez transporter des produits congelés, vous ne 
pourriez pas obtenir un wagon frigorifique 
canadien parce que ces wagons ne peuvent 
traverser la frontière canadienne.

Mr. Godin: Just a question with regard to 
commerce. I hope I will not be out of order. 
The witness stated that when he ships to Bri
tish Columbia the margin of profit was rather 
low. Would the same situation repeat itself 
with regard to shipments to England and to 
Europe or would the European market be 
fairly profitable?

M. Calkin: Je m’excuse, monsieur, mais je 
n’ai pas entendu bien clairement. Je regrette 
beaucoup.

The Chairman: Would you please repeat 
your question, Mr. Godin?

Mr. Godin: Yes. You stated that when you 
were shipping to British Columbia your mar
gin of profit was rather low and reduced. Is 
the same situation true when you ship either 
to Britain or to Europe, or is this European 
market fairly profitable to you?

M. Calkin: Je m’excuse, encore une fois 
mais je n’avais pas tout à fait saisi, mais des 
personnes ont parlé du transport vers la 
Colombie-Britannique et ont fait quelques
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it is very hard to give a simple answer to 
that. Basically, of course, it is true that both 
these markets are multi-thousands of miles 
away and it would be difficult to give a 
straight answer. The only answer I could give 
is the fact going back to the basics, that we 
are utterly dependent upon markets outside 
the Atlantic Provinces. That is clearly stated 
in our brief. The only answer I could perhaps 
give without going into specifics would be that 
if of necessity we ship to British Columbia or 
to Liverpool, England, or to Sheffield, Eng
land, or to Glasgow, of course the percentage 
of freight represented in the sales dollar is 
obviously very high, specifically in the U.K. 
where we have had three hikes in three con
secutive years through the conference line. At 
the moment I think it is $26-$28 per long 
ton. Maybe that is not a clear answer.

Mr. Chairman: Mr. Pringle.

Mr. Pringle: Is it correct, then, that if Hali
fax were able to pursue an expanded contain
erization program and containerization port 
this would alleviate your problems in the 
Annapolis Valley?

Mr. Calkin: Well, sir, we briefly covered 
this before. There is concern on our part and 
maybe it is not justified, as to just where we 
fit into this great scheme of trains zipping 
back and forth between here and Chicago and 
Montreal and what have you. Where do we fit? 
These export markets are just as important to 
us as they are to Montreal, or to Chicago, or 
to Detroit, or the Head of the Lakes, and for 
this reason we hope that when this thing 
shakes down we will be given reasonable and 
comparable consideration in relation to our 
needs. Obviously the news that we heard 
is good news because one of the many ports 
we consider of vital importance outward, of 
course, is London. This is supposed to serve 
Southampton, which operators and importers 
in and around London say is just about as 
good for reasons of less congestion and less 
port charges. But we want to get into Ant
werp and we want to get stuff back. We 
are just simply suggesting and submitting 
that we hope we will be given reasonable, 
comparable consideration with others who 
may reap the benefit of containerized ports. 
That is all we ask.

[Interpretation]
comparaisons relatives à ... C’est quand même 
très difficile de vous en donner un exemple. 
Au fond il est vrai que ces deux marchés sont 
à des milliers de milles l’un de l’autre et il 
serait très difficile de vous donner une 
réponse directe. La seule réponse que je peux 
vous donner, c’est que si l’on se reporte aux 
faits de base, nous dépendons absolument des 
marchés à l’extérieur des provinces de l’At
lantique. Nous l’exprimons clairement dans 
notre mémoire. La seule réponse que je pour
rais vous donner, sans fournir des détails pré
cis, c’est que si de toute nécessité, nous expé
dions vers la Colombie-Britannique ou vers 
Liverpool, en Angleterre ou vers Sheffield ou 
à Glasgow, évidemment le pourcentage du 
transport représenté par le dollar de vente est 
naturellement élevé. Au Royaume-Uni, nous 
avons connu trois augmentations au cours des 
trois années consécutives en raison de la con
férence. Je crois que c’est $26 ou $28 dollars 
la tonne forte. Ce n’est peut-être pas tout à 
fait la réponse exacte à votre question.

Le président: Monsieur Pringle.

M. Pringle: Aurais-je raison de dire que si 
Halifax était capable de poursuivre dans son 
programme de mise en cadres et que de port 
de transport par cadres cela allégerait les 
problèmes que vous rencontrez dans la vallée 
de l’Annapolis?

M. Calkin: Nous en avons parlé un peu 
avant. Nous sommes quelque peu préoccupé 
et peut-être ce n’est pas justifié de savoir 
exactement où nous sommes situés dans ce 
vaste réseau des trains qui circulent entre ici 
et Chicago et Montréal et ce que vous avez? 
Où sommes-nous placés? Les marchés d’ex
portation sont aussi importants pour nous 
qu’ils le sont pour Montréal, Chicago, Détroit 
ou la tête des Grands Lacs. Pour cette raison, 
nous espérons que lorsque les choses seront 
organisées, on nous accordera une attention 
en rapport avec nos besoins. Évidemment la 
nouvelle que nous avons entendue est une 
bonne nouvelle car un des ports que nous 
considérons comme important à l’extérieur, 
c’est Londres. Cela est sensé desservir Sou
thampton dont les exploitants, les importa
teurs de Londres et de ses environs disent 
qu’il est aussi bon pour des raisons de déduc
tion des frais d’exportation. Mais nous vou
lons entrer à Antwerp et nous désirons avoir 
quelque chose en retour. Nous ne faisons que 
proposer et souligner que nous espérons rece
voir une attention juste comparable à celle 
que les autres qui pourraient profiter des 
ports pour le transport par cadres. C’est tout 
ce que nous demandons.



19 février 19B9 Transports et communications 779

[Texte]
The Chairman: Thank you very much, 

gentlemen.
Our next presentation will be by the East

ern Job Service. Mr. Sellick?

Mr. L. B. Sellick: Mr. Chairman, I wish to 
thank you very much for the privilege of 
appearing here as a private citizen interested 
in regional planning and transportation. I 
think it comes at a very good time when we 
are talking about regional disparity, regional 
development, growth centres, urban transpor
tation, part development.

Now I am going to present both these 
maps. The boys are here to hold up various 
maps to tie in with Brief A-40, I believe it is, 
in the booklet.

I trust the Committee will take a look at 
this, realizing that one third of Nova Scotia’s 
population lives within a 15-mile radius of 
where we are sitting. I realize that relief from 
high freight rates is the immediate pressing 
problem but these maps, I am sure, will show 
you that within the Halifax area there is 
ample room for improvement in the railway 
situation that has developed over the years. 
Will the boys put up map No. 1 now, please, 
and hold it up high. The conference in Toron
to on transportation, I understand, has devel
oped into a regional planning conference; 
regional planning and transportation are 
inseparable.

An hon. Member: May I interrupt you for a 
moment? Would you please tell the Commit
tee what your position is.

Mr. Sellick: I am appearing as a private
citizen.

An hon. Member: I know, but what does 
that mean?

Mr. Sellick: I am a guidance counsellor at 
the school and here are some of my boys who 
have been studying industrial development in 
Dartmouth. I was Secretary of the Rocking
ham Ratepayers Association for 10 years, but 
with amalgamation that organization has fold
ed up.

Now, this map shows an all-over picture of 
the Halifax-Dartmouth area and possibly the 
first thing that strikes you is that though 
these two cities are only 500 yards apart by 
nature, they are 28 miles apart by train. Go 
around here, Windsor Junction, back through 
Dartmouth is about 28 miles, so it is a rather 
unnatural situation. I am going to have to 
point to the map. The boys have a long point
er there. If I could have that perhaps it 
would be better.

[Interpretation]
Le président: Je vous remercie beaucoup, 

messieurs. Le prochain mémoire nous sera 
présenté par la Eastern Job Survey. Monsieur 
Sellick.

M. L. B. Sellick: Monsieur le président, je 
voudrais vous remercier beaucoup du privi
lège que vous m’accordez de témoigner 
devant vous à titre de simple citoyen qui 
s’intéresse à la planification régionale et au 
transport. Je crois que ça vient à un excellent 
moment où nous parlons de la disparité régio
nale, de l’expansion régionale, de la crois
sance des centres du transport urbain, de l’a
ménagement portuaire. Je vais vous présenter 
des cartes. Les garçons tiendront différentes 
cartes qui se rattachent à l’Annexe A-40 dans 
votre mémoire.

Je suis certain que le Comité y jettera un 
coup d’œil et qu’il se rendra compte que le 
tiers de la population de la Nouvelle-Écosse 
demeure dans un rayon de quinze milles de 
l’endroit où nous sommes. J’imagine qu’on 
veut éliminer évidemment les frais des trans
ports. Mais dans la région d’Halifax il y a 
moyen justement d’améliorer la situation du 
transport ferroviaire qui s’est développée au 
cours des années. A Toronto, j’ai l’impression 
que la conférence sur le transport s’est trans
formée en une conférence de planification 
régionale.

Une voix: Pourriez-vous nous dire, s’il vous 
plaît, quelle est votre position?

M. Sellick: Je participe en tant que citoyen.

Une voix: Je sais, mais pouvez-vous 
préciser?

M. Sellick: Je suis conseiller en orientation 
et les garçons et filles qui sont ici, sont mes 
élèves; j’ai été secrétaire de l’Association des 
contribuables de Rockingham pendant 10 ans, 
mais je suis ici à titre privé.

Voici la carte qui nous indique la région 
d’Halifax et Dartmouth dans son ensemble. 
La première chose qui vous frappe est que 
même si ces deux villes sont à cinq cents 
verges l’une de l’autre du point de vue géo
graphique, en fait elles sont à vingt-huit mil
les l’une de l’autre par train. Pour partir d’ici 
en passant par Windsor Junction et retourner 
à Dartmouth, c’est environ vingt-huit milles. 
La situation n’est donc pas naturelle. Nous 
avons un très long bâton ici. Si on voulait me 
le passer, ce serait peut-être préférable. La 
carte ici vous indique la situation ferroviaire.
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This map shows the railway picture. Here 

on the Halifax side the terminal is down at 
the south end. The large marshalling yards 
are here in Rockingham. There is a total of 85 
miles of railroad in the Halifax area. The 
point out here is Windsor Junction. The sin
gle rail line here was built in 1896 to carry 
mostly freight from this area after the former 
Narrows bridges washed out with the tide. 
Those were the days when the Indian chief 
put his curse on the Narrows Bridge.

The thing that strikes you possibly as you 
look at the map is the sporadic, unplanned 
manner in which these lines have grown up, 
beginning in 1852 when the first line was put 
through here. Then again in the First World 
War these tracks were put in and finally we 
have here a great mass of railroad but it is 
not efficient. The main yards are there. A 
businessman in Dartmouth, for example, can 
look over with his binoculars and see the 
goods on the track here but he cannot get 
them until they are hauled about 28 miles 
around Windsor Junction. The brief is 
requesting that consideration be given to 
bridging this 500-yard gap so that the area 
can plan on a regional basis.

We will have a map No. 2 now, please. This 
will show what has happened on the Dartmouth 
side in the last few years. Here we have the 
new Narrows road bridge coming across from 
Halifax with a clover-leaf intersection and a 
whole new system of roads. Here is the great
est development, the industrial part at Burn
side; 300 acres here alone ready to be devel
oped; 1,000 acres, the Commodore commer
cial estates and an almost unlimited amount 
of land there for industrial expansion.

Of course, this coloured portion here shows 
what will happen possibly when this land is 
developed. There will have to be some kind 
of wharfage developed here, possibly contain
erization eventually. The Murray Jones report 
has recommended this as being the best loca
tion for eventual containerization.

The third map shows Bedford Basin and this 
is the Dartmouth side, Bedford Basin with a 
housing development here for tri-service 
personnel.

In the last few years this area has grown 
very rapidly; the population is 60,000 here 
now. By 1980 it is forecast there will be 100,- 
000 people, all of whom have to come over to 
south-end Halifax to catch a train involving 
very expensive taxi fares, traffic problems 
and parking problems. The question naturally 
arises, why should we not have a look at least 
at the railway picture and try to see if we can

[Interpretation]
Du côté d’Halifax, le terminus se trouve à 
l’extrémité sud. Les parcs de triage sont ici à 
Rockingham. Il y a 85 milles de ligne de 
chemin de fer dans la région d’Halifax. Ici se 
trouve Windsor Junction à l’extrémité. Une 
voie unique a été construite en 1896 pour le 
transport de marchandises de cette région 
après que l’ancien pont Narrows eut été 
emporté par la marée. C’était lorsque les 
indiens nous en voulaient.

La façon sporadique où tout cela a été 
édifié commençant en 1852 lorsqu’on a installé 
la première ligne de chemin de fer, et ensuite 
à la première guerre mondiale quand on en a 
installé une nouvelle. Ensuite, nous avons fini 
par avoir tout un tas de voies ferrées qui ne 
sont pas efficaces. Les cours de triage sont là. 
Un homme d’affaires à Dartmouth peut, avec 
des longues vues, voir sa marchandise sur la 
voie ferrée, mais il ne peut pas les avoir 
avant que le parcours de vingt-huit milles en 
passant par Windsor Junction se fasse. Le 
mémoire demande qu’on étudie la possibilité 
d’établir un pont long de cinq cents verges 
afin que la région puisse dresser des plans 
régionaux.

Est-ce que je pourrais avoir la carte 
numéro 2, maintenant? La carte numéro 2 va 
vous montrer ce qui se produit du côté de 
Dartmouth depuis un certain nombre d’an
nées. Nous avons maintenant le nouveau pont 
routier qui traverse de Halifax à Dartmouth 
avec tout un nouveau réseau de routes ici, un 
nouvel aménagement résidentiel ici et ensuite 
un nouveau parc industriel à Burnside, trois 
cents acres ici, prêtes à être développées, 
Commodore Estates et presqu’une région illi
mitée pour l’expansion industrielle.

Évidemment, cette partie en couleur vous 
indique ce qui se produira problablement si ce 
développement a lieu. Il sera nécessaire d’a
ménager des quais dans ce coin-ci, pour les 
futures installations de transport par cadres. 
Le rapport Murray Jones a recommandé cet 
emplacement comme étant le meilleur pour 
les installations de transport par cadres. La 
troisième carte montre le bassin Bedford et 
voici l’extérieur du bassin Bedford avec un 
développement résidentiel pour le personnel 
des forces armées.

Depuis quelques années cette région a crû 
très rapidement, la population est de 60,000 
âmes à l’heure actuelle; en 1980 on prévoit 
100,000 personnes. Toutes doivent se rendre 
au sud de Halifax afin de prendre le train. 
Cela coûte très cher en taxi, et crée des pro
blèmes de stationnement et de circulation. 
Évidemment, on se pose alors une question, 
pourquoi ne pas examiner cette situation fer-
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[Texte]
work, in conjunction with regional planning, 
to develop a more sensible picture.

Map No. 3 will show what happened on the 
western slope of Bedford Basin. There has 
been a great growth here of residential areas 
with very little industry except out here at 
the industrial part at Lakeside. This is Rock
ingham, Clearview, Armdale—all this area 
that has recently been annexed by the City of 
Halifax. This area here is one I know very 
well. The population has grown and the peo
ple are used to the Basin we formerly had, 
and great sums of money are being expended 
for over-passes, under-passes and sewage 
rights. You cannot use Prince’s Lodge, for 
example. There is a possible tourist develop
ment there because of the railway.

This orange coloured portion shows a tem
porary solution without even building a rail 
bridge at the Narrows. If Fairview Cove were 
filled in here, Harbour Drive could possibly 
come along here and rejoin the Bedford 
Highway around here at the Yacht Club. That 
might be a temporary solution. But this area 
is growing rapidly from a residential stand
point, whereas the Dartmouth side is building 
up rapidly from the industrial standpoint.

Now, we will go back to map No. 1 again.
You may wonder why I am talking regional 

matters at a Committee of this kind, but 
unless there is a good look taken at the rail
way situation our whole road pattern suffers 
and the man-hours cost per day for a small 
city like Halifax are simply staggering. The 
parking problem is becoming acute. I have 
been studying for years now the Financial 
Post surveys of what is happening in our 
urban centres. It looks as if we are going to 
have 18 urban centres in Canada, many of 
which will use rail transport as part of the 
effort to reduce the number of automobiles 
that are downtown. I think every city realizes 
that there is a tremendous problem coming 
up with transport.

This shows the over-all picture on the maps 
and, as the brief suggests, this 500-yard gap 
here be bridged by a rail bridge with, of 
course, a lift stand to allow ships to go 
through. I have charts here showing the 
depth of water. This navy island you are ask
ing about is right here on this map. The 
depth out here is very great. The key point in 
this whole submission is this point here, the 
Narrows Bridge. A bridge there would make 
it possible, also in the future when the popu
lation grows, for some kind of commuter rail

[Interprétation]
roviaire pour essayer de déterminer s’il est 
possible de travailler ensemble avec l’admi
nistration régionale afin que ça ait plus de 
bon sens.

La carte numéro 3 vous indique ce qui s’est 
produit sur le côté ouest du bassin Bedford. 
Les quartiers résidentiels se sont beaucoup 
étendus sans grande industrie, sauf pour 
la partie industrielle de Lakeside. Voici Roc
kingham, Clearview, Armdale; toute cette 
région a été annexée récemment par la ville 
d’Halifax. Cette région-ci, je la connais très 
bien. Au fur et à mesure de la croissance de 
la population, on essaie d’employer le bassin, 
on dépense de fortes sommes d’argent pour 
toutes sortes d’aménagements routiers. Par 
exemple, on ne peut pas utiliser Prince’s 
Lodge, il y a possibilité de tourisme dans ce 
coin-là en raison de la ligne de chemin de fer.

La partie orange, ici, vous montre une solu
tion temporaire sans même construire un pont 
de chemin de fer aux Narrows. Si Fairview 
Cove était comblé, Harbour Drive pourrait 
peut-être rejoindre la grand-route de Bedford 
près du Yacht Club. Ce serait peut-être une 
solution temporaire. Mais la région se déve
loppe rapidement au point de vue résidentiel 
alors que du côté de Dartmouth, la croissance 
est surtout industrielle. Revenons maintenant 
à la carte numéro 1.

Vous vous demandez peut-être pourquoi je 
parle de questions régionales durant votre 
comité. Mais à moins qu’on examine la situa
tion des chemins de fer, tout le programme 
des routes en souffre actuellement et les heu
res-hommes perdues au cours d’une journée 
pour une petite ville comme Halifax est 
effroyable. Le problème de stationnement est 
aigu. Depuis des années, j’étudie les études 
du Financial Post en ce qui concerne nos cen
tres urbains. Il semble que nous aurons 18 
centres urbains au Canada dont plusieurs 
emploieront le transport par chemins de fer 
aux fins de réduire le nombre d’automobiles 
qui se trouvent au cœur de la ville. Je crois 
que toutes les villes comprennent qu’il existe 
un très grand problème en ce qui a trait au 
transport et au transport urbain aussi.

Voici la carte dans son ensemble. Cet écart 
de 500 verges devrait donc être éliminé par 
un pont ferroviaire, un pont levant évidem
ment, pour permettre aux navires de passer. 
J’ai des cartes ici qui indiquent la profondeur 
d’eau. L’île Navy dont vous parlez se trouve 
justement ici. C’est là le point clé de tout mon 
mémoire, c’est celui-ci: le pont au-dessus des 
Narrows qui nous permettrait à l’avenir, lors
que la population augmentera, d’avoir une 
forme de transport urbain entre les deux vil
les, des parcs industriels ici à Bumside, ici à
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transport between the two cities. The indus
trial park at Burnside, at Woodside and at 
Lakeside would all be within reach of this 
rail.

As a matter of fact, right now the military 
establishments, the colleges and the shopping 
centres on both sides of the harbour are very, 
very close to the real line, and here we are 
driving big cars with one or two people to a 
car when we have this possibility. Also on 
both sides of the harbour the railway goes 
past the best beaches we have in Nova Scotia, 
right down to Liverpool on the eastern shore 
also. We had over a million tourists last year 
in Nova Scotia but they cannot get to the 
water here because there are so many rail
roads in the way.

I sometimes think we should advertise 
“Nova Scotia by the railroads” rather than 
“Nova Scotia by the sea” because we do have 
an excess of misplaced railroads in this area.

For example, the explosion at 1916 blew up 
the railway station here and following that, 
during that time, Halifax was carved up like 
a turkey. Prime residential land was devel
oped here, and the main terminus is down 
here now, but that is becoming congested and 
here are 30 miles of virtually unused rail 
tracks because there is no station there any 
more. Even less than carload freight no longer 
uses this route. So we have about 30 miles of 
track here virtually unused and in the mean
time our population, industrial and residen
tial, has grown so that man-hours lost each 
day are staggering.

The land where I am pointing is large
ly DND land, federally owned. There is the 
Bedford magazine, for example. What the 
brief suggests is that consideration be given 
to closing this gap and rejoining the main line 
here by the most efficient route. You will 
notice here at this point that the single line 
and the double line are only two miles apart. 
The scheme would reduce the number of 
tracks from three to two. We have two tracks 
here and one here. There will be an economy 
of distance; it is much shorter from this point 
to Windsor Junction than appears from this 
point.

Following the lead of Ottawa and other cit
ies across Canada, is it not the tendency to 
move railway terminals and marshalling 
yards outside of the city where they can be 
given room to expand? We are hoping that 
the Committee will take a look at this. As a 
private citizen I cannot expect to ask you to 
lend very much weight to what I say, but it 
follows many years of study on this matter in

[Interpretation]
Woodside et là-bas à Lakeside qui seraient 
tous desservis par chemin de fer.

A l’heure actuelle, évidemment, les établis
sements militaires et collèges, les centres d’a
chats des deux côtés du port sont tous très 
proches de la ligne de chemin de fer. Et 
maintenant, nous conduisons de gros ses auto
mobiles, avec, en moyenne, une ou deux per
sonnes dans chaque automobile alors que 
nous avons ces possibilités. Les chemins de 
fer longent les meilleurs plages que nous 
avons, jusqu’à Liverpool, le long de la côte 
est. L’an dernier, nous avons eu plus de 1 
million de touristes et ils ne sont pas capables 
de se rendre jusqu’à la mer à cause du nom
bre de lignes de chemins de fer. Je crois 
parfois que nous devrions peut-être annoncer 
la Nouvelle-Écosse sur les chemins de fer au 
lieu de dire la Nouvelle-Écosse sur mer. Nous 
avons beaucoup de lignes de chemins de fer 
en effet, dans cette région.

Par exemple, l’explosion de 1916 a fait sau
ter la gare ici. Ensuite, pendant ce temps, on 
a sectionné Halifax tout comme on coupe une 
dinde et voici maintenant le terminus princi
pal à l’heure actuelle; mais il devient 
congestionné. Ici, vous avez 30 milles de 
lignes ferroviaires pratiquement inutilisées 
car il n’y a plus de gare à cet endroit et 
même les marchandises de moins d’une 
wagonnée n’emploient plus ce parcours. Par 
conséquent, nous avons environ 30 milles de 
voies ferrées qui sont inutilisées. Entre temps, 
notre population industrielle et résidentielle 
s’est tellement accrue que le nombre de heu
res-hommes perdus par jour est effroyable.

Voici un terrain qui appartient en grande 
partie au ministère de la Défense nationale, 
propriété du gouvernement fédéral. Ce que 
suggère le mémoire, c’est que nous étudions 
la possibilité de combler ce vide et que nous 
rejoignions la ligne principale par la route la 
plus efficace. Et maintenant, cette voie unique 
et cette ligne à double voies ne sont qu’à 2 
milles de distance l’une de l’autre. Nous 
réduirions les voies de 3 à 2 et par consé
quent, il y aurait une épargne de distance de 
cet endroit-ci à Windsor Junction.

Suivant l’exemple d’Ottawa et d’autres vil
les à travers le Canada, n’est-ce pas la ten
dance de déplacer les cours de triage et les 
gares à l’extérieur de la ville où elles peuvent 
prendre de l’expansion. Nous espérons donc 
que le comité examinera ce problème et je ne 
m’attends pas, évidemment, à titre de citoyen 
que vous accordiez beaucoup de considération 
à ce que je vous dis, mais c’est après de
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commotion with various groups and it looks 
as if a solution might be to shorten the routes 
and with containerization coming it does not 
alter the picture here at all.

The trains would simply come through 
here, around the shore, putting Dartmouth on 
the main line. A railway sub-station would be 
in this area so passengers could go on the 
train there and pick up the Dartmouth pas
sengers here—or all north-end Halifax; all 
this area. People living in this area would 
prefer to catch a train there across the new 
Narrows road bridge which opens this fall—a 
four-lane bridge—to avoid the congestion 
downtown. So it does things; it puts Dart
mouth on the main line, making accessible to 
all these people a railway station, including 
the federal naval, and air force people and it 
paves the way for eventual rail commuter 
service in the Halifax Metro area.

I am not asking that this be done all at 
once; the plan lends itself to a series of 
stages. But at least, gentlemen, I am asking 
now that you give some thought to setting 
aside the land while the land is still available. 
Thank you very much, Mr. Chairman.

The Chairman: Thank you, very much.

Mr. Rose: Mr. Chairman I would like to 
congratulate Mr. Sellick and his students for 
their excellent presentation and also for tak
ing the time to come down here. I think it is 
very encouraging to see a teacher and a 
group of students who are public spirited 
enough to take the time to prepare all this 
material and to present it to a parliamentary 
body in this way. I especially appreciated the 
use of visual aids, because most people feel 
that verbal communication is perhaps the 
most effective way and I do not agree with 
them, in spite of the fact that I do considera
ble talking at these meetings.

I was going to ask you, sir, if there is any 
inter-urban public transportation at the 
moment. You mentioned the congestion over 
the bridge with auto traffic and one or two 
people in the cars. Do you have any public 
transportation at the moment?

Mr. Sellick: Bus only. The Halifax trolleys 
do go over to Dartmouth just across the 
bridge and pick up passengers there, but they 
are at the mercy of the automobile. It is a 
two-lane bridge and one flat tire on one car 
gums the works.

Mr. Rose: I see. These are trolley buses are 
they?

Mr. Sellick: Trolley buses, yes.
29691—8

[Interprétation]
nombreuses années d’étude que ce mémoire 
vous est présenté. Il me semble donc que ce 
serait une solution. Une autre route plus 
courte, surtout en vue du transport par 
cadres.

Le train ferait le tour du rivage ici et la 
gare serait de l’autre côté. Les passagers 
prendraient le train à l’autre bout d’Halifax 
ou même ici, tout le long de cette région 
d’Halifax, les gens préféreraient prendre le 
train de l’autre côté du nouveau pont des 
Narrows qui ouvre cet automne. Ce qui 
reviendrait à deux choses: mettre Dartmouth 
sur la ligne principale qui donnerait accès à 
tous ces gens, le personnel des forces armées, 
dans la même situation, et cela nous donne la 
possibilité à la longue d’avoir un système de 
transport urbain pour toute la région d’Hali
fax et Dartmouth. Je ne dis pas que tout cela 
devrait se faire immédiatement, on pourrait 
mettre ce projet en marche par étape. Mais, 
au moins, messieurs, je vous demanderais de 
songer à réserver le terrain alors qu’il est 
encore disponible. Je vous remercie beaucoup, 
monsieur le président.

Le président: Merci monsieur Sellick.

M. Rose: Monsieur le président, j’aimerais 
féliciter monsieur Sellick et ses étudiants 
pour leur excellente présentation et aussi d’a
voir pris le temps de venir nous voir. Je crois 
que c’est très encourageant de voir un ensei
gnant et un groupe d’étudiants qui témoi
gnent assez d’intérêt pour venir présenter un 
mémoire à une commission parlementaire. 
J’ai apprécié surtout l’emploi de cartes car la 
plupart des gens trouvent évidemment que la 
parole est plus efficace mais je ne suis pas du 
même avis. Même si je parle beaucoup lors 
d’une réunion, monsieur le président.

J’allais vous demander s’il y avait un ser
vice de transport interurbain à l’heure 
actuelle. Vous avez mentionné la congestion 
qui existe sur le pont etc.; avez-vous un 
réseau de transport public?

M. Sellick: Par autobus seulement. Les trol
leys d’Halifax vont à Dartmouth juste l’autre 
côté du pont pour cueillir les passagers mais 
il sont à la merci de l’automobie. Il y a deux 
ponts principaux mais s’il y a une crevaison, 
tout est bloqué.

M. Rose: Il s’agit de trolley bus?

M. Sellick: Oui, de trolley bus.
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[Text]
Mr. Rose: We find in some areas that 

although buses are greatly needed they are 
not being used. Is that the case here in 
Halifax?

Mr. Sellick: They are used but both cities, 
as you know, have very hilly terrain. They do 
not lend themselves very well to bus traffic 
that must follow the same route as the cars. 
Long before the magic number of a half mil
lion is reached, these two areas could profit 
by some form of rail transport, particularly 
in winter time, because of the facts that I 
have mentioned—the hilly terrain and the 
high cost of motoring here. The cost of own
ing a car and operating it is very great here 
because of the corrosion and the 
deterioration.

A survey shows that families in this area 
spend a higher percentage on the family car 
than any other ten cities in Canada studied.

It is mostly a matter of competing with the 
private car. Buses run from this area but not 
very frequently, perhaps every hour or every 
half hour, and cannot be relied upon because 
of the heavy traffic route. For example, yes
terday morning on my way around I passed 
the last car here, almost at Bedford. There is 
a tremendous clogging up at Arundale and 
the bridge. Halifax is a tight little island vir
tually at the mercy of about three outlets.

Mr. Rose: You are suggesting it is a tight 
little island in the sense that it is congested, 
rather than that perhaps it consumes a great 
quantity of spirituous beverages, or 
something.

Mr. Sellick: Right.

Mr. Rose: It has been said, sir, the factor 
that determines whether people will use pub
lic transportation or their private cars is not 
necessarily so much population, but how 
unsatisfactory it is to drive a car; how frus
trating and fatiguing. Would you say this is 
so in this city?

Mr. Sellick: It is very bad for the size of 
the icty, and the parking problem is becom
ing very acute. Halifax has raised its meter 
rates now to 25 cents and hopes to avoid 
congestion, but every year the situation 
becomes worse and worse because of the fact 
that a good deal of traffic is down at the 
south end. The north end is developing but 
the rail lines, as you can see, are in the way 
unless they are used efficiently. Parking areas 
could be set aside for cars as they have been 
in the Toronto-Burlington area.

Mr. Rose: Sir, you made a statement that I 
will paraphrase and I would like you to

[Interpretation]
M. Rose: Même si on avait besoin d’auto

bus, nous trouvons qu’à certains endroits, on 
ne les emploie pas, est-ce le cas ici aussi à 
Halifax?

M. Sellick: Oui, mais comme vous le savez, 
les deux villes ont beaucoup de côtes et par 
conséquent, les autobus doivent suivre les 
mêmes routes que les automobiles. Bien avant 
que l’on atteigne le chiffre magique d’un demi 
million d’habitants les deux villes pourraient 
certainement profiter d’une forme de trans
port par rails, surtout en hiver en raison des 
facteurs que j’ai mentionnés. Le coût de l’en
tretien et de l’usage des automobiles, est très 
élevé à cause de la corrosion.

On a trouvé justement, grâce à une étude, 
que les familles de Halifax dépensent beau
coup plus pour une automobile que n’importe 
où au Canada. Par conséquent, il s’agit d’une 
concurrence, entre les autos et les transports 
publics. Les autobus partent d’ici mais il n’y 
en a pas tellement. Le service n’est pas telle
ment rapide en raison de la circulation. En 
faisant tout le tour hier matin et j’ai passé le 
dernier bus à Bedford. Halifax se trouve être 
une petite ville très resserrée et pratiquement 
à la merci de trois débouchés.

M. Rose: Vous voulez dire que c’est conges
tionné c’est la raison pour laquelle vous dites 
c’est une petite ville resserrée plutôt que par 
suite d’autres facteurs.

M. Sellick: Oui, c’est juste.

M. Rose: Le facteur décisif est de savoir si 
les gens emploieront le transport public. Cela 
dépend non seulement de la population mais 
aussi jusqu’à quel point c’est frustrant de 
conduire sa propre voiture; est-ce le cas ici 
dans cette ville?

M. Sellick: La situation est terrible. Le pro
blème du stationnement est aigu. Halifax 
maintenant a porté le prix de ses compteurs à 
25 cents en parlant d’éviter la congestion, 
chaque année, la situation empire par suite 
du fait qu’une bonne part du trafic se trouve 
dans la partie sud. On développe le nord mais 
en fait, les voies ferrées, comme vous le 
voyez, coupent les débouchés à moins de les 
employer de façon efficace. Des parcs de sta
tionnement pourraient être réservés pour les 
automobiles comme on l’a fait sur la ligne 
Toronto-Burlington.

M. Rose: Vous avez fait une déclaration et 
j’aimerais bien que vous me donniez d’autres
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[Texte]
expand on it if you will. You said rail lines 
are an inhibitor towards regional planning. 
We have had a similar situation in the Fraser 
Valley where I come from with the new unit 
train lines. What have you got to say about 
that situation here. You are calling for the 
removal of rail lines, are you not?

Mr. Sellick: I am calling for the relocation 
of rail lines that grew up like Topsy through 
the ages. Here are the yards and lines that 
are in a residential area. Here is an area with 
lots of room to expand for industrial growth, 
plenty of space to locate the rail lines proper
ly, a much shorter route, a more efficient 
route that would fit in with future planning. 
It would be economical for the ra.lway to 
consider it and to convert this roadbed to a 
highway. This is badly needed for a highway. 
This Bicentennial Drive has not proven 
successful. It is used to only one-third of its 
capacity.

Mr. Rose: Perhaps as the region grows it 
might have more use because there might be 
residences out there. I do not want to pursue 
that because I do not want to take up too 
much time.

Mr. Sellick: But I would mention, sir, that 
it does enter Halifax at the wrong place. That 
road was put in because of reluctance to tack
le the railway on this question. A great deal 
of money was spent and it is used to only 
one-third capacity.

Mr. Rose: Sir, I will not pursue it beyond 
this point. Are these rail lines all one 
railroad?

Mr. Sellick: All one?

Mr. Rose: Yes. Or is it CPR plus CNR?

Mr. Sellick: No. They are all CNR lines 
although CPR coming up from the valley 
uses—they are CNR lines.

Mr. Rose: There is no particular advantage 
in rationalizing the rail lines here because 
they are all served by the one trackage any
way?

Mr. Sellick: Right.
Mr. Rose: Thank you very much.
The Chairman: Mr. Horner.
Mr. Horner: Have you talked it over with 

the city council at all? What is their opinion 
of this planning?

29691—8}

[Interprétation]
détails si vous le voulez bien, à l’effet que les 
voies ferroviaires empêchent la planification 
régionale. Nous avons eu une situation analo
gue dans la vallée de Fraser d’où je viens, 
moi, avec les lignes de chemins de fer uni
ques. Qu’est-ce que vous avez à dire à ce 
sujet ici? Demandez-vous qu’on enlève les 
voies ferrées?

M. Sellick: Je demande qu’on déplace les 
voies ferrées qui ont poussé comme des 
champignons au cours des années. Voici les 
cours de triage et les voies ferrées qui se 
trouvent dans une section résidentielle. Voici 
un autre endroit où il y a beaucoup de place 
libre où l’on pourrait déplacer les voies ferro
viaires qui donnerait une route plus efficace 
et plus courte grâce à cette planification. Ce 
serait très économique pour le chemin de fer 
d’étudier cette possibilité et nous pourrions 
alors prendre le sommier de la ligne ferro
viaire pour en faire une grande route. L’autre 
grande route la Bicentennial Drive n’est pas 
tellement réussie. On s’en sert à peine au tiers 
de sa capacité.

M. Rose: Peut-être qu’au fur et à mesure de 
l’expansion, on s’en servira de plus en plus 
mais je ne veux pas prendre plus de temps.

M. Sellick: Je pourrais dire, par exemple, 
que nous entrons à Halifax par le mauvais 
bout, si vous le voulez. Cette route avait jus
tement été construite, de façon à ne pas cha
touiller les principes des compagnies de che
min de fer. Elle a coûté très cher et ce n’est 
que le tiers de sa capacité qui est employé.

M. Rose: Je ne poursuivrai pas la question 
plus loin. Est-ce que ces lignes appartiennent 
à une ou à plusieurs compagnies?

M. Sellick: Une seule compagnie?

M. Rose: Oui. Ou est-ce qu’il s’agit du CP et 
du CN?

M. Sellick: Non, ce sont toutes des lignes 
du CN. Le CP qui vient de la vallée s’en sert, 
mais les lignes appartiennent au CN.

M. Rose: Il n’y a donc aucun avantage à 
rationaliser, car les deux se servent des 
mêmes voies ferrées.

M. Sellick: En effet.
M. Rose: Merci beaucoup.
Le président: Monsieur Homer.
M. Horner: Avez-vous discuté de ces ques

tions avec le conseil municipal? Que pense- 
t-il de cette planification?
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Mr. Sellick: Yes, I am a sort of a met

ropolitan citizen: I work with Dartmouth, 
Halifax, and the county and the consensus is, 
of course, that we have a serious problem on 
our hands. City council members I have 
talked to agree there is a serious technical 
problem if it can not be put in without inter
fering with the containerized shipping. The 
depth there is anywhere from 60 to 80 feet 
and the width of the channel is 300 feet or 
more and some dredging could be done.

Mr. Horner: It would be a pretty costly 
bridge, would it?

Mr. Sellick: No, it is only 500 yards long. It 
has to be a low level bridge because it will 
handle only about one per cent grade whereas 
the present road bridge is 160 feet high like 
the Angus L. MacDonald Bridge. This 
bridge, by the way, when it opens, is going to 
alter the picture. This part of the area is 
going to develop much faster after that 
bridge is opened in December.

Mr. Horner: What bridge is going to open 
in December?

Mr. Sellick: A road bridge.

Mr. Horner: A road bridge.

Mr. Sellick: A road bridge here.

Mr. Horner: What do the railroads think of 
your plan of shuffling their track around? Do 
they approve of it?

Mr. Sellick: The last word I have on it— 
when Mr. Regan was member of Parliament 
he put the question to Mr. Gordon at a Rail
way Committee meeting and the answer was 
that when the land was needed for other pur
poses, certainly the railway would consider it.

Mr. Horner: In many places in western 
Canada, Saskatoon, Calgary, Edmonton, the 
railways have moved out of the city. Ottawa 
is another example, to some extent. They are 
thinking of moving in Calgary. They could 
not get along with the city council; that is the 
big problem there.

Mr. Sellick: Yes.

Mr. Horner: There has been no real getting 
together of the three bodies concerned here 
on this bridge?

Mr. Sellick: No. I am sorry to say there has 
not been very good co-operation among the 
three local governments concerned.

[Interpretation]
M. Sellick: Oui, je suis en quelque sorte 

citoyen de la métropole, car je travaille à 
Dartmouth, Halifax, et dans le comté même. 
Selon l’opinion générale, nous avons un grave 
problème de circulation. Les membres du 
conseil municipal auxquels j’ai parlé recon
naissent qu’il y a vraiment un problème tech
nique sérieux si on ne peut faire escale sans 
nuire au transport par cadres. La profondeur 
à cet endroit est de 60 à 80 pieds et le chenal 
est large de 300 pieds ou plus, et on pourrait 
y faire du dragage.

M. Horner: Le pont coûterait assez cher, 
n’est-ce pas?

M. Sellick: Non, il n’a que 500 verges de 
longueur. Il faudrait que ce soit un pont à bas 
niveau, alors que le pont de la route, à 
l’heure actuelle, est haut de 160 pieds, comme 
le pont Angus L. MacDonald. Lorsqu’on 
ouvrira le pont en décembre, toute cette par
tie de la région se développera plus 
rapidement.

M. Horner: Quel pont doit ouvrir en 
décembre?

M. Sellick: Un viaduc.

M. Horner: Un viaduc?

M. Sellick: Oui.

M. Horner: Qu’est-ce que les chemins de 
fer pensent du déplacement de leurs lignes de 
chemin de fer? Est-ce qu’ils l’approuvent?

M. Sellick: M. Regan, lorsqu’il était député, 
avait posé la question à M. Gordon, lors d’une 
séance du comité des chemins de fer, et on 
avait répondu qu’évidemment, lorsque la cir
culation le justifierait, on envisagerait cette 
possibilité de déplacer les lignes.

M. Horner: A plusieurs endroits, dans 
l’Ouest du Canada, Saskatoon, Calgary, 
Edmonton, on a déplacé les chemins de fer à 
l’extérieur de la ville. Ottawa est un autre 
exemple, jusqu’à un certain point. On y songe 
à Calgary. C’est le conseil municipal qui n’y a 
pas consenti jusque là. Voilà le problème 
là-bas.

M. Sellick: Oui.

M. Hornar: Mais, ici, en fait, il n’y a pas eu 
vraiment de collaboration entre les trois orga
nismes intéressés?

M. Sellick: Non, je dois reconnaître qu’il y 
a eu très peu de collaboration entre les trois 
gouvernements locaux en cause.
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[Texte]
Mr. Horner: Do you think the federal gov

ernment should take a little initiative through 
the C.T.C. in rail line rationalization?

Mr. Sellick: I would like to have a closer 
look at it. It seems to me that there is an 
excessive rail line here. There is a much 
shorter route here and a future location—the 
time may come when this station may have 
to moved out and by planning now and setting 
aside the land now, this would make a more 
suitable site for the station. But the com
muter idea is something for the future and the 
area lends itself very well to the possibility.

Mr. Horner: I commend you for the work 
you have done on it and wish you every 
success.

Some hon. Members: Hear, hear.

The Chairman: Mr. Carter.

Mr. Carter: Mr. Chairman, my questions 
were asked by Mr. Homer. Like the other 
members I would want to congratulate Mr. 
Sellick on his presentation but as all these 
areas fall within the municipalities, Halifax, 
Dartmouth and, I presume, Bedford, my 
question was, what is the reaction from the 
various councils involved, but you have 
already answered that question.

Mr. Sellick: It is such a big problem. Being 
a Maritimer, I will have to admit that we 
have developed a little psychology down here 
called the psychology of being powerless. 
Individuals do not feel that anything is going 
to happen. I think we have taken a pessimis
tic view and it does look like a big proposi
tion,but if this were looked into fully with the 
shorter distance and the greater planning that 
could take place I am sure the picture would 
be altered. At the moment it just staggers the 
imagination of most people. It seems to be a 
staggering proposition.

Mr. Carter: Has the problem been discussed 
with the city planners of these two cities, 
Dartmouth and Halifax?

Mr. Sellick: Yes, at the present time a 
transportation study is being undertaken by 
the regional planning commission. The con
sultants were very interested in the idea and 
are including it in their report. So, it will be 
included there.

Mr. Carter: They share your concern pretty 
well as to the future use of land in that area 
and so on?

[Interprétation]
M. Horner: Croyez-vous que Le gouverne

ment fédéral devrait prendre une certaine 
initiative grâce à la Commission canadienne 
des transports, en matière de rationalisation 
des lignes de chemins de fer?

M. Sellick: Je voudrais étudier la question 
de plus près. J’ai l’impression qu’il y a trop 
de voies ferrées ici. La route de ce côté-ci 
serait beaucoup plus courte et le moment 
viendra peut-être où il faudra déplacer la 
gare. Alors, en réservant le terrain, à l’heure 
actuelle, l’emplacement serait plus propice 
pour la gare. Mais l’idée, c’est de prévoir 
pour l’avenir, et la région se prête très bien à 
cela.

M. Horner: Je vous félicite du travail que 
vous avez fait, et je vous souhaite plein 
succès.

Des voix: Bien dit!

Le président: Monsieur Carter.

M. Carter: Monsieur le président, mes 
questions ont été posées par M. Horner. Tout 
comme les autres membres, je voudrais félici
ter M. Sellick pour son mémoire. Mais comme 
toutes ces régions se trouvent à être dans des 
municipalités, Halifax, Dartmouth et, je pré
sume, Bedford, je voulais savoir quelle est la 
réaction des divers conseils municipaux en 
cause, mais vous avez déjà répondu à cette 
question.

M. Sellick: Le problème est tellement for
midable. Dans les Maritimes, je dois avouer 
que nous avons réussi à développer une psy
chologie, celle que nous appelons la psycholo
gie des impuissants. On ne croit pas que quel
que chose puisse se produire. Je crois que 
nous avons probablement adopté une attitude 
pessimiste. En fait, on dirait qu’il s’agit d’un 
programme d’envergure, mais si on exami
nait la question de plus près, la question de la 
réduction du parcours et la question de la 
planification pour l’avenir, ce serait très 
sensé, mais à l’heure actuelle, on semble 
croire que le projet est fantastique, est trop 
énorme.

M. Carter: Est-ce qu’on a discuté du pro
blème avec les urbanistes de ces deux villes, 
Dartmouth et Halifax?

M. Sellick: Oui. A l’heure actuelle, il y a 
une étude qui a été entreprise par la commis
sion régionale d’urbanisme. Les conseillers en 
urbanisme sont très intéressés par cette idée 
et ils vont l’inclure dans leur rapport. Alors, 
on la trouvera là.

M. Carter: Comme vous, ils se préoccupent 
surtout de l’emploi futur du terrain dans cette 
région, et ainsi de suite?
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[Text]
Mr. Sellick: They do.
The Chairman: Mr. Portelance.

Mr. Portelance: I would like to ask Mr. 
Sellick if this problem was ever brought up 
with Mr. Stanfield, the representative of this 
riding?

Mr. Sellick: I have had correspondence 
with Mr. Stanfield when he was Premier here 
and since he went to Ottawa. He is very 
sympathetic toward it although he will not 
commit himself. He did, however, make a 
decision on the Narrows road bridge. From a 
traffic standpoint, purely traffic standpoint, 
the south end road bridge was preferable but 
from a planning standpoint, the north end 
crossing was preferable. The answer is simply 
this, that the area for development in Hali- 
fax-Dartmouth is here. This land is unlimited, 
right to Canso if necessary, and it is a vast 
area of land and there is where the growth is 
going to be.

The Chairman: That completes the ques
tioning, thank you.

The briefs of the Atlantic Bridge Company 
Limited, Nova Headwear Limited, and East
ern Drug Services will stand.

Gentlemen, this completes our work for 
this afternoon.

Mr. Skoberg: Mr. Marsh of the Port of 
Halifax Commission has suggested that he 
would pick those of us up who would like to 
see the port facility and the proposed port in 
the morning at 8:45 o’clock for 45 minutes.

The Chairman: I am sorry, we cannot do it 
unless we do it now.

Mr. Skoberg: What is wrong with 8:45 
o’clock in the morning. We are back here at 
9:30 o’clock?

The Chairman: We will be out of our sche
duled time again tomorrow morning.

Mr. Skoberg: I thought we were starting at 
9:30 o’clock are we not? Forty-five minutes.

Mr. Horner: We will be back.

The Chairman: We have to make it 8:30 
o’clock.

Mr. Skoberg: We are going to be back here 
at 9:30 o’clock. For those that want to go he 
said he will have a bus up there at the Lord 
Nelson Hotel and down at the other hotel in 
the morning.

[interpretation]
M. Sellick: En effet.
Le président: Monsieur Portelance.

M. Portelance: J’aimerais demander à M. 
Sellick si le problème a été discuté avec M. 
Stanfield, qui représente cette circonscrip
tion-ci.

M. Sellick: J’ai déjà eu un échange de cor
respondance avec M. Stanfield quand il était 
premier ministre ici, et depuis qu’il est rendu 
à Ottawa. Il est très sympathique à l’idée, 
même s’il ne veut pas se compromettre ou 
s’engager. Il a toutefois pris une décision en 
ce qui concerne le pont Narrows. Du point de 
vue de la circulation, évidemment, le pont 
aurait été préférable à l’extrémité sud, mais 
du point de vue de la planification, c’est 
mieux à l’extrémité nord. La réponse, c’est 
que la région la mieux située pour le dévelop
pement d’Halifax-Dartmouth se trouve ici. Le 
terrain est illimité, d’ici jusqu’à Canso, au 
besoin. C’est un vaste terrain qui serait dispo
nible, et c’est là que la croissance va se 
produire.

Le président: C’est la fin de notre période 
de questions. Je vous remercie.

Nous allons réserver les mémoires de l’At- 
lantic Bridge Company Limited, de la Nova 
Headwear Limited et de la Eastern Drug 
Services.

Alors, Messieurs, ceci met fin à notre tra
vail pour l’après-midi.

M. Skoberg: M. March, de la Commission 
du port d’Halifax, a laissé entendre qu’il 
prendra avec lui ceux d’entre nous qui dési
rent visiter le port et le projet du port, à 9 
heures moins le quart, pendant 45 minutes.

Le président: On ne peut le faire à moins 
de le faire maintenant.

M. Skoberg: Pourquoi ne pas le faire à 9 
heures moins le quart, le matin; on serait de 
de retour ici à 9 heures trente?

Le président: Il faut tenir compte du tra
vail que nous avons à faire demain.

M. Skoberg: Je croyais que nous allions 
commencer à 9 heures trente. Quarante-cinq 
minutes.

M. Horner: Nous serons de retour.

Le président: Nous devons nous réunir à 8 
heures trente.

M. Skoberg: Nous serons de retour à 9 heu
res trente. Pour ceux qui veulent y aller, il y 
aura un autobus au Lord Nelson, qui se ren
dra à l’autre hôtel.
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[Texte]
The Chairman: Does the Committee agree 

to that? It is agreed.
Do not forget that we meet here tonight at 

8:00 o’clock. There will be a reception 
tonight at the Lord Nelson Hotel from 6:00 
o’clock to 7:00 o’clock by the hon. T. J. 
McKeough, Minister of Trade and Industry.

We are sitting tonight at 8:00 o’clock. 
Agreed?

Some hon. Members: Agreed.

EVENING SITTING

The Chairman: Ladies and gentlemen, our 
next briefing tonight will be by the Halifax 
Board of Trade, page 621. I have here Mr. 
George Robertson.

Mr. George Robertson (Vice-President, 
Halifax Board of Trade): Mr. Chairman, 
members of the Committee, it was very 
gracious of you to permit us to be with you 
this evening. Our brief was submitted last 
year and is in a general form, not dealing too 
much with detailed specifics.

The brief primarily sets forth the point that 
the Halifax Board of Trade is deeply 
involved in matters of the Maritime Trans
portation Commission and has accordingly 
been in support of its representations. The 
Board in its brief has set forth the serious 
disparity of income of the population of the 
Maritime Provinces and the effect, because of 
that, of transportation costs into and out of 
these provinces.

Our Board was involved in the organization 
of a shippers’ association from Toronto and 
Montreal into Halifax but our local distribu
tion of goods just is not large enough to sup
port local grouping of the same type. Our 
manufacturers are supplying a very small 
population very widely scattered, and many 
of our people are not able to be reached by 
these manufacturers on terms that are really 
favourable to the local manufacturers vis-à- 
vis those who are shipping from more central 
points in Ontario and Quebec.

Despite the fact that we are on the ocean 
seaboard here in Halifax, we are not in a very 
favourable position because of that due to the 
fact that the overseas shipping rates to Hali
fax are basically the same as to Montreal and 
we get no added advantage, in ordinary 
instances, for cargos in or out of this port for 
our local manufacturing or shipping purposes.

I would suggest to you that the Port of 
Halifax is one of the most important national

[Interprétation]
Le président: Le Comité est-il d’accord?
Convenu.
Noubliez pas que nous nous réunissons ce 

soir à 8 heures. Ce soir, il y aura une récep
tion au Lord Nelson, de 6 à 7. C’est M. T. J. 
McKeough, ministre du Commerce et de l’In
dustrie qui nous reçoit.

Nous siégeons ce soir, à 8 heures. D’accord?

Des voix: D’accord.

SÉANCE DU SOIR

Le président: Mesdames, messieurs, nous 
allons maintenant entendre la présentation du 
mémoire de la Chambre de commerce d’Hali
fax, qui se trouve à la page 621. Nous avons 
ce soir avec nous M. George Robertson.

M. George Robertson (vice-président de la 
Chambre de commerce d'Halifax): Monsieur 
le président, messieurs les membres du 
Comité, nous sommes heureux d’être accueil
lis par vous ici ce soir. Nous avons présenté 
notre mémoire l’année dernière. Il traite de la 
situation d’ensemble, sans s’attacher au détail.

Le mémoire établit essentiellement le fait 
que la Chambre de commerce d’Halifax a 
appuyé les instances présentées par la Com
mission des transports des Maritimes, avec 
laquelle elle est en rapport étroit. Dans son 
mémoire, la Chambre de commerce a signalé 
la disparité grave des revenus de la popula
tion des provinces Maritimes, et les effets 
qu’ont, en conséquence, les coûts du transport 
vers ces provinces et en provenance de ces 
provinces.

Notre Chambre de commerce s’est occupée 
de l’organisation d’une association d’expédi
teurs de Toronto et de Montréal vers Halifax, 
mais la distribution locale de nos denrées 
n’est pas suffisante pour soutenir des associa
tions locales du même genre. Nos fabricants 
approvisionnent une très petite population, 
très éparpillée, et bon nombre de nos gens ne 
peuvent être atteints par ces fabricants à des 
conditions qui avantagent vraiment nos fabri
cants locaux par rapport à ceux qui expédient 
leurs produits de points plus centraux, soit de 
l’Ontario et du Québec.

Bien que nous nous trouvions sur le littoral 
de l’Atlantique, ici, à Halifax, nous ne som
mes pas dans une situation très favorable 
pour autant, car les tarifs d’expédition d’ou
tre-mer, que ce soit vers Halifax ou vers 
Montréal, sont essentiellement les mêmes. Et 
nous n’avons pas d’avantage supplémentaire, 
la plupart du temps, pour les cargaisons qui 
arrivent dans notre port ou en sortent, aux 
fins de notre fabrication ou de notre expédi-
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assets of this country but the port of New 
York probably carries far more Canadian 
goods in and out than are ever shipped in the 
course of a year through Halifax.

We are very much concerned about the 
continuation of the concept of the Maritime 
Freight Rates Act of 1927. We feel it should 
be updated and the concept should be devel
oped and enhanced to support transportation 
problems in this area. The governments of 
the four provinces have already made 
detailed representations and we support them.

We suggest primarily that the favourable 
establishment of freight rates that are geared 
to these provinces will benefit the other parts 
of Canada, particularly the Quebec and 
Ontario manufacturers, in keeping up the 
purchasing power of this area, and the ship
ment of our goods to the central Canadian 
market will do the same. We stress that our 
producers, both the primary and secondary, 
work on a smaller volume and longer dis
tances to consumers, a widely scattered 
local market and, most important, I suggest, 
the slim profit possibilities because of the 
lower volume of business available to them.

And when transportation rates alter seri
ously, our producers just cannot keep up with 
the variations and survive. So it is very 
important to us that the preferential freight 
rate system be maintained. The changes in 
less-than-carload-lot rates last year greatly 
increased the cost of goods throughout this 
province and elsewhere in the Maritime and 
Atlantic area.

Something has happened too since we put 
in the brief last year. The development of 
containerization through the port of Halifax is 
now becoming a real possibility and the ship
ment of large cargos through trains specially 
designed to carry bulk cargos and connecting 
with world shipping facilities can be devel
oped through Halifax if this opportunity is 
seized, but we need a great deal of support in 
transportation to make this possible.

The railways I suggest are not geared to 
this at the moment. They need a great deal of 
improvement in roadbeds and facilities. We 
have only single tracks through a great part 
of the Maritimes and unless there is a lot 
done to improve the railway system, we will

[Interpretation]
tion régionales. Je dirais que le port d’Halifax 
est l’un des avantages nationaux les plus 
importants de ce pays. Malgré tout, le port de 
New-York reçoit et expédie beaucoup plus de 
marchandises canadiennes au cours d’une 
année qu’on n’en voit ici, à Halifax.

Nous tenons énormément au maintien des 
principes de la Loi de 1927 sur le transport 
des marchandises dans les Maritimes. Elle 
devrait être mise à jour, et les principes qui 
l’inspirent devraient être étendus et renforcés 
afin d’aider à résoudre le problème des trans
ports dans cette région. Les gouvernements 
des quatre provinces ont déjà présenté des 
instances détaillées, et nous les appuyons.

Nous estimons, avant tout, que l’établisse
ment d’un tarif-marchandises conçu en fonc
tion de ces provinces servira aussi les intérêts 
du reste du Canada, et en particulier des 
fabricants du Québec et de l’Ontario, en 
maintenant le pouvoir d’achat de cette région; 
et il en est de même de l’expédition de nos 
produits vers les marchés du centre du 
Canada. Nous signalons que nos producteurs 
aussi bien primaires que secondaires, travail
lent en fonction d’un volume plus faible, 
d’une plus longue distance à parcourir pour 
atteindre le consommateur, d’un marché local 
très éparpillé, et, ce qui est à mon avis, le 
plus important, d’une marge de profits beau
coup plus mince, vu le volume assez réduit de 
leurs affaires.

Lorsque le tarif du transport se modifie de 
façon sensible, nos producteurs ne peuvent 
faire face à ces variations et survivre. Il est 
donc très important, pour nous, que le régime 
du tarif préférentiel pour le transport des 
marchandises soit maintenu. La modification 
apportée l’an dernier au tarif de transport des 
marchandises par chargement incomplet a fait 
monter considérablement le prix des denrées 
dans toute la province et ailleurs dans les 
régions Maritimes et Atlantiques.

Quelque chose d’autre s’est produit depuis 
que nous avions présenté ce mémoire l’an 
dernier. L’emploi du transport par cadres par 
le port d’Halifax devient maintenant une pos
sibilité réelle, et l’on pourrait développer, au 
moyen d’Halifax, l’expédition de grosses car
gaisons par trains conçus spécialement pour 
le transport des grosses cargaisons et reliés 
aux voies d’expédition du monde, si l’on pro
fitait de cette occasion, mais il nous faut un 
appui considérable, dans le domaine des 
transports,- pour y parvenir.

Les chemins de fer ne sont pas adaptés à la 
situation nouvelle, pour le moment. Il nous 
faut améliorer considérablement la super
structure ferroviaire, ainsi que notre service. 
Nous n’avons que des chemins de fer à voie 
unique dans une bonne partie des Maritimes,
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[Texte]
not be able to seize the opportunity to devel
op containerization and these large bulk 
shipment procedures which are now coming 
into being.

The Chairman: Thank you very much for 
your presentation. Mr. Thomas.

Mr. Thomas (Moncton): Mr. Chairman, Mr. 
Robertson, one thing I have noticed—it has 
been a pattern over the years but it becomes 
very evident when there is labour trouble, for 
example, in the port of New York, that a 
great deal of overseas traffic is then diverted 
to Halifax. There is export traffic from 
Canadian exporters going overseas which had 
been going through the port of New York, 
and a lot of it is import traffic coming into 
the country—Canadian importers bringing 
their goods in through New York. Halifax 
does not seem to get the benefit of this unless 
there is trouble in New York and the ships 
are diverted to Halifax.

What is the reason that these importers and 
exporters are using the port of New York 
instead of the Port of Halifax?

Mr. Robertson: I suppose the brutal truth is 
that the ocean shipping rates across the 
Atlantic are basically the same to Halifax, 
New York or Montreal. There is a much 
shorter freight route from New York to 
Toronto or Montreal and cost is therefore 
going to be considerably less.

Mr. Thomas (Moncton): I suppose it may be 
a redundant question, but has the Port of 
Halifax made representation—I suppose they 
have over the years—to the shipping compa
nies? Is there any possibility of having these 
rates altered? Obviously if Halifax can be 
used when New York is in trouble, if Halifax 
could get these shipments on a regular basis 
it would add a great deal to your revenues 
and your income here.

Mr. Robertson: I do not think the Port of 
Halifax as a small entity is capable of break
ing the world freight rate system of the ship
ping companies.

Mr. Thomas (Moncton): The reason I bring 
this up is that it is just another one of the 
problems you have here. The fact is that this 
is what is taking trade away from the Port of 
Halifax that could very well come here.

Mr. Robertson: In fairness, the handling of 
the cargos in and out of vessels is almost as

[Interpretation]
et, à moins que l’on n’améliore beaucoup 
notre réseau ferroviaire, nous ne serons pas 
en mesure de profiter de cette occasion de 
mettre au point le transport par cadres et les 
méthodes d’expédition de grosses cargaisons 
qui deviennent maintenant possibles.

Le président: Merci beaucoup de votre 
exposé. Monsieur Thomas?

M. Thomas (Moncton): Monsieur le prési
dent, monsieur Robertson, j’ai remarqué une 
chose: cela est courant depuis des années, 
mais devient très évident lorsqu’il y a des 
difficultés sur le plan ouvrier, par exemple, 
dans le port de New York; une bonne partie 
du trafic d’outre-mer est alors dirigé sur Hali
fax. Il y a les exportations outre-mer des 
exportateurs canadiens qui passent ordinaire
ment par le port de New York, ainsi que le 
traffic d’importation des importateurs cana
diens qui font venir leurs marchandises par 
New York. Halifax semble ne bénéficier de 
tout ce trafic que lorsqu’il y a des difficultés à 
New York, et que l’on dirige alors les navires 
sur Halifax.

Pour quelle raison ces importateurs et 
exportateurs utilisent-ils le port de New York 
de préférence à celui d’Halifax?

M. Robertson: La vérité, c’est que les tarifs 
d’expédition sur l’Atlantique sont essentielle
ment les mêmes, qu’il s’agisse d’Halifax, de 
New York ou de Montréal. La route de trans
port des marchandises est beaucoup plus 
directe de New York à Montréal ou Toronto, 
et le coût est donc beaucoup moins élevé.

M. Thomas (Moncton): Ma question est 
peut-être mutile, mais est-ce que le port 
d’Halifax a présenté des instances,—je suppose 
que oui, au cours des années,—aux com
pagnies d’expédition. Ne serait-il pas possible 
de modifier ces tarifs? De toute évidence, si 
l’on peut avoir recours aux services d’Hali
fax, lorsqu’il y a des difficultés à New York, 
si Halifax pouvait obtenir ces expéditions de 
façon régulière, cela augmenterait considéra
blement vos recettes et vos revenus.

M. Robertson: Je ne pense pas que le port 
d’Halifax, qui n’est pas très important, puisse 
faire modifier le tarif de transport internatio
nal des marchandises qu’appliquent les com
pagnies d’expédition.

M. Thomas (Moncton): Si je mentionne 
cette question, c’est qu’elle constitue l’un des 
nombreux problèmes qui se posent ici. A vrai 
dire, cela enlève au port d’Halifax une partie 
du commerce qui pourrait fort bien venir ici.

M. Robertson: A vrai dire, le chargement et 
le déchargement des cargaisons sont presque
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[Text] [Interpretation]
expensive as the transportation factor. A few aussi coûteux que le transport. Quelques cen- 
hundred miles or a thousand miles additional taines de milliers de milles de plus sur l’océan 
on ocean routing may not add very materially n’a joutent pas tellement au coût de Tutilisa-
to the cost of the actual ship use, particularly 
in broken cargo handling.

Mr. Thomas (Moncton): Is there anything 
then that the Port of Halifax could do that 
they have not already done to attract some of 
this export-import business to the port?

Mr. Robertson: I think that the great possi
bility for Halifax now is the development of 
these large bulk cargo movements such as ore 
concentrates out of the various parts of Cana
da to the European market and similar types 
of heavy shipments into, say, the central 
Canadian and central American market as 
well, such as ores and steel and things of this 
sort going into Detroit. What is happening is 
that the change in the cost of shipment by 
rail using very long trains and large bulk 
shipments of one commodity can drop the 
actual rail cost to a level that is competitive 
with the sea costs. And when this happens 
then Halifax can get into this stream and it 
can move shipments so much faster by rail if 
they are organized on this unit train basis.

Mr. Thomas (Moncton): That is all.

The Chairman: Mr. Nowlan.

Mr. Nowlan: Mr. Thomas covered pretty 
well the question I was going to ask. I quite 
agree that Halifax by itself could not exert 
too much influence on the international ship
ping cartel, but what about a government and 
the part of a government policy? Is the thing 
completely hopeless of using the wharf situa
tion that we have and yet do not get benefit 
from?

Mr. Robertson: We have quite substantial 
facilities here. In the last week or two they 
have been used to their maximum.

Mr. Nowlan: That is because of the trouble 
down below.

Mr. Robertson: That is only partly so.

Mr. Nowlan: But my question is, if a gov
ernment took as a matter of policy that this 
in effect is an international cartel and as far 
as transportation is concerned, there should 
be some benefit because we stick out in the 
Atlantic—New York and Halifax, yes—I can 
see why there is no difference there but I 
really wonder if there is a difference between

tion du navire même, surtout pour les cargai
sons incomplètes.

M. Thomas (Moncton): Y a-t-il quelque 
chose que le port d’Halifax pourrait faire, et 
qu’il n’ait par encore fait, pour attirer 
une partie du commerce d’importation et 
d’exportation.

M. Robertson: Je pense que la grande pos
sibilité pour Halifax, à l’heure actuelle, réside 
dans la mise au point de ce transport de 
grosses cargaisons, comme les concentrés de 
minerai, des différentes régions du Canada 
vers le marché européen, ou d’autres expédi
tions lourdes de ce genre vers les marchés du 
centre du Canada ou du centre des États- 
Unis, comme les minerais, l’acier, etc., que 
l’on expédie à Détroit. Ce qui se produit, c’est 
le changement des coûts d’expédition fer
roviaire par trains très longs et par grosses 
expéditions en vrac d’une même denrée peut 
faire baisser beaucoup le coût réel du trans
port ferroviaire jusqu’à un niveau qui puisse 
faire concurrence au coût du transport mari
time. Si cela se produit, Halifax pourra entrer 
en jeu, et acheminer les expéditions beaucoup 
plus rapidement par chemin de fer, si Ton 
adopte ce système de train-unité.

M. Thomas (Moncion): C’est tout.

Le président: Monsieur Nowlan.

M. Nowlan: M. Thomas a posé à peu près la 
question que je voulais poser. Je conviens 
qu’Halifax seul ne pourrait exercer une in
fluence réelle sur le cartel international d’ex
pédition. Mais que dire d’un gouvernement, et 
du rôle que peut jouer sa politique? N’y a-t-il 
aucun espoir d’utiliser les quais que nous 
avons à notre disposition, et dont nous ne 
bénéficions pas?

M. Robertson: Nous avons des installations 
assez considérables. Ces deux dernières 
semaines, on les a utilisées au maximum.

M. Nowlan: C’est parce qu’il y a des 
difficultés aux États-Unis.

M. Robertson: Ce n’est là que Tune des 
raisons.

M. Nowlan: Mais je me demande, si le gou
vernement adoptait comme politique qu’il s’a
git en effet d’un cartel international, et qu’en 
matière de transports, nous devrions en reti
rer des bénéfices, car nous sommes sur l’At
lantique—New York et Halifax, oui, je peux 
comprendre qu’il n’y ait pas là de diffé
rence—mais y en a-t-il une entre Halifax et
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[Texte] [Interprétation]
Halifax and Montreal. Is the thing completely Montréal? Est-ce que la situation est vraiment 
hopeless as far as you are concerned and désespérée, en ce qui vous concerne, et d’a- 
from the experience you have had in this près l’expérience que vous en avez? 
field?

Mr. Robertson: I do not think it is hopeless 
but we would have to have a very favourable 
freight rate movement cost from Halifax to 
Montreal to really make up for the fact that 
the shipment into Montreal except for the 
time factor is costing the same.

Mr. Nowlan: So then, coming to the con
tainerization, why do you think Halifax is 
going to develop as a containerization port 
when the preference is gone, as a matter of 
fact, to Montreal for the whole general cargo 
situation? Because they got together in Lon
don and agreed that Montreal and Halifax are 
the same as far as rates are concerned. It is 
not that I am against containerization but 
from your experience and point of view, why 
do you think the situation is not going to just 
revert to the way it has always been and that 
the containerization will be more economical 
to develop in Montreal?

Mr. Robertson: Perhaps it will. But the one 
favourable aspect about it and the one favour
able possibility is that large bulk shipments 
which have small handling costs at dockside 
and the use of large trains—much larger than 
we now have—would reduce the unit han
dling costs and speed up the movement so 
much that it would take days off the shipping 
time. That would really make Halifax one of 
the most important links in a worldwide 
connection across the continent, right out to 
Vancouver and again out to Japan, for 
example.

Mr. Nowlan: Well, I am all for it. I just 
wanted an answer to relieve the problem in 
my mind that it has not worked so far and 
that we are not going to fall in the same 
dilemma.

Mr. Robertson: Mr. Nowlan, it is my view 
that if we can seize the opportunity in Hali
fax today and take advantage of this new 
possibility—and it is going to require a great 
deal of help from government at all levels— 
Halifax will become one of the most impor
tant world ports.

Mr. Nowlan: With help from government at 
all levels leads me to my last question. What 
can a transportation committee like this 
recommend as government policy? Does this 
mean the roadbed between here and Montreal

M. Robertson: Je ne pense pas que la situa
tion soit désespérée, mais il nous faudrait 
avoir un tarif de transport des marchandises 
très avantageux d’Halifax à Montréal pour 
compenser réellement le fait que les expédi
tions vers Montréal, sauf pour ce qui est du 
facteur temps, coûtent la même chose.

M. Nowlan: Dans ce cas, si l’on en vient au 
transport par cadres, pourquoi pensez-vous 
qu’Halifax va devenir un port spécialisé dans 
ce type de transport, alors que la préférence 
est allée à Montréal, en fait, pour la situation 
d’ensemble relative aux cargaisons? Car, à 
Londres, on est convenu qu’il n’y a aucune 
différence entre Montréal et Halifax en ce qui 
concerne les tarifs. Ce n’est pas que je m’op
pose au transport par cadres, mais, d’après 
votre expérience, pourquoi croyez-vous que la 
situation ne reviendra pas à ce qu’elle a tou
jours été, c’est-à-dire qu’il sera plus économi
que d’équiper Montréal pour le transport par 
cadres?

M. Robertson: Ce le sera peut-être. Mais 
l’aspect favorable pour nous, et la seule possi
bilité vraiment favorable pour nous, c’est que 
les grosses expéditions en vrac, qui entraî
nent des frais de manutention peu élevés, et 
qui permettent d’utiliser de longs trains— 
beaucoup plus longs que ceux que l’on utilise 
en ce moment—diminueraient les frais de 
manutention par unité et accéléreraient telle
ment l’expédition que cela permettrait de 
gagner des jours et des jours. Halifax devien
drait alors l’un des maillons les plus impor
tants d’une chaîne internationale de transport 
à travers le continent: on irait directement à 
Vancouver, et, de là, au Japon, par exemple.

M. Nowlan: Je suis tout à fait en faveur de 
cela. Je voulais simplement m’assurer que, 
bien que cela n’ait pas marché jusqu’ici, nous 
n’allons pas nous retrouver dans le même 
dilemme.

M. Robertson: Monsieur Nowlan, je suis 
d’avis que si nous pouvons vraiment saisir 
l’occasion aujourd’hui, à Halifax, et profiter 
de cette nouvelle possibilité et il nous faudra 
pour cela beaucoup d’aide du gouvernement à 
tous les niveaux. Halifax deviendra l’un des 
ports les plus importants du monde.

M. Nowlan: L’aide du gouvernement à tous 
les niveaux, c’est là ce qui m’amène à ma 
dernière question. Qu’est-ce qu’un Comité des 
transports comme celui-ci peut recommander 
comme politique au gouvernement? Cela
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[Text]
should be double-track or revitalized or have 
cranes down here at the National Harbours 
Board? What specifically can we recommend 
to implement this type of policy?

Mr. Robertson: First of all, to be fair, the 
National Harbours Board is now building 
containerization facilities. It is small scale, 
and if it works it will have to be expanded 
tremendously, but then the railway system 
has got to be completely altered because it 
could not cope with very long trains, with its 
present facilities and road bed. Here we are 
talking of trains of two and three to five 
miles in length.

Mr. Nowlan: While there is a pause, may I 
say that one of the fundamental factors in 
making this policy work would be the recon
struction of, in effect, all the road beds right 
across the country.

Mr. Robertson: It may well be.

Mr. Nowlan: That is all for me, Mr. 
Chairman.

The Chairman: Are there any further ques
tions, gentlemen? Mr. Portelance?

Mr. Portelance: Mr. Chairman, I would like 
to ask this gentleman how long it takes now 
for a train to go from Halifax to Montreal 
and how long it takes to go by boat from 
Halifax to Montreal?

Mr. Robertson: It takes us several days by 
boat. If the freight system were geared up the 
train could, of course, get there in a relative
ly short time—under 24 hours—though, it 
does not at the present time under normal 
freight movement. Still, there are trains that 
go through in a relatively short time, as well. 
It is just simply a matter of routing.

At the present time, with basically one line, 
of course, the trains have to wait and pass 
one another, and so on. With very long trains 
this is going to present quite a problem 
because the movements both ways would call 
for really double tracking eventually.

Mr. Portelance: Would you say that a train 
now takes a couple of days and a boat six or 
seven?

Mr. Robertson: It will not take six or seven 
days. After all, the real question is not the 
boat from Halifax to Montreal; it is the fact 
that the boats coming across the Atlantic can 
reach Halifax—let us say they can move at 
least a day quicker, depending on where they 
are going and what great circle route they

[Interpretation]
veut-il dire que l’on devrait renouveler la 
superstructure entre ici et Montréal, ou amé
nager des doubles voies, ou faire construire 
des grues ici par le Conseil des ports natio
naux? Quelles recommandations précises 
peut-on faire pour l’application d’une telle 
politique?

M. Robertson: Tout d’abord, pour être 
juste, le Conseil des ports nationaux est en 
train d’aménager des installations pour le 
transport par cadre. C’est sur une petite 
échelle et si cela donne des résultats il faudra 
prévoir une expansion et les services ferro
viaires doivent être modifiés parce qu’ils ne 
peuvent avoir de longs trains avec l’aménage
ment actuel. On parle des trains de trois à 
cinq milles de long.

M. Nowlan: Maintenant qu’il y a une pause, 
puis-je me permettre de dire que l’un des 
facteurs fondamentaux de cette politique pour 
qu’elle marche serait la reconstruction de l’as
siette de toutes les routes du pays.

M. Robertson: Ça se pourrait.

M. Nowlan: C’est tout pour moi, monsieur 
le président.

Le président: Avez-vous d’autres questions 
à poser? Monsieur Portelance?

M. Portelance: Monsieur le président, je 
voudrais demander au témoin, combien de 
temps il faut pour aller d’Halifax à Montréal 
par train et par bateau?

M. Robertson: Il faut plusieurs jours par 
bateau; si le réseau de messageries était en 
liaison avec les chemins de fer l’achemine
ment se ferait en moins de 24 heures, mais ce 
n’est malheureusement pas le cas. Il y a tou
jours des trains qui font ce parcours en rela
tivement peu de temps. Actuellement, les 
trains doivent s’attendre les uns les autres 
puisqu’il n’y a qu’une seule ligne. Il faut les 
mettre sur les voies d’évitement et avec de 
longs trains, cela présentera un problème, il 
faudrait deux voies.

M. Portelance: Diriez-vous qu’un train 
prend environ deux jours et un navire six ou 
sept?

M. Robertson: Pas tant que cela. Mais la 
véritable question n’est pas le navire d’Hali
fax à Montréal, c’est le fait que les navires 
qui franchissent l’Atlantique peuvent venir à 
Halifax en un jour de moins. Cela dépend de 
l’endroit où ils se rendent et de la route qu’ils 
emploient. S’ils prennent le détroit de Belle-
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[Texte]
take. If it goes in through the Strait of Belle 
Isle it will take approximately a day longer to 
reach Montreal than it would to reach 
Halifax.

But the shipping world is changing. We are 
talking now of ships with a dead weight of 
200,000 tons. These ships could not possibly 
go up the St. Lawrence River.

The Chairman: Mr. Rose?

Mr. Rose: Mr. Chairman, through you to 
Mr. Robertson, I notice in your brief that you 
make quite a point of the lower wages in this 
part of the country. What is your Board doing 
to increase those wages locally so as to 
increase the purchasing power and, therefore, 
the business, in your local markets? In other 
words, what are you doing to create a larger 
internal market and so increase the purchas
ing power of the people who live here?

Mr. Robertson: Statistically, of course, the 
cities of Sydney and Halifax are considerably 
above the average, in the sense of our local 
average. I think you would have first to 
accept the fact that these two major popula
tion groupings are not as depressed as the 
rest of the province of Nova Scotia, generally 
speaking, nor of course the other three 
provinces.

In Halifax I would say that although wage 
levels are below the Toronto and Windsor 
levels you will find a good many people earn
ing reasonably comparable incomes.

Mr. Rose: Would that not be because a 
great number of the people here are civil 
servants and perhaps their income is more or 
less based upon what is the national norm?

Mr. Robertson: I do not think that is entire
ly true. It is true, in part, but there are 
differences in various aspects of civil ser- 
ants; and, of course, many are municipal and 
provincial civil servants who are not affected 
by national norms, as such.

Mr. Rose: Would you say that most of the 
businesses represented on your Board of 
Trade are making satisfactory profits?

Mr. Robertson: I think the general econom
ic conditions in Halifax, and particularly the 
Halifax—Dartmouth metropolitan area, are 
reasonably sound. But most of the industries 
and businesses here are of the service type: 
they are not large manufacturing complexes.

Mr. Rose: I am surprised at the price of 
homes and real estate in this particular area. 
I was told today that within 15 miles of Hali
fax you have, I believe it was mentioned, 
one-third or one-half of the population of the 
whole of Nova Scotia.

[Interpretation]
Isle, il leur faut au moins un jour de plus 
pour aller à Montréal plutôt qu’à Halifax. 
Mais les transports maritimes évoluent, on 
parle maintenant de navires de 200,000 ton
nes. Ces navires ne pourront pas emprunter 
le Saint-Laurent.

Le président: Monsieur Rose.

M. Rose: Je vois dans votre mémoire que 
vous parlez des salaires inférieurs payés dans 
cette région du pays. Je voudrais vous 
demander ce que fait votre conseil pour aug
menter ces salaires et donc le pouvoir d’a
chat? En d’autres mots, que faites-vous pour 
créer un marché interne plus vaste en vertu 
d’un pouvoir d’achat accru des personnes qui 
habitent ici?

M. Robertson: Sur le plan statistique, les 
villes de Sydney et Halifax, sont très au-des
sus de la moyenne locale. Il faut tout d’abord 
accepter le fait que ces deux centres ne sont 
pas aussi sous-développés que le reste de la 
Nouvelle-Écosse ou des trois autres provinces. 
A Halifax, je dirais que bien que les niveaux 
de salaires soient inférieurs à ceux de 
Toronto ou de Windsor, vous trouverez beau
coup de personnes ayant des niveaux de 
salaires à peu près comparables.

M. Rose: N’est-ce pas dû au fait qu’un bon 
nombre de personnes, ici, sont des fonction
naires et que leur revenu est plus ou moins 
en fonction des normes nationales?

M. Robertson: C’est vrai, mais en partie 
seulement parce qu’il y a différents aspects 
dans le fonctionnarisme et beaucoup sont 
municipaux ou provinciaux et ne sont pas 
affectés par les normes nationales en tant que 
telles.

M. Rose: Diriez-vous que la plupart des 
sociétés qui sont représentées à votre conseil 
ont des bénéfices satisfaisants?

M. Robertson: Je pense que les conditions 
économiques à Halifax surtout, la région 
métropolitaine de Halifax-Dartmouth, sont 
assez bonnes. Mais, la plupart des industries 
et des entreprises sont des services. Ce ne 
sont pas des sociétés de fabrication.

M. Rose: J’ai été assez étonné, lorsque j’ai 
entendu parler du prix des habitations dans 
cette région. On me disait, aujourd’hui, que 
dans un rayon de 15 milles, de Halifax, vivait 
un tiers ou la moitié de la population de la 
Nouvelle-Écosse.
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Mr. Robertson: This is approximately 

correct.

Mr. Rose: The briefs that we have heard— 
and this is natural because this is the Trans
port Committee—seem to concentrate on the 
transportation aspects and the subsidies 
thereon as a means of becoming more com
petitive. Have you any other ideas of how you 
might become more competitive, as a possible 
alternative—productivity, free trade areas 
and that sort of thing?

Mr. Roberlson: Of course, the minute you 
get into free trade areas you are creating a 
customs barrier problem between ourselves 
and the rest of the country, and that is a deep 
problem, is it not? I do not think that there is 
any easy solution.

The majority of the businesses in this area 
are still operating on much smaller volumes 
than are similar businesses in say, the 
Ontario or the Montreal areas. This is a very 
serious problem.

The Chairman: Thank you, Mr. Rose. Mr. 
Perrault?

Mr. Perrault: Mr. Chairman, I would like 
to ask Mr. Robertson whether he would agree 
that the end object of subsidies should be an 
economic situation whereby the need for sub
sidies is eliminated. In your brief you urge 
prompt restoration of LCL rates to the former 
levels and sugest that you would like to see 
a continuation of transport subsidies in the 
Maritimes.

Do you foresee a time when this policy will 
eliminate the need for subsidies, or will sub
sidies have to be continued in perpetuity.

Mr. Roberlson: A lot depends, Mr. Per
rault, on our economic development and 
whether we can create a large enough local 
market to satisfy many of our own needs. 
Most of our local manufacturers of 60 to 80 
years ago have disappeared—shoe manufac
turers, clothing manufacturers and the like— 
because they could not compete with the 
large-scale manufacturing of the central 
Canadian area.

The real problem is that the market costs, 
for example, in the Toronto area are going to 
be away below ours with the productivity and 
big market available, and we just cannot land 
goods from Toronto in Halifax at the same 
cost at which the people in Toronto are doing 
it.

Mr. Perrault: Could programs of aid be 
initiated by the federal government which

[Interpretation]
M. Roberlson: C’est à peu près juste.

M. Rose: Les mémoires qu’on nous a sou
mis, et c’est naturel, vu que ce comité est 
celui des Transports, semblent se concentrer 
sur les aspects du transport et ces subven
tions semblent être un moyen de devenir plus 
concurrentiel. Est-ce que vous avez une autre 
idée sur la façon dont vous pourriez assurer 
cette plus grande concurrence? Comme par 
exemple des régions de libre échange ou des 
choses de ce genre?

M. Roberlson: Évidemment, à partir du 
moment où vous créez des régions de libre 
échange, vous créez des obstacles tarifaires 
entre nous et le reste du pays qui pourraient 
être un problème. Un problème important ne 
croyez-vous pas? Je ne crois pas qu’il y ait de 
solutions faciles. La plupart des entreprises 
dans cette région, opèrent toujours sur un 
beaucoup plus petit volume que leurs homolo
gues dans la région de Toronto ou de Mont
réal. C’est un très grave problème.

Le président: Merci beaucoup, monsieur 
Rose. Monsieur Perrault?

M. Perrault: Monsieur le président, j’aime
rais demander à M. Robertson, s’il serait d’ac
cord que la fin des subventions devrait être la 
situation économique normale dans laquelle le 
besoin de subventions n’existe plus. Dans 
votre mémoire vous demandez qu’on réta
blisse les taux des chargements partiels aux 
niveaux antérieurs, et que les subventions 
aux transports soient continuées pour les 
Maritimes.

Prévoyez-vous le moment où cette politique 
éliminera le besoin de subventions? Ou, est-ce 
qu’il faudra continuer les subventions à tout 
jamais?

M. Robertson: Beaucoup dépend, monsieur 
Perrault, sur notre développement économi
que, et si nous pouvons trouver un marché 
local suffisant pour nos propres besoins. La 
plupart des fabricants d’il y a 60 ou 80 ans 
ont disparu. Par exemple, ceux qui fabri
quaient les vêtements et les chaussures, parce 
qu’ils ne pouvaient pas soutenir la concur
rence de la grande industrie de la partie cen
trale du Canada. Le vrai problème réside 
dans le fait que le coût de commercialisation 
dans la région de Toronto sera de beaucoup 
inférieur au nôtre du fait de la productivité et 
du large marché disponible là-bas. Nous ne 
pouvons tout simplement pas, aux mêmes 
frais, avoir les mêmes produits à Halifax qu’à 
Toronto.

M. Perrault: Est-ce que des programmes 
d’aide du gouvernement fédéral pourraient
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might be of more value to the economic de
velopment of the Maritimes than merely 
transportation subsidies? Has sufficient ima
gination been employed thus far in attempt
ing to build the economy of the Maritimes?

Mr. Robertson: I think many of the ideas 
up until now have been piece-meal and per
haps have not been as co-ordinated as they 
might have been. That is a fair comment.

Mr. Perrault: Earlier reference was made 
to free trade. Does the Board support the idea 
of perhaps industry by industry free trade? 
For example, in the Maritimes there is a 
great potential in forest products and fine 
papers.

Mr. Robertson: Yes.

Mr. Perrault: If we eliminated tariff barri
ers in that area, negotiated in somewhat the 
same way as we achieved the automotive 
agreement for central Canada, would that be 
of value to the Maritimes?

Mr. Robertson: Most of our forest products, 
particularly in the pulp area, are shipped 
from Nova Scotia into the American market 
now.

Mr. Perrault: Some of them, of course, go 
in without tariffs at the present time.

Mr. Robertson: That is correct.

Mr. Perrault: Do you think completely free 
trade in this particular sector of the economy 
would help?

Mr. Robertson: I suspect that it is more a 
question of the American tariffs than our 
own.

Mr. Perrault: It was possible to negotiate 
something in the area of automobile produc
tion, so it is not completely out of the 
question?

Mr. Robertson: Except that we do not buy 
back in the same proportion.

Mr. Perrault: Mr. Chairman, I think that 
many of us would agree with the "land 
Bridge” concept enunciated by Mr. Robertson 
in his brief. It certainly has the support of 
many of us. That is all I have.

The Chairman: Thank you, Mr. Perrault, 
and you, Mr. Robertson, for presenting your 
brief.

Mr. Robertson: Thank you.

The Chairman: I will now call upon the 
Corporation of the City of Dartmouth, and

[Interprétation]
être d’une plus grande utilité pour les provin
ces Maritimes que des subventions pures et 
simples? Croyez-vous qu’on ait cherché 
suffisamment à essayer d’édifier l’économie 
des Maritimes?

M. Robertson: Jusque là, j’ai l’impression 
que tout s’est fait par pièces ou par mor
ceaux, qu’il n’y a pas eu suffisamment de 
coordination. Et je suis large.

M. Perrault: Auparavant on a mentionné le 
libre échange. Est-ce que la Commission 
serait d’accord avec une libéralisation indus
trie par industrie. Par exemple, dans les 
Maritimes il y a un grand potentiel pour les 
produits forestiers et le papier?

M. Robertson: Oui.

M. Perrault: Si nous éliminions les barriè
res tarifaires dans ce domaine, comme nous 
avons réussi à le faire plus ou moins par 
l’accord sur les automobiles au centre du 
Canada, est-ce que cela aiderait les 
Maritimes?

M. Robertson: La plupart de nos produits 
forestiers, surtout dans le domaine de la pâte, 
sont expédiés de Nouvelle-Écosse vers le mar
ché américain.

M. Perrault: Et plusieurs sans barrière
tarifaire.

M. Robertson: C’est exact.

M. Perrault: Pensez-vous qu’une libération 
complète dans ce domaine aiderait?

M. Robertson: J’ai l’impression qu’il s’agit 
plutôt de tarifs américains que des nôtres.

M. Perrault: Il a été possible tout de même 
de négocier quelque chose dans le domaine de 
la production automobile, ce n’est donc pas 
entièrement hors de question?

M. Robertson: Oui, sauf que nous n’ache
tons pas dans la même proportion.

M. Perrault: Monsieur le président, je crois 
que beaucoup parmi nous, serions en faveur 
de cette idée «pont terrestre» énoncée par M. 
Robertson dans son mémoire. Ce concept est 
appuyé par plusieurs d’entre nous.

Le président: Monsieur Robertson, mon
sieur Perrault, merci beaucoup de la présen
tation de votre mémoire.

M. Robertson: Merci.

Le président: Je demanderais maintenant à 
la Corporation de la ville de Dartmouth et à
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upon His Worship the Mayor, Mr. Roland J. 
Thornhill. Also present are Alderman John 
Hanson and the Director of Planning of the 
City of Dartmouth, Mr. M.E. Lloyd.

You will find the brief on page 624. I will 
ask Mr. Thornhill to comment on the brief.

Mr. R. J. Thornhill (Mayor, Corporation of 
the City of Dartmouth): Thank you, Mr. 
Chairman and gentlemen. We have been 
asked to make a short summary of the City of 
Dartmouth and the Dartmouth Chamber of 
Commerce brief submitted to you on Febru
ary 13, 1968. We do so as follows.

We in Nova Scotia, or in fact in the Mari
times, are paying higher costs for manfuac- 
tured goods so that industry can exist in cen
tral Canada. The reason for this is the good of 
the country as a whole, but economically 
speaking our natural ties run north and 
south, which means economic union with the 
United States.

Ever since Confederation an attempt has 
been made to tie Canada together by east- 
west economic interchange, through railway 
construction, tariffs and general transporta
tion policies. We feel that this policy still has 
validity today, and the obvious conclusion is 
that transportation costs between the Mari
times and central Canada should be kept low 
enough for east-west trade to continue. We 
note that the grain subsidy on transportation 
to the west coast clearly supports this point of 
view.

The policy which has been expressed that 
freight rates should be determined by the 
open market has no application in the Mari
times because there is no open market. There 
is no such thing as real competition between 
the Canadian National Railways and private 
trucking companies on long distance hauls 
from the Maritimes.

The third point made in our brief is that 
the establishment of minimum charges for 
carload lots has had a very detrimental effect 
on industry established in the city of Dart
mouth. Since writing this brief in 1968 one 
company has gone out of business. One of the 
reasons for that was the added costs of oper
ating by the establishment of a minimum 
charge for carload lots. Prior to the establish
ment of this minimum charge freight rates 
were based on weight.

Because of the volume of incoming freight 
there must be occasions when freight cars are

[interpretation]
Son Honneur le maire, M. Roland J. Thorn
hill, de venir ici à la tribune. Il y a également 
présents, le conseiller John Hanson et le 
directeur de la planification pour la ville de 
Dartmouth, M. Lloyd.

Vous trouverez le mémoire à la page 624. 
Je vais demander à Monsieur Thornhill de 
présenter son mémoire.

M. R. J. Thornhill (Maire, Corporation de la 
ville de Dartmouth): Merci monsieur le prési
dent, messieurs. On nous a demandés de faire 
un court résumé du mémoire de la Corpora
tion de la ville de Dartmouth et de la Cham
bre de Commerce de Dartmouth présenté le 
13 février 1968. Nous le résumerons de la 
façon suivante.

Nous, en Nouvelle-Écosse, ou en fait, dans 
les provinces Maritimes, payons des frais plus 
élevés pour les produits manufacturés pour 
que les industries puissent exister au centre 
du Canada. Cela est pour le bien du pays 
dans son ensemble. Mais du point de vue 
économique, nos liens vont du nord au sud, 
ce qui veut dire que nous avons des liens 
économiques naturels avec les États-Unis. 
Depuis le début de la Confédération, on a 
essayé de lier le Canada grâce à des échanges 
est-ouest, grâce à la construction des chemins 
de fer, grâce à une politique générale des 
tarifs en matière de transport.

Nous croyons que cette politique est tou
jours valable aujourd’hui. Et, la conclusion 
évidente c’est que les frais de transports entre 
les Maritimes et le centre du Canada 
devraient être suffisamment bas pour que ce 
commerce est-ouest se continue. Nous notons 
que la subvention sur les grains de l’Ouest, 
appuie cette thèse.

La politique énoncée suivant laquelle la 
concurrence devrait se faire sur un marché 
ouvert, n’est pas valable pour les Maritimes 
car il n’y a pas de marché ouvert. Il n’y a pas 
de concurrence réelle entre les chemins de fer 
nationaux et les compagnies de camionnage 
sur les longs parcours à partir des Maritimes.

Le troisième point de notre mémoire c'est 
que l’établissement de montants minimums 
pour les wagonnées, a nettement nuit aux 
industries établies dans la ville de Dartmouth. 
Depuis que nous avons rédigé ce mémoire en 
1968, une compagnie a fait faillite. Une des 
raisons principales, c’est les frais additionnels 
dus au tarif minimum pour les wagonnées. 
Avant l’établissement de ce minimum, on cal
culait les tarifs au poids. En raison du volume 
des marchandises entrant ici, certains wagons 
doivent retourner vers le centre du Canada à 
vide. Du point de vue économique, il vaudrait
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going back to central Canada empty. From an 
economic point of view it would appear that 
it would be better to have these cars handle 
some freight at a reduced cost.

The loss of pick up and delivery service to 
customers in the city of Dartmouth and the 
additional cost of picking up this freight in 
sheds at Halifax have added additional costs 
to local commercial and industrial operations. 
We feel in the city, that this service should 
be reinstituted.

The two most important points in our brief 
are Canadian unity, that is tariffs, grain 
rates, and natural trade north and south, and 
the fact that there is no such thing as compe
tition because CNR has a monopoly.

The Chairman: Thank you, Mr. Mayor. Mr.
Thomas?

Mr. Thomas (Moncton): Mr. Mayor I 
assume that the company that has gone out of 
business in the plant that was manufacturing 
cans.

Mr. Thornhill: That is correct, sir.

Mr. Thomas (Moncton): Do you feel that 
the final blow that forced this plant out of 
business was the increase in freight rates?

Mr. Thornhill: I really do not know if that 
is the case. I can well imagine that there 
were other contributing circumstances that 
affected the company. Certainly at the time of 
the preparation of this brief, which was in
spired by the fact that some of the industries 
within the Chamber of Commerce had come 
to the city and felt that we should make a 
presentation to you, one of the most vocal 
people at that time was the management of 
that local group which claimed that the less 
than carload rates were having an extremely 
detrimental effect upon their business.

Mr. Thomas (Moncton): In other words, 
they were manufacturing cans for the Mari
time market?

Mr. Thornhill: Yes. They were also selling 
to Quebec, I understand. And, according to 
him, if anything less than a carload came in 
it was then no longer economic to sell their 
cans in the Quebec market.

Mr. Thomas (Moncton): This appears to be 
the case of a maritime industry being recent
ly established but, because of transportation 
costs, they found they could not survive.

Mr. Thornhill: Well, as I said before, and 
to complete the answer to your question, I 
would not like to say this is the only reason 
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[Interpretation]
mieux que ces wagons prennent des marchan
dises à un prix réduit.

La perte du service de ramassage et de 
livraison aux clients de la ville de Darmouth 
ainsi que le coût additionnel résultant de la 
nécessité d’aller chercher le frêt à Halifax ont 
augmenté les frais d’exploitation des entrepri
ses locales. Nous estimons que ce service 
devarit être réinstitué.

Les deux points les plus importants de 
notre mémoire sont donc, l’unité nationale 
c’est-à-dire tarifs, taux des grains et com
merce naturel nord-sud, et le fait qu’il n’y ait 
pas de concurrence réelle du fait du monopole 
du CN.

Le président: Merci, monsieur le maire. 
Monsieur Thomas?

M. Thomas (Moncton): J’imagine, monsieur 
le maire, que la compagnie qui a fait faillite 
était la fabrique de boîtes de conserves, 
n’est-ce pas?

M. Thornhill: C’est exact.

M. Thomas (Moncton): Croyez-vous vrai
ment que c’est l’augmentation du tarif des 
marchandises qui a contribué à cette faillite?

M. Thornhill: Honnêtement, je ne le sais 
pas. J’imagine qu’il y avait d’autres circons
tances qui y ont contribué.

Au moment de la présentation du mémoire, 
qui fut inspiré par le fait que certaines indus
tries s’étaient adressées à nous pour nous 
demander de le faire, un des groupes les plus 
pressants était justement la direction de ce 
groupe local qui estimait que les tarifs pour 
chargements incomplets étaient détrimentaux 
pour leurs industries.

M. Thomas (Moncton): En d’autres termes, 
ils fabriquaient des boites à conserve pour les 
Maritimes?

M. Thornhill: Oui. Et je crois qu’ils ven
daient également au Québec. Selon lui, si la 
vente représentait moins d’un wagon, il n’é
tait plus économique de vendre au Québec.

M. Thomas (Moncton): C’est ce qui semble 
s’être produit pour une industrie, qui ne s’est 
établie que très récemment, mais qui en rai
son des frais de transport a réalisé qu’elle ne 
pouvait pas survivre.

M. Thornhill: Comme je l’ai dit auparavant, 
et pour répondre complètement à votre ques
tion, je n’affirmerais pas que c’est la seule
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that the company went out of business. I 
would feel quite certain in saying that it is 
not, but it was one of the contributing factors.

Mr. Thomas (Moncton): Do you have other 
light manufacturing industries in Dartmouth?

Mr. Thornhill: Yes, we do.

Mr. Thomas (Moncton): So they would 
also be feeling the impact.

Mr. Thornhill: Yes, that is correct. As a 
matter of fact, one of them is here tonight to 
present a brief.

Mr. Thomas (Moncton): Do you have any 
industries that are shipping carload lots? How 
do you feel, for example, about the two year 
freeze on carload freight rates, do you feel 
that that should be continued?

Mr. Thornhill: I think probably it should be 
continued and for probably longer than two 
years.

Mr. Thomas (Moncton): It is due to expire 
on March 23 but you feel it should be 
continued?

Mr. Thornhill: I do.

Mr. Thomas (Moncton): Thank you.

Mr. Trudel: I gathered from the question
ing that that industry went out of business 
because of transport costs. I am following 
the line that Mr. Thomas was following.

Mr. Thornhill: Yes.

Mr. Trudel: Are you aware of what per
centage of its business was cans compared to 
glass?

Mr. Thornhill: No, I could not answer 
that question, Mr. Trudel.

Mr. Trudel: I would just like to suggest 
that this represents about 7 per cent of that 
industry. Even in Montreal they have to bring 
them in. Therefore, the main factor was not 
costs, but volume. I would say to you that 
they have had the same problem here and 
that is why they look to the Quebec market. 
Do you feel that this is fair? They had to look 
to other than the actual Maritime market to 
sustain the plant. They could not find the 
volume and this, rather than direct transport, 
was a factor in their closing.

Mr. Thornhill: Well, as I say, the manage
ment of that particular company at the time 
they came to City Hall to request that we be 
instrumental in preparing this brief indicated 
to us quite vigorously that this was one of

[Interpretation]
raison pour laquelle la compagnie a fait fail
lite, même si ce fut un de ces facteurs.

M. Thomas (Monclon): Y a-t-il d’autres 
industries légères, à Dartmouth?

M. Thornhill: Oui.

M. Thomas (Moncton): Elles s’en ressenti
raient également.

M. Thornhill: Oui. En fait, il y en a une qui 
est ici pour vous présenter un mémoire.

M. Thomas (Moncton): Y a-t-il des indus
tries dont les expéditions se font au wagon? 
Que pensez-vous du gel de deux ans sur les 
taux de livraison d’une wagonnée? Croyez- 
vous que cela devrait se continuer?

M. Thornhill: Je crois que ce régime 
devrait exister, et pour plus de deux ans.

M. Thomas (Moncton): Au lieu de laisser 
tomber le gel le 23 mars, on devrait le 
continuer?

M. Thornhill: Je le crois.

M. Thomas (Moncton): Merci.

M. Trudel: J’ai cru comprendre d’après les 
questions posées, que l’industrie a fait faillite 
en raison des frais de transport. Je suis le 
raisonnement suivi par M. Thomas.

M. Thornhill: Oui.

M. Trudel: Savez-vous quel pourcentage du 
volume de travail de cette entreprise était 
représenté par les boites par opposition à la 
vitre?

M. Thornhill: Je ne saurais répondre.

M. Trudel: Il s’agit d’environ 7 p. 100. Donc 
le facteur principal n’était pas une question 
de frais de transport, mais plutôt de volume. 
C’est pourquoi ils se sont tournés vers le mar
ché québécois. Croyez-vous qu’il soit juste 
que cette industrie ait eu à se fier au marché 
de l’extérieur des Maritimes pour assurer la 
survivance de son usine.

M. Thornhill: Comme je l’ai dit, la direc
tion de cette industrie, lorsqu’elle s’est adres
sée à l’Hôtel de ville pour nous demander de 
l’aider dans la préparation du mémoire, nous 
a dit avec insistance que c’était l’un des pro-
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the main contributing factors to the very seri
ous problems they were having. As far as I 
know the Company has claimed this is one of 
the main reasons for its going out of business.

Mr. Trudel: I grant you that it could be one 
of the reasons for going out of business. . .

Mayor Thornhill: Yes.

Mr. Trudel: ...because I find now that 
even in larger centres where there are two or 
three millions population they bring them 
from elsewhere as well, because this market 
has not reached the point where they can 
manufacture locally.

Mr. Thornhill: Yes.

Mr. Trudel: In your brief you mention that 
there is no truck or highway competition for 
the railroads, yet some local manufacturers 
are using trucks 100 per cent for their entire 
output.

Mr. Thornhill: Yes.

Mr. Trudel: So I would like to make the 
point that there is some competition.

Mr. Thornhili: For example, the transport 
company that goes from here to Sydney, the 
Smith Company, is a wholly owned subsidi
ary of the CNR.

Mr. Trudel: Yes.

Mr. Thornhill: And I understand, it is the 
only trucking firm that operates between here 
and Sydney.

Mr. Trudel: Yes. But I am thinking now, 
for instance, in terms of the rate being set 
outside the Maritimes. There are, I believe, 
700 people directly involved in road transpor
tation and some companies are using road 
transport 100 per cent and finding it satisfac
tory. Therefore, there must be some competi
tion at the various levels.

That is all, Mr. Chairman.

The Chairman: Thank you, Mr. Mayor.

The Vice-Chairman: The Canadian Associa
tion of Purchasing Agents have advised that 
they would not be here. The Voluntary Plan
ning Board of Nova Scotia is next.

The Chairman: I have on my immediate 
right Mr. Mills and Mr. Ford. I would ask Mr. 
Mills to summarize his brief.

Mr. J. R. Mills (Director, Voluntary Plan
ning Board of Nova Scotia): Mr. Chairman 
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[Interprétation]
blêmes principaux auxquels elle avait à faire 
face. A ma connaissance, la compagnie a dit 
que c’était là l’une des principales raisons qui 
ont entraîné sa mise en faillite.

M. Trudel: Ca pourrait être une des raisons 
de sa faillite, oui, je le concède ..

M. Thornhill: Oui.

M. Trudel: .. parce que même dans les 
centres plus considérables, qui ont 2 ou 3 
millions de population, le marché n’a pas 
encore atteint le point où la production peut 
se faire localement.

M. Thornhill: Oui.

M. Trudel: Dans votre mémoire, vous avez 
mentionné qu’il n’y a pas de concurrence 
pour les chemins de fer de la part d’entrepri
ses de camionnage, pourtant certains fabri
cants confient à des camions le transport de 
tous leurs produits.

M. Thornhill: Oui.

M. Trudel: Donc, il y a concurrence.

M. Thornhill: La compagnie qui s’occupe du 
transport entre cette ville-ci et Sydney, la 
Smith Company, est une filiale du CN.

M. Trudel: C’est vrai.

M. Thornhill: Et je crois que c’est la seule 
société de camionnage qui exploite un service 
entre cette ville-ci et Sydney.

M. Trudel: Oui. Mais je songeais au taux 
établi à l’extérieur des Maritimes. Je crois 
qu’il y a 700 personnes qui sont directement 
impliquées dans le transport routier. Certai
nes compagnies ont recours au transport rou
tier à 100 p. 100 et trouvent cela satisfaisant. 
Par conséquent, il doit y avoir une certaine 
concurrence à divers niveaux.

C’est tout, monsieur le président.

Le président: Merci beaucoup monsieur 
Thornhill.

Le vice-président: La Canadian Association 
of Purchasing Agents nous a indiqué qu’elle 
ne serait pas présente. Nous passons donc au 
mémoire de l’Office indépendant de planifica
tion de Nouvelle-Écosse.

Le président: A ma droite, j’ai M. Mills et 
M. Ford. Je demanderais donc à M. Mills de 
nous résumer le mémoire.

M. J. R. Mills (directeur. Office indépendant 
de planification de la Nouvelle-Écosse): Mon-
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[Text]
and gentlemen, our brief was submitted about 
a year ago. We have not changed it but I do 
have a summary of that brief which has been 
brought up to date.

Early in our brief we describe the Volun
tary Planning Board and I think at this time 
I will just read the two paragraphs concern
ing that:

The Voluntary Planning Board of Nova 
Scotia is a voluntary organization estab
lished some years ago to review and 
promote the economic development of 
Nova Scotia. Its chief function is to 
advise both the public and private sectors 
of the economy on matters relating to 
improving the rate of economic growth. 
The membership of this organization is 
composed of senior representatives drawn 
from all phases of provincial economic 
activity.

The Planning Board is assisted in its 
work by volunteer segment and sector 
committees. The sector committees are 
representative of each of the ten major 
sectors of the economy, and report to the 
Planning Board. One of these sectors 
advises on transportation and communi
cation matters. The sectors are in turn 
subdivided into common interest groups 
or segments within each of the sectors and 
these segments report to the parent sector 
committee.

Within this organizational structure, 
ideas and proposals filter upward, being 
rationalized in the process, until they 
reach the Planning Board. The Board 
resolves remaining conflicts, evaluates 
proposals and, as it sees fit, advances 
recommendations to the appropriate body 
either public or private, for their 
implementation.

In this manner the material presented 
in this brief has been approved and 
adopted by the Voluntary Planning Board 
for submission to the Government of 
Canada through the Standing Committee 
on Transportation and Communication. 
The Government of Nova Scotia has also 
received a copy of this brief through the 
normal channels.

In this brief we have outlined the “land 
bridge" concept, the relationship of the 
Kauffeld and McKinsey Reports to the unit 
train philosophy and the existance of deep 
draught ice-free harbours in Nova Scotia 
which are located closer to Europe than any 
other North American port.

[Interpretation]
sieur le président, messieurs. Notre mémoire 
vous a été soumis il y a environ un an et nous 
ne l’avons pas changé. J’ai tout de même un 
résumé de ce mémoire qui a été mis à jour.

Au tout début de notre mémoire nous avons 
décrit ce qu’est l’Office et je veux tout sim
plement vous donner lecture des deux pre
miers paragraphes:

L’Office indépendant de planification de 
la Nouvelle-Écosse est un organisme 
bénévole créé il y a quelques années pour 
étudier et promouvoir le développement 
économique de cette province. Sa fonction 
principale consiste à fournir des conseils 
au secteur public et privé de l’économie. 
Les membres de cet organisme sont des 
cadres supérieurs appartenant à tous les 
domaines de l’activité économique de la 
province.

L’office de planification est soutenu 
dans son travail par des comités de sec
teur et des sous-comités également béné
voles. Les comités de secteur représentent 
chacun des dix principaux secteurs de 
l’économie et relèvent de l’Office de pla
nification. Un de ces comités de secteur 
est chargé des transports et communica
tions. Les comités de secteur sont divisés 
en groupe d’intérêts communs, c’est-à- 
dire en sous-comités, dont chacun relève 
du comité de secteur qui l’a créé.

Telle est l’organisation interne de 
l’Office où idées et suggestions font leur 
chemin vers le haut, subissant tout un 
processus de rationalisation avant d’arri
ver au sommet. L’Office de planification 
arbitre les derniers conflits, évalue les 
projets et, lorsqu’il le juge bon, adresse 
des recommandations aux corps adminis
tratifs intéressés, aussi bien privés que 
publics, pour la mise en œuvre des 
projets...

C’est de cette façon que l’étude présen
tée dans ce mémoire a reçu l’approbation 
de l’Office indépendant de planification 
qui l’a fait sienne et la soumet au gouver
nement du Canada par l’intermédiaire du 
Comité permanent des transports et com
munications. Le gouvernement de la Nou
velle-Écosse a déjà reçu un exemplaire 
de ce mémoire par les voies ordinaires 
utilisées pour lui faire connaître les pro
jets de ce genre.

Nous avons aussi examiné la relation entre 
les rapports Kauffeld et McKinsey et la phi
losophie inhérente au concept des unités de 
trains, de même que l’existence des ports de 
mer dégagés de glace, en Nouvelle-Écosse, et 
situés plus près de l’Europe que n’importe 
quel autre port en Amérique du Nord.
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We have briefly outlined the inequities that 

have developed in the application of the 
Maritime Freight Rates Act. We have men
tioned and endorsed the efforts of the task 
force of the Maritime Transportation 
Commission.

In the section on highways suggestions 
have been made. Within the brief we have 
also set out certain recommendations which 
may also be found together on the last page 
of the brief.

It is the opinion of the Voluntary Planning 
Board that transportation costs and service 
deficiencies are major factors which are seri
ously inhibiting the more rapid development 
of this province and, indeed, the entire Atlan
tic region.

We therefore offer our support to the work 
of your Committee and will do our utmost to 
secure whatever additional information per
taining to our proposals that may be desired.

Our brief was submitted one year ago. 
Since then the commencement of the con
struction of a container pier here is very 
heartening and we hope that it will be devel
oped along with its other facilities in time to 
have traffic going through this facility at the 
port of Halifax very soon.

We thank you for the opportunity of laying 
these matters before you and we trust 
that they will receive your sympathetic 
consideration.

The Chairman: Thank you very much.

Mr. Skoberg: I believe earlier this after
noon there was some discussion about 
associations such as yourselves and exactly 
who composed them. I believe it is only fair 
now to ask, if the membership of your organ
ization is composed of senior representatives 
drawn from all phases of provincial economic 
activities. Also, would you introduce your
selves and give your occupation as at this 
particular time.

Mr. Mills: I am the paid director of the 
Voluntary Planning Board’s small staff. Mr. 
Ford is on our staff as the Secretary of our 
transportation and communications sector.

Mr. Skoberg: You suggest you are a paid 
director?

Mr. Mills: Yes. Our board is made up of 35 
unpaid members representing labour, educa
tion, service industries, manufacturing indus
tries—a cross section of all of the industries 
in the province. I mentioned in the summary 
of the brief that we have 10 sectors and a 
chairman of each of these sectors. Each chair
man of a sector is a member of our Board.

[Interprétation]
Nous soulignons également les inégalités 

qui se sont produites dans la mise en applica
tion de la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes. 
Nous mentionnons les efforts de la Maritime 
Transportation Commission et nous les 
appuyons.

Quant à l’aspect grand-routes, nous avons 
formulé des suggestions. Nous avons aussi 
élaboré certaines recommandations que l’on 
trouvera réunies à la dernière page de notre 
mémoire.

L’Office est d’avis que les frais des trans
ports ainsi que les déficiences du service sont 
des facteurs importants qui nuisent sérieuse
ment au développement plus rapide de cette 
province, et en fait, de toutes les régions de 
l’Atlantique.

Par conséquent, nous offrons notre appui et 
collaboration à votre Comité et nous ferons 
tout en notre pouvoir pour obtenir tous les 
renseignements supplémentaires, au sujet de 
notre mémoire, que vous pourriez désirer.

Notre mémoire a été présenté il y a un an. 
Le début des travaux d’aménagements de 
quais pour recevoir les conteneurs nous a for
tement encouragés. Nous espérons que cela 
pourra se développer en même temps que les 
autres aménagements et que le tout pourra 
être bientôt mis en service.

Nous vous remercions de l’occasion que 
vous nous avez fournie de vous soumettre ces 
faits et nous espérons que le tout recevra une 
considération sympathique de votre part.

Le président: Merci.

M. Skoberg: Monsieur, je crois que plus 
tôt, cet après-midi, il y a eu une certaine 
discussion au sujet d’associations comme la 
vôtre et des personnes qui en font partie. Je 
crois qu’il serait juste de vous demander si 
vos membres se recrutent dans tous les sec
teurs de l’économie de cette province. Pour
riez-vous nous dire qui vous êtes, 
exactement?

M. Mills: Oui. Je suis le directeur payé de 
l’Office et M. Ford est le secrétaire du secteur 
des transports et des communications.

M. Skoberg: Vous nous dites que vous êtes 
le directeur? Rémunéré?

M. Mills: Oui. Notre Office se compose de 
35 bénévoles, qui représentent la main-d’œu
vre, l’éducation, et l’industrie. J’ai mentionné 
dans le résumé du mémoire qu’il y avait 10 
secteurs et que chacun a un président. Le 
président de chaque secteur est membre du 
conseil d’administration.
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Mr. Skoberg: Do you, sir, co-ordinate your 

activities with the Board of Trade or with 
government agencies, and has any member of 
your Voluntary Planning Board any credenti
als in community planning and things of that 
kind?

Mr. Mills: We do not work in isolation 
because our Board is composed of people of 
all skills and from all professions—institu
tions, businesses and so on. We have the aca
demic side on our Board. We do not have 
doctors but we have lawyers, engineers, bus
inessmen, educators, labour union representa
tives—a complete range of the economy of 
Nova Scotia.

Mr. Skoberg: I appreciate that answer, sir, 
because I believe a little earlier we ran into a 
problem where the member for Burnaby- 
Seymour wanted to get on a soap box and 
make an issue out of this.

The Chairman: Order, order. We are not 
going over that again, Mr. Skoberg. Would 
you please relate your question to the subject 
of transport?

Mr. Skoberg: Well, Mr. Chairman, I would 
suggest that my questions are more in order 
than what we had this afternoon.

Mr. Comeau: Has your Board studied the 
economic problems of the southwestern part 
of the province. I ask this because that part of 
the province seems to be at the lower eco
nomic level. What do you recommend? Do 
you feel that transportation is one of the key 
issues at that end of the province?

Mr. Mills: Our Board has not considered 
any particular part of the province as a 
region. Our work is broken down into sectors. 
These are not geographic sectors but industri
al sectors. For instance, if we are considering 
agriculture as a sector of our economy, which 
it certainly is—fishing is another one—we con
sider this in the over-all scope. Mind you, 
from the over-all point of view we must look 
at the smaller parts, naturally, but our whole 
work is on a province-wide scope.

Mr. Comeau: In the southwestern part of 
the province we will be getting improved 
transportation facilities because the CPR 
announced a new ferry, and another ferry 
will be coming into Yarmouth. But do you 
feel that transportation is the key to the 
development of that section of the province?

Mr. Mills: I do not believe it is the main 
key to the development of that section of the 
province but it is certainly an important one.

[Interpretation]
M. Skoberg: Est-ce que vous coordonnez 

votre activité avec celle du Board, of Trade ou 
avec une agence du gouvernement? Est-ce 
qu’il y a un membre de votre Office qui soit 
compétent dans le domaine de la planification 
communautaire, par exemple?

M. Mills: Nous ne travaillons pas indépen- 
demment car notre Office est composé de gens 
qui viennent de toutes les professions, de tous 
les métiers, de toutes les spécialités. L’aspect 
académique y est représenté. Il n’y a pas de 
médecins mais il y a des avocats, des ingé
nieurs, des hommes d’affaire, des éducateurs, 
des syndicalistes, toute l’économie de la Nou
velle-Écosse est représentée.

M. Skoberg: J’apprécie beaucoup votre 
réponse car plus tôt, nous nous sommes heur
tés à un problème lorsque le député de Bur
naby-Seymour a tenté de monter le tout en 
épingle.

Le président: A l’ordre. J’espère que vous 
n’allez pas recommencer, M. Skoberg. Veuil
lez s’il vous plaît vous en tenir au domaine 
des transports.

M. Skoberg: Je dirais que mes questions 
sont plus pertinentes que celles que nous 
avons entendues cet après-midi.

M. Comeau: Votre Office a-t-il étudié les 
problèmes économiques qui existent dans le 
sud-ouest de la province. Il me semble que 
cette partie de la province se situe à un 
niveau économique inférieur. Que recomman
dez-vous? Croyez-vous que c’est le problème 
du transport qui est le plus important pour ce 
secteur?

M. Mills: Notre Office n’a pas considéré une 
région particulière de la province. Notre tra
vail est fait par secteurs, non pas secteurs 
géographiques, mais secteurs industriels. Par 
exemple, si nous considérons l’agriculture 
comme un secteur de notre économie, et elle 
l’est, et la pêche aussi, nous envisageons le 
problème dans le contexte de la province 
dans son ensemble. Évidemment, il nous faut 
nous arrêter aux parties plus petites, mais 
notre travail se fait sur le plan de la 
province.

M. Comeau: Dans le sud-ouest de la pro
vince, la situation s’améliorera puisque le 
CPR vient d’annoncer la construction d’un 
nouveau traversier et qu’un autre se rendra à 
Yarmouth. Croyez-vous que les transports 
sont vraiment la clé du développement de 
cette partie de la province?

M. Mills: Je ne crois pas qu’il s’agisse de 
l’aspect le plus important, mais il s’agit cer
tainement d’un aspect important. Dans notre
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[Texte] [Interprétation]
Then we have mentioned the importance, if, mémoire, nous avons mentionné l’importance, 
as and when the tidal project is ever complet- si jamais on en termine avec le projet de la 
ed in the Bay of Fundy—that is, if it goes Baie de Fundy, de construire une route sur 
across the Bay from Blomidon to Parrsboro cet ouvrage afin d’améliorer l’accès à cette 
or somewhere like that—that a roadway partie de la province, 
should be built on top of this facility, in order 
to give better road transportation access by 
industry in that part of the province to the 
American markets.

We also have made recommendations in Nous avons également recommandé dans 
other reports that the service of the CNR d’autres rapports que l’horaire du traversier 
ferry operating from Yarmouth to Bar Har- du CN entre Yarmouth et Bar Harbor soit 
bor in the off season should be better sched- modifié durant la saison morte afin de mieux
uled to better serve that part of the 
province.

Mr. Come au: Have you studied or looked at 
air transportation particularly in that end of 
the province, since it is again at a disadvan
tage compared with other parts of the 
province.

Mr. Mills: No, we have not.

Mr. Allmand: Mr. Chairman, since your 
Board takes an over-all look at the economy 
of Nova Scotia I would like to ask you if you 
have ever considered the ideas put forward by 
the Society of Atlantic Initiative. Did you 
hear their brief today or read it this morning?

Mr. Mills: No, I did not.

Mr. Allmand: I see. Well, there is no basis 
to my question. I wanted to ask you if you 
had ever considered the ideas in that brief 
and whether you had rejected them or con
sidered them, or what your attitude was. 
But if you are not familiar with them I 
will not ask the question.

Mr. Nowlan: I have two questions, Mr. 
Chairman.

In the first recommendation in your brief 
you say the Federal Government should test 
the concepts outlined in the Kauffeld and 
McKinsey Reports. Has part of that test 
begun under this pilot containerization proj
ect in Halifax harbour?

Mr. Mills: No, we mean by that. . .

Mr. Nowlan: And if not, what do you 
mean?

Mr. Mills: We mean the use of unit trains 
over the road bed between the Atlantic 
Region and Upper Canada.

Mr. Nowlan: This would involve some mas
sive reconstruction of that roadbed; is that 
correct?

desservir cette partie de la province.

M. Comeau: Avez-vous songé au transport 
aérien, tout particulièrement dans ce bout de 
la province, étant donné que ce coin est désa
vantagé par rapport aux autres secteurs de la 
province?

M. Mills: Non, nous ne l’avons pas fait.

M. Allmand: Monsieur, étant donné que 
votre office examine, dans son ensemble, l’é
conomie de la Nouvelle-Écosse. Et je voudrais 
vous demander si vous avez déjà songé aux 
idées énoncées par la société Atlantic In
centive Society qui a présenté un mémoire ce 
matin; l’avez-vous lu ou entendu?

M. Mills: Non, je ne l’ai pas fait.

M. Allmand: Je vois. Alors ma question 
n’est pas fondée. Je me demandais si vous 
aviez déjà entendu parler de ces idées, si 
vous les aviez étudiées, si vous étiez d’accord 
ou non. Mais si vous ne les connaissez pas 
très bien, je ne poserai pas la question.

M. Nowlan: J’ai deux questions à poser, 
monsieur le président. Dans la première 
recommendation de votre mémoire, vous dites 
que le gouvernement devrait faire les preuves 
des théories énoncées dans les rapports 
Kauffeld et McKinsey. Est-ce qu’une partie de 
cette épreuve a été mise en oeuvre par le 
projet-pilote de transport par cadres dans le 
port d’Halifax?

M. Mills: Non, par cela, nous voulons 
dire...

M. Nowlan: Et si non, que voulez-vous 
dire?

M. Mills: Nous voulons dire l’emploi de 
trains homogènes sur la voie entre la région 
de l’Atlantique et le Haut-Canada.

M. Nowlan: Ce qui demanderait l’améliora
tion du terre-plein, n’est-ce pas?
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[Text]
Mr. Mills: It could. It may prove whether it 

is necessary or not. We hear that there are 
grades and curves and so on. We feel it is 
possible to put a unit train together for test 
purposes quite easily, try it over the line and 
see if it is an 18-hour run or a 30-hour run, or 
whatever it might be. This has not yet been 
tried out.

Mr. Nowlan: This is what you meant by the 
testing.

Mr. Mills: Yes.

Mr. Nowlan: My last question deals with 
your fourth recommendation that freight sub
sidies should be paid to shippers on a non- 
discriminatory basis which leads me to a 
two-part question. One, you do not like the 
present concepts of the Maritime Freight 
Rates Act of payment to carrier; and second
ly, I gather you are inferring that payments 
should be extended to the trucking industry.

Mr. Mills: More particularly the last 
remark that you made: we believe it should 
be extended to the trucking industry and not 
paid exclusively to the railway.

Mr. Nowlan: Have you any further detailed 
recommendations on how to administer the 
payment to the shipper, and especially to the 
trucker?

Mr. Mills: No, I have not.

The Chairman: Mr. Rose.

Mr. Rose: My question, Mr. Chairman, is 
supplementary to a couple that have been 
asked. The first one is a supplementary to 
some of the remarks made by my colleague 
Mr. Skoberg. I believe that what Mr. Skoberg 
was trying to ask the witnesses was whether 
or not there were any members of his par
ticular group who had degrees in community 
or regional planning, or was the group made 
up of interested people and gifted amateurs?

The Chairman: Mr. Rose, you had better 
relate your question to transport, otherwise I 
will not let you go any further.

Mr. Rose: Well, I am sorry, Mr. Chairman, 
I was pursuing a line of questions which you 
allowed earlier.

The Chairman: I will not allow that.

[Interpretation]
M. Mills: Il se peut que ce soit nécessaire. 

Nous entendons dire qu’il y a des courbes et 
des côtes, etc. Nous croyons qu’il serait possi
ble d’avoir un train unitaire, très facilement, 
l’essayer sur le parcours et voir s’il s’agit de 
18 heures ou de 30 heures de parcours. Cela 
n’a pas encore été fait

M. Nowlan: C’est ce que vous vouliez dire 
par la mise à l’épreuve?

M. Mills: Oui.

M. Nowlan: Ma dernière question vise votre 
quatrième recommandation que les subven
tions pour le transport des marchandises dans 
les provinces maritimes soient versées aux 
expéditeurs sur une base non-discriminatoire. 
Ceci m’amène à une double question. Tout 
d’abord, vous n’aimez pas l’idée actuelle de la 
Loi sur le taux de transport des marchandises 
dans les provinces Maritimes sur le paiement 
aux transporteurs; et deuxièmement, j’ai l’im
pression que vous voulez que la subvention 
soit étendue aux camionneurs.

M. Mills: Oui, c’est plutôt votre dernière 
partie. Nous croyons que cette subvention 
doit être donnée aussi aux camionneurs et 
non pas tout simplement aux chemins de fer 
exclusivement.

M. Nowlan: Avez-vous d’autres recommen
dations détaillées quant à l’administration du 
paiement à l’expéditeur et surtout aux 
camionneurs?

M. Mills: Non, je n’en ai pas.

Le président: Monsieur Rose.

M. Rose: Ma question, monsieur le prési
dent, est supplémentaire à deux questions qui 
ont déjà été posées. La première est supplé
mentaire à certaines observations que mon 
collègue, M. Skoberg, a formulées. Je crois 
que ce que M. Skoberg tentait de demander 
aux témoins, c’est s’il y avait des membres de 
son groupe qui avaient des parchemins en ce 
qui concerne l’urbanisme et la planification 
régionale, ou est-ce qu’il s'agissait d’un 
groupe de gens intéressés et d’amateurs 
doués?

Le président: Monsieur Rose, il serait 
mieux que vous établissiez le rapport de 
votre question aux transports, autrement, je 
ne vous laisse pas poursuivre ce genre de 
question.

M. Rose: Je m’excuse, monsieur le prési
dent, je poursuivais une ligne de questions 
que vous avez permise plus tôt.

Le président: Je ne permettrai pas cela.
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[Texte]
Mr. Rose: All right. The next question I 

would like to ask is again supplementary to a 
subject that Mr. Nowlan raised earlier, which 
was this business of paying subsidies to the 
shippers. I gather from your remarks that 
you would like to see the subsidies paid to 
the shippers through the carriers. This con
cerns me, and you were a little bit vague on 
the details, because what concerns me is that 
if MFRA were extended to the truckers it 
might not trickle down to the shippers and 
might be absorbed by the carriers. You will 
agree with me, I think, that the administra
tion would be a much simpler thing because 
there are far fewer carriers than there are 
shippers; it would be much easier to 
administer. But I think your main emphasis 
would be to have this advantage of approxi
mately 20 per cent ultimately end up in the 
hands of the shippers; is that not so?

Mr. Mills: Yes.

Mr. Rose: But you have no idea of how this 
might be administered.

Mr. Mills: No, but I think in its present 
form you do not have a free market as far as 
shipping is concerned. It is controlled, you 
might say, by the railway. I think competition 
would come into play. If the truckers could 
offer their services at competitive rates the 
goods would soon seek their own mode of 
transport—the cheaper one of the two—which 
could be the truckers. Even if they are the 
same price and the trucking is more conven
ient, then more business might go to the 
truckers.

Mr. Rose: But at the same time the people 
of Canada are subsidizing the railroads for 
this particular purpose, are they not? And the 
people of western and central Canada are 
subsidizing one mode of transportation. You 
are suggesting that what we should do is split 
the subsidy. Perhaps it would add to it. I 
think somebody said something like $4 mil
lion. I do not know if the truckers were 
included.

I can see the reasoning behind your state
ment there. I was more concerned with the 
administration of it.

Mr. Mills: I am not prepared to offer any
thing with respect to the administration.

Mr. Perrault: Mr. Chairman, first of all, I 
think the brief is most constructive and 
informative.

[Interprétation]
M. Rose: Très bien. La question suivante 

que j’aimerais demander est supplémentaire à 
celle que M. Nowlan a soulevée plutôt, qui a 
rapport au paiement de subsides aux expédi
teurs. J’ai cru comprendre, d’après ce que 
vous avez dit que vous aimeriez que les sub
sides soient versés aux expéditeurs par l’en
tremise des transporteurs. Ceci concerne, et 
vous avez été plutôt vague quant aux détails, 
parce que ce qui me préoccupe, c’est que si 
les dispositions de la Loi sur les taux de 
transport étaient étendues aux camionneurs, 
il se peut que la subvention ne se rende pas 
aux expéditeurs mais qu’elle soit gardée par 
les transporteurs. Vous serez probablement 
d’accord, je crois, que l’administration serait 
beaucoup plus simple parce qu’il y a beau
coup moins de transporteurs que d’expédi
teurs; par conséquent, l’administration serait 
d’autant plus facile. Je crois toutefois, que 
vous voulez cet avantage de 20 p. 100 qui 
finirait tout de même à être entre les mains 
des expéditeurs. N'est-ce pas?

M. Mills: Oui.
M. Rose: Mais vous n’avez aucune idée 

comment cela serait administré.
M. Mills: Non, mais je crois qu’à l’heure 

actuelle, vous n’avez pas un marché libre en 
ce qui concerne les expéditions? On peut dire 
qu’il est contrôlé par les chemins de fer. Je 
crois que la concurrence entrerait en jeu. Si 
les camionneurs pouvaient offrir leurs servi
ces à des taux concurrentiels, les expéditeurs 
eux-mêmes chercheraient vite le mode le 
moins coûteux pour le transport et cela se 
pourrait que ce soit les camionneurs. Même si 
le prix était le même et que les camions sont 
plus commodes, alors plus d’affaires iraient 
aux camionneurs.

M. Rose: Mais en même temps les contri
buables du Canada subventionnent les che
mins de fer à cette fin, n’est-ce pas? Et les 
gens de l’Ouest et du centre du Canada sub
ventionnent un genre de transport. Ce que 
vous figurez, c’est que nous divisions les sub
ventions. Cela pourrait peut-être ajouter quel
que chose comme 4 millions de dollars à cel
les-ci. Je ne sais pas si on avait compris les 
camionneurs.

Je vois très bien le raisonnement qui a 
animé votre observation. Je m’intéressais 
beaucoup plus à l’administration de cette 
histoire.

M. Mills: Je ne suis pas prêt à me déclarer 
en ce qui concerne l’administration du 
versement.

M. Perrault: Monsieur le président, tout 
d’abord je crois que le mémoire est très cons
tructif et très complet.
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[Text]
It suggested that containerization combined 

with the use of unit trains would give the 
Maritimes a competitive advantage, and I 
think the position is very well taken.

Let me ask you this: it is suggested that it 
will be expensive, at least in the early period 
of time, to establish these facilities. How do 
you see the costs of these facilities shared 
among various levels of government? Would 
you say that the federal government would 
pay a majority of the expense, or would there 
be a provincial involvement, or an involve
ment of private enterprise in assisting in the 
establishment of this concept which seems to 
have merit.

Mr. Mills: At this moment there is a pro
vincial and a City of Halifax sharing of the 
cost of some of the work that is going on.

Mr. Perrault: On the containerization facili
ty going on now?

Mr. Mills: On the containerization facility. 
But I do not think you mean to suggest that 
the province might usurp the National Har
bours Board role...

Mr. Perrault: No, No.

Mr. Mills: .. in Halifax, nor would they 
get involved in the railroad transportation 
business.

Mr. Perrault: No. You talk in terms of 
improving the roadbed presumably from here 
to central Canada. Most of the expense would 
be borne by the federal government, I 
assume, on this particular program?

Mr. Mills: Yes.
Mr. Perrault: That was the essence of my 

questions?
Mr. Nowlan: I want to ask one other ques

tion. You may not be able to answer it, but 
perhaps the transport sector man may. The 
EIU Report suggests that transport cost is 
approximately 5 per cent in this area. Have 
you or any particular sector reviewed that 
section of the Economist Intelligence Unit 
report to determine how valid their assess
ment was? Is it five per cent, or is it higher 
in this area on manufactured goods?

Mr. Mills: I am afraid I cannot answer that 
specifically as to whether the five is valid or 
otherwise, but I do know that our sector did 
examine the EIU Report very thoroughly.

[Interpretation]
Le mémoire suggère que le transport par 

cadres, combiné avec l’utilisation de trains 
homogènes, donnerait aux Maritimes une 
position concurrentielle avantageuse. Je pense 
que c’est un position très sûre.

Permettez-moi de vous demander ceci: on 
laisse à entendre qu’il en coûtera cher, du 
moins au tout début, pour établir ces aména
gements. Alors, comment envisagez-vous le 
partage de ces frais parmi les différents 
niveaux de gouvernement? Est-ce que vous 
diriez que le gouvernement fédéral paierait la 
majorité des dépenses ou est-ce que le gou
vernement provincial serait impliqué ou 
est-ce que l’entreprise privée pourrait aider à 
établir ce concept d’idées qui semble être 
méritoire d’ailleurs.

M. Mills: A l’heure actuelle, il y a certaine
ment partage entre la province et la ville 
d’Halifax quant à cet aménagement pour les 
cadres.

M. Perrault: L’aménagement qui se fait 
actuellement?

M. Mills: Quant aux installations pour le 
service des cadres. Mais je ne crois pas que 
vous vouliez dire par là que la province dev
rait remplacer le Conseil des ports na
tionaux ...

M. Perrault: Non, non.

M. Mills: .. .à Halifax, ni s’ingérer au trans
port ferroviaire.

M. Perrault: Vous parlez d’amélioration des 
terre-pleins je suppose d’ici au centre du 
Canada. La plus grande partie serait donc 
aux frais du gouvernement fédéral et je pré
sume, dans ce programme particulier?

M. Mills: Oui.
M. Perrault: C’était le sens de mes 

questions.
M. Nowlan: Je voudrais poser une dernière 

question. Vous ne serez peut-être pas en 
mesure d’y répondre, mais peut-être que l’ex
pert du service des transports pourra le faire. 
Le rapport de EIU a laissé entendre que les 
coûts de transport sont d’environ 5 p. cent 
pour cette région. Avez-vous ou un autre sec
teur particulier révisé cette section du rap
port de 1 'Economist Intelligence Unit pour 
déterminer la validité de cette évaluation. 
Est-ce 5 p. cent, ou est-ce plus élevé ici pour 
les produits manufacturés?

M. Mills: Je ne pourrais pas répondre à 
votre question pour ce qui est de la validité 
de ce 5 p. cent, je sais que notre secteur a 
étudié la valeur de ce rapport.
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[Texte]
Mr. Nowlan: Obviously they did not find 

that out of order, I gather.

Mr. Mills: We did not say so in our brief, 
although we did say in the first paragraph of 
our long form of the brief:

In reviewing the Atlantic Provinces 
Transportation Study, which had been 
prepared for the Atlantic Development 
Board, the Planning Board found several 
shortcomings, particularly in the section 
dealing with sea ports. Rather than fol
low a more constructive approach i n 
arriving at future prospects for the port 
of Halifax, those conducting the study 
merely made a projection of past trends. 
To be content with this procedure would 
be to passively accept the negative and 
faulty conclusion that there is very little 
future for the port of Halifax or any 
other Nova Scotia port.

In making that criticism of the work done 
by the EIU, one could almost say this was a 
general remark with respect to whether this 
five per cent was right or wrong.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: I have two brief questions, Mr. 
Chairman.

Has your group or any of your members 
made specific recommendations as to how the 
Canadian National Railways could operate 
more efficiently other than in the projected 
container facility?

Mr. Mills: No, we have not.

Mr. Nesbitt: Have you any views on the 
suggestions about the possible Chignecto 
Canal?

Mr. Mills: As we explained in our brief, we 
have a sector on transportation and communi
cations, and within that sector there are four 
of five segments. One deals with railways; 
another one deals with ocean transport, and 
so on. Ideas that come up in these segments of 
that sector, if valid, will get by the segment 
level and go up to the sector level. If the 
sector considers they are valid they will pass 
them on to the Board. The fact that the Board 
has not referred to this leads me to say con
clusively that the Chignecto Canal...

Mr. Nesbitt: They had not thought about it?
Mr. Mills: Well, if they had thought of it 

they have discarded it.
The Chairman: This completes the ques

tions, Mr. Mills. Thank you very much for 
coming here.

[Interpretation]
M. Nowlan: Évidemment, ils n’ont pas con

clu que ce n’était pas juste.

M. Mills: Nous ne l’avons pas dit dans notre 
mémoire, bien que nous avons dit au premier 
alinéa du mémoire au long:

En examinant l’étude sur les transports 
dans les provinces Atlantiques qui a été 
faite pour la Commission de développe
ment de l’Atlantique, l’Office de planifica
tion y a relevé quelques lacunes, en par
ticulier dans la section traitant des ports 
de mer. Plutôt que d’adopter une attitude 
constructive et de chercher de nouvelles 
perspectives pour le port de Halifax, les 
auteurs de l’étude se sont bornés à fonder 
leurs prévisions sur les tendances du 
passé. Accepter passivement cette conclu
sion erronée et négative nous condamne
rait à n’entrevoir que très peu d’avenir 
pour le port de Halifax, comme pour les 
autres ports de Nouvelle-Écosse.

En faisant cette critique du travail de 
l’EIU, on peut dire que c’est là une observa
tion d’ensemble quant à la validité de ce 5 p. 
cent, qu’il soit juste ou non.

Le président: Monsieur Nesbitt.

M. Nesbitt: Deux questions très brèves, 
monsieur le président.

Est-ce que votre groupe ou vos membres 
avaient formulé des recommendations préci
ses quant à la façon dont le National Cana
dien pourrait avoir une exploitation plus 
efficace quant au service projeté de cadres?

M. Mills: Non, nous ne l’avons pas fait.

M. Nesbitt: Est-ce que vous avez des points 
de vue au sujet des suggestions faites sur le 
canal de Chignecto?

M. Mills: Comme nous l'avons expliqué 
dans notre mémoire, nous avons un secteur 
de transports et communications, et dans ce 
secteur il y a 4 ou 5 segments. Ils traitent de 
Chemins de fer, d’autres des transports océa
niques, et ainsi de suite. Et les idées qui sont 
énoncées dans ces segments de ce secteur, 
s’ils sont valables, alors de toute façon le 
segment pourra en arriver au secteur et si le 
secteur est valable, donc il passera au Con
seil. S’il n’en est pas question ici au Conseil, 
j’imagine qu’ils n’ont pas pensé au canal de 
Chignecto...

M. Nesbill: Ils n’y ont pas pensé.

M. Mills: Eh bien, s’ils y ont songé, ils l’ont 
mis de côté.

Le président: Ceci met fin à la période de 
questions, monsieur Mills. Je demanderais 
maintenant au Conseil économique des pro-
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[Text]
I will now call upon the Atlantic Provinces 

Economic Council: Mr. Nelson Mann, and 
Mr. Arthur C. Parks.

I would ask Mr. Mann to give us an idea 
of his brief.

Mr. Nelson Mann (Executive Vice-President, 
Atlantic Provinces Economic Council): Thank 
you very much Mr. Chairman, and members 
of the Committee. I want to express the sin
cere appreciation of my president, Mr. 
Charles MacFadden, who unfortunately had 
to leave for New York yesterday. He had 
intended to present this brief but has asked 
me to do it for him.

Accompanying me is Mr. Arthur Parks, our 
Chief Economist from Fredericton.

What I have to say to you is a summary of 
our thinking and it is very brief. We have no 
doubt at all, gentlemen, that during your tour 
of the Atlantic Region you have received and 
you will receive and continue to receive many 
worthy submissions concerned with many 
aspects of transportation and the problems 
that surround it.

These, we have no doubt, are directed to 
such matters as subsidies and freight rates, to 
the causeway to Prince Edward Island and 
the corridor road through Maine, to super
ports and international airports, to more ade
quate rail services, to the need for additional 
ferries and to superhighways and land bridges.

Our brief is somewhat different in that it is 
concerned with the role of transportation in 
both influencing and servicing the regional 
development process. It is concerned with 
integrating all forms of transportation into 
one consistent framework to serve the devel
opment needs. The Atlantic Provinces al
though perhaps to a lesser degree than cer
tain other regions of Canada, is a region in 
transition. There are, for example, discernible 
trends in population, distribution from rural 
areas and small urban communities to larger 
urban centres. There are also discernible 
trends to a changing industrial structure. This 
is most evident in a shift of employment from 
primary resources and their activities to 
manufacturing and the service industries.

Gentlemen, there is a noticeable tendency 
for both population and economic activities to 
now concentrate in larger centres and com
munities and we welcome this.

These movements must be continued and 
intensified. Indeed, it is the express purpose

[Interpretation]
vinces de l’Atlantique de bien vouloir se pré
senter. M. Nelson Mann et M. Arthur C. 
Parks. Je demanderais à M. Mann de nous 
présenter un résumé de son mémoire.

M. Nelson Mann (Vice-président exécutif 
Conseil Economique des provinces de l'Atlan
tique): Merci beaucoup, monsieur le prési
dent, et les membres du Comité. Je désire 
formuler notre reconnaissance, au nom de 
mon président, Monsieur Charles MacFadden, 
qui, malheurusement, a dû se rendre à New 
York hier. Il avait l’intention de présenter 
lui-même cette soumission. C’est pourquoi il 
m’a demandé de le faire en son nom.

A mes côtés se trouve M. Arthur Parks, 
notre économiste en chef de Fredericton.

Ce que je voudrais vous dire ce soir con
siste en un résumé de notre ligne de pensée et 
c’est très bref. Nous n’avons aucun doute, 
messieurs, que dans votre tour des provinces 
de l’Atlantique, vous avez entendu et vous 
entendrez encore un bon nombre de soumis
sions traitant des différents aspects des trans
ports et des problèmes connexes.

Nous sommes sûrs que ces soumissions 
traitent des subventions et de tarifs marchan
dises, de la chaussée vers Tile du Prince 
Édouard, de la route de corridor par le 
Maine, des superports et les aéroports inter
nationaux, un service plus adéquat et le 
besoin d’avoir des transbordeurs additionnels, 
des grandes routes et des ponts.

Notre mémoire est quelque peu différent en 
ce qu’il s’intéresse au rôle des transports pour 
influencer et desservir tout le processus de 
développement sur le plan régional. Leurs 
intérêts, c’est l’intégration de toutes les for
mes de transport dans une structure ou un 
cadre, afin de servir les besoins de l’expan
sion. Les provinces de V Atlantique, quoique 
dans une moins grande proportion que d’au
tres régions du Canada, sont dans une région 
en pleine transition. Ainsi, par exemple, on 
peut observer une tendance marquée dans le 
déplacement démographique des centres 
ruraux et des petites collectivités urbaines 
vers les grands centres urbains. On peut cons
tater également une tendance vers un change
ment de la structure industrielle. Ces tendan
ces se traduisent surtout par un déplacement 
de l’emploi à partir des ressources primaires 
et leurs activités, vers les industries de manu
factures et des services.

Messieurs, on peut constater une tendance 
marquée vers la concentration démographique 
et économique dans les grands centres et col
lectivités urbaines, et nous en sommes fort 
heureux.

Ces déplacements doivent se maintenir et 
s’intensifier. C’est même l’intention’ expresse
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of the new federal department of regional 
economic expansion to concentrate the devel
opment effort, as far as this is possible, in a 
relatively small number of growth centres. 
We want to see them established, built up and 
have them supported. This Councill views 
transportation as one means of encouraging 
such development and servicing its continual 
expansion.

You will note, however, that certain trans
portation technology adds a new dimension to 
the relationship between transportation and 
over-all development, and one which may 
very well give transportation a more active 
role to play in the development of the Atlan
tic Provinces.

The region has always been heavily 
dependent on exports, particularly exports of 
primary and partially processed materials. As 
a result of the new super port, land, bridge 
concept, it may well be that the region is 
destined to become a distribution route for 
the export trade, not only of Canada, but of 
other parts of the world. In other words gen
tlemen, while it was a change in transporta
tion technology during the mid-19th century 
which was, in considerable measure, respon
sible for undermining the previous prosperity 
of the Maritime provinces, it can be the new 
development in transport technology a cen
tury later which may, in considerable mea
sure, result in a new era of prosperity for the 
Atlantic Provinces.

Every assistance must be given this region 
to take advantage of its potential as a key 
link in the age of super ships, super ports and 
land bridges. In this way transportation 
becomes not only a service to total develop
ment, but also in itself a cause of 
development.

In summary, Mr. Chairman, and apart 
from this leading role, a transportation sys
tem for the Atlantic region must provide at 
least the minimum level of services required 
for development purposes at the least possible 
cost. We recognize that costs of such a service 
may be higher than they would be elsewhere, 
and the matter of subsidies, therefore, arises. 
However, it needs to be emphasized that sub
sidies are not the important consideration. 
The primary consideration is the development 
of a transportation system comprising all 
modes of transport to meet the needs of the 
present and the future. Subsidies, to whatev
er form of transport, should be looked at 
simply as a means of expediting the develop
ment of such a system.

Mr. Chairman, we gave you a lot of reading 
material that surrounded this and I hope that

[Interprétation]
du nouveau ministère de l’Expansion écono
mique régionale de concentrer autant que 
possible les efforts d’expansion dans quelques 
centres de croissance relativement peu nom
breux. Nous voulons les voir se constituer et 
se développer. Notre conseil considère le 
transport comme un moyen de servir cette 
expansion continuelle.

Nous ferons observer toutefois que certai
nes technologies des transports ajoutent une 
nouvelle dimension aux rapports qui existent 
entre les transports et le développement géné
ral, lesquelles pourront très bien donner un 
rôle plus actif aux transports dans le dévelop
pement des provinces Atlantiques.

La région a toujours dû compter sur les 
exportations, surtout sur les exportations des 
matériaux à l’état primaire ou transformés en 
partie. Grâce au nouveau concept de super 
port-terre-pont, cette région pourrait devenir 
une route de distribution pour le commerce 
d’exportation, non seulement du Canada, 
mais d’autres parties du monde. En d’autres 
mots, messieurs, c’est un changement dans la 
technologie des transports au cours du 19" 
siècle qui en grande partie était responsable 
du fait qu’on a ainsi miné la prospérité des 
provinces maritimes. C’est peut-être le nou
veau développement dans les technologies des 
transports, un siècle plus tard, qui peut en 
grande partie conduire à une nouvelle ère de 
prospérité pour les provinces de l’Atlantique.

Cette région doit recevoir toute l’aide vou
lue pour profiter de son potentiel comme 
étant un maillon principal dans cette ère de 
navires géants, de ports et de terre-ponts 
géants. Ainsi, le transport devient non seule
ment un service pour l’expansion globale, 
mais il provoque également le développement.

En résumé, monsieur le président, et outre 
ce rôle primordial, un système de transport 
pour la région de l’Atlantique doit assurer au 
moins un minimum de service requis pour le 
développement, avec le moins de frais possi
ble. Nous reconnaissons que les coûts d’un tel 
service peuvent être plus élevés qu’ils ne le 
seraient ailleurs, et par conséquent la ques
tion des subsides se pose. Seulement il nous 
faut signaler que ce ne sont pas les subsides 
qui importent tellement. Il faut tout d’abord 
voir au développement d’un réseau de trans
port, qui comprendrait tous les moyens et 
modes de transport afin de répondre aux 
besoins du présent et de l’avenir. Quelle que 
soit la forme de transport qui bénéficie des 
subsides elles doivent être considérées simple
ment comme étant un moyen d’accélérer l’é
volution d’un tel système.

Monsieur le président, nous avons mis à 
votre disposition une bonne documentation, et
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this very brief summary brings you up to 
date on how we feel. Thank you very much.

The Chairman: Thank you very much. Mr. 
Allmand.

Mr. Allmand: Mr. Mann and Mr. Parks, in 
your brief you have made a statement with 
respect to subsidies and I would like to ask 
you some questions on this matter.

Considering what you have said about sub
sidies, am I to take it that you do not recom
mend the continuation of MFRA in its present 
form, or at all?

Mr. Mann: Mr. Chairman, we do not 
attempt, in any way, to say whether the 
MFRA is right or wrong. We do not get into 
this matter of problems. What we are saying 
is that we do not believe in subsidies as 
something that should always be. We think 
that subsidies are a matter which, in order to 
get something off the ground, in order to get 
it started and well under way, needs to be 
put into effect, needs to be created and needs 
to be done. As for the continuation of subsi
dies ad infinitum, we think this is a wrong 
principle.

Mr. Allmand: In other words, you look 
upon a subsidy as a means of stimulating, or 
as a catalyst but not as a long term solution?

Mr. Mann: That is right.

Mr. Allmand: That is all, thank you.

The Chairman: Mr. Skoberg.

Mr. Skoberg: What population in urban 
centres do you consider to be a growth area?

Mr. Mann: Do you mean how large should 
a growth centre be?

Mr. Skoberg: Yes.

Mr. Mann: Again, I cannot tell you exactly, 
but I am going to ask Mr. Parks to deal with 
this question in a moment, because it is a 
matter that he has been studying as our 
economist. As far as we are concerned there 
are many different kinds of growth centres: 
there is the manufacturing centre, the service 
centre and others.

I do not think one could say just what the 
minimum amount would be. Halifax, we 
believe, is a growth centre. We believe that 
Moncton is a growth centres. We believe that

[Interpretation]
nous espérons que ce bref résumé vous met
tra au courant de notre façon de penser. 
Merci beaucoup.

Le président: Merci beaucoup. Monsieur 
Allmand?

M. Allmand: Monsieur Mann et monsieur 
Parks dans votre mémoire, vous avez fait une 
déclaration pour ce qui est des subventions, 
et je voudrais vous poser d’autres questions à 
ce sujet.

Si l’on tient compte de ce que vous avez dit 
à l’égard des subventions, dois-je en conclure 
que vous ne recommandez pas le maintien des 
dispositions de la Loi sur les taux de trans
port des marchandises dans les Maritimes, 
sous sa forme actuelle ou l’abolition de ces 
dispositions?

M. Mann: Monsieur le président, nous n’a
vons pas du tout l’intention de dire que les 
dispositions de cette Loi sont justes ou pas. 
Nous ne nous mêlons pas de ce genre de 
problème. Tout ce que nous disons, c’est que 
nous ne croyons pas que les subsides doivent 
toujours être maintenus. Nous croyons que les 
subsides doivent servir à mettre quelque 
chose sur pied, à le mettre en marche et à le 
faire progresser.

Pour ce qui est de consentir des subsides 
sans aucune limite, nous croyons que c’est un 
mauvais principe.

M. Allmand: Donc, vous considérez une 
subvention comme étant un moyen de stimul
er, d’encourager ou comme catalyseur mais 
pas comme étant une solution à long terme?

M. Mann: C’est juste.

M. Allmand: C’est tout. Merci beaucoup.

Le président: Monsieur Skoberg.

M. Skoberg: Quel pourcentage de popula
tion des centres urbains doit être considéré 
comme étant une région de croissance?

M. Mann: Vous voulez dire quelle doit être 
l’envergure cette région de croissance?

M. Skoberg: Oui.

M. Mann: Une fois de plus, je ne pourrais 
vous dire exactement ce qu’il en est; mais je 
vais demander à M. Parks d’y répondre dans 
un instant, parce que c’est une question qu’il 
étudie en tant qu’économiste. Il y a d’après 
nous plusieurs genres de centres de crois
sance: des centres de fabrication, des centres 
de service, et d’autres.

Je ne crois pas qu’on puisse dire au juste 
quel serait le minimum. Halifax, à notre avis, 
est un centre de croissance et nous croyons 
que Moncton en est un; nous croyons de
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centres with the population of Fredericton are 
growth centres. These are matters which 
must be established. We think for instance in 
the Port Hawkesbury area that this is going 
to be, perhaps before too long, a growth cen
tre. It does not have a very large population 
as yet.

Mr. Arthur Parks (Chief Economist, Atlan
tic Provinces Economic Council): Mr. Chair
man, there is no clear consensus, I think, of 
how large a growth centre should be.

There are people who have suggested a 
minimum population of 100,000: there are 
other people who have suggested when you 
get to 1 million your whole population, your 
whole activity, has become too concentrated 
and you meet all the problems of urbaniza
tion and so on. I do not think there is any 
clear answer to the question. I would suspect 
that Halifax in the case of the Atlantic prov
inces is an obvious growth centre. Halifax 
will likely have a population of 300,000 or so 
by the next 20 or 30 years. As Mr. Mann said, 
there are other types of growth centres. For 
example, the whole Fredericton, Ormocto 
complex of communities, taken together, was 
one of the fastest growing centres in Canada 
between 1961 and 1966. But it is a different 
type of centre: its economic base is the ser
vice industry and not industry as such.

Mr. Skoberg: Mr. Chairman and gentlemen,
I am sure everyone in this room could have a 
different definition of a growth centre as it 
affected their particular municipality of their 
city. However, would you give me an indica
tion of what type of commission should be set 
up to determine what a real growth centre is 
throughout Canada as applied to the new 
legislation that has been suggested here as 
recently as one or two days ago?

Mr. Parks: Mr. Chairman, in the case of the 
Atlantic Provinces, if I read correctly the 
legislation which was introduced in the House 
of Commons earlier this week, the intention 
is to select those centres which have consider
able population at the moment and which 
show considerable growth prospects. It is a 
matter of reinforcing growth trends. It is not 
a matter of reversing trends and establishing 
new ones. It is a matter of reinforcing those 
growth trends which already exist. So far as 
the machinery for the selection of these is 
concerned, I do not know, but there is provi
sion in the legislation, as I understand it, for

[Interprétation]
même qu’un centre de population, comme 
Fredericton, est un centre de croissance aussi. 
Ce sont là des questions qui doivent être éta
blies. Nous croyons par exemple que la région 
de Port Hawkesbury deviendra éventuelle
ment un centre de croissance. La population 
n’est pas encore tellement grande à ce 
moment-ci.

M. Arthur Parks (Économiste en chef. Con
seil économique des provinces de l'Atlan
tique): Monsieur le président, les avis sont 
partagés quant à l’importance d’un centre de 
croissance. Certains ont parlé d’un minimum 
de 100,000 personnes; pour ce qui est de la 
population, d’autres ont dit que lorsque vous 
atteignez un million vous en êtes rendus au 
point où la concentration est trop grande et 
vous avez le problème de l’urbanisation. Il n’y 
a vraiment pas de réponse claire et précise à 
cette question, mais je dirais que Halifax, 
dans le cas des provinces de l’Atlantique, est 
vraiment un centre de croissance et je dirais 
que Halifax pourrait avoir une population 
de 300,000 d’ici les 20 ou 30 prochaines 
années. Comme M. Mann l’a dit, il y a 
d’autres genres de centres de croissance. Par 
exemple, les régions de Fredericton et d’Oro- 
mocto prises dans l’ensemble formaient l’un 
des centres qui croissaient le plus rapidement 
entre 1961 et 1966. Mais c’est un autre 
genre de centre de croissance; son assiette 
économique constitue l’industrie de service et 
non pas l’industrie comme telle.

M. Skoberg: Monsieur le président, mes
sieurs, je suis sûr que chacun de nous ici 
pourrait définir différemment un centre de 
croissance, tel que cela affecte sa municipalité 
ou sa ville. Mais, pourriez-vous me dire quel 
genre de commission devrait être constituée 
pour déterminer ce qu’est vraiment un centre 
de croissance, à travers le Canada, tel qu’il 
est appliqué à la nouvelle législation qui nous 
a été proposée ici, disons il y a à peine un 
jour ou deux?

M. Parks: Monsieur le président, en ce qui 
concerne les provinces de l’Atlantique, si j’ai 
bien interprété la législation présentée à la 
Chambre des communes plus tôt cette 
semaine, on a l’intention de choisir les centres 
à populations très denses en ce moment et qui 
présentent des perspectives de croissance 
assez grandes. Il s’agit de renforcer ces ten
dances de croissance, plutôt que de les ren
verser et d’en établir de nouvelles. Il s’agit de 
renforcer de plus en plus ces tendances de 
croissance qui existent déjà. Pour ce qui est 
des rouages en vue de choisir les centres de 
croissance la législation prévoit la consulta-
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joint consultation between the government of 
Canada and the governments of the provinces 
concerned.

Mr. Skoberg: Would it be your opinion, sir, 
that your Atlantic Provinces Economic Coun
cil would make recommendations in this re
gard as to what you consider to be growth 
centres in your particular Atlantic provinces?

Mr. Mann: I would like to deal with that 
question.

What you would like to know is the real 
basis for the establishment of a growth cen
tre. Mr. Parks passed over it rather quickly 
by saying that it is a centre which shows 
strong growth trends now and, coupled with 
that, a fairly sizeable population, that is, one 
that can support activity. You do not want to 
take too many of them, because then you are 
going to have just too many to deal with. You 
need to take relatively few. We made a 
suggestion on a number of them in an report 
which we put out some years ago.

Mr. Skoberg: Would you be prepared to 
name those now, sir—some of the ones you 
consider to be growth centres in the Atlantic 
Provinces.

Mr. Mann: Yes. We consider the Halifax- 
Dartmouth area as a growth centre; the 
major area in Saint John, the municipality; 
Moncton; Charlottetown; the Bathurst area; 
the Sydney area and the Saint John’s, New
foundland area, and I think the Corner Brook 
area.

I believe that since we named them, there 
is certainly the New Glasgow-Pictou area 
which has definitely come forward to be a 
growth centre.

Mr. Skoberg: Prior to this proposed legisla
tion, sir, were any of these designated areas?

Mr. Mann: Oh, yes.

Mr. Skoberg: Most of these were?

Mr. Mann: Most of them, yes.

Mr. Skoberg: Have you given any consider
ation to the fact that the potential growth 
areas that may be involved in the Atlantic 
Provinces, which naturally evolve around the 
transportation system—do you think perhaps 
under the new proposed legislation that there 
are other areas that could be growth centres 
that were outside the realm of the designated

[Interpretation]
tion conjointe entre le gouvernement du 
Canada et les provinces en cause.

M. Skoberg: Êtes-vous d’avis que le Con
seil économique des provinces de l’Atlantique 
formulerait des recommandations à cet égard 
quant à ce qui, d’après vous, représente un 
centre de croissance pour les provinces de 
l’Atlantique?

M. Mann: J’aimerais répondre à cette ques
tion. Je pense que ce que vous désirez savoir 
c’est le véritable fondement pour l’établisse
ment d’un centre de croissance. M. Parks y a 
répondu assez rapidement en disant que c’est 
un centre qui présente des tendances de crois
sance assez marquées à l’heure actuelle, ajou
tant à cela, une population assez importante, 
c’est-à-dire une population qui porterait son 
appui à l’activité. A mon avis, vous ne voulez 
pas en prendre un trop grand nombre parce 
qu’alors vous devrez vous occuper d’un trop 
grand nombre. Il vous faut donc un nombre 
peu élevé. Nous avons présenté un certain 
nombre de suggestions dans un autre rapport 
que nous avons publié il y a quelques années.

M. Skoberg: Seriez-vous prêt à nous donner 
leurs noms maintenant, monsieur, de certains 
de ces centres qui, à votre avis, sont des 
centres de croissance dans les provinces de 
l’Atlantique?

M. Mann: Oui. Nous trouvons que la région 
d’Halifax-Dartmouth est un centre de crois
sance. Nous trouvons aussi que Saint-Jean, 
ainsi que Moncton, Charlottetown, Bathurst, 
Sydney et Saint-Jean de Terre-Neuve et Cor
ner Brook sont des centres de croissance.

Puisque nous les avons nommés, il y a cer
tainement la région de New Gasglow-Pictou, 
qui devient là aussi un centre de croissance.

M. Skoberg: Avant ce projet de loi, mon
sieur, croyez-vous qu’un de ces centres était 
une région désignée?

M. Mann: Oui. Certainement.

M. Skoberg: La plupart de ces régions 
étaient des régions désignées?

M. Mann: Oui, la plupart.

M. Skoberg: Avez-vous tenu compte du fait 
que les centres de croissance éventuels qui 
pourraient être dans les provinces de l’Atlan
tique se développeraient en fonction du sys
tème de transport? Croyez-vous qu’en vertu 
de ce nouveau projet de loi, il pourrait y 
avoir d’autres secteurs qui pourraient être 
considérés comme étant des régions de crois-
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areas before, because they could not qualify 
due to the unemployment figure?

Mr. Mann: From the statement the Minister 
made, it seems to us that the areas we were 
claiming should have been included in the 
over-all picture of the regional program have 
now been included.

Mr. Skoberg: No additional ones, though?

Mr. Mann: No. The ones that were outside 
the designated area program are now includ
ed and I do not think there are any others 
that need to be included.

What we are anxious to avoid is getting 
involved in too many, because once you do 
that you start to water down your whole pro
gram. You need to concentrate on a limited 
number and get them going and once they are 
going and become strong, then you can start 
to build your other areas. But in the mean
time, as you can see from what happens in 
other parts of Canada, these centres will 
come along naturally and grow and become 
very viable, and then there will be others 
that will start up.

We believe this is the way it should go, and 
this is the way it looks as if the intention is to 
have it go in the Atlantic Provinces now.

Mr. Skoberg: Mr. Chairman, I would like to 
suggest to the gentlemen, if I may, that in the 
other parts of Canada this is not necessarily 
the way it works. The criteria for designated 
areas is the unemployment figure. That deter
mines the decision as to the designation of 
such areas. And I am sure that under the new 
legislation there may be other centres in the 
Atlantic Provinces as well as the rest of 
Canada that may now be included in a 
growth area, and I would suggest, and I 
would ask, that if you think there are other 
areas that could be included in the growth 
area realm of the new legislation, you should 
pay particular attention to it. There may be 
some suggestions you may have in that 
regard.

Mr. Mahoney: Mr. Chairman, I wonder if 
the witness might tell us about the composi
tion of his organization and what sort of staff 
he has, what he considers his terms of refer
ence to be, and who finances his work.

Mr. Mann: The Atlantic Provinces Econom
ic Council, Mr. Chairman, is a private organi
zation which is supported financially by mem-

29691—10

[Interprétation]
sance, qui autrefois, ne faisaient pas partie 
des régions désignées, n’étant pas admissibles 
étant donné les chiffres du chômage?

M. Mann: A la suite de la déclaration faite 
par le ministre, il me semble que ces régions 
qui, d’après nous auraient dû être incluses 
dans ces tableaux d’ensemble des program
mes régionaux, le sont présentement.

M. Skoberg: Il n’y en a pas eu d’autres 
depuis?

M. Mann: Non. Celles qui n’étaient pas 
comprises dans le programme des régions 
désignées sont maintenant incluses et je crois 
pas qu’il y en ait d’autres qui doivent être 
incluses.

Ce que nous voulons faire, c’est de ne pas 
en avoir un trop grand nombre parce qu’alors 
si vous en avez un trop grand nombre, vous 
commencez à diluer tout votre programme. Il 
vous faut donc concentrer vos efforts sur un 
nombre limité, les relâcher une fois qu’ils 
vont bon train, et qu’ils se renforcent, vous 
pouvez construire vos autres régions. Mais, 
entre-temps, comme nous pouvons voir ce qui 
se produit dans d’autres régions du Canada, 
ces centres se manifesteront d’eux-mêmes, 
connaîtront la croissance, seront viables, et il 
y en aura d’autres qui se manifesteront par la 
suite.

C’est la façon dont les choses devraient se 
dérouler et c’est bien ce qui va se produire, 
semble-t-il, si c’est là notre intention dans les 
provinces de l’Atlantique.

M. Skoberg: Monsieur le président, j’aime
rais simplement vous dire, messieurs, si on 
veut bien me le permettre, que dans les 
autres régions du Canada ce n’est pas néces
sairement la façon dont cela fonctionne. Le 
critère utilisé pour la désignation des régions 
est le taux de chômage. Je suis sûr qu’en 
vertu de la nouvelle législation il peut y avoir 
d’autres régions des provinces de l’Atlantique 
et du reste du Canada qui sont actuellement 
incluses dans une région de croissance et si 
vous croyez qu’il y a d’autres régions qui 
pourraient être incluses dans les cadres de 
cette législation, il y aurait lieu d’y accorder 
une attention particulière. On pourra peut- 
être vous faire certaines suggestions à cet 
égard.

M. Mahoney: Monsieur le président, le 
témoin ne pourrait-il pas nous décrire la com
position de son organisation, de son person
nel; quel est son mandat et qui finance son 
travail?

M. Mann: Le Conseil Économique des pro
vinces de l’Atlantique est un organisme privé, 
monsieur le président; il est appuyé sur le
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bership fees. Members include corporations, 
industries of all kinds, educational institu
tions, private members, labour unions. Any
one can join APEC who wants to. The 
representation is on a personal basis, on an 
individual basis. If a person comes here as a 
representative of a Corporation, he does not 
speak on behalf of that corporation; he 
expresses his own views when he is sitting in 
and discussing APEC problems.

We have a staff of sometimes 11, sometimes 
12, but we have had a staff of 16, 20 and 24. 
But our staff at the moment is 11 persons and 
we have two offices; the central office in Hali
fax where the main administration is, and 
there we have a centre for our economic stud
ies; and the office in Fredericton, which Mr. 
Parks looks after. He has a staff of economists 
to back him up there.

Our main work is in basic economic 
research and statistics, and we put out a 
number of publications which we think are 
objective. The aim of these is to analyse what 
is going on in the region, and to tell the 
people what is actually taking place from a 
private point of view, and to urge govern
ments to do the things that we think govern
ments should do. We meet live or six times a 
year. We have an annual meeting every fall 
which is a highlight of the economic activity 
in the region, and we have excellent co-oper
ation with governments, with business peo
ple, labour people, and so on.

Mr. Mahoney: Do I take it from your an
swer, sir, that neither governments at any 
level nor government agencies are members 
of the association?

Mr. Mann: There are numerous government 
people. Most of the Premiers are members 
and pay their membership fees. Many of the 
government personnel are members. They 
feel that they would like to get in and sup
port us.

Mr, Mahoney: This is in their personal 
capacity.

Mr. Mann: That is correct.

Mr. Nowlan: Did you make any specific 
study on the effect of LCL rates?

Mr. Mann: No, we did not do that, Mr. 
Nowlan. The Maritime Transportation Com
mission—we try our best to not do things that 
other people do.

[Interpretation]
plan financier par des cotisations venant des 
membres qui comprennent des corporations, 
des industries de tout genre, des institutions 
d’éducation, des membres privés, des syn
dicats ouvriers—enfin n’importe qui peut par
ticiper au CEPA et en devenir membre s’il le 
désire. La représentation se fait sur un plan 
individuel, personnel. Si vous venez comme 
membre d’une corporation, vous ne parlez pas 
au nom de cette corporation, mais vous 
exprimez vos propres points de vue lorsque 
vous nous parlez de problèmes du CEPA.

Nous avons un personnel de 11 à 12, mais 
nous avons eu jusqu’à 16, 20 et 24 personnes. 
Notre personnel en ce moment est de 11 per
sonnes, et nous avons deux bureaux. Le 
bureau central est à Halifax où se trouve 
l’administration centrale et notre centre 
d’études économiques; il y a aussi le bureau 
de Fredericton dont le responsable est M. 
Parks, qui a un personnel d’économistes pour 
le supporter dans son travail. Notre principal 
travail se fait dans le domaine de la recher
che économique fondamentale et de la statis
tique. Nous avons présenté un certain nombre 
de publications que nous croyons objectives 
et qui ont pour but d’analyser la situation 
dans la région, de dire à la population ce qui 
se produit ici du point de vue du secteur 
privé, et de prier le gouvernement de faire 
ces choses, qui, à notre avis, devraient être 
accomplies. Cinq ou six fois par année nous 
avons une réunion. Nous avons une réunion 
annuelle chaque automne qui est le point cen
tral de nos activités. Nous recevons une 
excellente collaboration des gouvernements, 
des hommes d’affaires et des travailleurs.

M. Mahoney: Je conclus d’après votre 
réponse, qu’il n’y a pas d’agences du gou
vernement qui sont membres de l’association.

M. Mann: La plupart des premiers minis
tres sont membres et paient leur cotisation. 
De nombreux fonctionnaires sont membres, et 
sans hésiter ils aimeraient peut-être parti
ciper à notre travail et nous appuyer.

M. Mahoney: C’est à tire personnel et non 
en tant que fonctionnaires.

M. Mann: C’est exact.

M. Nowlan: Est-ce que vous avez fait une 
étude plus particulièrement des effets des 
taux des chargements incomplets?

M. Mann: Non. Nous essayons vraiment de 
ne pas faire des choses qui ont été faites par 
d’autres.
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[Texte] [Interpretation]
Mr. Nowlan: Well, I quite agree. That is M. Nowlan: Je suis parfaitement d’accord 

very commendable. My second question has avec vous. C’est très sage, nous vous en félici
te do in part with an answer you gave earlier tons. Ma deuxième question a trait à une 
about subsidies. In your brief and in your réponse que vous avez donnée en partie sur 
answer there is no doubt that subsidy is a la question des subventions. Dans votre 
catalyst and the ideal is not to have to pay it mémoire il est bien évident que les subven- 
forever ad infinitum as you mentioned. But tiens sont un catalyseur et qu’elles n’ont pas à 
you also say that we need a minimum stand- être payées à l’infini. Mais vous dites aussi 
ard of service at the lowest possible cost to qu’il nous faut un service minimum au coût le 
meet the needs of the region, and since this moins élevé pour répondre aux besoins de la
region has a scattered population and is 
divided and has two islands on it, it almost 
becomes inescapable to have public subsidies. 
Are you suggesting—you are not suggesting 
here today for a moment that the service is 
up to the standard that you would like it to 
be, and that we could roll back subsidies 
completely, regardless of what form. I am not 
saying necessarily MFRA, but some help defi
nitely in the transportation area in the Atlan
tic Region. Is that not correct?

Mr. Mann: This is so true. For instance...

Mr. Nowlan: I would not want your answer 
about subsidies and the generality of it to 
mislead anybody in this room.

Mr. Mann: No. I am sure that everybody—I 
really feel that everybody feels about subsi
dies just as I do. I mean—but then you look 
around at our total population, you look at 
the geography of the Atlantic Provinces, and 
you say, how can you do it? And the answer 
is that if we had a large population, if we 
were viable in industrial production, if we 
were selling our products all over the world 
and so on, then we probably would not need 
them. But in the meantime, to do this, for 
example—when we made a presentation 
recently to the Premiers, the Atlantic Premi
ers, we said that one of the problems here is 
the ability to move from P.E.I. to Moncton, 
we will say, from Charlottetown to Moncton, 
or from Charlottetown to Halifax, and you 
folks remember on your last visit down here 
what the problem was.

Mr Nowlan: We could not move.

Mr. Mann: And then over to Newfound
land. So that, from a mere convenience, the 
best way to get around here is by air, and 
there certainly needs to be a policy, I think. 
As an example, with respect to air transport 
in this region, subsidies should be created so 
that air service can link up with the major 
transcontinental service of Air Canada. There 
is a tremendous need for this, and that is just 
one example.

29691—10)

région et puisque cette population est éparpil
lée en deux îles entre autre, il est inévitable 
ou à peu près qu’on ait des subventions publi
ques. Est-ce que vous proposez aujourd’hui 
vraiment que les services sont selon les nor
mes que vous voudriez avoir et que nous 
pourrons simplement faire disparaître les 
subsides? Je ne veux pas nécessairement par
ler de la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes, 
mais nous avons vraiment besoin d’aide pour 
ce qui est du transport dans les régions de 
l’Atlantique, n’est-ce pas juste?

M. Mann: C’est une vérité évidente.

M. Nowlan: Je ne veux pas vos avis sur les 
subventions pour induire les gens ici en 
erreur.

M. Mann: Je suis sûr que tout le monde 
partage mon avis sur les subventions. Mais 
alors, si vous tenez compte de l’ensemble de 
la population, et de la géographie des provin
ces de l’Atlantique, comment pouvez-vous le 
faire? Et la réponse est que si nous avions 
une population plus grande, si nous pouvions 
vivre de notre production industrielle, vendre 
nos produits de par le monde, et ainsi de 
suite, alors on n’aurait sans doute pas besoin 
de subventions. Entretemps lorsque nous 
avons fait une présentation aux premiers 
ministres de l’Atlantique, nous avons dit 
qu’un des problèmes était la difficulté de pas
ser de l’île-du-Prince-Édouard à Moncton, 
disons, de Charlottetown à Moncton, ou de 
Charlottetown à Halifax, et vous vous rappe
lez lors de votre dernière visite les problèmes 
que vous avez eus.

M. Nowlan: Oui, on ne pouvait plus se 
déplacer.

M. Mann: Ainsi de suite jusqu’à Terre- 
Neuve, donc la meilleure façon de se déplacer 
ici c’est par air et il faut donc établir une 
ligne de conduite. Par exemple, pour ce qui 
est du transport aérien dans cette région, des 
subventions devraient être créées pour que 
les services aériens puissent nous rattacher 
avec les principaux réseaux transcontinen
taux. C’est un seul exemple que je vous 
donne.
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[Text] [Interpretation]
Mr. Nowlan: You would have to clarify M. Nowlan: Il faudrait préciser le tout,

that, because I do not know what your mais je ne sais pas ce que sera votre réponse
answer will be on this. But would you agree maintenant. Est-ce que vous conviendriez 
with me that access to central Canadian mar- avec moi que l’accès aux marchés du Canada 
kets is in effect a condition of Confederation central soit une condition de la Confédération 
in this part of the country? pour ces parties du pays?

Mr. Mann: Everybody thought so. M- Mann: Tout le monde le croyait

Mr. Nowlan: But it has been very difficult M. Nowlan: Cela a été assez difficile à
to maintain.

Mr. Mann: Well, it has been very difficult 
to maintain. First of all, they built the rail
road a little longer distance than some people 
thought they should because they were get
ting too close to the border, and we find 
really that over the years it has been very 
difficult to get into the Canadian market, 
because on the doorstep of people in Toronto 
and Montreal you had all kinds of business 
activity to serve the customers right there. 
And the question is, how to compete? Well, if 
you wanted to get wages here up to the level 
of other parts of Canada—and as someone said 
earlier here tonight, in some centres they are 
not too bad—but how can you do this if you 
do not get some help somewhere in order to 
create a viable position for yourself at home?

The Chairman: Mr. Breau.

Mr. Breau: Mr. Chairman, first of all, being 
a Maritime member, I should say to the 
members—maybe they do not know—that 
APEC is respected as a very well thought-of 
organization in the Atlantic Provinces as far 
as economics is concerned. I think it is the 
most respected.

Mr. Chairman, I have a couple of questions 
for the witness. You have put a great empha
sis in your brief on primary industry.

Mr. Mann: On what?

Mr. Breau: Primary industry.

Mr. Mann: Secondary industry.

Mr. Breau: Did you put emphasis on pri
mary industry?

Mr. Mann: We emphasized primary 
industry.

Mr. Breau: Now, in relation to that, you 
proposed to have a better transportation sys
tem for exportation. I agree with that. But for 
secondary industry, which is very important 
to this area, how can you foresee—before we

maintenir.

M. Mann: Oui en effet cela a été très 
difficile à maintenir. Tout d’abord nous avons 
construit les chemins de fer sur un parcours 
un peu plus long que certaines personnes 
auraient cru qu’on allait le faire, étant donné 
qu’ils s’approchaient trop des frontières. Mais 
nous trouvons qu’au cours des années il a été 
très difficile de pénétrer le marché canadien, 
car à Montréal et à Toronto on avait toutes 
sortes d’entreprises qui vendaient justement 
aux clients là-bas, et alors comment concur
rencer? Et si nous voulons que nos salaires 
soient au même niveau que dans les autres 
parties du Canada, comme quelqu’un l’a dit 
auparavant ce soir, dans certains centres les 
salaires ne sont pas trop mauvais, mais com
ment faire si vous ne recevez pas une aide de 
quelque part afin de créer une situation via
ble pour vous-même chez vous?

Le président: Monsieur Breau.

M. Breau: Monsieur le président, tout d’a
bord, venant des Maritimes moi-même, je 
devrais peut-être dire aux membres qui ne 
savent ce qui se passe au CEPA, que le Con
seil économique des provinces de l’Atlantique 
est un organisme très bien respecté en ce qui 
concerne l’économique dans nos provinces. 
Enfin je dirais que c’est l’organisme le plus 
respecté.

Maintenant, monsieur le président, j’aurais 
quelques questions à poser aux témoins. Vous 
avez insisté beaucoup dans votre mémoire sur 
l’industrie primaire...

M. Mann: Sur quoi?

M. Breau: L’industrie primaire.

M. Mann: L’industrie secondaire.

M. Breau: Mais est-ce que vous avez insisté 
sur les industries primaires?

M. Mann: En effet, les industries primaires.

M. Breau: Et alors, à ce sujet, vous propo
sez d'avoir un meilleur système de transport 
pour l’exportation. Je suis d’accord. Mais 
pour l’industrie secondaire, qui a beaucoup 
d’importance pour la région, comment pré-
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[Texte]
get double or triple the population that we 
have now—that you will be able to compete 
with the industries in central Canada without 
having an operational subsidy for transporta
tion? You advocate some kind of assistance, 
but not operational subsidies. You say that 
the idea would be assistance for a better 
transportation system, but how can you 
foresee, before we get double or triple the 
population in the Atlantic Provinces so that 
we can sell enough here to pay enough, that 
we could compete without having operational 
subsidies?

Mr. Mann: Well, Mr. Chairman, it seems to 
me that the answer I gave to the previous 
question applies directly to that question.

Mr. Breau: All right.

The Chairman: Mr. Perrault.

Mr. Perrault: Mr. Chairman, in the brief 
submitted in March of 1968 by this organiza
tion, they talk about the exports from the 
region. More than one-half of the total value 
is accounted for by newsprint, iron ore and 
wood pulp. Products of the fisheries, forests 
and mines together account for all but 15 per 
cent of regional exports. I would like to ask 
Mr. Mann whether his organization would 
favour a tariff policy, reducing tariffs in cer
tain of the areas affecting Maritime products. 
Not necessarily free trade, but would this be 
of assistance in addition to the other excellent 
ideas that have been put forth in this brief? 
Are you actively promoting certain tariff 
reductions?

Mr. Mann: Mr. Chairman, we have not 
picked on any specific one, but we have con
tinually advocated that a free-trade world 
would be to our advantage.

Mr. Perrault: Yes. Well, we found, in New 
Brunswick and indeed in many of the briefs, 
the suggestion that there would be advan
tages. For example, in selling fine papers in 
the United States. Now it is excluded because 
of tariffs, you see.

In British Columbia, for example, the 
unbelievable situation is that we could sell 
furniture to the California market if we had 
tariff reduction.

Mr. Mann: If you could get into the market.

Mr. Perrault: That is right. It has been 
suggested on several occasions during this 
tour that transportation subsidies should be 
extended to the trucking industry on the 
same basis as the rail subsidies, which it has 
been suggested should be continued and per-

[Interprétation]
voyez-vous—avant d’avoir deux ou trois fois 
la population que nous avons à l’heure 
actuelle—pouvoir concurrencer les industries 
du centre du Canada, sans avoir une subven
tion pour îles transports? Vous avez souhaité 
une forme d’aide, mais non pas nécessaire
ment une subvention opérationnelle. Vous 
nous exhortez à adopter un meilleur système 
de transport, mais comment prévoyez-vous, 
avant d’avoir deux ou trois fois la population 
actuelle des provinces de l’Atlantique afin de 
pouvoir vendre suffisamment ici pour payer, 
pouvoir faire la concurrence sans avoir une 
subvention opérationnelle?

M. Mann: Il me semble que ma réponse à 
la question précédente s’applique directement 
à celle-ci.

M. Breau: Très bien.

Le président: Monsieur Perrault.

M. Perrault: Dans le mémoire présenté en 
mars 1968, on dit que la moitié de la valeur 
totale des exportations est représentée par le 
papier journal, le minerai de fer et les pro
duits de la pâte. Les produits de la pêche, de 
la forêt et des mines représentent 15 p. 100 
des exportations régionales. J’aimerais donc 
demander à M. Mann si son organisme serait 
en faveur d’une politique tarifaire, qui rédui
rait les tarifs dans certains secteurs qui tou
chent aux produits des Maritimes. Non pas 
nécessairement un libre-échange, mais est-ce 
que cela aiderait en plus des autres excellen
tes idées que vous avez émises dans votre 
mémoire? Est-ce que vous demandez active
ment certaines réductions tarifaires?

M. Mann: Nous n’eni avons pas choisi un 
seul, monsieur le président, mais nous avons 
toujours demandé et proclamé qu’un monde 
de libre-échange serait à notre avantage.

M. Perrault: Nous avons trouvé au Nou
veau-Brunswick qu’il y aurait beaucoup 
d’avantages, par exemple, pour la vente de 
papier fin aux États-Unis. C’est maintenant 
exclus à cause des tarifs.

Nous trouvons en Colombie-Britannique, 
par exemple, la situation incroyable que nous 
pourrions vendre des meubles sur le marché 
de la Californie s’il y avait réduction tarifaire.

M. Mann: Oui, si vous pouviez pénétrer le 
marché.

M. Perrault: C’est exact. Il a été suggéré, à 
plusieurs reprises au cours de notre tournée, 
que les subventions au transport devraient 
être étendues à l’industrie du camionnage sur 
la même base que les subventions pour les 
chemins de fer, que Ton a aussi suggéré de
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[Text] [Interpretation]
haps extended. Some briefs have suggested continuer et même d’étendre. Dans certains 
that subsidies be paid for air transport, mémoires, on suggère que des subventions
Would you, at least in the short run, favour soient accordées au transport aérien. Est-ce
the extension of subsidies to these other car- que vous êtes en faveur, pour l’avenir immé- 
riers in the Maritime area? The second last diat, de l’extension de ces subventions aux 
paragraph in this brief is rather vague on autres transporteurs des Maritimes?... L’a- 
this point vant-dernier paragraphe de votre mémoire

est un peu vague à ce sujet.

Mr. Mann: Well, it is vague because it is a 
very difficult question to answer. I have list
ened to a number of people here tonight try
ing to answer it, and there really was not any 
clear-cut answer, because whoever it was 
who asked the question earlier about, you 
know, how would you do it? This is the prob
lem. How would you do it?

But one of the things that we are satisfied 
with is that free competition creates a situa
tion which tends generally to be a favourable 
one, and if you can arrive at that position, 
you are going to have some advantages. It 
seems to me possible to calculate how subsi
dies could be given to the truckers. I do not 
know how.

Mr. Perrault: You would want to make sure 
that the advantage would be passed on to the 
producer.

Mr. Mann: You would want to be sure of 
that. That is right.

Mr. Perrault: This is one of the difficulties.

Mr. Mann: That is the difficulty, but it 
seems reasonable to investigate this.

Mr. Perrault: Yes. That is all, Mr. 
Chairman.

M. Mann: C’est vague parce qu’il est très 
difficile de répondre à cette question. J’ai 
écouté plusieurs personnes ici ce soir essayer 
à vous donner une réponse et franchement il 
n’y a pas de réponse claire et nette. On s’est 
interrogé tout à l’heure, sur la façon de le 
faire. Voilà le problème, comment le faire?

Une des choses dont nous sommes convain
cus, c’est que la libre concurrence crée une 
situation qui normalement a tendance à être 
favorable. Si vous êtes capables d’en arriver à 
cette situation, vous aurez certains avantages. 
Il me semble qu’il serait possible de calculer 
exactement comment vous pourriez accorder 
une subvention aux camionneurs. Mais je ne 
sais pas.

M. Perrault: Vous voudriez vous assurer 
par exemple que l’avantage soit transmis au 
producteur.

M. Mann: Évidemment.

M. Perrault: Voilà une des difficultés.

M. Mann: Il semble toutefois raisonnable de 
faire enquête à ce sujet.

M. Perrault: Très bien, merci.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: There has been some reference 
already this evening, in the last few minutes, 
to air services in the Maritimes. Has your 
Council made any recommendations as to 
what could be done to sustain any regional 
air carriers that are already established or 
may be established in the Atlantic region, in 
particular, say, Nova Scotia or some of the 
other areas?

It is my understanding that very often 
projects' that could be carried out by regional 
air carriers are often farmed out to other 
carriers from Central Canada. Have any 
recommendations been made on this to sus
tain regional air carriers that are either (a) in 
existence, or (b), may come into existence 
shortly?

Le président: Monsieur Nesbitt.

M. Nesbitt: On a parlé déjà ce soir, il y a 
quelques minutes, des services aériens dans 
les Maritimes. Est-ce que votre Conseil a for
mulé des recommandations quant à ce que 
l’on pourrait faire pour soutenir les transpor
teurs régionaux aériens qui sont déjà établis 
ou qui pourraient s’établir dans la région de 
l’Atlantique, tout particulièrement, mettons, 
en Nouvelle-Écosse ou dans certaines autres 
régions.

Je crois comprendre que très souvent les 
projets que les transporteurs régionaux pour
raient entreprendre, sont souvent déjà donnés 
à d’autres transporteurs du centre du Canada. 
Je me demandais s’il y avait des recomman
dations à ce sujet afin de soutenir les trans
porteurs régionaux qui existent déjà ou qui 
pourraient être mis en service dans un avenir 
immédiat.
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[Texte]
Mr. Mann: Mr. Chairman, this is not one of 

our responsibilities. First of all, the answer is 
no, we did not; and the other would be that 
we would be very unlikely to do so because 
we do not consider that we have the capacity 
for an investigation of this kind, or even to 
make a recommendation of this kind. It is for 
the Maritimes Transportation Commission 
and others, as I have said to Mr. Nowlan— 
This is their job; let them do it.

Mr. Nesbitt: My second short question 
relates to the Maritime Freight Rates Act 
which has been brought up on many occa
sions in the last day or so. I have here a 
statement made in September of 1966 by the 
former Minister of Transport, Mr. Pickersgill, 
now the very able and capable Chairman of 
the Canadian Transport Commission. The 
quotation was very brief, as I recall it, that 
he would never be a willing party to an alter
ation of the Maritime Freight Rates Act that 
the Atlantic Provinces generally did not con
sider would give them greater benefits than 
the Act already gives. Have you any comment 
on that?

Mr. Mann: I really do not have any com
ment now. Later on, if you would like to talk 
with me, I might.

Mr. Pringle: Mr. Chairman, I would like to 
follow up for just a moment the questioning 
on growth areas that came from the other 
table a little while ago.

You were asked what areas you considered 
to be growth areas, and I was very interested 
in that. What are your criteria relative to a 
growth area? I consider your organization to 
have some expertise in this by virtue of the 
discussion we had. For example, you hap
pened to mention Charlottetown as a growth 
area.

Is this based on increase in population over 
a certain period of time, or on an increase in 
industrial development in that particular 
area, or on reduction in unemployment? What 
criteria do you feel we should look for when 
trying to consider what is a growth area?

Mr. Mann: Mr. Chairman, we did not do 
that just by pulling the names out of a hat. 
We used a criterion. Mr. Parks did this, and I 
will ask him to answer you.

[Interprétation
M. Mann: Monsieur le président, ce n’est 

pas là une de nos responsabilités. Tout d’a
bord, la réponse est non, nous ne l’avons pas 
fait, et deuxièmement, c’est que nous ne le 
ferions probablement pels, étant donné que 
nous n’estimons pas que nous avons la com
pétence voulue pour une enquête de ce genre 
même pour formuler une recommandation à 
ce sujet. La Commission des transports des 
provinces Maritimes et d’autres comme je l’ai 
déjà dit à M. Nowlan, c’est leur travail, 
qu’ils le fassent.

M. Nesbitt: Une autre question très brève 
maintenant au sujet de cette question de la 
Loi sur le taux des transports des marchandi
ses dans les Provinces Maritimes dont on 
parle depuis quelques jours. J’ai une déclara
tion faite en septembre, 1966, par l’ancien 
ministre des transports, monsieur Pickersgill, 
qui est à l’heure actuelle le président, très 
compétent d’ailleurs de la Commission Cana
dienne des Transports. En voici une brève 
citation qui se lit ainsi: «Je ne serai jamais 
consentant à modifier la Loi sur le taux des 
transports des marchandises dans les Provin
ces Maritimes que les Provinces de l’Atlanti
que en général n’estiment leur donner de 
meilleurs avantages qu’ils n’ont à l’heure 
actuelle.» Avez-vous des commentaires à for
muler à ce sujet?

M. Mann: En fait, non. Je n’ai pas de com
mentaires à faire en ce moment. Peut-être 
plus tard si vous voulez me parler, j’en aurai 
peut-être.

M. Pringle: Monsieur le président. J’aime
rais poursuivre pendant un moment les ques
tions quant aux centres de croissance, qui ont 
été posées de l’autre table. On vous a de
mandé dans quelles régions à votre avis 
étaient des centres de croissance, ce qui m’a 
beaucoup intéressé. Mais je me demandais 
quels étaient vos critères quant aux centres 
de croissance. Je considère que votre orga
nisme se connaît suffisamment dans le do
maine, vu la discussion que nous avons eue. 
Par exemple, vous avez mentionné Charlotte
town comme étant un centre de croissance.

Est-ce que vous fondez cette affirmation sur 
la croissance de la population au cours d’une 
certaine période de temps ou sur le dévelop
pement industriel dans cette région ou sur la 
réduction du chômage. Quels sont les critères 
que nous devrions examiner quand nous 
essayons de déterminer ce que c’est un centre 
de croissance.

M. Mann: Monsieur le président, nous n’a
vons pas tout simplement dressé une liste de 
noms. Nous avons un critère. M. Parks qui l’a 
établi et j’aimerais lui demander de vous 
répondre.
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Mr. Pringle: Thank you.

Mr. Parks: Mr. Chairman, there were two 
general types of criteria which were used: 
one was the economic criterion and the other 
was the political one. We were concerned 
with industrial growth centres, not service 
growth centres.

As economic criteria we looked at the pres
ent level of population and the growth of 
population over a reasonable period of time. 
We examined the labour force and its indus
trial composition to And out whether there 
was any trend towards the concentration of 
manufacturing in a number of communities 
which we selected. We looked at income 
levels and all this type of thing.

You have to recognize, in addition to this, 
that there are four separate political entities 
in this part of Canada—the four provinces. 
The political facts of life are beginning to 
make themselves felt and until maritime 
union you have to have at least one growth 
centre in each province.

Mr. Pringle: I am delighted. Thank you 
very much.

Mr. Carier: I feel compelled, sir, to ask 
Mr. Mann a few questions. Representing, as 
he does, the Atlantic Provinces Economic 
Council, he represents all of the Atlantic 
provinces, unlike the brief presented this 
morning by the Society of Atlantic Initiative.

All during our tour we have had quite a lot 
of discussion and debate about the problems 
encountered by people who are transporting 
products, and so on, to Central Canada. We 
all realize, and we all must admit, that proba
bly one of the weaknesses of Confederation, 
as I see it, is that the Maritime Provinces have 
become, in effect—if you want it put this 
way—a dumping ground for central Canada.

The breakfast cereals we eat in the morn
ing, the tables from which we eat it and the 
chairs on which we sit are sold in and come 
from Central Canada to the Atlantic 
Provinces.

As a Newfoundlander, I raise this problem 
now because I presume the Atlantic Prov
inces Economic Council will not be presenting 
a brief in Newfoundland, and this is probably 
the last chance I will have to ask this ques
tion of them on this tour.

Sir, what are your views on the transport 
of our human resources? These of course, as 
we all must agree, are probably the most

[Interpretation]
M. Pringle: Merci.

M. Parks: Monsieur le président, il y aurait 
deux critères généraux, l’un économique, 
l’autre politique, que nous avons employés. 
Ce qui nous intéresse sont les centres de 
croissance industrielle et non des services. En 
ce qui concerne le critère économique, nous 
avons examiné le niveau actuel de la popula
tion ainsi que la croissance de la population 
pendant une période raisonnable de temps. 
Nous avons aussi examiné la main-d’œuvre et 
sa composition industrielle afin de déterminer 
s’il y avait tendance à concentrer l’industrie 
de la fabrication dans un certain nombre de 
communautés que nous avions choisies. Nous 
avons examiné les niveaux de revenu et ce 
genre de choses.

Ensuite il faut reconnaître aussi, en plus de 
cela, qu’il y a quatre entités politiques dis
tinctes dans cette région, c’est-à-dire les qua
tre provinces. Les faits de la vie politique 
commencent à se faire sentir et jusqu’à ce 
qu’il y ait l’union des Provinces Maritimes il 
faut nécessairement voir au moins un centre 
de croissance dans chaque province.

M. Pringle: Je suis très heureux. Merci 
beaucoup.

M. Carter: Je me sens obligé, monsieur, de 
poser quelques questions à monsieur Mann 
étant donné qu’il représente le Conseil Écono
mique des Provinces de l’Atlantique, qui, de 
par son nombre, implique qu’il représente 
toutes les Provinces de l’Atlantique et non 
pas, comme le mémoire ce matin présenté par 
la Société pour l’initiative de l’Atlantique.

Tout au cours de notre tournée nous avons 
entendu beaucoup parler des problèmes que 
rencontrent les gens qui transportent des 
marchandises vers le centre du Canada. Nous 
savons tous et il faut avouer que probable
ment un des points faibles de la Confédéra
tion, tel que je l’envisage, est que les Provin
ces Maritimes, en fait, sont devenues le ter
rain de dumping pour le centre du Canada.

Les céréales que nous mangeons le matin, 
les tables sur lesquelles sont posées ces céréa
les, les chaises sur lesquelles nous sommes 
assis, sont vendus aux provinces maritimes et 
nous viennent du centre du Canada. A titre 
de Terreneuvien, je soulève le problème 
maintenant parce que le Conseil Économique 
des Provinces de l’Atlantique, j’imagine, ne 
présentera pas de mémoire à Terre-Neuve, et 
c’est probablement la dernière fois que j’aurai 
l’occasion de poser cette question au cours de 
la tournée.

Je me demande alors quelles sont vos opi
nions à l’égard du transport de nos ressources 
humaines. Évidemment nous convenons tous
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[Texte]
important. We have heard comments from 
different towns—Fredericton yesterday and 
another town in Nova Scotia this morning—to 
the effect that Canadian National are deliber
ately downgrading their rail passenger service 
with a view to eventually phasing out that 
service because it is not economic. I do not 
want to appear too regionalistic. I presume 
that on Friday and Saturday we will have our 
pound of flesh in St. John’s relative to pas
senger rail service—have no doubt about that.

The Chairman: Do you have a question, 
Mr. Carter?

Mr. Carter: We will have our pound of 
flesh on that, but while Mr. Mann is here I 
would like to ask him this: Notwithstanding 
all that has been said about transporting pro
duce, and so on, from the Atlantic Provinces 
to the central Canada region, I wonder what 
are his views, or those of the Atlantic Prov
inces Economic Council—APEC—on the 
transportation of our human resources?

I do not think I need elaborate on the point 
I am trying to make. There are certain areas 
in Canada—and I could name one in particu
lar but I will not—where this seems to 
become secondary in that passenger rail ser
vice has been discontinued. I do not wish to 
confine my remarks to my province, because 
it has been said here today and yesterday 
that there are other cities and towns which 
are pretty well in the same boat. I want to 
know the views of Mr. Mann, or of his Coun
cil, on the Attitude of Canadian National and 
the CTC—I notice Mr. Hanley is smiling over 
there—towards the transportation of our 
human resources and the obvious attempt of 
Canadian National to downgrade the passen
ger rail service in several areas, and particu
larly in one province, with a view eventually 
to eliminating that service altogether in 
favour of buses with 39 seats and you know 
what.

The Chairman: Question, question, Mr. 
Carter, please.

Mr. Carter: My question, Mr. Chairman, is 
obvious. I want to know what Mr. Mann 
thinks of the CNR’s attitude and policy on 
passenger rail service for human resources? 
We have heard a great deal of talk about 
transporting produce and products, and so on. 
What about the greatest of all resources— 
human resources?

The Chairman: If you give him a chance 
the witness will give you an answer.

[Interprétation]
que ces ressources sont les plus importantes. 
Nous avons entendu des commentaires de cer
tains endroits, à Fredericton hier, et d’une 
autre ville de la Nouvelle-Écosse ce matin, 
qui disaient en somme que le National Cana
dien recule délibérément son service voya
geur en vue d’éventuellement éliminer le ser
vice, parce que, financièrement, ce n’est plus 
rentable. Je ne veux pas être trop régionaliste 
car j’imagine que vendredi et samedi nous 
aurons notre part à Saint-Jean en ce qui con
cerne le service voyageur, j’en suis sûr.

Le président: M. Carter, est-ce que vous
avez une question?

M. Carter: Nous exigerons ce qui nous 
revient. Mais pendant que monsieur Mann est 
ici, je voudrais lui demander le suivant: No
nobstant de ce qui a été dit au sujet du trans
port des produits de l’Atlantique vers le cen
tre du Canada, je me demande quelle est son 
opinion et quelles sont les opinions du Conseil 
économique des provinces de l’Atlantique en 
ce qui concerne le transport de nos ressources 
humaines.

Je ne crois pas qu’il soit nécessaire pour 
moi d’élaborer un peu plus sur ce point que 
j’essaie de soulever. Il y a certaines régions 
du Canada, et je pourrais en nommer une en 
particulier, mais je ne le ferai pas, où ça 
semble être secondaire en ce sens que le ser
vice voyageur a été discontinué. Je ne veux 
pas limiter mes remarques à ma province 
seulement, car il a été dit ici, aujourd’hui et 
hier qu’il y a d’autres villes qui se trouvent 
dans la même situation. J’aimerais savoir 
quelle attitude M. Mann prend au sujet du 
National Canadien et de la Commission cana
dienne du transport. Je remarque que M. 
Hanley sourit en ce qui a trait au transport de 
nos ressources humaines, et l’attitude évi
dente du National Canadien de déférer les 
services voyageurs dans certaines régions, et 
dans une province en particulier, en vue d’é
liminer ce service complètement à la longue, 
en faveur d’autobus d’une capacité de 39 
voyageurs et vous savez quoi.

Le président: Monsieur Carter, quelle est 
votre question, s’il vous plaît?

M. Carter: Ma question est évidente et 
manifeste, monsieur le président. Je me 
demande ce que pense M. Mann de l’attitude 
et de la politique du National Canadien au 
sujet du traffic voyageur pour les ressources 
humaines. On a beaucoup entendu parler du 
transport des marchandises et des produits. 
Qu’est-ce qu’il en est de la plus grande des 
ressources, les ressources humaines?

Le président: Si vous lui permettez de vous 
répondre.
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Mr. Carter: I am sorry for the speech, Mr. 

Chairman, but I could not help it.

The Chairman: Thank you.

Mr. Mann: Mr. Chairman, I do not have 
any real knowledge about “the flyer” from St. 
John’s to Port aux Banques.

An hon. Member: Flyer, did you say?

Mr. Mann: I always call the “Newfie Bul
let” the flyer. I really do not have any special 
views about that. I know that APEC is anxi
ous to see an efficient passenger service estab
lished. We know that a new all-weather 
highway has been established over some of 
the same route. I have driven over it and find 
it much faster than the train. Therefore, I 
have felt that if I were going to go from, say, 
Sydney to St. John’s I would much prefer to 
drive. This is my own personal feeling; this is 
what I would like to do. If I wished to get 
there in a hurry I would take to the air. That 
is what I meant earlier when I said that there 
is a need for an integrated policy statement 
on air transport on a regional basis and how 
it is to be developed.

Seriously, our geography is such that we 
have to have that kind of thing—quick ser
vice. If you look at it yourself honestly and 
say: “Which way do I get the quickest ser
vice? Do I get it by air or do I get it by 
road?” I think you would come up with the 
answers.

Mr. Carter: Mr. Chairman, if we are going 
from Montreal to St. John’s or to Stephen- 
ville, or from Montreal to Halifax, I agree 
that the jet service, and the air service gener
ally, is faster; but I think Mr. Mann must 
agree that there are areas in Canada—and I 
am not suggesting Newfoundland is alone in 
this; there are Nova Scotia and New Bruns
wick—where it is impossible, or it is not 
suitable, to use the air service.

I am asking him to state his feelings about 
an obvious policy of Canadian National—and 
I say this with great respect to the people 
here tonight who represent Canadian Nation
al—to downgrade, to discourage, the use of 
rail passenger service in certain parts of 
Canada, particularly in the Maritime Prov
inces, and more particularly in Newfound
land.

Mr. Mann: Mr. Carter, I doubt that I could 
add anything to what I have already said

[Interpretation]
M. Carter: Je m’excuse du discours mais je 

ne pouvais pas faire autrement, monsieur le 
président.

Le président: Merci.

M. Mann: Monsieur le président, je n’ai pas 
de réelles connaissances au sujet du «flyer» 
de Saint-Jean à Port aux Basques.

Une voix: Qu’est-ce que vous entendez par 
«flyer».

M. Mann: J’appelle que «Newfie Bullet» le 
«flyer», mais honnêtement, je n’ai pas d’opi
nion particulière à ce sujet. Je sais qu’en ce 
qui concerne le Conseil économique des pro
vinces de l’Atlantique nous voudrions voir un 
service voyageur efficace établit. Nous savons 
qu’une nouvelle route toutes saisons a été éta
blie dans cette région. En fait je l’ai parcou
rue et je la trouve beaucoup plus rapide que 
le train. J’estime donc, que si je devais me 
rendre mettons de Sydney à Saint-Jean, 
Terre-Neuve, je préférerais de beaucoup y 
aller en automobile. Cela est mon opinion 
personnelle. C’est ce que je voudrais faire. Et 
si je voulais m’y rendre très vite, je prendrais 
l’avion. C’est ce que je voulais dire plus tôt 
quand j’ai dit qu’il y a un besoin d’une 
politique sur le service aérien régional et de 
la façon qu’on va le développer.

Sérieusement, vu la géographie que nous 
avons ici, nous avons vraiment besoin d’un 
service rapide. Je crois que si vous vous 
demandez vraiment de quelle façon vais-je 
obtenir le service le plus rapide—par air ou 
par route—je crois que vous aurez la réponse.

M. Carter: M. le président, je suis d’accord. 
Si vous allez de Montréal à Saint-Jean, ou à 
Stephen ville, ou de Montréal à Halifax, le 
service aérien à réaction est d’habitude plus 
rapide. Mais je crois que M. Mann serait d’ac
cord qu’il y a des régions au Canada, je ne 
veux pas suggérer que Terre-Neuve est seule 
dans ce sens-là, il y a le Nouveau-Brunswick, 
la Nouvelle-Écosse, où il est impossible, où ce 
n’est pas pratique d’avoir un service aérien. 
Je lui demande alors, s’il voudrait me dire ce 
soir, quels sont ses sentiments vis-à-vis d’une 
politique manifeste du National Canadien. Je 
le dis en tout respect à l’égard des gens qui 
sont ici et représentent le National! Canadien.

La politique manifeste du National Cana
dien de détériorer et décourager l’emploi du 
service voyageur, dans certaines parties du 
Canada, et en particulier dans les Provinces 
Maritimes, et plus précisément encore, à 
Terre-Neuve.

M. Mann: M. Carter, je ne crois pas que je 
puisse ajouter quoi que ce soit à ce que j’ai
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about it. I do not know their policies on 
downgrading. I look at it in an over-all way, 
to see if they are trying their best to do a job 
with the money they have. That is how I look
at it.

Mr. Carter: I have a supplementary, Mr. 
Chairman. Has the APEC concerned them
selves with the sociological results of the 
abandonment of this particular line, or are 
you just expressing a personal view?

Mr. Mann: We did not get into the sociolo
gy of it at all.

Mr. Carter: In effect, then, you are expres
sing a personal view?

Mr. Mann: I would have to say that this is 
a personal view more than anything else. I 
said that I felt personally that I would like to 
go there more quickly. That is all. I do not 
really know anything about it, and APEC has 
never discussed it.

Mr. Carter: Therefore, you have not inves
tigated the situation as it affects the commu
nity in that Province?

Mr. Mann: No; that is right.

Mr. Carter: Thank you

The Chairman: Have you finished, Mr. 
Carter?

Mr. Carter: I presume APEC does not con
done the attitude of CNR in this respect, or 
does it?

Mr. Comeau: Mr. Chairman, I think my 
question has already been answered. Would 
you agree with me that energy and transpor
tation are the keys to the economic develop
ment of the Atlantic area?

Mr. Mann: Energy?

Mr. Comeau: Energy and transportation; 
for example, the development of the Fundy— 
the harnessing of the Fundy tides and trans
portation. Would you agree with me that 
these two things are the keys to the economic 
development of the Atlantic area?

Mr. Mann: I would agree that they are two 
factors, and two important factors, but not 
the only keys to it.

The Chairman: Gentlemen, this is the end 
of the questioning. Thank you, gentlemen.

[Interprétation]
déjà dit, et je ne connais pas leur politique en 
ce qui a trait à la détérioration du service. 
J’envisage la situation d’ensemble dans ce 
sens que le C.N. essaye de faire de son mieux 
avec les fonds disponibles. C’est de cette 
manière qu’il faut l’envisager.

M. Carter: J’aurais une question supplé
mentaire à poser, monsieur le président. J’ai
merais demander si le Conseil économique 
des provinces de l’Atlantique s’est préoccupé 
des résultats sociologiques de l’abandon de 
cette ligne particulière ou est-ce que vous 
exprimez tout simplement une opinion 
personnelle?

M. Mann: Non, en fait, nous n’avons pas 
considéré l’aspect sociologique.

M. Carter: En fait donc, votre opinion est 
une opinion personnelle.

M. Mann: J’avoue que c’est plutôt une opi
nion personnelle. J’ai dit que j’estimais per
sonnellement que je préférerais y aller plus 
rapidement. C’est tout. Et je n’en sais vrai
ment pas grand-chose et le Conseil économi
que des provinces de l’Atlantique ne l’a 
jamais discuté.

M. Carier: Vous n’avez pas fait d’enquête 
sur la suggestion telle qu’elle influence les 
collectivités dans cette province.

M. Mann: Non, c’est vrai.

M. Carter: Merci.

Le président: Avez-vous terminé, monsieur 
Carter?

M. Carter: Je présume que le CEPA n’ap
prouve pas l’attitude du National-Canadien à 
cet égard, ou est-ce qu’elle le fait.

M. Comeau: Je crois que l’on a déjà 
répondu à ma question. Êtes-vous d’accord 
que l’énergie et le transport sont la clé du 
le développement économique de la région 
de l’Atlantique?

M. Mann: L’énergie.

M. Comeau: L’énergie, et surtout dans la 
région des Maritimes, qu’on puisse harnacher 
la marée de la Baie de Fundy. Est-ce que 
vous êtes d’accord qu’il s’agit là de la clé pour 
le développement économique de la région de 
l’Atlantique?

M. Mann: Je dirais qu’il s’agit de deux 
aspects, deux facteurs importants mais non 
pas les seules clés à ce problème.

Le président: Messieurs, voilà la fin de 
notre période des questions, Messieurs, je 
vous remercie.
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The next brief is from Guilfords Limited, 

and I call upon Mr. A. D. Guilford, Presi
dent, and Mr. G. S. Graham, purchase agent.

Mr. A. D. Guilford (President, Guilfords 
Limited): Mr. Chairman and gentlemen, my 
brief will be very short. I am a private con
cern, employing over 300 people in the Atlan
tic Provinces.

I am now exhibiting our product on which 
I have submitted my brief. It is very light, as 
you can see. We are being penalized on this 
product by being charged on a cubic basis.

An hon. Member: What is it?

Mr. Guilford: Do you want to see it?

Some hon. Members: Yes.

Mr. Guilford: It is a big advertisement. I 
have a three-quarter year statement here 
which shows that there is an increase in LCL 
freight this year of 26.2 over the other rate, 
which amounts to $7,500 in round figures to 
our small industry.

Gentlemen, that is all I have to say about 
this product. We are now manufacturing 
fishing buoys, another light product and we 
are being penalized because of this.

I agree also with the gentleman down there 
who said something about tariffs. As a com
pany, we have been in business for 63 years. 
We are looking for larger markets because we 
have automated machinery. We have not 
enough people in our area to sell our products 
to, so we are looking to New England, New 
York and the Caribbean. To stay in business 
today you have to automate. A 50,000 pound 
plant in Canada today is a small plant. A 
$200,000 plant is considered an economical 
manufacturing process. Right in Canada today 
there is Du Pont, Union Carbide and CIL— 
50,000 pound plants. We have a very small 
space here and we have problems.

Mr. Nesbitt: Do you have the same problem 
that one other industry mentioned this after
noon, that they can arrange markets in 
Europe or in the West Indies but they simply 
cannot find transportation to deliver their 
produce.

Mr. Guilford: This is one of the reasons. I 
might mention, gentlemen, while I am on 
transportation, that I had a ride in a huge 5 
passenger helicopter. It sells for $95,000 in the 
United States. I think this is the answer for

[Interpretation ]
Le prochain mémoire est celui de Guild

fords Limited et je demanderais à monsieur 
A. D. Guilford, président, et à monsieur G. S. 
Graham, directeur des achats de se présenter 
à la table.

M. A. D. Guilford (Président de la Guild
ford Liée): Nous employons plus de 300 per
sonnes dans les Provinces de l’Atlantique. Je 
vous montre maintenant le produit dont je 
parlais dans mon mémoire. C’est un produit 
très léger, comme vous voyez. On nous charge 
pour le poids par pieds-cube.

Une voix: Qu’est-ce que c’est?

M. Guilford: Vous voulez le voir?

Des voix: Oui.

M. Guilford: On fait beaucoup de publicité. 
J’ai un état financier pour 9 mois, mais qui 
vous indique que l’augmentation des mar
chandises de moins d’une wagonnée était de 
26 p. 100, environ $500 dans notre petite 
industrie en chiffres ronds. Messieurs, c’est 
tout ce que j’ai à dire sur ce produit. Nous 
fabriquons maintenant des bouées de pêche, 
un autre produit léger, mais on nous charge 
en raison du volume.

Je suis tout à fait d’accord avec ce que la 
personne là-bas a dit au sujet des tarifs. Nous 
existons depuis 63 ans. Nous cherchons des 
plus grands débouchés car nous avons de l’é
quipement automatique. Il n’y a pas suffisam
ment de population dans notre région pour y 
vendre nos produits. Nous cherchons donc à 
le faire à New York, en Nouvelle-Angleterre 
et aux Antilles car pour demeurer en affaires 
de nos jours, il faut absolument automatiser. 
Une usine de $120,000 au Canada aujourd’hui 
est une petite usine. Une usine de $200,000 est 
regardée comme une entreprise de fabrication 
économique. A l’heure actuelle, au Canada, il 
y a DuPont, il y a Union Carbide et il y a 
CIL. Il ont des usines de $120,000. Nous nous 
avons une très petite usine et nous avons des 
problèmes.

M. Nesbilt: Avez-vous les mêmes problèmes 
qu’une autre industrie que nous avons déjà 
mentionnée, cet après-midi, soit qu’elle peut 
organiser des marchés en Europe et aux 
Antilles, mais qu’elle trouve absolument 
impossible d’assurer le transport de ces 
produits.

M. Guilford: C’est une des raisons. Je pour
rais peut-être dire, pendant que je discute le 
sujet du transport, que j’ai eu l’occasion de 
voyager à bord d’un énorme hélicoptère à 
cinq passagers. Il se vend $95,000 aux États-
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[Texte]
Air Canada because it would provide cheaper 
transportation for the Atlantic provinces.

Mr. Nesbitt: That was what I had in 
mind. This afternoon one of the people that 
sell apple juice stated that they had lots of 
markets in England and in the Caribbean for 
their concentrated apple pulp and the like but 
they could not get them there because there 
was no regular cargo service that they could 
rely on between Halifax and either Western 
European or Caribbean ports. Do you have 
the same problem?

Mr. Guilford: No sir. We have a firm in 
Bermuda. We ship by Saguenay Terminals to 
our company in Bermuda and then we work 
out the rest from the Carribbean.

Mr. Nesbitt: You do not have this problem.

Mr. Guilford: No, we do not.

Mr. Thomas (Moncton): I think the main 
problem concerned shipment to Europe. They 
had assured markets there but they could not 
find a method of transportation. You do not 
sell in Europe, do you?

Mr. Guilford: No, we do not sell in 
Europe. In plastics, for example, Germany is 
way ahead of everybody.

Mr. Rose: What percentage of the wholesale 
cost of your product is going for 
transportation.

Mr. Guilford: I am not too concerned 
about this, if you are asking me personally 
about the LCL, because I will find ways of 
getting my product to its market.

Mr. Rose: Perhaps you could explain what 
your real concern is to this committee.

Mr. Guilford: I feel that we are being penal
ized because we are making a very light prod
uct and the LCL rates have been changed 
from weight to cubical.

Mr. Rose: Then, with the utmost respect, 
you are concerned with the cost of 
transportation.

Mr. Guilford: We sure are.

Mr. Rose: I asked you, sir, and perhaps you 
cannot give it to me, the percentage of your

[Interprétation]
Unis. Je trouve que c’est là la solution pour 
Air Canada parce que cela procurerait un 
transport moins coûteux pour les provinces 
atlantiques.

M. Nesbitt: Ce n’est pas tout à fait ce que 
j’avais en tête. Cet après-midi, une personne 
qui vend du jus de pomme a mentionné qu’il 
y avait beaucoup de débouchés en Angleterre 
et aux Antilles pour leur purée de pomme 
déshydratée, etc., mais qu’il était impossible 
pour eux de délivrer ces produits car il n’y 
avait pas de service de cargo régulier entre 
Halifax et les ports de l’Europe occidentale ou 
des Antilles. Avez-vous le même problème?

M. Guilford: Non, monsieur. Nous avons 
une entreprise aux Bermudes. Nous expé
dions nos marchandises à notre entreprise des 
Bermudes par Saguenay Terminals, et de là, 
nous réussissons à avoir des débouchés dans 
les Antilles.

M. Nesbitt: Vous n’avez pas ce problème.

M. Guilford: Non, nous ne l’avons pas.

M. Thomas (Moncton): Le principal pro
blème, je pense, concernait les expéditions en 
Europe. Ils s’y étaient assurés des marchés, 
mais ils ne pouvaient trouver de moyens de 
transport. Vous ne vendez pas en Europe, 
n’est-ce pas?

M. Guilford: Non, nous ne vendons pas en 
Europe. Si vous regardez l’industrie des plas
tiques, par exemple, vous verrez que l’Al
lemagne l’emporte sur tout le monde.

M. Rose: Quel pourcentage du prix de gros 
de votre produit est absorbé par les frais de 
transport?

M. Guilford: Cela ne me préoccupe pas 
trop, si vous parlez de cette question de 
chargement incomplet, car je trouverai 
moyen d’acheminer mes produits aux 
débouchés.

M. Rose: Je m’excuse, monsieur, mais alors 
pouvez-vous expliquer au Comité ce qui vous 
préoccupe vraiment?

M. Guilford: Je trouve qu’on nous pénalise 
parce que nous fabriquons un produit très 
léger. Les taux de chargement incomplet ont 
été changés de poids en volume.

M. Rose: Et alors, vous êtes préoccupé par 
les frais de transport.

M. Guilford: Oui, nous le sommes 
certainement.

M. Rose: Et je vous ai demandé, monsieur 
quel pourcentage de vos frais sont affectés au
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cost that goes to transport, and if you believe 
such costs are excessive in the marketing of 
your product?

Mr. Guilford: In some cases they are, but I 
would say in the minority of cases. In other 
words, if you asked me if it is going to put us 
out of business, I would say, no.

Mr. Rose: That is what I was going to ask 
you, sir. I was going to ask you also if you 
are making a profit in your business?

Mr. Guilford: We sure are.

Mr. Rose: Are you a union plant, sir?

Mr. Guilford: No sir, we are not, but of our 
300 employees outside 75 per cent are 
unionized.

Mr. Rose: How many of the 300 people are 
in the plant?

Mr. Guilford: Probably 25 per cent of 
them.

Mr. Rose: And these are non union people.

Mr. Guilford: Non-union, but just give us 
a chance and they will be there.

Mr. Rose: Therefore you would be in 
favour of some union being certified in your 
plant.

Mr. Guilford: Labour problems are mine. 
We are talking transportation.

Mr. Rose: I do not want to pursue this line 
of questioning too far with you, sir, because I 
realize that this is a very sensitive issue with 
you but at the same time I have been allowed 
to put this question to other people and I 
think it is relevant because of our concern 
for the economy of the country.

The Chairman: It is not too relevant, Mr. 
Rose, to transport. I cannot see how quest 
on unions are relevant at this time.

Mr. Rose: Sir, with respect, you have 
allowed questions that dealt with profit mar
gins, you have allowed questions that dealt 
with the economy of this particular region, 
and have allowed questions from me that dealt 
with the internal market, and I think that one 
of the problems here in the Atlantic region is 
that they lack an internal market because of

[Interpretation]
transport et si vous trouvez que ces frais sont 
excessifs pour la commercialisation de vos 
produits. Peut-être ne pouvez-vous me 
répondre?

M. Guilford: Oui, dans certains cas, ils sont 
excessifs, mais je dirais que c’est dans la 
minorité des cas. En d’autres termes, si vous 
me l’aviez demandé, si cela est pour nous 
mener à la faillite, je dirais non.

M. Rose: C’est en plein ce que j’allais vous 
demander Monsieur. Et j’allais aussi vous 
demander si vous faites un profit de votre 
commerce.

M. Guilford: Oui, certainement.

M. Rose: Êtes-vous syndiqués?

M. Guilford: Non, monsieur, mais de nos 
300 employés à l’extérieur, je dirais que 75 p. 
100 sont syndiqués.

M. Rose: Mais sur les 300 personnes, com
bien sont dans l’usine?

M. Guilford: Environ 25 p. 100.

M. Rose: Et ils ne sont pas syndiqués.

M. Guilford: Non, mais donnez-nous la 
chance et ils le seront.

M. Rose: En d’autres termes, vous êtes en 
faveur du syndicalisme dans votre usine?

M. Guilford: Cela n’a rien à voir au pro
blème du transport; il s’agit d’un problème 
ouvrier qui relève de moi.

M. Rose: Je ne veux pas poursuivre ce 
genre d’interrogatoire trop loin avec vous, 
monsieur, car je comprends qu’il s’agit d’une 
question délicate chez vous, mais en même 
temps j’ai eu la permission de poser la même 
question à d’autres, et je crois qu’elle est 
pertinente en raison de notre souci de l’écono
mie du pays.

Le président: La question n’est pas telle
ment pertinente, monsieur Rose, en ce qui a 
trait au transport. Je ne vois pas du tout la 
pertinence de questions syndicales en ce 
moment.

M. Rose: En tout respect, monsieur le prési
dent, vous nous avez permis de poser des 
questions au sujet des marges bénéficiaires, 
de l’économie de cette région particulière et 
vous m’avez permis à moi de poser des ques
tions au sujet du marché intérieur et je crois 
que l’un des problèmes ici dans la région de 
l’Atlantique, c’est qu’on manque d’un marché
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high unemployment and low wages here. 
Would you agree with that, sir?

Mr. Guilford: No sir. I would say that our 
union people are quite in line with the Mont
real rates. I happened to be hospitalized with 
a coronary in Toronto and the hospital 
charges there were a heck of a lot less than 
they are in Halifax—and the cost of living is 
higher here than it is in Toronto.

Mr. Rose: Just so I do not leave you with a 
completely bitter taste in your mouth, sir, I 
would like to suggest to you that the kind of 
industry that you have here, secondary 
industry, is the kind of thing that we should 
have more of in Canada. I think this Trans
portation Committee is very interested in 
assisting you with your problems.

Mr. Guilford: Thank you very much.

Mr. Nowlan: How much of your business is 
in the Atlantic area?

Mr. Guilford: I would say 95 per cent of it, 
but with the new machine that we have and 
this new process we are going into plastics 
and other things and we will have to look 
abroad for our market because there are not 
enough consumers in our area. We are getting 
to a size now that we are outgrowing our 
area.

Mr. Nowlan: The whole purpose of your 
brief is to voice your disapproval over this 
change from weight to cubical.

Mr. Guilford: That is right, sir—because of 
the type of product that we are manufactur
ing.

Mr. Nowlan: But you are not going further 
in saying what some of the other briefs have 
said, that the thing should be changed 
from...

Mr. Guilford: No, no. I say give us a 
chance. A gentleman talked about decreased 
tariffs between here and New England. I 
think this would help our company.

Mr. Trudel: Mr. Chairman, I have two 
brief questions. One of your products is used 
mostly for insulation?

Mr. Guilford: Yes, sir. It is twice as good as 
anything on the market.

Mr. Trudel: I agree with you on this, but 
that is not the point that I wanted to raise. 
Are you aware that this product can be 
shipped in liquid form and reconstituted on 
the site?

[Interprétation]
domestique à cause du chômage élevé et des 
salaires très bas. N’est-ce pas vrai, Monsieur?

M. Guilford: Non, monsieur. Je dirais que 
nos ouvriers syndiqués ont des taux de salai
res comparables à ceux de Montréal. J’ai subi 
une crise cardiaque et j’ai été hospitalisé à 
Toronto et les frais d’hôpitaux y étaient beau
coup moins élevés qu’à Halifax, et le coût de 
la vie est plus élevé ici qu’à Toronto.

M. Rose: Pour ne pas vous déplaire, mon
sieur, j’aimerais bien vous dire que le genre 
d’industrie que vous avez ici, soit l’industrie 
secondaire, est justement ce qu’il nous faut 
au Canada. J’estime que le Comité des trans
ports s’intéresse beaucoup à vous aider avec 
vos problèmes.

M. Guilford: Je vous remercie beaucoup.

M. Nowlan: Quelle proportion de vos affai
res se font dans la région de l’Atlantique?

M. Guilford: Je dirais 95 p. 100, mais avec 
la nouvelle machine que nous avons et ce 
nouveau procédé, nous allons fabriquer des 
plastiques et autres articles, il nous faudra 
chercher des débouchés à l’étranger pour ces 
produits, car il n’y a pas suffisamment de 
consommateurs dans notre région pour ce 
genre de produits. Nous en sommes à l’heure 
actuelle au point où nous dépassons notre 
région.

M. Nowlan: Et, donc, le but d’ensemble de 
votre mémoire est d’exprimer notre désappro
bation du changement du poids au volume.

M. Guilford: C’est exact, monsieur, à cause 
du genre de produits que nous fabriquons.

M. Nowlan: Mais vous n’allez pas plus loin 
pour dire, à l’instar des autres mémoires, 
qu’on devrait changer de 1.10 ou de 1.5.

M. Guilford: Non, je dis tout simplement 
«donnez-nous la chance». Quelqu’un a parlé 
des tarifs tout à l’heure entre nous et la Nou
velle-Angleterre. Je crois que cela aiderait 
notre société.

M. Trudel: Monsieur le président, deux 
questions très brèves. L’un de vos produits 
est utilisé surtout pour l’isolement?

M. Guilford: Oui, monsieur. C’est deux fois 
meilleur que n’importe quoi sur le marché.

M. Trudel: J’en conviens, mais ce n’est pas 
le point que je voulais soulever. Savez-vous 
que ce produit peut être expédié sous forme 
liquide et être reconstitué sur place?
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Mr. Guilford: We are doing it every day, 

sir.

Mr. Trudel: I am now thinking of the 
transport angle.

I am not trying to be facetious. I know that 
this can be done. The reason that I asked the 
question is that I see the product here and 
you have added liminates to it.

Mr. Guilford: This is done right on the 
machine, sir.

Mr. Trudel: What I was trying to get at 
was that by transporting in liquid form possi
bly your density problem would be different.

Mr. Guilford: Yes, we are working on this 
now. Our chemicals come from England in 
liquid form and it expands about 30 times its 
weight. Now what is your question?

Mr. Trudel: You can get this and use it on 
the site. There are instructions from the 
manufacturer or the plant that supplies it to 
you and it can be expanded on location.

Mr. Guilford: That is right. We are doing 
this too. We have an application company 
that does this. This is only part of our 
business.

Mr. Trudel: This would be a portion of it, 
but there is another phase of it.

Mr. Guilford: That is right.
Mr. Portelance: Mr. Guilford, do you also 

use trucks for transportation?

Mr. Guilford: We do sir, yes.
Mr. Portelance: Is that less expensive for 

you than train at the present time?
Mr. Guilford: It is more expensive.
Mr. Portelance: It is more expensive.
Mr. Guilford: In fact, I think some of the 

truckers have refused to haul our material 
because it is so light.

I might say, gentlemen that we are very 
pleased with the new containerized shipping 
between here and Newfoundland. We are in 
this. They bring the boxcar right to our plant. 
Containerization is a move in the right direc
tion as far as our Newfoundland branch is 
concerned, but I wish you people would get 
the Department of Transport to put on heavi
er ice breakers and not to leave this darn 
stuff tied up so long in Sydney. This is what 
puts us behind the eight ball.

[Interpretation]
M. Guilford: Nous le faisons tous les jours, 

monsieur.

M. Trudel: Non, mais je songeais surtout au 
problème des transports. Je n’essaie pas d’ê
tre facétieux. Je sais que cela peut être fait. 
La raison pour laquelle j’ai posé la question 
est que je vois le produit ici et vous y avez 
ajouté des laminés.

M. Guilford: Cela se fait sur la machine 
même, monsieur.

M. Trudel: Ce à quoi je voulais en arriver, 
c’est qu’en le transportant sous forme liquide, 
le problème de densité serait peut-être 
différent.

M. Guilford: Oui. Nous y travaillons main
tenant. Nos produits chimiques viennent 
d’Angleterre sous forme liquide et la trans
formation dilate leur volume de trente fois. 
Et maintenant, quelle est votre question?

M. Trudel: Vous pouvez obtenir cela et l’u
tiliser sur place. Il y a les directives du fabri
cant ou de l’usine qui vous le fournit et vous 
pouvez le dilater sur place.

M. Guilford: Nous le faisons aussi, c’est 
juste. Nous avons une société d’application 
qui le fait. Cela n’est qu’une partie de notre 
entreprise.

M. Trudel: Cela n’en est qu’une partie, 
mais il y a aussi d’autres aspects.

M. Guilford: C’est exact.
M. Portelance: Monsieur Guilford, est-ce 

que vous utilisez aussi le transport par 
camion?

M Guilford: Oui, monsieur.
M. Portelance: Est-ce que c’est moins coû

teux que le train en ce moment?
M. Guilford: Plus coûteux.
M. Portelance: Plus coûteux?
M. Guilford: Je pense même que certains 

des camionneurs ont refusé de transporter nos 
matériaux parce qu’ils sont si légers.

Mais je pourrais ajouter, messieurs, que 
nous sommes très satisfaits du nouveau ser
vice d’expédition par cadres d’ici à Terre- 
Neuve. Nous en sommes. Nous avons un wa
gon qui vient à la porte de l’usine. L’expédi
tion par cadres est un pas dans la bonne voie 
en ce qui concerne notre succursale de Terre- 
Neuve, mais j’aimerais bien que le Comité 
convainque le ministère des Transports de 
mettre de meilleurs brise-glaces pour que ces 
marchandises ne demeurent pas à quai si 
longtemps à Sydney. C’est ce qui nous met en 
dernière position.
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The Chairman: Gentlemen, if there are no 

further questions, our next brief will be from 
the Annapolis Valley Affiliated Boards of 
Trade.

I will like to call upon Mr. Edwin Elliott, 
President and Mr. C. D. Snow, Vice-President. 
Would you give us a briefing or an exposé of 
your brief.

Mr. Edwin Elliott (President, Annapolis 
Valley Affiliated Boards of Trade, AVABT):
Mr. Chairman, gentlemen, in our brief of last 
year, Appendix A-54, we covered several 
subjects and this year’s brief is just one to 
really add to the subjects discussed and bring 
it up to date. With your permission, I will ask 
that Mr. Grant Mimms summarize the high
way and the Greenwood Airport and the LCL 
freight rate portions, that Mr. C. D. Snow 
summarize the Digby-Saint John ferry por
tion, and that Mr. Leonard Small summarize 
the Petite Passage section, the reasons being 
that they are more familiar with these por
tions of the brief.

We will say, because the hour is getting 
late, that we will be very brief but I cannot 
help—and this is not prepared—in listening 
to what has gone on here this evening, to say 
one or two words. I have not heard in any 
of the briefs any mention of the Annapolis 
Valley. It was probably dealt with this after
noon. This delegation that is here now 
representing the Annapolis Valley Affiliated 
Boards of Trade is representative of the 
section from East Hants to the District of 
Clare; in terms of definite points, the 
Shubenacadie-Windsor area to Meteghan 
roughly and the gentlemen concerned will 
deal with separate sections of this area.

Much has been said about route areas. I 
would like to suggest, gentlemen, that it 
appears to me that the Annapolis Valley area 
is a potential growth area. Since the govern
ment policies of trying to help agriculture, 
fishing, industries, the Annapolis Valley area 
has taken a renewed interest in updating its 
facilities and bringing things to a potential 
for which they need good transportation 
equal to other areas of Canada. We do not ask 
for superhighways. We ask for good trans
portation. We ask for the facilities to get in 
and out of the double back portion of Nova 
Scotia and I would ask these gentlemen to 
tell you briefly what they have to submit.

Mr. C. D. Snow (Chairman, Transportation 
Committee, Annapolis Valley Affiliated 
Boards of Trade, AVABT): First, Mr. Chair-

29691—11

[Interpretation]
Le président: Auriez-vous d’autres ques

tions à poser, messieurs? Maintenant nous 
entendrons l’exposé de l’Annapolis Valley 
Affiliated Boards of Trade. Je demanderais à 
M. Edwin Elliott, président et à M. C. D. 
Snow, vice-président de bien vouloir nous 
présenter leur mémoire.

M. Edwin Elliott (Président, Annapolis Val
ley Affiliated Boards of Trade, AVABT):
Monsieur le président, messieurs, dans le 
mémoire que nous avons présenté l’année 
dernière, Appendice A-54, nous traitions de 
différents sujets. Le mémoire de cette année 
ne fait que les compléter et les mettre à jour. 
Avec votre autorisation, je demanderais à M. 
Grant Mimms de résumer la question de la 
route de l’aérogare de Greenwood et des 
expéditions de LCL, à M. C. D. Snow de 
parler du service de Digby, St-Jean, et à M. 
Leonard Small de résumer la situation de 
Petit Passage. Je procède ainsi parce qu’ils 
connaissent chacun cette partie de la 
soumission.

Comme il se fait tard, nous aimerions être 
très brefs mais je ne saurais m’empêcher de 
dire quelques mots même si je ne suis pas 
préparé, après avoir entendu ce qui s’est 
déroulé ici ce soir. Je n’ai pas entendu les 
lecteurs des mémoires mentionner la Vallée 
de l’Annapolis sans doute parce qu’on en a 
parlé cet après-midi. La délégation ici pré
sente représente l’Annapolis Valley Affiliated 
Boards of Trade qui représente cette section 
allant de East Hants au District de Clare. 
Lorsqu’on en viendra aux points bien précis 
de la région de Shubenacadie-Windsor à 
Meteghan, chacun sera discuté par la per
sonne concernée.

On a beaucoup parlé de réseaux routiers. 
Je voudrais vous dire, messieurs, que la 
région de la Vallée de l’Annapolis apparaît 
comme un centre éventuel de croissance. 
Depuis que la politique du gouvernement 
s’efforce d’aider l’agriculture, la pêche et les 
industries, la région de la Vallée de l’Annapo- 
lis veut de nouveau moderniser ses services 
pour créer un potentiel qui lui amènera des 
modes de transports comparables aux autres 
régions du Canada. Nous ne demandons pas 
des autoroutes extraordinaires mais de bons 
moyens de transports. Nous demandons des 
facilités pour entrer et sortir de cette région 
de la Nouvelle-Écosse. C’est pourquoi je 
demanderais à ces messieurs de vous exposer 
brièvement ce qu’ils ont à proposer sur ces 
différents sujets.

M. C. D. Snow (Président, Transportation 
Committee, Annapolis Valley Affiliated 
Boards of Trade. AVABT): Monsieur le prési-
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man and gentlemen, to take advantage of a 
new ferry which we know now is coming in 
in 1970, we are most concerned with our roads 
leading to the Digby and actually down to the 
Yarmouth ferry.

I believe this morning that the provincial 
government submitted another brief dealing 
with roads, if I am correct in that. Actually 
our remarks in the brief that we submitted 
this year were based on the briefs submitted 
by the provincial government, which is 
Appendix A-27 to your minutes, and we stat
ed in our brief that we supported the last 
year’s brief. We still do, and although we do 
not know the content of this morning’s brief 
nor the amounts requested or discussed, we 
support the government in their efforts in this 
new brief.

All we are asking this Committee to consid
er and to recommend is that when discussions 
are undertaken between the two government 
levels you recommend the following priori
ties—Highway 1, priority 1—which is Item 17 
of the provincial brief of last year which is 
the Bear River Bridge Diversion. You will 
note from our brief that we do not agree with 
the province in the fact of putting a bridge 
because we have been hoping and working 
for a causeway across this mouth for reasons 
which I set out in the brief on page 4 of this 
year’s brief; namely, it would create a new 
tourist attraction and industry in that area. 
Priority 2 is Item No. 16. That is the 
Annapolis Royal to the east end of the Bear 
River Diversion. Priority 3 is Item 19— 
Weymouth, which is on Trunk 1. These, gen
tlemen, represent four bottlenecks on which I 
am sure that one or two members here pres
ent, Mr. Nowlan or Mr. Comeau, would be 
only too glad to elaborate.

If these bottlenecks are not corrected in 
time to meet the new ferry service when it 
comes into operation we will not be able to 
take full advantage of the increased traffic 
flow that we see. There is another item in the 
provincial brief which we wish to bring to 
your attention and that is Item A-4 of the 
Special Projects submitted by the provincial 
government, the Shubenacadie River Cross
ing. The AVABT sees this project as another 
entry and exit to our area of Western Nova 
Scotia, and with this crossing in we feel that 
it will open up that end of our area, which is 
Route 15. This Route 15 is part of the Fundy 
Trail and we know we can entice tourists 
along this Trail and hold them longer in the 
area.

[Interpretation]
dient, messieurs, tout d’abord, pour bénéficier 
du nouveau service de transbordeur qui, nous 
le savons maintenant sera mis en vigueur en 
1970, nous devons nous préoccuper essentiel
lement de nos routes allant à Digby et fina
lement au transbordeur de Yarmouth.

Sauf erreur, ce matin le gouvernement pro
vincial a présenté un autre mémoire traitant 
des routes. Nos observations dans le mémoire 
que nous présentons cette année se fondent 
essentiellement sur les mémoires présentés 
par le gouvernement provincial, soit l’appen
dice «A-27» de votre compte-rendu, et nous 
disons dans notre mémoire que nous 
appuyons le mémoire présenté l’année der
nière. Nous l’appuyons toujours même si nous 
ne connaissons pas le contenu du mémoire de 
ce matin ni les sommes demandées ou discu
tées. Nous appuyons le gouvernement dans 
son nouveau mémoire.

Tout ce que nous demandons au comité 
c’est d’étudier maintenant et de recomman
der, lorsque des discussions seront amorcées 
entre les deux paliers de gouvernement, que 
la priorité suivante soit établie. La première 
priorité sera la Route 1 qui est l’article 17 du 
mémoire provincial de l’année dernière, 
c’est-à-dire le projet de Bear River Bridge. 
Vous verrez dans notre mémoire que nous ne 
sommes pas d’accord avec la province sur 
l’aménagement d’un pont parce que nous vou
lons avoir une chaussée en travers cette 
embouchure pour les motifs que je vous ai 
donnés à la page 4 du mémoire de cette 
année, notamment en vue de créer un nou
veau centre touristique et des industries dans 
cette région. La deuxième priorité est l’article 
16, soit l’Annapolis Royal du côté est du pro
jet de Bear River. La priorité 3 est l’article 
19—Weymouth sur la route 1. Voilà donc, 
messieurs, quatre goulots. Je suis sûr qu’un 
ou deux des membres présents, M. Nowlan ou 
M. Comeau, se fera un plaisir de vous les 
expliquer en détail.

Si ces goulots ne sont pas rectifiés à temps 
pour desservir le nouveau service de trans
bordeur lorsqu'il débutera ses opérations, 
nous ne pourrons pas bénéficier pleinement 
du trafic accru qui en résultera. Il y a un 
autre article du mémoire provincial que nous 
désirons vous signaler, soit l’article A-4 des 
projets spéciaux présentés par le gouverne
ment provincial, le pont de la rivière Shube
nacadie. L’AVABT voit ce projet comme une 
autre voie d’accès et de sortie dans notre 
région de la Nouvelle-Écosse, qui nous per
mettrait d’ouvrir ce coin de cette région, soit 
la route 15. La route 15 fait partie du Fundy 
Trail et nous savons que nous pouvons encou
rager les touristes à venir ou à demeurer plus 
longtemps dans la région.
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[Texte]
Now I will quickly sum up why we have 

mentioned commercial air at Greenwood. We 
have said in our brief this year that we are 
now in the process of preparing a submission 
to the federal authority to obtain permission 
to use the facilities of the Canadian Forces 
Base at Greenwood.

All we are asking this Committee to do is 
that when we do make our presentation to 
DND and DOT to lend your support 
because as we pointed out in our brief we 
have no commercial air in that nearly 250 
miles from Greenwood, which is the central 
part, and we need it and we know that we 
can support both the passenger service and 
air cargo. I sat here this afternoon and I 
heard many people mention the LCL freight 
rates but because of time I do not think I 
need to go on any further. Better people than 
I have already been on the subject. All I will 
say is that my organization supports them 100 
per cent. Thank you very much.

Mr. Leonard Small (Annapolis Valley Af
filiated Boards of Trade, AVABT): Mr. Chair
man and gentlemen, to summarize the brief 
submitted regarding Petit Passage Crossing I 
must of necessity, briefly mention the history 
of the fisheries in the Digby Neck and Islands 
area which had its beginning in 1790 with the 
coming of the United Empire Loyalists.

Back in those days the Islands were the 
centre of water transportation served by coas
tal freighters and steamships. Fisheries 
products were then and still are the mainstay 
of the economy of the whole area. Several 
villages with a population of some 1,300 fami
lies have been able to live and contribute to 
the growth of the country by virtue of their 
unique position close to lucrative fishing 
grounds served by cheap water transportation 
into traditional markets to the south—a con
tribution amounting to some 50 million to 70 
million pounds of fish annually which are 
mainly exported to the U.S.A. realizing some 
$5 million in hard U.S. currency—a not in
considerable contribution to our annual trade 
deficit. Unfortunately, the recent winds of 
change which have been blowing across the 
country have deprived this particular area of 
the advantages of cheap water transportation. 
We have seen the coastals disappear, small 
steamship companies fold up and we are now 
left with road transportation as our only link 
with the markets on which we depend for our 
existence.

[Interprétation]
Maintenant je voudrais résumer rapidement 

les raisons pour lesquelles nous avons parlé 
d’aviation commerciale à Greenwood. Nous 
disons dans notre mémoire de cette année que 
nous sommes en train de préparer une sou
mission aux autorités fédérales afin d’obtenir 
l’autorisation de nous servir des aménage
ments de la Base des forces armées de 
Greenwood.

Nous demandons tout simplement à ce 
Comité, lorsque nous ferons notre présenta
tion au ministère de la Défense nationale et 
au ministère des Transports, de nous appuyer 
puisque nous n’avons pas de service aérien 
commercial dans un rayon de 250 milles de 
Greenwood. Nous en avons besoin et nous 
savons que nous pouvons l’obtenir tant pour 
le service voyageur que pour le cargo aérien. 
J’ai assisté à vos délibérations cet après-midi 
et j’ai entendu un bon nombre d’entre vous 
parler du tarif d’expédition LCL, mais je n’é
laborerai pas sur ce sujet parce que le temps 
manque. Des personnes plus compétentes l’ont 
déjà abordé. Tout ce que je veux vous dire 
c’est que mon organisation les appuie entière
ment là-dessus. Merci.

M. Leonard Small (Annapolis Valley Affilia
ted Boards of Trade, AVABT): Monsieur le 
président, messieurs. Pour résumer le 
mémoire présenté sur la Traverse du Petit 
Passage, je dois vous parler brièvement de 
l’histoire de la pêche de Digby Neck et de la 
région des îles qui a commencé en 1790 avec 
l’arrivée des Loyalistes de l’Empire.

Les îles étaient alors le centre du transport 
maritime desservi par des caboteurs et des 
navires. Les produits de la pêche étaient alors 
et sont toujours la pierre angulaire de l’éco
nomie de toute la région. Bon nombre de 
villages de quelque 1,300 familles ont été en 
mesure de vivre et de contribuer à la crois
sance du pays en vertu de leur emplacement 
unique près des riches bancs de pêche desser
vis par un transport maritime peu coûteux 
vers les marchés traditionnels du sud. Leur 
contribution annuelle représente de 50 à 70 
millions de livres de poissons exportés princi
palement aux États-Unis, et rapportant envi
ron 5 millions de dollars en monnaie améri
caine. C’était donc un apport très grand 
qu’aidait à contrebalancer notre déficit an
nuel. Malheureusement, l’évolution récente 
qui se manifeste à travers le pays a privé 
cette région des avantages du transport mari
time peu coûteux. Nous avons vu les navires 
côtiers disparaître, les petites sociétés mari
times abandonner peu à peu et maintenant 
nous ne comptons plus que sur un réseau 
routier pour accéder aux marchés et assurer 
notre existence.

29691—111
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At first glance, such a situation would not 

appear unusual or undesirable in this age of 
fast road transportation using refrigerated 
trucks and trailers. Indeed it would be an 
ideal situation were it not for the fact that 
our highway is cut by Petite Passage, a quar
ter-mile strip of water serviced by a scow 
carried back and forth by a 30-foot boat, a 
ferry that has not changed in the living mem
ory of most people in the area, a ferry that 
has great difficulty in carrying the giant 
refrigerated trailers used today, a ferry that 
is shut down completely whenever the wind 
is out of the north, must shut down each day 
as soon as it gets dark, and cannot cross 
vehicles during the spring tides.

In order to provide this service the Depart
ment of Public Works built docking facilities 
on both sides of the Passage costing some 
$900,000 to construct and approximately $10,- 
000 a year to maintain—docks which are 
occupied exclusively by our antiquated little 
ferry and serve no useful purpose for the 
fishing industry.

As a matter of interest since our brief was 
submitted last year, the figure for the cross
ing was that approximately 40,000 vehicles 
crossed this past year, as compared to 
approximately 14,000 on the Princess of 
Acadia and perhaps 33,000 on the Bluenose. 
In other words this ferry crossed two and a 
half times as many as the Princess of Acadia 
crossed. This is practically a bottleneck too 
because I do not feel that it is possible for it 
to cross any more although the growth in the 
past years has been approximately 10 per 
cent per year. I wish I could take you down 
to that area and show you what a permanent 
crossing would mean to that area. For little 
more than the cost of providing facilities and 
maintaining them as they exist now, we could 
have a permanent crossing that would enable 
us to move our fish easily to New York, Bos
ton and Montreal. It would remove the fear 
of a sudden illness which might require a trip 
to the hospital at night.

Gentlemen, more than one person from the 
Island knows what it is like to be lashed to a 
stretcher and put aboard a 30-foot boat to 
make this crossing in the middle of the night 
in a gale of wind, as do our doctors, minis
ters, teachers, laymen, as soon as they discov
er that we are cut off from the outside by this 
narrow strip of water.

I have spoken at some length about the 
immediate and personal needs of the people of 
the Islands for a permanent crossing at Petit 
Passage. There is more to it than this. In the 
whole area from Yarmouth to Digby there is 
no harbour capable of handling the fishing

[Interpretation]
A première vue, cette situation ne semble 

pas inusitée, ni indésirable dans notre époque 
de transport rapide qu’emploie des camions 
réfrigérés et des remorques. Ce serait l’idéal 
si notre grande route n’était pas coupée par le 
Petit Passage, un cours d’eau d’un quart de 
mille desservi par un transbordeur qui n’a 
pas changé de mémoire d’homme, qui éprouve 
beaucoup de difficultés à accommoder les 
grosses remorques réfrigérées d’aujourd’hui, 
qui doit interrompre ses services lorsque le 
vent vient du nord ou lorsqu’il fait noir et qui 
ne peut traverser certains genres de véhicules 
lors des marées le printemps.

Afin d’assurer ce service, le ministre des 
Travaux publics devrait aménager des quais 
des deux côtés du Passage au coût de quelque 
$900,000 et devrait dépenser environ $10,000 
annuellement pour maintenir des quais qui 
sont occupés à peu près exclusivement par 
des petits transbordeurs antiques et ne ser
vent pas vraiment à l’industrie de la pêche.

Depuis que notre mémoire a été présenté 
l’année dernière, environ 40,000 véhicules ont 
traversé ce passage l’année dernière compara
tivement à 14,000 sur le Princess of Acadia et 
33,000 sur le Bluenose. En d’autres mots, ce 
transbordeur transporte deux fois et demie 
plus de véhicules que le Princess of Acadia. 
C’est donc à peu près un goulot et je ne crois 
pas qu’il soit possible de transporter plus, 
même si la croissance annuelle dans les dix 
dernières années a été d’environ 10 p. 100. 
J’aimerais bien vous amener visiter cette 
région afin de vous montrer ce que signifie
rait une traverse permanente pour cette 
région. Pour un peu plus que ce qu’il en 
coûterait pour fournir des facilités et les 
maintenir comme elles existent actuellement, 
nous pourrions avoir un réseau de traversiez 
permanent qui nous permettrait de transpor
ter nos proissons facilement à New York, Bos
ton et Montréal et ferait disparaître toute 
inquiétude que présente un voyage à l’hôpital 
le soir.

Plus d’une personne de cette île sait ce que 
c’est que d’être mise dans une civière pour 
faire cette traversée sur un bateau de 30 
pieds en plein vent le soir. Ils ressentiraient 
la même chose que nos médecins, nos minis
tres, nos professeurs, en découvrant qu’ils 
sont coupés du monde extérieur par ce bras 
de mer.

J’ai longuement parlé des besoins immé
diats et personnels des gens de cette île pour 
un moyen permanent de passage à Petit Pas
sage. La situation est simple. De Yarmouth à 
Digby, il n’y a pas de port qui puisse accom
moder les navires de F>êche qui peuvent faire
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vessels that fish out of that area. The con
struction of a causeway across Petite Passage 
in the proper position would provide one of 
the finest deep-water harbours in Eastern 
Canada. It would enable our fishing fleet to 
expand to its full potential and would turn 
the whole area into a viable and productive 
section of the country capable of standing on 
its own two feet.

The Chairman: Thank you very much. 
Would you make your presentation, Mr. 
Snow.

Mr. Snow: Thank you, Mr. Chairman. Gen
tlemen, the announcement of the new ferry 
boat which was ordered by the C.P.R. in the 
City of Saint John has been wonderful 
news for the people of Western Nova Scotia. 
The City of Saint John will benefit from the 
construction of this boat and I want to thank 
the federal government for thinking in terms 
of helping out industry in the Maritime Prov
inces, especially the shipbuilding industry. 
The wharf shall be constructed by the federal 
government and approach highways and 
parking space will be provided by the provin
cial governments.

This has assured the people of a better 
Digby and Saint John ferry service. The mod
ern equipment shall be able to handle more 
efficiently the railway and highway traffic 
between the Provinces of Nova Scotia and 
New Brunswick. The remark made by the 
former Minister of Transport that the Digby- 
Saint John ferry service is essential to the 
economy of Canada was a recognition that the 
federal government would support the service 
on behalf of the people of Canada.

Senator Martin made an announcement last 
fall on behalf of the government at the annu
al meeting of the AVABT that the CPR Com
pany would order the boat and the federal 
government would construct the wharfs, with 
the understanding that further negotiations 
would be carried on regarding the operation 
of the service. He stated that if agreement 
could not be reached the government would 
purchase the boat and operate the service.

The CPR Company is primarily interested 
in providing a modern ferry service to handle 
future railway traffic. The Bay of Fundy is 
the missing link of the railway system 
between Halifax and Vancouver. The public 
is vitally interested in the continued service 
of the CPR between these two points. The 
CPR Company is prepared to provide the 
amount of service that is required for their 
own operation. If extra service is required in 
order to stimulate the growth of the trade 
and industry within the area of western Nova

[Interprétation]
la pêche dans cette région. L’aménagement 
d’une chaussée en travers Petit Passage au 
point approprié, nous fournirait le meilleur 
port en eau profonde de l’Est du Canada. 
Notre flotte de pêche pourrait connaître une 
pleine expansion et ferait de toute cette 
région une entité productrice et viable et 
capable de vivre par elle-même.

Le président: Merci beaucoup. A vous mon
sieur Snow.

M. Snow: Merci, monsieur le président. Ce 
fut merveilleux pour les gens de la parité 
occidentale de la Nouvelle-Ecosse d’apprendre 
la création d’un nouveau service de transbor
deur annoncé par le Pacifique-Canadien pour 
la ville de Saint-Jean. La ville de Saint-Jean 
bénéficiera de la construction de ce navire et 
je désire remercier le gouvernement fédéral 
d’avoir ainsi songé à aider les Industries des 
provinces maritimes, surtout l’industrie de la 
construction maritime. Le gouvernement fé- 
ral construira le quai et le gouvernement pro
vincial aménagera des voies d’approche et des 
parcs de stationnement.

Ainsi cette population se voit assurer un 
meilleur service de transport de Digby à 
Saint-Jean. L’équipement moderne assurera 
des services ferroviaires et routiers plus 
efficaces entre les provinces de la Nouvelle- 
Écosse et du Nouveau-Brunswick. Les obser
vations faites par l’ancien Ministre des Trans
ports à l’effet que le service entre Digby et 
Saint-Jean est essentiel à l’économie du 
Canada, démontre que le gouvernement fédé
ral veut soutenir ce service au nom de la 
population du Canada.

A la réunion annuelle de l’AVABT, l’hono
rable sénateur Martin a annoncé au nom du 
gouvernement que la société du CPR allait 
commander le navire et que le gouvernement 
fédéral construirait les quais. Il était entendu 
que d’autres négociations seraient poursuivies 
en ce qui a trait à l’exploitation des services. 
Il a déclaré que si l’on ne pouvait en venir à 
une entente, le gouvernement achèterait le 
navire et exploiterait ce service lui-même.

Le Canadien Pacifique est essentiellement 
intéressé à assurer un service de bac moderne 
pour répondre aux besoins du trafic ferro
viaire futur. La Baie de Fundy est le seul 
bout qui manque sur la ligne de chemin de 
fer entre Halifax et Vancouver. Le public 
s’intéresse énormément au maintien du ser
vice du Canadien Pacifique entre ces deux 
points. Le Canadien Pacifique est prêt à assu
rer le service requis pour sa propre exploita
tion. Si un service accru est nécessaire pour 
encourager la croissance du commerce et de
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Scotia, and this is the thinking of the people 
who are concerned, a fee for service must 
then be rated and requirements scheduled to 
highway traffic and passenger travel require
ments, regardless of whether the operation 
in itself is a profitable one or not, as with any 
other public ferry service that now serves the 
public of Canada.

Mr. Chairman, gentlemen, when the ques
tion of the operation of the service is dis
cussed this required service must be provided 
either through the CPR Company, or direct 
by the Federal Government.

A request to the Prime Minister of the 
Government of Canada in 1967 was for no 
less than two trips per day seven days a week 
fifty-two weeks per year.

Second, that the rate charged for transport
ing passengers in motor vehicles, including 
goods carried on the motor vehicles, shall not 
exceed the rate charged by other ferry ser
vices operated by the CNR, and others owned 
by the Federal Government, in relation to 
distance. I shall give you some comparative 
rates as to what is being charged today. As to 
automobiles going to the United States, at the 
present time, of course, the ferry is not run
ning, but during the time of the year it is in 
operation the rate one way is $15.20 and 
return to Yarmouth is $27.60. To cross on the 
boat today from Digby to Saint John the rate 
is $16.00 or $32.00 return. The distance to 
Digby from Saint John is 42 miles, from Yar
mouth to Bar Harbour it is 100 miles; over 
twice the distance at a lower rate. As to 
trucks and freight, Digby to Saint John for a 
half-ton truck is $27.00; the return rate is 
$54.00. Trucks 16 to 18 feet are $41.95; over 
18 feet and fraction thereof an additional 
charge of $3.86 per foot.

In addition to this, if a truck has any goods 
on it, it is charged the freight; in other words 
live lobsters would be $1.50 per hundred, 
weight, gross weight; meat and poultry $1.50 
per hundredweight, gross weight, to cross 
from Digby to Saint John on your own truck. 
Other rates such as fresh fish at $1.14 are 
lower.

At one time western Nova Scotia and 
southern New Brunswick, as stated in the 
brief, had a lot in common in trading, but 
over the years this trade has been lost due to 
the fact that the coastal traders which used to 
carry on this trading were forced out of busi
ness and we have had to depend on the one 
connecting link of the Digby—Saint John run.

[Interpretation]
l’industrie dans l’ouest de la Nouvelle-Écosse, 
et c’est là ce que pensent les personnes en 
cause. Il faut établir un tarif et adapter le 
service aux besoins de la circulation routière 
et du transport des passagers, que l’exploita
tion même de ce service soit rentable ou non, 
comme tout autre service public de bac qui 
sert actuellement la population du Canada.

Monsieur le président, messieurs, pour ce 
qui est de l’exploitation de ce service, il faut 
que ce service soit assuré par l’entremise du 
Canadien Pacifique, soit directement par le 
gouvernement fédéral.

En 1967, on avait demandé au premier 
ministre du Canada un minimum de deux 
voyages par jour, sept jours par semaine, 52 
semaines par an.

On avait aussi demandé que le tarif du 
transport des passagers des automobiles y 
compris les marchandises transportées dans 
ces automobiles ne soit pas supérieur au tarif 
des autres services de bac exploités par le 
National-Canadien, et par le gouvernement 
fédéral, compte tenu de la distance à parcou
rir. Je vais vous donner quelques tarifs com
paratifs de ce que l’on fait payer aujourd’hui. 
Pour ce qui est des automobiles se rendant 
aux États-Unis, en ce moment, bien entendu, 
le bac ne fonctionne pas, mais à l’époque de 
l’année où il est en service, l’aller coûte 
$15.20, et l’aller-retour à Yarmouth, $27.60.

Si vous prenez le navire de Digby à Saint- 
Jean, aujourd’hui, cela coûte $16, ou $32 
aller-retour. La distance entre Digby et Saint- 
Jean est de 42 milles, et de Yarmouth à Bar 
Harbour, de 100 milles, soit plus du double de 
la distance à un prix inférieur. Quant au 
transport par camion et aux messageries, île 
tarif de Digby à Saint-Jean, pour un camion 
d’une demi-tonne, est de $27; l’aller-retour 
coûte $54. Pour les camions de 16 à 18 pieds, 
le tarif est de $41.95, et pour ceux de plus de 
18 pieds, il y a un supplément de $3.86 par 
pied ou fraction de pied.

De plus, si le camion transporte des mar
chandises, il faut payer pour les marchandi
ses. Aussi, cela coûte, à transporter, sur son 
propre camion, de Digby à Saint-Jean, $1.50 
par cent livres, poids brut de homards 
vivants, ou de viande ou de volaille. Les 
autres tarifs, $1.14 pour le poission frais, par 
exemple, sont moins élevés.

A un moment donné, l’ouest de la Nouvel
le-Écosse et le sud du Nouveau-Brunswick 
avaient, comme on l’a dit dans le mémoire, 
beaucoup de caractéristiques en commun pour 
ce qui était du commerce; mais, au cours des 
années, ce commerce s’est perdu, du fait que 
ceux qui faisaient du cabotage ont dû fermer 
leurs entreprises, et qu’il nous a donc fallu
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[Texte]

Comparing the little ferry, which services a 
population of 1,300 people on the two islands 
of the Digby neck, it transported about 40,000 
vehicles during last year compared to about 
14,000 which crossed from Digby to Saint John 
which ferry services the Province of New 
Brunswick west and south and the province 
of Nova Scotia. There are definitely reasons 
for this. Therefore, the people are very con
cerned that when the new service is put into 
operation, unless the rates and schedule of 
trips is a convenience to the west of Nova 
Scotia it will be of little advantage to the 
people.

As an example, with the AVABT (An
napolis Valley Affiliated Boards of Trade) we 
must deal with a private company where oth
ers can deal with the government to get gov
ernment service and government provided 
service. We feel that the CPR is not responsi
ble to the people to provide the service at a 
loss in to trying to accommodate our highway 
traffic. After the Prime Minister last spring 
announced that there would be a new ferry 
service, those concerned at the rally thought 
we should have immediate benefits and there
fore requested the AVABT to send their let
ter to the CPR requesting two trips a day for 
the present ferry. This is in the brief 
presented to you recently and I will read it.

“A resolution was passed at our Annual 
Meeting requesting the Federal Government 
to enter into negotiations with CPR to under
write this extra trip during the tourist 
season.”

Prior to that we had asked the CPR to put 
on the second trip and they said the cost 
would be too great and they would lose 
money on it.

“The resolution was passed to The Minister 
of Transport in November, 1968. The Minis
ter’s office rejected our recommendation on 
the grounds that the ferry was operated by 
CPR; therefore, any decision to extend the 
present service would be the sole responsibili
ty of the operator based on conditions known 
to them.

It is our recommendation that your com
mittee consider this resolution and our recom
mendation to that resolution, with view of

[Interprétation]
compter sur le seul lien de Digby à Sainit- 
Jean, le service de bac.

Le petit bac, qui sert une population de 
1,300 personnes sur les deux îles de la pointe 
de Digby, a transporté environ 40,000 véhicu
les au cours de l’année dernière comparative
ment à 14,000 environ pour Digby-Saint-Jean, 
le service de bac qui dessert la province du 
Nouveau-Brunswick à l’ouest et au sud, ainsi 
que la province de la Nouvelle-Écosse. Il y a 
des raisons pour un tel état de choses. Par 
conséquent, les gens craignent vraiment que 
lorsque le nouveau service débutera, à moins 
que le tarif et l’horaire des traversées ne 
répondent aux besoins de la population de 
l’ouest de la Nouvelle-Écosse, il ne soit pas 
d’un grand intérêt pour les gens.

Par exemple, dans le cas de l’AVABT (An
napolis Valley Affiliated Boards of Trade), il 
nous faut traiter avec une compagnie privée, 
alors que d’autres peuvent traiter avec le 
gouvernement pour avoir un service du gou
vernement ou fourni par celui-ci. Nous som
mes d’avis que le Canadien-Pacifique n’est 
pas tenu d’assurer un service qui ne serait 
pas rentable pour essayer de répondre aux 
besoins de la circulation routière. Après que 
le premier ministre eut annoncé, le printemps 
dernier, qu’il y aurait un nouveau service de 
bac, les personnes intéressées présentes à l’as
semblée ont pensé que nous devrions en reti
rer des avantages immédiats, et ont donc 
demandé à l’AVABT d’envoyer sa lettre 
au Canadien-Pacifique, demandant deux 
traversées par jour pour le bac actuelle
ment en service. Je vais vous en citer des 
passages, tirés du mémoire qui vous a été 
présenté récemment.

Lors de notre réunion annuelle, l’assemblée 
a adopté une résolution selon laquelle on 
demandait au gouvernement fédéral de com
mencer les négociations avec le Canadien- 
Pacifique pour appuyer financièrement ce 
voyage additionnel durant la saison touris
tique.

Auparavant, nous avions demandé au 
Canadien-Pacifique d’ajouter une deuxième 
traversée, mais il avait dit que cela coûterait 
trop cher et qu’il travaillerait à perte. La 
résolution a été transmise au ministre des 
Transports en novembre 1968. Notre recom
mandation a été rejetée par le cabinet du 
ministre qui a invoqué que le Canadien-Paci
fique était l’organisme de qui relevait l’ex
ploitation du traversier et que toute décison 
relative à l’amélioration de ce service relevait 
exclusivement de l’exploitant, compte tenu 
des conditions énoncées.

Nous recommandons que votre Comité étu
die cette résolution et notre recommandation 
connexe, en vue d’aider immédiatement au
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helping the development of the area immedi
ately and not wait until after the new ferry is 
in operation.”

According to the announcement, the new 
service is capable of making three return 
trips a day, and they will make the three 
return trips if there is traffic available. As 
you know, in order to increase traffic you 
must first provide a service at rates which the 
public can use. There was a growth of traffic 
into other areas when better services were 
provided into PEI last summer. Another new 
ferry for PEI is being built and we anticipate 
that in a short time not only this ferry will be 
required but other boats plying back and 
forth.

As quoted in the A. D. Margison and 
Associates Ltd. reports as to long term plan
ning, eventually another boat will be required 
and maybe a more direct route by highway to 
the New England States and Upper Canada 
from Digby to Welshpool which is one of the 
best routes of travel for highway transporta
tion. The reason why the Annapolis Valley 
supports a Digby—Saint John ferry service, as 
well as all the people of Nova Scotia and New 
Brunswick, is due to the fact that it services 
the railway and the highway.

So gentlemen, I would request that you will 
try to have the government provide us with 
more ferry service with the present boat if 
they have to underwrite the extra costs that 
might be involved. Thank you.

The Chairman: Mr. Nowlan.

Mr. Nowlan: I have two questions which 
Mr. Elliott most likely can answer but they 
relate to what Mr. Mimms said. At first 
brush, the bottlenecks he set out which are 
going to affect traffic would appear to be a 
provincial problem. Can you explain briefly 
why you are raising that before the Federal 
Transport Committee?

Major J. G. Mimms (Executive Manager. 
Annapolis Valley Affiliated Boards of Trade):
We raised that at this point as a fact that in 
support of the provincial brief which they put 
in in their five year plan which is obviously 
to be a cost sharing program, and we are 
supporting that and asking for the priorities 
to be placed as we see them and that in your 
deliberations that they do not slide down on 
the priority list. It is the provincial-federal 
coast sharing program which we are support-

[Interpretation]
développement de la région sans attendre la 
mise en service du nouveau traversiez

Selon l’annonce faite, le nouveau service 
peut faire trois voyages aller-retour par jour, 
et il les fera s’il y a lieu. Comme vous le 
savez, afin d’augmenter le trafic, il faut tout 
d’abord assurer un service à un prix aborda
ble pour le public. On a constaté un accroisse
ment du traffic vers d’autres régions après 
que l’on eut assuré un service plus satisfai
sant à l’île du Prince-Édouard, l’été dernier. 
On construit actuellement un autre bac pour 
l’île du Prince-Édouard, et nous estimons que 
sous peu nous aurons besoin non seulement 
de ce bac, mais aussi d’autres bateaux qui 
fassent la navette.

Comme on l’a signalé dans les rapports de 
l’A. D. Margison and Associates Ltd. en ce qui 
concerne les projets à long terme on aura 
finalement besoin d’un autre navire, et peut- 
être d’un chemin plus direct par la route, 
vers les États de la Nouvelle-Angleterre et le 
centre du Canada, de Digby à Welshpool, qui 
esit l’un des meilleurs itinéraires pour la cir
culation routière. Si V Annapolis Valley 
exploite un service de bac entre Digby et 
Saint-Jean tout en servant toute la population 
de la Nouvelle-Écosse et du Nouveau-Bruns
wick, c’est qu’elle assure un service de trans
port ferroviaire aussi bien que routier.

Messieurs, je demanderais donc que vous 
essayiez d’obtenir du gouvernement qu’il nous 
donne un meilleur service de bac avec le bac 
actuel, s’il doit assumer les frais supplémen
taires que cela pourrait entraîner. Je vous 
remercie.

Le président: Monsieur Nowlan.

M. Nowlan: J’ai deux questions auxquelles 
M. Elliott peut sans doute répondre, mais qui 
se rattachent à ce qu’a dit M. Mimms. De 
prime abord, les embouteillages qu’il a men
tionnés, et qui vont affecter la circulation, 
semblent être un problème provincial. Pour
riez-vous expliquer brièvement pourquoi vous 
soulevez ce problème devant le Comité des 
transports du gouvernement fédéral?

Major J. G. Mimms (Directeur général de 
l'Annapolis Valley Affiliated Boards of 
Trade): Nous avons mentionné ce fait à l’ap
pui du mémoire provincial que l’on a inclus 
dans le programme quinquennal, qui doit de 
toute évidence être un programme à frais 
partagés nous appuyons ce principe, et nous 
demandons que l’ordre de priorité soit établi 
comme nous l’envisageons, et qu’au cours de 
vos délibérations ces problèmes ne descendent 
pas sur la liste de priorité. C’est le pro-
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ing. We are asking you to recommend that 
these be given priority.

Mr. Nowlan: It is not because the Federal 
Government is going to be spending money at 
the terminals at both ends? It is more this 
cost sharing program—the general program?

Major Mimms: It is the cost sharing pro
gram on the roads.

Mr. Nowlan: My next question is about 
Greenwood which is a very large Canadian 
Armed Forces Base right in the heart of the 
valley, of course. Have you a date arranged 
for presentation to the Minister on this brief 
that you mention?

Major Mimms: No we have not. We have to 
And access which will not in any way inter
fere with the operational or training role of 
that base. We have got the access road in, 
there is one there to be developed, and we 
have got the approval in principle and sup
port in principle of all of the municipalities 
which support our organization.

Mr. Nowlan: Mr. Mimms, could you tell 
this committee where the alternate base is 
now if you cannot get into Halifax because of 
fog? Where do you land?

Major Mimms: Well, you would never get 
ini. If Halifax is fogged out Yarmouth is a 
pretty hot bet to be fogged out. So, there is 
no place; and the emergency landing would 
be at Greenwood—it used to be.

Mr. Nowlan: It used to be at Greenwood, 
but it is now at Moncton, is it not?

Major Mimms: That is right.

Mr. Nowlan: What is the distance between 
Moncton and Halifax—a couple of hundred
miles?

Major Mimms: 250 miles, I think.

Mr. Nowlan: So, the alternate base for 
Nova Scotia is in another province.

Major Mimms: That is right.

Mr. Nowlan: How many towns belong to 
the AVABT (Annapolis Valley Affiliated 
Boards of Trade)?

Major Mimms: Well, we have 16 Boards. I 
hate to tell you it is 250 communities of over 
50 souls in that area.

[Interprétation]
gramme à frais partagés entre le gouverne
ment fédéral et les provinces que nous 
appuyons. Nous vous demandons d’y donner 
la priorité.

M. Nowlan: Ce n’est pas parce que le gou
vernement fédéral va dépenser de l’argent 
pour l’aménagement des terminus aux deux 
bouts? Il s’agit plutôt du programme à frais 
partagés du programme général?

M. Mimms: Il s’agit du programme à frais 
partagés en matière de service routier.

M. Nowlan: La question suivante a trait à 
Greenwood, qui est, bien sûr, une base très 
importante des Forces armées du Canada au 
cœur même de la vallée. Avez-vous prévu 
une date pour la présentation au ministre du 
mémoire que vous avez mentionné?

M. Mimms: Non. Il faut que nous trouvions 
une voie d’accès qui ne gêne pas du tout les 
opérations ou les exercices d’entrainement de 
la base. Nous avons déjà une route d’accès à 
la base, il y a là-bas une voie qui va être 
aménagée, et nous avons l’approbation et l’ap
pui de principe de toutes les municipalités qui 
appuient notre associatoin.

M. Nowlan: Monsieur Mimms, pourriez- 
vous dire au Comité où se trouve actuelle
ment la base de secours, sur laquelle vous 
pouvez atterrir lorsque le brouillard vous 
empêche de descendre sur Halifax?

M. Mimms: Il n’y en a pas. S’il y a du 
brouillard à Halifax, il y a de fortes chances 
pour qu’il y en ait aussi à Yarmouth. Il n’y a 
donc aucune possibilit, et l’atterrissage d’ur
gence se ferait à Greenwood—c’est là qu’il se 
faisait autrefois.

M. Nowlan: Autrefois, c’était Greenwood, 
mais maintenant, c’est Moncton, n’est-ce pas?

M. Mimms: C’est exact.

M. Nowlan: Quelle est la distance entre 
Moncton et Halifax? Deux cents milles?

M. Mimms: 250 milles, je crois.

M. Nowlan: Donc, la base de secours pour 
la Nouvelle-Écosse se trouve dans une autre 
province.

M. Mimms: C’est cela.

M. Nowlan: Combien de municipalités font- 
elles partie de l’AVABT?

M. Mimms: Il y a 16 chambres de com
merce, qui représentent 250 collectivités de 
plus de 50 habitants dans cette région.
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The Chairman: Mr. Rose.

Mr. Rose: Mr. Chairman, in Mr. Snow’s 
analogy of the highway system and the ferry 
system, I believe he suggested that he felt 
that the ferry system, like the bridge system, 
was merely an extension of the highway sys
tem. Is that so sir? Do I paraphrase you 
correctly?

Mr. Snow: Yes. Where there can not be a 
bridge or a causeway built across the Bay of 
Fundy, we feel that the cost of moving a 
vehicle from Western Nova Scotia to New 
Brunswick should not be a high charge to the 
trade and industry and to the people travel
ling which would retard the growth of that 
area.

Mr. Rose: Of course, this also relates to the 
gentleman who spoke previously about a 
smaller ferry. The cost of highways is not 
borne on a user basis; in other words, 
someone who does not own a car probably 
shares equally, except for perhaps the gas 
tax, in the cost of building a highway. You 
would agree that is true, would you not?

Mr. Snow: The amount of revenue from the 
gas tax could never provide for the mainte
nance of the highways in the province of 
Nova Scotia.

Mr. Rose: And yet someone who rides on 
the ferry as a pedestrian, whether he has a 
car or not, usually pays, does he not?

Mr. Snow: He does pay.

Mr. Rose: Can you see any reason why 
ferries should be treated any differently than 
highways in that they should be paid for by 
all the people and be considered an extension 
of the highway, and therefore there is really 
no logic in extending a fee for service basis 
on a ferry—that is, one within a province?

Mr. Snow: It has been requested, I under
stand, by the people of the Island, in reference 
to the deep passage crossing, that they cross 
there without any fee—that is, within the 
province.

Mr. Rose: You would support this through
out the province, would you?

Mr. Snow: Yes. As to charging toll charges 
and so on which we know has been charged 
for crossing bridges and causeways, this is 
one form of revenue to pay for maybe a 
special project in a certain area. To my mind, 
today, where transportation is so extensively 
used by the public, I feel that if we can help

[Interpretation]
Le président: Monsieur Rose.

M. Rose: Monsieur le président, par l’analo
gie qu’a faite M. Snow entre le réseau routier 
et le service de bacs, je suppose qu’il voulait 
dire que le service de bacs, tout comme les 
ponts, n’était qu’une prolongation du réseau 
routier. Est-ce bien cela, monsieur? Est-ce 
que j’interprète bien ce que vous avez dit?

M. Snow: Oui. Lorsqu’on ne peut construire 
un pont ou une chaussée, pour enjamber la 
baie de Fundy, nous estimons que les frais de 
déplacement d’un véhicule de l’ouest de la 
Nouvelle-Écosse ou Nouveau-Brunswick ne 
devraient pas être trop élevés pour le com
merce et l’industrie, ni pour les particuliers, 
car cela freinerait l’expansion de cette région.

M. Rose: Bien sûr, cela se rattache aussi à 
ce que disait tout à l’heure la personne qui 
parlait d’un plus petit bac. Le coût des routes 
n’est pas généralement payé par les usagers. 
En d’autres termes, la personne qui ne pos
sède pas d’automobile paie sans doute la 
même part que les autres, à l’exception eput- 
être de la taxe d’essence, pour la construction 
d’une route. C’est bien cela, n’est-ce pas?

M. Snow: Le montant des recettes retirées 
rer l’entretien des routes de la Nouvelle- 
Écosse.

M. Rose: Et pourtant, le piéton qui prend 
un bac paie la traversée, tout comme les 
automobilistes, n’est-ce pas?

M. Snow: Oui.

M. Rose: Pour quelle raison, alors, traite- 
rait-on les services de bacs autrement que les 
routes; tout le monde devrait payer pour ces 
bacs, que l’on devrait considérer comme une 
prolongation des routes; et il n’est donc pas 
logique de faire payer la traversée sur les 
bacs—du moins sur un service de bac à l’inté
rieur d’une province.

M. Snow: Je crois comprendre que les gens 
de l’île ont demandé à pouvoir faire la traver
sée maritime gratuitement, du moins à l’inté
rieur de la province.

M. Rose: Vous appuyez ce principe pour 
toute la province, n’est-ce pas?

M. Snow: Oui. Quant aux péages, que l’on 
impose parfois pour la traversée de ponts ou 
de chaussées, ils sont une forme spéciale de 
revenus en vue d’un projet donné dans une 
certaine région. A mon avis, aujourd’hui, où 
le public emprunte tellement les moyens de 
transport, si nous pouvons encourager les
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to encourage travel and to cut down costs of 
moving goods and so on and doing business, 
that wherever possible it should be as low as 
possible.

Mr. Rose: You would say that toll charges 
are an historical anachronism, then, would 
you? And that, further, because you have a 
mountain with a highway going over it, that 
is a special project too, and yet people do not 
have to pay to use that.

Mr. Snow: Indirectly they have to pay.

Mr. Rose: Well, I know, but I mean the 
user does not pay any more than the 
non-user.

Mr. Snow: Of course, a certain amount of 
the gas tax goes towards it, but not enough to 
cover it. I would say that if they can do it 
without putting on additional charges, they 
should do so.

Mr. Rose: Are you aware that the province 
has asked the federal government for some
thing like 500 million dollars in highway 
support?

Mr. Snow: Yes.
Mr. Rose: On what is usually considered a 

provincial matter except for Trans-Canada.

Mr. Snow: Yes, that is right.
Major Mimms: We did not know about the 

figure. I was the one who brought that point 
up and I said I did not know as to the figure 
quoted this morning.

Mr. Rose: It was quoted in another brief, 
sir, and I may have recalled it correctly or I 
may not. Perhaps it could be confirmed by 
somebody else.

Mr. Snow: As to a city like Montreal with a 
population of 2 million people, compared to 
Nova Scotia with a population of about 800,000, 
and as to the amount of highways we have to 
maintain to carry on our trade and industry, 
if the people of Nova Scotia had to bear this 
entire cost we would not have enough money 
for our other services.

Mr. Rose: It has been suggested that what 
the Maritime Provinces get back in special 
equalization payments and highway transpor
tation subsidies, and other things, has been 
offset by the number of people who have 
been educated here and who have emigrated 
to other parts of Canada.

[Interprétation]
voyages et permettre de réduire les frais de 
transport des marchandises et d’encourager le 
commerce, il faudrait que les frais soient 
aussi bas que possible.

M. Rose: Vous diriez, alors, que les péages 
sont un anachronisme? Et que, de plus, s’il y 
a une montagne le long de laquelle grimpe 
une route, cela constitue aussi une construc
tion spéciale, et pourtant l’usager ne doit pas 
payer.

M. Snow: Indirectement, il paie tout de 
même.

M. Rose: Oui, je sais, mais l’usager ne paie 
pas plus que le non-usager.

M. Snow: Évidemment, un certain montant 
de la taxe d’essence permet d’en payer le 
coût, mais pas dans sa totalité. A mon avis, si 
l’on peut assurer un service sans faire payer 
l’usager, on devrait le faire.

M. Rose: Savez-vous que la province a 
demandé au gouvernement fédéral une 
somme qui va chercher dans les 500 millions 
de dollars pour la construction et l’entretien 
des routes?

M. Snow: Oui.

M. Rose: Pour ce qui relève normalement 
du gouvernement provincial, sauf dans le cas 
de la route transcanadienne.

M. Snow: C’est vrai.

M. Mimms: Nous ne connaissions pas le 
chiffre. C’est moi qui ai soulevé cette ques
tion, et j’ai dit que je n’étais pas au courant 
du chiffre cité ce matin.

M. Rose: Il était cité dans un autre mé
moire, monsieur, et je peux me tromper. 
Peut-être quelqu’un d’autre pourrait-il le 
confirmer.

M. Snow: Comparez une ville comme Mont
réal, qui a 2 millions d’habitants, et la Nou
velle-Écosse, qui en a 800,000 environ, et 
tenez compte du nombre de routes que nous 
avons à entretenir pour les besoins de notre 
commerce et de notre industrie; si les gens de 
la Nouvelle-Écosse devaient assumer ce far
deau financier dans sa totalité, nous n’aurions 
pas de fonds suffisants pour nos autres 
services.

M. Rose: On a dit que ce que reçoivent les 
provinces Maritimes sous forme de verse
ments spéciaux d’égalisation, de subventions 
pour le transport routier, et ainsi de suite, est 
compensé par le nombre de gens qui ont été 
éduqués ici et ont émigré vers d’autres par
ties du Canada.
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Mr. Snow: That is one of our greatest 

exports, to our misfortune.

Mr. Rose; This is my final question, sir.

I realize that I have taken up much time 
and I do not usually do this.

Mr. Perrault: On a point of order. If it is 
detailed information that Mr. Rose requires 
perhaps he could meet with the committee 
later this evening.

Mr. Rose: Just a final question, sir. Mr. 
Snow, you made much of the difference 
between the CP service to St. John’s and the 
CN service to Bar Harbour. It really works 
out to half the cost for double the distance. 
Have you any views on why this situation 
occurs and how it happened?

Mr. Snow: I might go a little further on the 
figures; I have given you them on auto
mobiles but I would like to give you the 
figures for trucks, and why the people of 
Western Nova Scotia cannot trade with the 
province of New Brunswick.

The Chairman: Could you give those 
figures to the Committee so that we can pro
vide Mr. Rose with them?

Mr. Snow: Yes, we could do that.

The Chairman: Time is running out and we 
still have more briefs to answer.

Mr. Rose: Will that go into the record, sir?

The Chairman: Yes.

Mr. Rose: We will put it in the record?

The Chairman: Yes.

Mr. Rose: Thank you.

Mr. Snow: Shall I answer the rest of your 
question?

Mr. Rose: Yes.

Mr. Snow: The CPR in the past has been a 
privately operated company trying to make a 
profit. Now, the operation from Yarmouth to 
Bar Harbour is to try to upgrade the economy 
of Western Nova Scotia. In my final remarks 
I say, regarding any means of assistance or 
support, I think that the federal government’s 
support to help transportation conditions is 
the best way of spending the taxpayers’ 
money across Canada—for that purpose. I 
think it would do more good than any other 
form of subsidy.

[Interpretation]
M. Snow: C’est, pour notre malheur, l’une 

de nos exportations les plus actives.

M. Rose: C’est, ma dernière question, mon
sieur.

Je me rends compte que j’ai pris beaucoup 
de temps, contrairement à mon habitude.

M. Perrault: Un rappel au règlement. Si M. 
Rose a besoin de renseignements détaillés, il 
pourrait peut-être rencontrer le comité un 
peu plus tard, ce soir.

M. Rose: Une dernière question, Monsieur 
Snow, vous avez fait grand état de la diffé
rence qui existe entre le service du Pacifique- 
Canadien à Saint-Jean et celui du National- 
Canadien à Bar Harbour. Et en fait, c’est la 
moitié des frais pour le double de distance. 
Savez-vous pourquoi et comment cela se 
produit?

M. Snow: Je pourrais peut-être aller plus 
loin en ce qui concerne les chiffres; je vous 
les ai donnés pour les automobiles, mais j’ai
merais vous les donner au sujet des camions, 
et la raison pour laquelle les gens de l’ouest 
de la Nouvelle-Écosse ne peuvent pas com
mercer avec le Nouveau-Brunswick.

Le président: Est-ce que vous pourriez 
remettre ces chiffres au Comité et ensuite, 
nous les fournirons à M. Rose.

M. Snow: Certainement.

Le président: Le temps passe et nous avons 
encore d’autres mémoires à recevoir.

M. Rose: Est-ce qu’on va les insérer dans 
les comptes rendus?

Le président: Oui.

M. Rose: Oui?

Le président: Oui.

M. Rose: Merci.

M. Snow: Dois-je finir de répondre à votre 
question?

M. Rose: Oui.

M. Snow: Le CP est une société privée qui 
essaie de faire un certain profit. Et la ligne 
Yarmouth-Bar Harbour vise à améliorer l’é
conomie de l’ouest de la Nouvelle-Écosse. En 
guise de conclusion, je dirais que, peu 
importe les moyens d’aide, tout ce que le 
gouvernement fédéral fait pour aider les 
moyens de transport, c’est encore la meilleure 
façon de dépenser l’argent des contribuables à 
travers le Canada, à ces fins. Et alors, je crois 
que cela fait beaucoup plus de bien que toute 
autre forme de subvention.
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The Chairman: Thank you. Mr. Comeau?

Mr. Comeau: Mr. Chairman, most of my 
questions have been asked and answered. I 
have one question for Mr. Mimms, the same 
question I asked before of another witness. 
Realizing again that the economy of that part 
of the province is not progressing as rapidly 
as other parts of the province, do you feel 
that transportation is the key to this?

Major Mimms: For 21 years the AVABT 
has been saying just that. Without transporta
tion, until we got the bottleneck out, we 
could not develop. As a result of the 
announcement of the improved service of the 
Digby ferry, we were informed a week ago 
that there is one industry from the States— 
granted it is small—now that we have a 
decent ferry service coming that is prepared 
to move into the valley. So we say it is the 
key at the moment.

Mr. Comeau: So you feel there would possi
bly be enough traffic for two runs a day, as 
you see it now?

Major Mimms: Well, if we do not get two 
runs how are we going to increase the traffic? 
We are already suffering under one run per 
day, so we should have two runs. That is the 
only way we are going to develop the area. It 
may well be a year or so before it starts to 
show any improvement so far as CPR is con
cerned, or whoever is taking the revenue, but 
if we do not have two ferry services—even if 
they are only partially filled for the first 
while—then we are not getting any better 
service really if we only have one return trip 
per day.

Mr. Snow: Mr. Chairman, I might add 
something to that. In a specific case which 
took place not too long ago, there was a 
group of men wanting to go over to Saint 
John to attend the special announcement of 
the CPR, which turned out to be the 
announcement of the construction of the fer
ry. In order to be there for Tuesday after
noon, if they were taking the boat across, 
they would have to leave on a Monday and 
they could not return until Wednesday, just 
to attend an afternoon meeting in Saint John 
on Tuesday.

Now, for farmers going over with their 
produce, at the scheduled rates, and so on 
they are charging now, it is prohibitive; that 
is why there are only 14,000 vehicles going 
across there. It is limited to a certain type of 
traffic and the highway traffic must be cat
ered to without reservations. In other words, 
always have service there that you do not

[Interprétation]
Le président: Merci. Monsieur Comeau?

M. Comeau: Monsieur le président, la plu
part de mes questions ont déjà été posées, et 
on y a répondu. J’aurais toutefois une ques
tion pour M. Mimms, la même question que 
j’ai posée auparavant à un autre témoin. 
Compte tenu du fait que l’économie de cette 
partie de la province ne progresse pas aussi 
rapidement que les autres secteurs de la pro
vince, croyez-vous encore une fois que les 
transports sont la clé de ces problèmes?

M. Mimms: Depuis 21 ans, l’AVABT dit 
exactement ça: sans transport, et avant d’a
voir réussi à éliminer l'embouteillage, nous ne 
pourrons pas nous développer. A la suite de 
l’annonce qu’on allait améliorer le service de 
traversiers de Digby, on nous a dit, il y a une 
semaine, qu’une industrie américaine veut 
s’établir dans la vallée, parce que nous avons 
un service adéquat de traversiers. C’est la clé 
à l’heure actuelle, effectivement.

M. Comeau: Vous estimez donc qu’il y a 
suffisamment de circulation pour justifier 
deux voyages par jour, à l’heure actuelle?

M. Mimms: Mais, si nous n’obtenons pas les 
deux voyages, comment allons-nous améliorer 
la circulation? Un seul voyage est insuffisant, 
alors, nous devrions en obtenir deux. C’est le 
seul moyen de développer la région. Cela 
prendra peut-être un an ou deux avant d’a
méliorer le service, en ce qui concerne le CPR, 
ou quiconque encaisse les revenus, mais si 
nous n’avons pas deux services de traversiers, 
même s’ils ne sont que partiellement remplis 
pour un certain temps, nous n’aurons pas un 
meilleur service, s’il n’y a qu’un seul voyage 
aller-retour par jour.

M. Snow: Monsieur le président, je pour
rais peut-être ajouter quelque chose à cela. 
J’ai eu connaissance d’un cas précis qui s’est 
produit il n’y a pas tellement longtemps. Un 
groupe d’hommes voulaient aller à Saint-Jean 
pour assister à la conférence de presse du 
CPR, qui a fini par être l’annonce de la cons
truction du traversier. Afin d’y être le mardi 
après-midi, s’ils partaient par traversier, ils 
devaient partir le lundi et ils ne pouvaient 
pas revenir avant le mercredi, simplement 
pour assister à une réunion à Saint-Jean, le 
mardi après-midi.

Pour les fermiers qui traversent avec leurs 
produits, les tarifs qu’on a à l’heure actuelle 
sont prohibitifs. C’est la raison pour laquelle 
seulement 14,000 véhicules y traversent. On 
est limité à un certain genre de trafic, et il 
faut absolument servir le trafic routier. En 
d’autres termes, il faut que le service nous 
évite de faire des réservations deux ou trois
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have to make reservations for two or three 
months ahead. That area has been starved; 
there has been a transportation barrier up to 
Western Nova Scotia. In order to get that 
back to the level at which it should be you 
have to give special concessions.

Mr. Comeau: One final question, Mr. Chair
man. I want to thank the gentlemen for pre
senting their brief very well, and I think Mr. 
Snow should tell the Committee how many 
people live on the islands he is talking about.

Mr. Snow: There are approximately 1,300 
families in the ferry area as I mentioned in 
my brief. Since we catch approximately 50 to 
70 million pounds of fish, you can appreciate 
that it is an extensive fishing area and, there
fore, the ferry serves people who are on both 
sides of it. That is why I said there would be 
approximately 1,300 families involved in this, 
but there are approximately 1,300 people on 
the islands.

Mr. Rock: If I may ask a question of the 
same witness, does that ferry belong to the 
federal government or is it privately owned?

Mr. Snow: That ferry is supposedly operat
ed by ithe provincial government, but it is 
privately owned.

Mr. Rock: By the provincial government 
and privately owned?

Mr. Snow: The provincial government owns 
the scow which the cars go on which, by the 
way, has kerosene lights hung on it approved 
by the Department of Transport for clearance 
lights—which is how far back into the Dark 
Ages we are—and the boat itself is owned by 
a private party.

Mr. Rock: You said that you want to see a 
bridge built there. What is the distance 
between the two shorelines?

Mr. Snow: Twelve hundred feet is the short
est distance.

The Chairman: Mr. Skoberg has a short 
question.

Mr. Skoberg: Mr. Chairman and gentlemen, 
have you studied the traffic demand from 
Saint John to Digby which really would show 
the need for another ferry?

[Interpretation]
mois à l’avance. Cette région a été privée; on 
a imposé une barrière aux transports, jusque 
dans l’ouest de la Nouvelle-Écosse. Afin de 
pouvoir remettre les choses au point où elles 
devraient l’être, il faut absolument avoir des 
concessions spéciales.

M. Comeau: Une dernière question, mon
sieur le président. Je vous remercie, mes
sieurs, d’avoir très bien présenté votre 
mémoire. Je crois que M. Snow devrait peut- 
être dire au Comité combien de gens vivent 
dans les îles qu’il a mentionnées.

M. Snow: Il y a environ 1,300 familles dans 
la région du traversiez comme je l’ai men
tionné dans mon mémoire. Comme nous pre
nons environ de 50 à 70 millions de livres de 
poissons, vous admettrez que la région est 
plutôt prospère de ce côté-là. Et le traversier 
dessert donc les gens qui demeurent des deux 
côtés. Voilà pourquoi j’ai dit qu’il y avait 
environ 1,300 familles en cause, mais, en fait, 
il y a environ 1,300 personnes dans les îles.

M. Rock: Je voudrais continuer avec le 
même témoin. A qui appartient le traversier? 
Au gouvernement fédéral ou est-ce une pro
priété privée?

M. Snow: Le traversier est censé être 
exploité par le gouvernement provincial, mais 
il est propriété privée.

M. Rock: Par le gouvernement provincial, 
et c’est une propriété privée?

M. Snow: Le gouvernement provincial est 
propriétaire du chaland qui transporte les 
voitures et qui, soit dit en passant, a des 
lumières à kérosène approuvées par le minis
tère des Transports—nous remontons vrai
ment au Moyen Age—et le navire lui-même 
est une propriété privée.

M. Rock: Vous avez dit que vous voudriez y 
voir construire un pont. Quelle est la distance 
entre les deux rivages?

M. Snow: La distance la plus courte est de 
1,200 pieds.

Le président: M. Skoberg a une courte 
question à poser.

M. Skoberg: Monsieur le président, Mes
sieurs, avez-vous fait un relevé du trafic de 
Saint-Jean à Digby, quant à savoir jusqu’à 
quel point on a besoin d’un nouveau 
traversier?

Mr. Snow: If you refer to the Margison M. Snow: Si vous parlez du rapport Margi- 
Report which cost the provincial-federal gov- son qui a coûté environ $100,000 aux gouver- 
ernments approximately $100,000 to compile— nements fédéral et provincial—et le gouver- 
and it is on record in the federal govern- nement fédéral l’a inscrit dans ses dossiers—
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[Texte]
ment—you will find out the potential. They 
recommend that there should be a new ferry 
immediately in addition to the existing ferry 
service, and another ferry besides that by 
1980. That gives you the potential. We are 
nearest to one of the greatest areas of concen
trated population in North America—we are 
just eight, twelve or fifteen hours away. If 
you go across by ferry, you can be in Boston 
in eight hours or in Montreal. In 16 or 18 
hours you can be in New York or Toronto; 
the potential is terrific.

Mr. Skoberg: Are you suggesting, sir, that 
a second or third ferry would be a straight 
subsidization situation? I think you suggested 
Lt would be local traffic to a good extent.

Mr. Snow: I think the boat is going to 
supply two services: One is for the benefit of 
CPR needs and the other is for the public, 
and I think it should be a joint operation. The 
federal government is going to put in $10 
million in wharf construction, the Nova 
Scotia and New Burnswick governments are 
going to put in another $3 million, besides the 
subsidy on the boats that have to be built in 
Canada. Therefore, as to the supplying of the 
capital, there is going to be a greater amount 
of capital put in that service than CPR is 
putting in, and I would say that indirectly 
they are going to be partners in this. As to 
the negotiation of terms of operation, I think 
that in the future at no time should there be 
a limited service created by a lack of suffi
cient facilities.

[Interprétation]
vous saurez qu’on recommande immédiate
ment un nouveau traversiez en plus du ser
vice de traversier qui existe déjà, et un autre 
traversier encore d’ici 1980. Voilà le potentiel. 
Nous sommes tout près de l’une des plus 
grandes concentrations de population qui se 
trouve en Amérique du Nord, nous ne som
mes qu’à huit, douze ou quinze heures. Si 
vous prenez le traversier, vous pouvez vous 
rendre à Boston en huit heures ou à Montréal. 
En 16 ou 18 heures, vous vous rendez même à 
New York ou à Toronto; les possibilités sont 
énormes.

M. Skoberg: Alors, ce que vous dites, c’est 
qu’avec un deuxième ou troisième traver
sier, ce sera une question de pure subven
tion? Je crois que vous avez dit que ce serait 
le trafic local, dans une grande mesure.

M. Snow: Si on a deux traversiers, l’un 
serait pour le CPR, pour ses besoins, l’autre 
pour le public et je crois que l’exploitation 
devrait être conjointe. Le gouvernement fédé
ral doit dépenser 10 millions de dollars pour 
la construction des quais, les gouvernements 
de la Nouvelle-Écosse et du Nouveau-Bruns
wick vont fournir 3 millions, en plus des sub
ventions accordées pour les navires qu’on doit 
construire au Canada. Alors, il y aura beau
coup plus de capital investi que n’en fait le 
CPR, et je dirais qu’indirectement ils vont 
être partenaires. Quant aux négociations con
cernant les conditions d’exploitation, je crois 
qu’à l’avenir, on ne devrait pas limiter le 
service en raison du manque d’installations.

Mr. Skoberg: Has the Annapolis Valley 
been a designated area before? Are you hop
ing or have you made application for such a 
result?

Mr. Snow: We are working on it.

An hon. Member: Yes, it is a designated
area.

Mr. Skoberg: Thank you, Mr. Chairman.

The Chairman: I want to thank you,
gentlemen.

Our last brief is from Industrial Estates 
Limited. I will call upon Mr. R. S. Brookfield, 
Mr. R. S. Shephard and Mr. R. N. Pugsley.

Mr. R. S. Brookfield (Industrial Estates 
Limited, Halifax, Nova Scotia): Mr. Chair
man and members of the Committee, we 
thank you for the opportunity of presenting 
our views to you. We are here on behalf of 
Industrial Estates Limited and I am repre
senting Mr. Sobey, our President who, unfor-

M. Skoberg: Est-ce que la vallée d’Annapo- 
lis était une région désignée auparavant? 
Avez-vous fait une demande à ce sujet?

M. Snow: Nous travaillons là-dessus.

Une voix: Oui, c’est une région désignée.

M. Skoberg: Merci, monsieur le président.

Le président: Je veux vous remercier, mes
sieurs. Notre dernier mémoire vient de la 
Industrial Estates Limited. Je demanderais à 
MM. R. S. Brookfield, R. S. Shephard et R. N. 
Pugsley de bien vouloir s’approcher.

M. R. S. Brookfield (Industrial Estates 
Limited, Halifax, Nouvelle-Écosse): Monsieur 
le président, messieurs les membres du 
Comité, nous vous remercions de l’occasion 
que vous nous offrez de présenter nos vues. 
Nous sommes ici au nom de l’industrial Esta
tes Limited, et je représente M. Sobey, notre
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[Text]
tunately, is unable to attend and wishes us to 
convey his regrets to the Committee.

One of the objectives of the National 
Transportation Act is to ensure that each 
mode of transport, so far as practicable, car
ries traffic to or from any point in Canada 
under tolls and conditions that do not consti
tute unreasonable discouragement to the 
development of secondary industry. Industrial 
Estates Limited is a Crown corporation of the 
Province of Nova Scotia and since its incep
tion in 1957 has been actively and continuous
ly engaged in promoting the start-up of 
secondary industries in this Province.

It might prove helpful if we were able to 
cite examples of those industries that applied 
to us for assistance but did not locate here 
because of the freight rate problem, but gen
erally we are not advised of those factors that 
compel industries to locate elsewhere. We can 
tell you, however, that one of the first requests 
directed to us by prospective clients is an 
analysis of transportation costs to the major 
markets and there is no doubt that these costs 
play a large part in the decision to locate or 
not to locate.

Essentially, because the majority of second
ary industry must export the bulk of its 
products outside the Atlantic Region to sur
vive, we wish to emphasize the need for an 
over-all permanent solution to the high cost 
of moving goods to central Canada to encour
age greater development of industries in 
order to diminish regional disparities.

Until the implementation of such a scheme, 
we urge the deadline on the freeze to be 
extended. Thank you.

The Chairman: Very good. Are there any 
comments, gentlemen?

Mr. Skoberg: An excellent brief.

Some hon. Members: Hear! Hear!

Mr. Skoberg: Have you communicated 
direct with the Minister with regard to the 
freeze?

Mr. Shephard: Yes; it was done direct by 
Industrial Estates Limited.

The Chairman: Thank you very much, gen
tlemen. You have been very kind and very 
patient.

(End of Volume I—Balance in Volume II)

[Interpretation]
président, qui, malheureusement, ne peut 
assister à la séance, et m’a prié de l’excuser 
auprès du Comité.

Un des objectifs de la Loi nationale sur les 
transports, c’est d’assurer que chaque moyen 
de transport, pour autant que c’est possible, 
permette la circulation vers n’importe quel 
point du Canada, ou à partir de n’importe 
quel point, à des tarifs et dans des conditions 
qui n’empêchent pas le développement de 
l’industrie secondaire. Industrial Estates 
Limited est une société de la Couronne de la 
province de la Nouvelle-Écosse, et depuis ses 
débuts en 1957, elle s’est toujours engagée à 
promouvoir et à commencer les industries 
secondaires dans notre province.

Il serait peut-être utile de vous donner des 
exemples de ces industries qui nous ont 
demandé de l’aide, mais qui ne sont pas 
venues s’établir ici en raison du problème du 
tarif-marchandise. Normalement, on ne con
naît pas les raisons, mais nous pouvons vous 
dire que Tune des premières demandes qui 
nous est parvenue de ces clients, c’est une 
analyse des frais de transport jusqu’aux 
débouchés normaux. Et il n’y a aucun doute 
que ces facteurs ont joué un rôle dans ces 
décisions de s’établir ou de ne pas s’établir.

Essentiellement parce que la majorité des 
industries secondaires doivent exporter le 
gros de leurs produits à l’extérieur de la 
région atlantique pour survivre, nous voulons 
insister sur le besoin d’une solution perma
nente et globale au sujet des frais de trans
port élevés jusqu’au centre du Canada pour 
favoriser l’expansion des industries en vue 
d’éliminer la disparité régionale.

Jusqu’à ce que nous ayons un tel pro
gramme, nous vous demandons d’étendre la 
date limite du gel. Merci.

Le président: Très bien. Avez-vous des 
commentaires, messieurs?

M. Skoberg: Excellent mémoire.

Des voix: En effet.

M. Skoberg: Avez-vous communiqué avec 
le ministre au sujet du gel?

M. Shephard: Oui. L’Industrial Estates 
Limited l’a fait elle-même.

Le président: Merci beaucoup, messieurs. 
Vous avez été très gentils et patients.

(Fin du Volume I—Suite au Volume II)
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[Texte] [Interprétation]
The Chairman: Good morning ladies and Le président: Bonjour mesdames et mes- 

gentlemen. We have with us this morning the sieurs, nous allons continuer maintenant notre 
Clare Chamber of Commerce of Digby. ordre du jour en demandant à la Chambre de

First, I will call on the Nova Scotia Fish commerce Clare de Digby de se présenter. Je 
Packers Association. I have, on my right, Mr. demanderais donc à l’Association des conser- 
Smith, Mr. Dunbar, Mr. Cunningham, Mr. veries de poisson de la Nouvelle-Écosse de 
Johnson and Mr. Tupper. I would ask Mr. présenter son mémoire. Un peu d’ordre s’il 
Smith to make a short brief of his vous plait. J’ai ici à ma droite, M. Smith, M. 
presentation. Dunbar, M. Cunningham, M. Johnson ainsi

Mr. R. G. Smith (President of the Nova 
Scotia Fish Packers Association): Mr. Chair
man, the membership of the associations that 
I am speaking for this morning is responsible 
for about 80 per cent of the annual produc
tion of fish products in Nova Scotia.

I am speaking on behalf of the Nova Scotia 
Fish Packers Association, the Canadian 
Atlantic Salt Fish Exporters Association, the 
Atlantic Fisheries By-Products Association 
and the Atlantic Queen Crab Association. 
These associations include firms and individu
als located from Yarmouth to North Sydney 
in Nova Scotia as well as some operating in 
the other Atlantic Provinces. As I said before, 
these dealers are engaged in the processing 
and marketing of a wide range of fish and 
seafood products and by-products. Our 
association members handle some 80 per cent 
of Nova Scotia’s annual production of fish, 
the total marketed value f.o.b. plant was 
approximately $110 million in 1968.

Because of the expansion that has taken 
place in the fishing industry in recent years, 
the latest DBS figures show that fisheries was 
Nova Scotia’s most important resource based 
industry. The number of fishermen in 1968 
was approximately 13,000. In many parts of 
the province fishing and fish processing con
stitute the only industry. Almost all of the 
fish products and by-products produced must 
be marketed in the more populous areas of 
Canada, the United States and abroad.

Mr. Nesbitt: Mr. Chairman, on a point of 
order, the members do not seem to have a 
copy of the brief.

The Chairman: You will find this brief on 
page 676 of the agenda.

que M. Tupper. Je demanderais à M. Smith 
de faire une brève présentation de son 
mémoire.

M. R. G. Smith (Président de l'Association 
des Conserveries de poisson de la Nouvelle- 
Écosse): Monsieur le président, les membres 
pour lesquels je parle ce matin, produisent 
annuellement environ 80 p. 100 des produits 
de la pêche en Nouvelle-Ecosse. Je parle au 
nom de l’Association des conserveries de pois
son de la Nouvelle-Écosse, de la Canadian 
Atlantic Salt Fish Exporters Association, la 
Atlantic Fisheries By-Products Association et 
la the Atlantic Queen Crab Association. Ces 
associations comptent leurs membres parmi 
les sociétés et des particuliers de Yarmouth à 
North Sydney en Nouvelle-Écosse ainsi que 
d’autres membres, dans certaines autres pro
vinces Maritimes. Comme je l’ai déjà dit, ces 
membres transforment et commercialisent 
une grande partie des poissons et des produits 
du poisson. Je l’ai dit auparavant, nous comp
tons 80 p. 100 de la production annuelle totale 
du poisson, et en 1968 cela représentait envi
ron $110 millions.

En raison de l’expansion dans l’industrie du 
poisson depuis un certain temps, les plus 
récents chiffres du Bureau fédéral de la sta
tistique indiquent que la pêche est l’industrie 
la plus considérable de Nouvelle-Écosse. Il y 
avait environ 13,000 pêcheurs dans notre pro
vince. Dans plusieurs parties de la province la 
seule industrie est la pêche et la transforma
tion du poisson. On doit trouver des débou
chés dans les régions les plus populeuses du 
Canada, aux États-Unis et à l’étranger.

M. Nesbitt: J’en appelle au règlement. 
Est-ce que nous pourrions avoir une copie de 
son mémoire?

Le président: Avez-vous votre agenda? 
Vous trouverez ce mémoire à la page 676.

29691—121
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[Text]
Mr. Nesbitt: No, that is not it, page 676 is 

the Clare Chamber of Commerce.

Mr. Ian Dunbar (Nova Scotia Fish Packers 
Association): Mr. Chairman, I am sorry but I 
have only a few copies. I mailed 40 copies to 
the Committee. I just have these few left, if 
they would be helpful.

Mr. Smith: As I was saying, Mr. Chairman, 
almost all of the fish products and by-products 
produced must be marketed in the more 
populous areas of Canada, the United States 
and abroad, i.e. beyond the North American 
continent. It follows that transportation is a 
very important factor in this industry and all 
available forms of transportation are uti
lized—rail, truck, vessel and air.

The magnitude of this usage of transporta
tion becomes evident when it is noted that 
some seventy per cent (70%) of the produc
tion of Nova Scotia’s fishing industry was sold 
in export markets in 1968, chiefly in the 
U.S.A.

Notwithstanding the ever increasing usage 
of frozen fish products there is still a large 
market for fresh fish and some twelve (12) 
million pounds of fresh fish and fish products 
is shipped annually from various points in 
the Maritimes, chiefly in Nova Scotia, to 
destinations within the Maritimes and in 
Quebec, Ontario and adjacent U.S.A. areas. 
The principal means of making these ship
ments is by LCL rail.

In 1967 the rail carriers served notice that 
only fresh fish shipped in leak-proof con
tainers would be transported. However, as a 
result of meetings between the carriers and 
shippers the railways demonstrated a co-oper
ative attitude by suspending application of 
this Rule 1.17 on a month to month basis to 
permit industry to develop a suitable and 
practicable container which would be leak- 
proof. Progress has been made in developing 
such a container and experimental shipments 
are encouraging, and in the meantime the 
railways have continued to handle shipments 
of fresh fish in ice in other than leak-proof 
containers.

It is essential to the welfare of the fishing 
industry that transportation facilities be 
available for moving its large volume of high
ly perishable products to the markets in 
Canada and the U.S.A. as rapidly as possible.

[Interpretation]
M. Nesbitt: Je m’excuse à la page 676 c’est 

the Clare Chamber of Commerce.

M. Ian Dunbar (Association des Conserve
ries de poisson de la Nouvelle-Écosse): Je
m’excuse, monsieur le président, je n’ai pas 
suffisamment de copies, mais j’en ai envoyé 
une quarantaine par la poste et il m’en reste 
quelques-unes. Si cela peut vous aider.

M. Smith: Merci, comme je l’ai dit, presque 
sous les produits du poisson doivent trouver 
des débouchés dans les parties les plus popu
leuses du Canada aux États-Unis et à l’étran
ger, soit au-delà des frontières de l’Amérique 
du nord. Les transports constituent donc un 
apport très important dans cette industrie et 
tous les modes de transport disponibles sont 
employés, navires, avions, chemins de fer et 
camions.

L’usage considérable des transports devient 
manifeste quand on constate que 70 p. 100 de 
la production de l’industrie de la pêche dans 
la Nouvelle-Écosse a été vendue à l’étranger 
en 1968 et principalement aux États-Unis.

Malgré la consommation croissante de pois
sons congelés, il existe néanmoins un très 
grand marché pour le poisson frais, et envi
ron 12 millions de livres de poisson frais et de 
produits de la mer sont expédiées annuelle
ment de divers points des Maritimes, princi
palement de la Nouvelle-Écosse, à destination 
d’autres endroits dans les Maritimes, au Qué
bec, en Ontario et aux régions avoisinantes 
des États-Unis. Le principal moyen utilisé 
pour ces expéditions sont les chargements 
incomplets.

En 1967, les compagnies de chemins de fer 
ont avisé que le poisson frais sera transpor
té uniquement dans des cadres étanches. 
Cependant, après diverses réunions entre les 
compagnies et les expéditeurs, les chemins de 
fer se sont montrés coopératifs en suspendant 
l’application du règlement 1.17 sur une base 
mensuelle, afin de permettre à l’industrie de 
produire des cadres pratiques et étanches. 
Des progrès ont été réalisés dans le dévelop
pement de tels cadres et des expéditions à 
titre expérimental ont été effectuées et sont 
encourageantes. Pendant ce temps, les compa
gnies de chemins de fer ont continué à trans
porter le poisson frais sur glace dans des 
emballages non étanches.

Il est essentiel pour le bien-être de l’indus
trie de la pêche que les moyens de transport 
soient mis à sa disposition pour permettre 
l'expédition de denrées périssables en grandes 
quantités vers les marchés du Canada et des 
États-Unis, dans les délais aussi courts que 
possible.
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[Texte]
Delays and careless handling in transit con

tribute to spoilage and financial loss, and it is 
equally important that there be no curtail
ment of present rail services. Except for the 
higher priced species of fish the high cost of 
shipment by air adds too greatly to the con
sumer price to make this means of transpor
tation an alternative at present. Lower rates 
for air shipments of fresh fish would be a 
great boon to the fishing industry.

Road transport is used extensively by the 
industry, chiefly in shipping frozen fish 
although trailer trucks are also used in ship
ping fresh and iced fish.

However, at certain seasons when weight 
restrictions are imposed on some roads and 
highways great inconvenience, disruption and 
extra expense results and we urge that all 
new main roads and highways be constructed 
to all-weather standards and that there be 
uniformity between Provinces of weight and 
size regulations for trucks.

There has been a great expansion in the 
East Coast herring fishery in the past couple 
of years and further expansion is anticipated. 
This has resulted in a substantial increase in 
the production of fish meal and fish oil and 
greater usage of rail hopper cars for the bulk 
shipment of fish meal and tank cars for the 
shipment of fish oil. A severe shortage of 
hopper cars was experienced in the Summer 
and Fall of 1968 with the result that a consid
erable quantity of herring meal had to be 
held in plant warehouses longer than is 
advisable.

There was deterioration in quality and loss 
in value as a result of the inability of the 
railway to provide these hopper cars. There 
were also some instances involving fish oil 
where it could not be saved due to late arriv
al of tank cars.

On February 10, 1969, the producers of fish 
meal in South Western Nova Scotia were 
advised by the C.N.R. that effective February 
15, 1969, there would be an embargo on the 
use of large hopper cars in that area.

Since some producers had anticipated mar
keting almost all of their 1969 herring meal in 
bulk this will add to their cost in moving 
their product to domestic and U.S.A. markets 
because of the higher rail rate applicable to 
less than 100,000 lb. carloads. It is imper-

[Interprétation]
Les délais et les manutentions peu soignées 

en transit contribuent à des pertes de mar
chandises et des pertes financières, et il est 
tout aussi important qu’il n’y ait pas de 
réduction des services actuels des chemins de 
fer. A l’exception des produits de la pêche 
coûteux, le coût élevé des expéditions par 
avion ne permet pas de prendre ce moyen de 
transport en considération actuellement parce 
que le coût au consommateur devient trop 
onéreux. Des tarifs moins élevés pour les 
expéditions de poisson frais par avion 
seraient une vraie bénédiction pour l’industrie 
de la pêche.

Le transport routier est utilisé d’une façon 
intensive par l’industrie, principalement pour 
l’expédition de produits congelés. Cependant, 
certains camions sont aussi utilisés pour l’en
voi de poisson frais sur glace.

A certaines saisons, cependant, lorsque les 
restrictions de poids sont imposées sur certai
nes routes, il s’ensuit des inconvénients ma
jeurs, et des dépenses supplémentaires; nous 
demandons donc que toutes les nouvelles gran
des routes soient construites selon des normes 
qui permettent de les utiliser toute l’année, et 
qu’il y ait une uniformité entre les provinces 
concernant le poids et la dimension des 
camions.

Il y a une grande expansion de la pêche au 
hareng sur la côte depuis quelques années, et 
une autre expansion semblable est attendue, 
ce qui a produit une augmentation substan
tielle de la production de farine et d’huile de 
poisson, et un usage accru de wagons-trémies 
pour l’expédition en vrac de farine de poisson 
et de wagons-citernes pour l’expédition 
d’huile de poisson. Une grave pénurie de 
wagons-trémies à l’été et à l’automne de 1968 
a causé un stockage de quantités considéra
bles de farine de poisson dans les entrepôts 
d’usines pour une période anormale.

Il y a eu une détérioration de la qualité et 
une perte de valeur dues directement à l’inca
pacité des compagnies de chemins de fer de 
procurer ces wagons-trémies. La même chose 
s’est produite aussi pour l’huile de poisson qui 
a été perdue à cause de l’arrivée tardive de 
wagons-citernes.

Le 10 février 1969, les producteurs de 
farine de poisson du sud-ouest de la Nouvel
le-Écosse ont été informés par le National- 
Canadien qu’à partir du 15 février 1969, il y 
aurait un embargo sur l’utilisation de grands 
wagons-trémies dans cette région.

Étant donné que certains producteurs 
avaient déjà décidé de vendre presque toute 
leur farine de hareng de 1969 en vrac, leur 
coût de transport pour expédier leurs pro
duits au Canada et aux États-Unis sera donc 
plus élevé à cause du taux supplémentaire
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[Text]
ative that this embargo on large hopper cars 
be lifted and that the carriers provide an 
adequate supply of suitable hopper cars for 
the transport of fish meal, or alternatively 
that compensatory adjustments be made in 
the freight rate on less than 100,000 lb. 
carloads.

Fish meal is used as an ingredient in poul
try and animal feeds and must be competitive 
with different types of agricultural products 
that are used for the same purpose. Many of 
these agricultural products enjoy the advan
tage of freight assistance so that any 
increases in freight rates on fish meal worsen 
the competitive position of the industry.

Herring and other marine oils must also 
compete with vegetable oils, as well as with 
imported marine oils which have the benefit 
of low ocean freight rates to inland destina
tions through the St. Lawrence seaway, so 
that tank car rail rates on marine oils are 
very important to this developing East Coast 
Canadian industry.

The fishing industry like most primary 
industries serving a Canada-wide and world 
market has always had many serious prob
lems and has operated close to the marginal 
line. It is, and has to be, extremely cost con
scious in every aspect of its operations. The 
industry is in the midst of one of its most 
difficult periods of world fish surpluses and 
price declines.

For six months in 1968, the Canadian 
Atlantic Coast groundflsh industry was assist
ed to the extent of some millions of dollars by 
the Federal Government in order that fisher
men might not suffer greatly reduced earn
ings and to prevent a widespread cessation of 
processing operations. Notwithstanding this 
assistance several large firms went out of 
business within the past year. There has been 
no significant improvement in these condi
tions and prospects for an early improvement 
are not encouraging.

Fishermen and fish processors, supported 
by their Members of Parliament, are continu
ing to appeal to the Federal Government for 
a reinstatement of last year’s assistance, and 
the Minister of Fisheries has stated that he 
will be making an announcement in this con
nection within the next few weeks. In these

[Interpretation]
applicable aux chargements de moins de 100,- 
000 livres. Il est essentiel que cet embargo sur 
les grands wagons-trémies soit retiré et que 
les compagnies de chemins de fer procurent 
un nombre suffisant de wagons-trémies pour 
le transport de la farine de poisson, ou, si 
elles préfèrent, de verser des ajustements 
compensatoires sur le tarif de transport 
visant les chargements de moins de 100,000 
livres.

La farine de poisson est utilisée comme un 
ingrédient pour les moulées destinées aux 
volailles et au bétail et doit concurrencer avec 
différents types de produits agricoles qui sont 
utilisés aux mêmes fins. Le transport de plu
sieurs de ces produits agricoles est subven
tionné ce qui fait que toute augmentation du 
tarif de transport visant la farine de poisson 
nuit à la position compétitive de cette indus
trie.

L’huile de hareng et les autres huiles mari
nes doivent aussi concurrencer avec les huiles 
végétales, aussi bien qu’avec les huiles mari
nes importées qui bénéficient de taux de 
transport maritime très bas vers l’intérieur 
du pays, en utilisant la Voie maritime du 
Saint-Laurent. Ainsi, le tarif de transport par 
wagons-citernes pour les huiles marines sont 
très importants pour le développement de 
l’industrie canadienne de la côte est.

L’industrie de la pêche, comme la plupart 
des industries primaires desservant tout le 
marché canadien et les marchés mondiaux ont 
toujours eu à faire face à de sérieux problè
mes et ont été exploités sans grands bénéfices. 
Cette industrie est nécessairement extrême
ment consciente des coûts dans tous les 
aspects de ses opérations. L’industrie est 
actuellement au milieu d’une de ses périodes 
les plus difficiles à cause des surplus de pois
son dans le monde et de la chute des prix.

Pour les six premiers mois de 1968, l’indus
trie de la pèche du poisson de fond de la côte 
atlantique du Canada a reçu quelques mil
lions de dollars du gouvernement fédéral, afin 
que les pêcheurs ne souffrent pas d’une baisse 
considérable de revenu et afin de prévenir la 
fermeture d’usines de préparation. Malgré 
cette aide, plusieurs grandes industries ont 
fermé leurs portes au cours de l’année der
nière. Il n’y a eu aucune amélioration notable 
dans les conditions et les perspectives d’une 
amélioration à court terme ne sont pas 
encourageantes.

Les pêcheurs et les apprêteurs de poissons, 
soutenus par leurs représentants au Parle
ment, continuent d’en appeler au gouverne
ment fédéral pour rétablir l’aide de l’année 
dernière. Le ministre des Pêcheries a lui- 
même annoncé qu’il ferait une déclaration à 
ce sujet d’ici quelques semaines. Dans ces
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circumstances we urge that the present 
“freeze” on freight rates be extended beyond 
March 23, 1969, until the Government can 
bring into force a rational regional transpor
tation policy and program.

Because of the time factor we have been 
unable to develop more specific examples of 
areas in which we feel transportation service 
could and should be improved. We feel we 
should however, make some brief reference 
to the need for improvement in transportation 
of frozen fish products, in particular to the 
Caribbean. There is an increasing market in 
such countries as Puerto Rico, Jamaica and 
Trinidad for these products and because of 
lack of refrigeration facilities together with 
the need for more frequent sailings we are 
unable to compete in these markets with 
U.S.A. and European suppliers.

In summary, our fishing industry in Nova 
Scotia and in the other Atlantic Provinces as 
well, must sell more than four-fifths of its 
output in other areas of Canada and in export 
markets; its main products are among the 
most perishable of all foodstuffs; transporta
tion is of paramount importance to the 
industry and, therefore, it must be not only 
maintained but upgraded in terms of service, 
facilities and equipment.

And while cognizant of the problems faced 
by the carriers and not asking for unrealisti
cally low rates we do seek the opportunity to 
get our products to the domestic and world 
markets at costs that will enable us to be 
competitive in the very highly competitive 
food industry. There are many foods which 
compete with fish and seafood for the house
wife’s dollar. Many of these are produced in 
areas adjacent to the centres of large con
sumption and consequently are not affected to 
the same degree by transportation costs. Any 
curtailment of services and/or increases in 
rates could be very detrimental to the future 
growth of all segments of the important Nova 
Scotia fishing industry.

The foregoing is respectfully submitted, 
Mr. Chairman.

The Chairman: Thank you very much. Mr.
Skoberg.

Mr. Skoberg: In looking at the first para
graph of your brief on the second page, you 
said that in 1967 the rail carriers served 
notice that only fresh fish shipped in leak- 
proof containers would be transported and 
then you go on to explain that you still had

[Interprétation]
circonstances, nous demandons instamment 
que le présent gel des taux de transport soit 
prolongé après le 23 mars 1969, jusqu’à ce 
que le gouvernement puisse mettre en 
vigueur une politique et un programme 
rationnel de transport régional.

A cause du manque de temps, nous avons 
été incapables d’élaborer davantage sur d’au
tres exemples de régions où il nous semble 
qu’on devrait et qu’on pourrait améliorer les 
services de transport. Toutefois, nous voulons 
mentionner en passant qu’il faut améliorer le 
transport des produits congelés du poisson, en 
particulier vers les Caraïbes. Il y a un marché 
croissant dans de tels pays, comme Porto- 
Rico, la Jamaïque et Trinidad et, en raison 
du manque d’aménagements de réfrigération, 
en plus du besoin de départs plus fréquents, 
nous sommes incapables de soutenir la con
currence des États-Unis et des pays 
européens.

En résumé, notre industrie de la pêche en 
Nouvelle-Écosse et dans les provinces de l’At
lantique doit vendre plus des quatre cinquiè
mes de sa production dans d’autres régions du 
Canada et aux marchés d’exportation. Les 
principaux produits sont parmi les plus péris
sables. Les transports sont donc d’importance 
capitale pour l’industrie, ce qui veut dire 
qu’on doit non seulement maintenir le service 
des transports mais l’améliorer sous forme de 
services, d’aménagement et d’équipement.

Nous connaissons les problèmes des trans
porteurs, mais nous ne demandons pas des 
taux tellement bas; nous demandons seule
ment de pouvoir envoyer nos produits vers 
les marchés domestiques et internationaux à 
des prix qui nous permettront de faire con
currence dans cette industrie hautement con
currentielle de l’alimentation. Il y a plusieurs 
aliments qui font la concurrence avec le pois
son et les autres produits de la mer pour 
obtenir le dollar ménager. Plusieurs sont pro
duits dans des régions avoisinant les centres 
de grande consommation et par conséquent ne 
sont pas affectés de la même façon par les 
frais de transport. Toute réduction de services 
ou toute augmentation des taux pourraient 
nuire à la croissance future de tous les 
aspects de cette importante industrie.

Ceci vous est respectueusement soumis, 
monsieur le président.

Le président: Je vous remercie. Monsieur 
Skoberg.

M. Skoberg: Je vois à la deuxième page de 
votre présentation, au premier alinéa, que 
vous avez dit, qu’en 1967 les transporteurs 
ferroviaires ont annoncé que le poisson frais 
ne serait expédié que dans des contenants 
étanches et vous continuez en disant qu’il y a
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co-operation there. I am wondering whether 
or not you could supply the Committee with a 
letter of intent of the rail carriers saying that 
they would only ship your fish if leak-proof 
containers were provided?

Mr. Smith: I do not know, sir, whether we 
have such official notice from the railways. I 
will have to ask Mr. Johnson if he knows.

Mr. R. F. Johnson (Nova Scotia Fish Pack
ers Association): Mr. Chairman and gentle
men. We had received through the Maritimes 
Transportation Commission advice of the 
changes which the railways were making at 
that time.

Mr. Skoberg: Well, did you receive that in 
writing.

Mr. Johnson: Yes, in the form of a bulletin 
from the Maritimes Transportation Commis
sion.

Mr. Skoberg: Could you possibly supply it 
to the Committee...

Mr. Johnson: Yes.

Mr. Skoberg: .. .at a later date.
How many people are actually engaged in 

the fishing industry in your area?

Mr. Smilh: There are, as I said in the brief, 
sir, about 13,000 fishermen and in Nova Scotia 
I would say there are probably 8,000 
employed in shore plants—that may be a little 
high, 5,000 roughly. I do not have the figures, 
sir, but I would estimate at least 5,000.

Mr. Skoberg: Are the rails used only when 
necessary; and what assurance have the rail
way companies of being given any traffic by 
your industry?

Mr. Smith: Well, for the transportation of 
fresh fish rail service is used very extensively. 
There has been some diversion of traffic in 
the last number of years from rail to truck 
transport, the reason being the speed of ser
vice. For instance, a truck from Nova Scotia 
to Boston will go there roughly in 28 hours, 
to New York roughily in 48 hours, but it is 
much faster than rail can handle it.

Mr. Skoberg: Are you using inter or intra 
refrigerated truck facilities?

Mr. Smilh: We use both, sir. For instance, a 
good deal of Nova Scotian fish goes to the 
United States. There are trucks that come 
straight through, say, from Boston to Halifax

[Interpretation]
encore collaboration. Pourriez-vous fournir au 
Comité une déclaration d’intention des trans
porteurs ferroviaires selon laquelle ils n’expé
dieront le poisson que si les contenants étan
ches sont fournis?

M. Smilh: Nous ne savons pas si nous avons 
reçu un avis officiel des compagnies de che
mins de fer. Je dois demander à M. Johnson 
s’il le sait.

M. R. F. Johnson (Association des Conser
veries de poisson de la Nouvelle-Écosse):
Monsieur le président et messieurs, la Com
mission des transports des Maritimes nous a 
informés que les compagnies de chemins de 
fer procédaient aux changements à ce 
moment-là.

M. Skoberg: Est-ce que cet avis a été 
envoyé par écrit?

M. Johnson: Ce fut envoyé par écrit sous 
forme de bulletin.

M. Skoberg: Pourriez-vous le fournir au 
Comité plus tard?

M. Johnson: Oui.

M. Skoberg: D’accord. Combien de person
nes font la pêche dans votre région?

M. Smith: Comme je l’ai dit dans notre 
mémoire, environ 13,000 pêcheurs et, en Nou
velle-Écosse, je dirais qu’il y en a peut-être 
8,000, disons plutôt 5,000 qui travaillent dans 
les usines. Ce n’est pas le chiffre mais c’est 
une évaluation approximative.

M. Skoberg: Est-ce que les chemins de fer 
sont utilisés seulement lorsque c’est néces
saire, et quelle assurance ont des compagnies 
ferroviaires quant au trafic de votre 
industrie?

M. Smilh: Nous utilisons vraiment beau
coup le service ferroviaire pour le transport 
du poisson frais. Mais, depuis quelques 
années, on tend de plus en plus à adopter le 
transport par camion à cause de la rapidité 
du service. Un camion peut prendre 28 heures 
pour aller de Nouvelle-Écosse à Boston, et 48 
pour se rendre à New York. C’est beaucoup 
plus rapide que par chemin de fer.

M. Skoberg: Est-ce que vous utilisez les 
services internationaux ou domestiques de 
camions réfrigérés?

M. Smilh: Les deux. Ainsi, il y a une bonne 
partie du poisson de la Nouvelle-Écosse qui 
est acheminée vers les États-Unis. Il y a des 
camions qui viennent directement des États-
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and other points and then there are Nova 
Scotia-based trucking companies that trans
port a good deal of the fish to the American 
market, particularly, and to the upper 
Canadian markets too.

Mr. Skoberg: Does your company have any 
interests at all in any truck lines?

Mr. Smith: No, we do not, sir. However, 
one of our companies owns and operates quite 
a number of trucks used in the lobster indus
try, for instance, but these are used practically 
for our own purposes.

Mr. Skoberg: What name do they run 
under?

Mr. Smith: The name of the company is 
Paturel Division of National Sea Products in 
Shediac, N.B.

Mr. Skoberg: On page 3, sir, you refer to 
the severe shortage of hopper cars. I presume 
that you made an appeal to the railway com
panies in this regard?

Mr. Smith: I will ask Mr. Cunningham if he 
could answer that question.

The Chairman: Will you repeat your ques
tion, Mr. Skoberg.

Mr. Skoberg: I am referring to the top of 
page 3, your first paragraph. You are refer
ring to the fact that a severe shortage of 
hopper cars was experienced. Of course this 
brief was presented in 1968. I am wondering 
whether or not you made any appeal to the 
railway companies and the official representa
tives of these companies regarding the short
age of hopper cars?

[Interprétation]
Unis vers Halifax et les compagnies de 
camionnage de la Nouvelle-Écosse transpor
tent aussi beaucoup de poisson vers les mar
chés américains et aussi vers le Canada 
central.

M. Skoberg: Est-ce que votre compagnie a 
des intérêts particuliers dans des services de 
camionnage?

M. Smith: Non. Cependant, une de nos 
sociétés est propriétaire et exploite un certain 
nombre de camions pour l’industrie du 
homard, mais simplement pour notre propre 
usage.

M. Skoberg: Quel est son nom?

M. Smith: Patural Division of National Sea 
Products, à Shédiac (N.-B.)

M. Skoberg: A la page 3 du mémoire, vous 
parlez de l’insuffisance de wagons-trémie. 
Alors est-ce que vous avez fait une demande 
aux sociétés ferroviaires à cet égard?

M. Smith: Je demanderai à M. Cunningham 
de bien vouloir répondre à cette question.

Le président: Pourriez-vous répéter la 
question, monsieur Skoberg.

M. Skoberg: Au haut de la page 3, le pre
mier alinéa, vous dites qu’il y a pénurie de 
wagons-trémie, c’était en 1968 au moment où 
le mémoire a été présenté. Est-ce que vous 
avez demandé aux représentants des sociétés 
ferroviaires de supprimer cette pénurie de 
wagons-trémie?

Mr. A. Cunningham (Nova Scotia Fish 
Packers Association): Yes, we have. We have 
recently been informed that in so far as the 
rail line is concerned from Caraquet and 
Shippegan to Bathurst, N.B. and' the south 
shore points from Yarmouth to Halifax the 
rail lines will not handle these larger hopper- 
type cars. Now apparently the characteristics 
of the large cars—wheel base, speed of train 
and spacing of the rail joints—prevent their 
use. The railway will only supply cars of a 
capacity not exceeding 3,000 cubic feet, which 
is not large enough to load 100,000 pounds.

Mr. Skoberg: Well, you have suggested 
here that it is imperative that this embargo 
on large hopper cars be lifted. Is this embar
go still on?

Mr. Cunningham: Yes, it went on last Fri
day, I think, and was effective then. It has

M. A. Cunningham (Association des Conser
veries de poisson de la Nouvelle-Écosse): Oui, 
et on nous a dit qu’en ce qui concerne le 
service ferroviaire entre Caraquet, Shippegan 
et Bathurst, au Nouveau-Brunswick, et de 
Yarmouth à Halifax, le chemin de fer, n’utili
sera pas ces wagons-trémie plus grands. 
Apparemment, les caractéristiques de ces 
wagons, comme leur empattement, la vitesse 
du train et l’espacement des joints des rails 
empêchent leur utilisation. Ils utilisent les 
wagons d’au plus 3,000 pieds cubes, ce qui ne 
suffit pas pour charger 100,000 livres.

M. Skoberg: Vous dites aussi qu’il est 
essentiel que cet embargo sur les grands 
wagons-trémie soit enlevé. Est-ce que cet 
embargo existe toujours?

M. Cunningham: Oui, il est entré en 
vigueur vendredi dernier. Cela a été annoncé
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been announced for southern Nova Scotia but 
it is now going on in the northern New Bruns
wick area as well.

Mr. Skoberg: Have you Indicated your dis
pleasure at the availability of these cars to 
the Minister of Transport?

Mr. Cunningham: No, we have not—not 
thus far. The industry is just developing to a 
point now where this year, for example, the 
volume of traffic out of the northern New 
Brunswick area—out of the Gulf—if fishing 
comes up to expectations and with the plant 
capacity up there, might be three times what 
it was last year.

Mr. Skoberg: Have you indicated' your dis
pleasure at all to the Canadian Transport 
Commission? Have you made any direct 
representation to them?

Mr. Cunningham: We have made no direct 
representation, no.

Mr. McGrath: Mr. Chairman, I wonder if I 
could supplement that. We have the Director 
of Traffic for the CTC with us; he has been 
following our Committee around and listening 
attentively to all the evidence. I wonder if 
perhaps he could answer a question?

The Chairman: I am sorry, Mr. McGrath, 
he is not an official spokesman of the govern
ment. He is only here as an observer. If you 
want any information you could sit down 
with Mr. Henry and I am sure he will be glad 
to give you the information you wish.We can
not treat him as a witness.

Mr. McGrath: We cannot call him as a 
witness?

The Chairman: No.

Mr. Skoberg: Mr. Chairman and gentlemen, 
what specific solution is your association sug
gesting in the second' paragraph on the fourth 
page of your brief? You have the facts well 
drawn out in this well-prepared brief, but I 
am wondering if you could give a specific 
recommendation to this Committee in regard 
to your problem at this time?

Mr. Smith: Well, on this question of ship
ping to the West Indies the services there by 
steamship are most infrequent and it is 
almost impossible to develop a business in 
that area unless you are able to supply the 
market on a regular basis. An improvement 
in the type of transportation to those areas 
would, feel sure, enable Nova Scotia oper-

[Interpretation]
pour le sud de la Nouvelle-Écosse, mais aussi 
pour le Nord du Nouveau-Brunswick.

M. Skoberg: Est-ce que vous avez indiqué 
au ministre des Transports le fait que vous 
étiez mécontents de la pénurie de wagons?

M. Cunningham: Non. L’industrie est en 
train de se développer et on est rendu au 
point où, par contre, cette année le volume 
pour le Nord du N ou veau-Brunswick et du 
Golfe, si les opérations de pêche sont aussi 
bonnes que prévues et avec la capacité des 
usines qu’on y trouve, devrait être trois fois 
supérieur à celui de l’année dernière.

M. Skoberg: Est-ce que vous avez fait part 
de votre mécontentement à la Commission 
canadienne des Transports? Est-ce que vous 
avez fait des instances directement?

M. Cunningham: Non, nous n’en avons pas 
fait.

M. McGrath: Monsieur le président, une 
question complémentaire. Nous avons le 
Directeur du trafic de la CTC ici qui accom
pagne notre comité, il a assisté à toutes les 
réunions. Peut-il répondre à une question?

Le président: Je m’excuse, monsieur 
McGrath, il n’est pas autorisé à prendre la 
parole en tant que fonctionnaire. Il n’est ici 
qu’en tant qu’observateur. Pour obtenir des 
renseignements, vous n’avez qu’à vous adres
ser à M. Henry. Je pense qu’il se fera un 
plaisir de vous faire part de ces renseigne
ments. Nous ne pouvons pas l’assigner comme 
témoin.

M. McGrath: Nous ne pouvons l’assigner 
comme témoin?

Le président: Non.

M. Skoberg: Monsieur le président, mes
sieurs, à la quatrième page de votre mémoire, 
deuxième alinéa, quelle solution précise votre 
association, propose-t-elle en ce qui concerne 
cette situation? Les fait sont très bien présen
tés mais pourriez-vous nous donner des 
recommandations plus précises pour ce qui 
est du problème qui se présente?

M. Smith: Pour ce qui est des expéditions 
vers les Antilles, les services par navire ne 
sont pas tellement fréquents et il est à peu 
près impossible de mettre sur pied une entre
prise quelconque à moins que nous puissions 
approvisionner ce marché assez régulière
ment. Je suis sûr qu’une amélioration du 
transport vers ces régions permettrait aux
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ators to develop a regular business in the West 
Indies. Does that answer your question, sir?

Mr. Skoberg: Have you any recommenda
tions to make in so far as land traffic is con
cerned in your area?

Mr. Smith: We did not have too much to 
complain about in respect of the land services 
provided. But with fresh fish, for instance, 
when things go wrong and a car gets delayed 
there is only one thing you can do with the 
fish...

An hon. Member: Throw it out.

Mr. Smith: That is right.

The Chairman: Mr. Skoberg, you have 
questioned for over 15 minutes now and I 
think you should give others a chance to put 
questions.

Mr. Thomas (Moncton): Sir, Mr. Skoberg 
has asked most of the questions I had in mind 
on transportation. However, I have one or 
two other follow up questions. What is the 
difference, sir, between the 100,000 pound 
carload rate—you said the CNR has now put 
on an embargo—and the under 100,000 
pounds crate? And do you then go to what 
used to be called the L.C.L. rate, or do you 
get another rate for 50,000?

Mr. Smilh: I will ask Mr. Cunningham to 
speak to this, but there are different rates for 
minimum weights.

Mr. Thomas (Moncton): But do you have to 
go down to the less than carload rate then?

Mr. Cunningham: I would be speaking 
specifically of carload loadings. Now if you 
are talking about L.C.L. loadings, naturally 
they do not load either fishmeal or oil in 
L.C.L. shipments.

Mr. Thomas (Moncton): You mentioned that 
the railway will not supply the large hopper 
cars under 1,000 pounds so you cannot get 
that rate, but do they supply, say, for 50,000 
pounds and give you a carload rate on that?

Mr. Cunningham: 3,000 cubic feet hopper 
cars, but it depends upon the density of the 
product. Now the density of fishmeal will 
vary in relationship to the process used in 
manufacturing it—if it is a steam dried meal 
it will be fluffier and bulkier than from a

[Interprétation]
entrepreneurs de la Nouvelle-Écosse de met- 
Antilles. Est-ce que cela répond à votre ques
tion?

M. Skoberg: Est-ce que vous auriez des 
recommandations à formuler pour ce qui est 
de la circulation routière dans votre région?

M. Smith: Les services qui nous sont four
nis, nous n’avons pas tellement à nous en 
plaindre. Mais, avec le poisson frais, disons, 
lorsque les choses vont mal et que les wagons 
sont retardés, il n’y a rien d’autre à faire 
avec le poisson ...

Une voix: Que de le jeter.

M. Smith: C’est exact.

Le président: Monsieur Skoberg, je voudrais 
vous rappeler que vous avez pris quinze 
minutes. Je pense que vous devriez donner 
l’occasion à d’autres de poser des questions.

M. Thomas (Moncton): M. Skoberg a posé 
la plupart des questions auxquelles je son
geais en matière de transport, mais il y aurait 
une ou deux autres questions pour reprendre 
sa ligne de pensée. Quelle différence existe- 
t-il entre les taux pour les 100,000 livres 
d’une wagonnée alors sur lesquels vous dites 
que le National-Canadien met un embargo et 
le taux des chargements de moins de 100,000 
livres. Ensuite est-ce que vous adoptez le tarif 
des chargements incomplets ou est-ce que 
vous avez un autre tarif pour les chargements 
de 50,000 livres?

M. Smith: Je demanderai à M. Cunningham 
de vous en parler, mais il a des taux diffé
rents pour les poids minimums.

M. Thomas (Moncton): Alors est-ce qu’il 
faut passer au taux des chargements 
incomplets?

M. Cunningham: Je parlerais plutôt de 
chargements complets. Maintenant, si vous 
parlez de chargements incomplets, les compa
gnies ne transportent pas de farine de poisson 
ou d’huile à chargement incomplet.

M. Thomas (Moncton): Vous dites que les 
chemins de fer ne voulaient pas vous fournir 
les grands wagons-trémie à moins de 1000 
livres. Est-ce qu’ils vous en donnent pour 
50,000 livres, et vous accordent le taux de 
chargement complet?

M. Cunningham: Des wagons de 3000 pieds 
cubes. Tout dépend de la densité du produit. 
La densité de ces mélanges à poisson varie 
suivant le procédé de transformation. Si c’est 
de la farine séchée à la vapeur, elle sera plus 
légère et encombrante que celle qui est séchée
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[Text]
flame dryer. We understand these 3,000 cubic 
feet cars will load perhaps 90,000 to 95,000 
pounds. Now assuming your loading is 95,000 
pounds, then you have to figure whether it is 
better to pay the rate on 100,000 minimum 
or go back to the 80,000 minimum. There are 
minimums now of 50,000, 60,000, 80,000 and 
100,000. So if you get in between an incentive 
rating you have to make up your mind 
whether it is more economical for you to pay 
the full rate on the full car or to go to the 
lower rate, depending on the quantities in it.

Mr. Thomas (Moncton): Sir, how many of 
these fish plants would have rail siding facili
ties? Do all of them have rail siding facilities? 
Are they all able to ship by rail or are some 
removed from rail facilities?

Mr. Cunningham: Well, unfortunately, the 
ones that are off rail have to haul to the rail.

Mr. Thomas (Moncton): This is what I was 
wondering about. What do these plants do in 
that period every spring when our roads are 
closed because of weight restrictions. How do 
they get their shipments out from their plant 
to the siding?

Mr. Cunningham: Well, they are mostly 
short hauls and they have to get down to 
extracts so that they will be carrying less 
weight.

Mr. Thomas (Moncton): So this, too, would 
add to the costs of your transportation 
because you have to haul smaller loads and 
make more frequent trips.

Mr. Cunningham: That is right.

Mr. Thomas (Moncton): That is all I have, 
Mr. Chairman. Thank you.

The Chairman: Mr. McGrath.

Mr. McGrath: Mr. Chairman, I have a few 
brief questions but, before putting them, I 
would like to suggest, Mr. Chairman, that this 
Committee endeavour to find out why it is 
that the railways could place an embargo on 
hopper cars which is seriously affecting a 
very important exporting industry in this 
way, and why the full weight of the facilities 
of the CTC and our silent partner over there, 
the Director of Traffic,—I do not mean that in 
a disparaging way, Mr. Chairman, because 
we all appreciate Mr. Hanley’s presence 
here—should not be brought to bear on this 
situation. Why should an act of the railways, 
have this very serious effect on the industry?
I just say that for the record.

My question, Mr. Chairman, is regarding 
the lack of reefers for the Caribbean market, 
which is referred to on page 4 of your brief.

[Interpretation]
à la flamme. Ces wagons à 3,000 pieds cubes 
prendront de 90,000 à 95,000 livres. Si, disons, 
vous chargez 95,000 livres, alors il nous faut 
voir s’il est préférable de payer le tarif pour 
un minimum de 100,000 ou passer à 80,000 
comme minimum. Il y a des minimums de 
50,000, 60,000, 80,000 et 100,000. Si vous êtes 
entre un taux stimulant il vous faut décider 
s’il est plus rentable de payer le plein tarif 
sur un wagon plein ou un tarif inférieur, selon 
la quantité.

M. Thomas (Moncton): Combien de ces usi
nes de transformation pour le mélange à pois
son ont des voies d’évitement? Est-ce qu’elles 
peuvent toujours faire des expéditions par 
rail?

M. Cunningham: Ceux qui ne sont pas près 
des voies d’évitement doivent s’y rendre.

M. Thomas (Moncton): Je voulais simple
ment savoir ce que font ces lignes lorsque les 
routes sont fermées. Au printemps alors, com
ment font-elles pour faire la livraison de leur 
poisson jusqu’à la voie d’évitement?

M. Cunningham: Ce ne sont pour la plupart 
que de petites distances et il leur faut alléger 
le chargement.

M. Thomas (Moncton): Il faut donc faire un 
plus grand nombre de voyages, ce qui ajoute à 
vos frais de transport.

M. Cunningham: C’est exact.

M. Thomas (Moncton): C’est tout ce que 
j’avais, monsieur le président, merci.

Le président: Monsieur McGrath.

M. McGrath: Monsieur le président, j’ai 
quelques questions très brèves à poser, mais 
avant de ce faire, je voudrais proposer, mon
sieur le président, que ce Comité essaie de 
voir pourquoi les chemins de fer peuvent 
imposer un embargo sur les wagons-trémie 
qui affecte vraiment une industrie importante 
pour l’exportation et pourquoi on n’a pas 
recours à la CCT ou au directeur du trafic, on 
n’a pas recours à ses bons services. Nous 
apprécions beaucoup le fait qu’il soit ici avec 
nous maintenant, mais c’est une question très 
importante afin de savoir le pourquoi, une 
décision des chemins de fer pourrait avoir des 
effets pour l’industrie.

Ma question, monsieur le président, a trait 
à l’expédition vers les marchés des Caraïbes, 
comme vous le dites à la page 4 de votre
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[Texte]
You make no specific recommendation in this 
area. You just referred to the lack of 
refrigerated ships but you did not come to 
any specific conclusions. Do you have any 
specific recommendations to make in this 
regard?

Mr. Smith: In very general terms, to 
increase the services that are now almost 
non-existent.

Mr. McGrath: They are non-existent.

Mr. Smith: I do not think so. Would you 
like to speak to that, Mr. Johnson?

Mr. Johnson: Mr. Chairman and gentlemen, 
there were some shipping lines which provid
ed refrigerated service to the Caribbean. 
However, these were discontinued and at the 
moment, so far as I am aware, there is no 
such service available. We, the association 
and the industry, have talked with one of the 
shipping lines that operate a regular service.

They are now making a survey of their 
service and have indicated that they might be 
able to provide something along this line for 
us.

Mr. McGrath: In essence then, what you 
are referring to is the lack of an ocean-going 
Canadian fleet of reefer ships out of Halifax.

I note that the Newfoundland Associated 
Fish Exporters Ltd. have a brief which calls 
for subsidies in the area of shipping so that 
they can get to the Caribbean market to sell 
fish.

Would it not have been better, sir, for the 
industry as a whole in the Atlantic Provinces 
to get together and submit a brief? What 
association does your association have with 
the Newfoundland Associated Fish Exporters?

Mr. Smith: No very close association, sir, 
but on certain common problems we do talk 
with them. But the transportation problem in 
Newfoundland is quite different from the 
transportation problems in Nova Scotia.

Mr. McGrath: Will you clarify that?

Mr. Smith: Our geographical situation is 
much more favourable than Newfoundland’s.

Mr. McGrath: But you are both exporting 
to the same market?

Mr. Smith: That is right, sir. But, for 
instance, where we ship a great deal of fresh 
unfrozen fish to the markets of Ontario, Que
bec and the eastern states, there is practically 
none of this coming out of Newfoundland.

[Interprétation]
mémoire. Vous ne formulez pas de recom
mandation précise. Vous parlez simplement 
du manque de navires frigorifiques, mais 
vous ne donnez pas de conclusions précises. 
Est-ce que vous avez des recommandations à 
faire là-dessus?

M. Smith: Dans l’ensemble, oui, pour 
augmenter les services qui sont à peu près 
inexistants.

M. McGrath: Ils sont non existants.

M. Smith: Je ne crois pas. Aimeriez-vous 
parler, monsieur Johnson?

M. Johnson: Monsieur le président, mes
sieurs, il y a eu des transporteurs maritimes 
qui ont assuré un tel service vers les Caraïbes, 
mais on a discontinué ces services et en ce 
moment il n’y a pas de services de ce genre. 
Nous, l’association et l’industrie, nous en som
mes entretenus avec des lignes de navigation 
qui exploitent un service régulier.

Elles sont maintenant en train de faire un 
relevé de leurs services et elles nous ont indi
qué qu’elles seraient peut-être en mesure 
d’assurer un service de ce genre.

M. McGrath: Ce dont vous parlez en fait, 
c’est l’absence d’une flotte de frigorifiques 
canadiens qui serait basée à Halifax.

La Newfoundland Associated Fish Expor
ters, Ltd. a préparé un mémoire dans lequel 
elle demande des subventions dans le 
domaine du transport maritime afin de pou
voir vendre du poisson dans les Caraïbes.

Alors, est-ce qu’il n’aurait pas été préférable 
pour l’ensemble de l’industrie dans les pro
vinces de l’Atlantique de se réunir pour pré
senter un mémoire? Quels rapports avez-vous 
avec la Newfoundland Associated Fish Expor
ters Ltd.?

M. Smith: Rien de très étroit. Nous avons 
certains problèmes communs dont nous discu
tons avec eux. Mais les problèmes de trans
port à Terre-Neuve, diffèrent vraiment de 
ceux de la Nouvelle-Écosse.

M. McGrath: Pourriez-vous préciser, s’il 
vous plaît, monsieur Smith?

M. Smith: Vu l’emplacement géographique, 
c’est beaucoup plus favorable ici qu’à 
Terre-Neuve.

M. McGrath: Mais vous exportez tous deux 
vers le même marché?

M. Smith: C’est juste, mais, par exemple, 
lorsque nous expédions beaucoup de poisson 
frais, non congelé, vers les marchés de l’On
tario, du Québec et de l’Est des États-Unis, il 
nous en vient très peu de Terre-Neuve.
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[Text]
Mr. McGrath: I have just one final observa

tion, Mr. Chairman. This is perhaps hypo
thetical, but I just want to note for the record 
that the Minister of Fisheries will be making 
a statement today—he promised to make a 
statement regarding aid to the industry—and 
if he does continue with the deficiency pay
ment program would this have any bearing 
whatsoever on some of the problems you 
raised in your brief?

Mr. Smith: I would not think so, sir.

Mr. McGrath: They are not related?

Mr. Smith: They are unrelated.

The Chairman: Mr. Nowlan.

Mr. Nowlan: Mr. McGrath touched on one 
of my two questions, that having to do with 
refrigeration service. While you mentioned 
one line in this connection—I understand that 
Saguenay will be going down there with a 
form of refrigeration service on a regular 
basis—could you comment briefly on the 
situation when Canadian National had refrig
eration boats going to the Caribbean before 
the war, and if access to the Caribbean mar
ket was easier before the war than it is today 
because of the depletion in this service?

Mr. Smith: I certainly think it would have 
been if they had provided a regular service. 
Things have changed so much since that time 
in the way of product lines, for instance. At 
that time it was mostly a salt fish market 
area. This was before the days of fish sticks 
and prepared fish when the consumer packed 
fillets and so on. So the same situation did not 
exist in regard to products to be moved.

Mr. Nowlan: I understand from your an
swer then that because of the change in the 
fish industry and fish products there is actu
ally more need now for refrigeration services 
to get the frozen fish down there now than it 
was before the war?

Mr. Smith: That is right.

Mr. Nowlan: Am I not correct that—we 
have experienced the same thing with natural 
fruit products from the Annapolis Valley— 
because of this change in fish products and in 
the fruit processing industry there actually is 
more need for a refrigeration service now to 
open up markets than there was when there 
was a service?

Mr. Smith: That is correct, sir.

Mr. Nowlan: My last question has to do 
with the freeze on L.C.L. rates which are

[Interpretation]
M. McGrath: Une dernière observation, 

monsieur le président. Je sais que c’est pure
ment hypothétique, mais je voudrais dire au 
compte rendu que le ministre des Pêches et 
Forêts a proposé, a l’intention de faire une 
déclaration aujourd’hui au sujet de l’aide à 
l’industrie et s’il maintient le programme de 
versement d’appoints, est-ce que cela se rap
portera ou se rattachera aux problèmes que 
vous soulevez dans votre mémoire?

M. Smith: Je ne crois pas.

M. McGrath: Cela n’aura aucun rapport?

M. Smith: Aucun rapport.

Le président: Monsieur Nowlan.

M. Nowlan: M. McGrath a posé une de mes 
questions au sujet du service avec réfrigéra
tion. Vous avez dit qu’une compagnie de 
transport, la Saguenay Shipping, je crois, va 
offrir un service régulier de frigorifiques. Et 
alors pourriez-vous faire un commentaire plu
tôt bref sur ces navires frigorifiques du Natio- 
nal-Canadien qui faisaient vers les Caraïbes 
le service avant la guerre, et si l’accessibilité 
à ces marchés était plus facile avant la guerre 
qu’elle ne l’est aujourd’hui à cause de l’af
franchissement de ce service?

M. Smith: Oui, ce serait plus facile s’il y 
avait eu un service régulier. Les choses ont 
tellement changé depuis lors, les produits que 
nous offrons, par exemple. C’était alors la 
zone du marché du poisson salé surtout. C’é
tait avant les bâtonnets de poisson, avant le 
poisson préparé pour la consommation alors 
que le consommateur empaquetait les filets. 
La même situation n’existait pas pour ce qui 
était des produits à transporter.

M. Nowlan: Je crois comprendre, d’après 
votre réponse, qu’en raison des modifications 
qui sont intervenues dans l’industrie du pois
son et de ses produit, on a en fait davantage 
besoin de services de réfrigération pour 
transporter le poisson congelé là-bas à l’heure 
actuelle qu’avant la guerre?

M. Smith: C’est exact.
M. Nowlan: Si je comprends bien, nous 

avons connu la même chose avec les fruits de 
la vallée d’Annapolis. A cause de ces change
ments dans l’industrie des produits du poisson 
et des fruits, on a maintenant beaucoup plus 
besoin d’un service de navires frigorifiques 
pour accéder aux marchés que lorsqu’il y 
avait un service régulier?

M. Smith: C’est exact, monsieur.

M. Nowlan: Ma dernière question a trait au 
gel du tarif de transport des marchandises
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[Texte]
going to expire on March 23—and we certain
ly urge that these be extended until there is a 
transportation policy. Have you, as an 
association, communicated that desire to the 
Minister?

Mr. Smith: No, I do not believe we have,
sir.

Mr. Nowlan: Well, I must say, Mr. Chair
man, if many organizations and associations 
have set out the same request in their briefs 
to this Committee, I think it might help in 
extending the freeze if a formal communica
tion were communicated to the Minister 
showing their concern. It is not that this 
Committee is not going to take your recom
mendation into account, but time is of the 
essence. The premiers already have sent a 
telegram and11 would think that any interest
ed parties wanting to extend the freeze would 
find it constructive to join in with the Pre
miers or, on their own, express their concern 
in some formal way.

Mr. Smith: Thank you for your suggestion, 
sir. We work very closely with the Maritime 
Transportation Commission.

Mr. Nowlan: I appreciate that, Mr. Smith, 
but we are here listening to transportation 
problems. We are politicians and the Minister 
of Transport is also a politician. The fact is 
that if we do not hear from anybody down 
here on this problem and you leave it to the 
Maritime Transportation Commission, which 
is working on this in a technical way, you are 
not going to build up public concern to 
extend the freeze. There has not been an 
organization yet that I know of—I do not 
know about Fredericton—that has been com
municating their concern directly to the 
Minister. It has been left to the premiers. I 
say the more communications, the better it 
will be.

The Chairman: Mr. Homer.
Mr. Horner: I was interested, Mr. Smith, in 

a number of questions Mr. Skoberg asked 
with regard to 100,000 pound carload lots, but 
I will let that go for now.

I have one question with regard to the 
application of the Maritime Freight Rates 
Act in the future. I note that you are 
concerned about moving foodstuffs and 
fish products by air, by truck and by rail. 
Could it be worked and would it be more 
beneficial to your industry if it were

[Interpretation]
par chargement incomplet, qui va expirer le 
23 mars—et nous demandons que ce tarif soit 
prolongé jusqu’à ce qu’on ait établi une politi
que en matière de transport. Est-ce que vous 
avez, en tant qu’association, fait part de ce 
désir au ministre?

M. Smith: Non, je ne crois pas, monsieur.

M. Nowlan: Je dois dire, monsieur le prési
dent, que si de nombreuses associations ont 
formulé la même demande dans les mémoires 
qu’ils ont présentés à ce Comité, je pense que 
cela pourrait aider à prolonger le gel, si ces 
associations faisaient part au ministre de leurs 
préoccupations dans une communication 
officielle. Ce n’est pas que le Comité ne tien
dra pas compte de vos recommandations, 
mais le temps est un facteur essentiel. Les 
premiers ministres provinciaux ont déjà 
envoyé un télégramme, et j’imagine que toute 
partie intéressée à faire prolonger le gel pour
rait avoir intérêt à s’associer aux premiers 
ministres ou à faire part officiellement, de son 
côté, de ses préoccupations à cet égard.

M. Smith: Merci pour votre suggestion, 
monsieur. Nous travaillons en collaboration 
très étroite avec la Commission des transports 
des Maritimes.

M. Nowlan: Je m’en rends compte, mon
sieur Smith, mais nous étudions ici les pro
blèmes du transport. Nous sommes des hom
mes politiques, de même que le ministre des 
Transports. La vérité, c’est que si vous ne 
parlez pas de ces problèmes ici, et que vous 
laissiez la chose à la Commission des trans
ports des Maritimes, qui étudie ces problèmes 
du point de vue technique, vous n’allez pas 
soulever l’opinion publique de manière à 
amener une prolongation du gel. A ma con
naissance, il n’y a pas encore d’association—je 
ne sais ce qu’il en est de Fredericton—qui ait 
communiqué cette préoccupation directement 
au ministre. On en a laissé le soin aux pre
miers ministres. A mon avis, plus il y aura de 
communications, mieux ce sera.

Le président: Monsieur Horner.
M. Horner: J’ai été intéressé, monsieur 

Smith, par un certain nombre de questions 
qu’a posées M. Skoberg relativement aux 
wagonnées de 100,000 livres, mais je vais lais
ser cela de côté pour le moment.

J’ai une question relative à l’application 
future de la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes. 
Je vois que vous désirez transporter des den
rées alimentaires et des produits du poisson 
par avion, par camion et par chemin de fer. 
Est-ce qu’il serait possible, et plus avanta-
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[Text]
paid to the shipper rather than the shipping 
company hauling the products? In other 
words, if your freight bill on a product was X 
number of dollars and the government picked 
up, say, 20 per cent or a little better of it, 
which is nearly covered now under the 
MFRA on rail, would this be more beneficial 
to your company?

Mr. Smith: If the subsidy were paid direct
ly to the shipper?

Mr. Horner: Yes.

Mr. Smith: I think it would be, sir.

Mr. Horner: I asked this question because a 
number of interested companies have request
ed it be made applicable to the trucking 
industry and I can foresee a bit of difficulty 
in making the payments to the various truck
ers. If it was made beneficial maybe a lot of 
the big truckers would move in from the 
Montreal or other areas of Canada and take 
advantage of it. But if it was paid directly to 
the industry in freighting their product out of 
the Maritimes, or even in the Maritimes, you 
think it might be more beneficial to your 
industry?

Mr. Smith: I would think so, sir. I can see 
some great problems in doing it, but it proba
bly would be beneficial.

Mr. Horner: That is fine. I will not ask any 
more questions.

The Chairman: Mr. Nesbitt.

Mr. Nesbitt: Very briefly, Mr. Chairman, as 
a layman on these matters I would like to ask 
the gentleman if perhaps he could clarify 
something for us. The brief refers to the 
difficulties concerned with the hopper type 
cars. Could you describe what kind of cars 
these are, what makes them especially adapt
able for your product, and since we cannot 
find out from other sources at the moment 
why they would not be available, if you have 
any idea why these cars might not be availa
ble to your industry when, apparently, they 
are able to some others. In other words, what 
other kinds of product do these cars carry?

Mr. Smith: Would you care to answer that, 
Mr. Cunningham?

[Interpretation]
geux pour votre industrie, de faire des verse
ments à l’expéditeur plutôt qu’à la compagnie 
d’expédition qui fait le transport des pro
duits? Si, disons, la feuille de route pour un 
produit était de X dollars, et que le gouverne
ment en paie 20 p. 100, ou un peu plus 
comme le prévoit, pour le transport ferro
viaire, la Loi sur les taux de transport des 
marchandises dans les provinces Maritimes, 
est-ce que ce serait plus avantageux pour 
votre société?

M. Smith: Si la subvention était payée 
directement à l’expéditeur?

M. Horner: Oui.

M. Smith: Je pense que oui, monsieur.

M. Horner: J’ai posé cette question parce 
qu’un certain nombre de sociétés intéressées 
ont demandé que cela s’applique à l’industrie 
du camionnage, et que je conçois qu’il pour
rait y avoir pas mal de difficultés pour faire 
les versements aux diverses sociétés de 
camionnage. Si cela rapportait, peut-être 
qu’un grand nombre des grosses sociétés de 
camionnage de Montréal ou d’autres régions 
du Canada essaieraient d’en bénéficier. Mais 
l’on faisait des versements directs à l’indus
trie pour le transport de ses produits à l’exté
rieur des Maritimes, ou même dans les Mari
times, vous pensez que ce serait peut-être 
plus avantageux pour votre industrie?

M. Smith: Oui, je crois, monsieur. J’ima
gine que cela serait assez difficile à réaliser, 
mais ce serait sans doute avantageux.

M. Horner: Très bien. Je n’ai plus de 
questions.

Le président: Monsieur Nesbitt.

M. Nesbitt: En bref, monsieur le président, 
je ne suis pas spécialiste de la question, et 
j’aimerais demander à monsieur de nous don
ner quelques précisions. On parle, dans le 
mémoire, des difficultés que posent les 
wagons-trémies. Pourriez-vous décrire cette 
sorte de wagons, nous dire ce qui les rend 
particulièrement adaptables à vos produits, 
et, vu que nous ne pouvons, pour le mo
ment, apprendre d’autres sources pourquoi 
ils ne sont pas disponibles, nous expliquer 
pourquoi on ne pourrait les mettre à la dis
position de votre industrie, alors qu’apparem- 
ment ils sont disponibles pour d’autres. 
Autrement dit, quels autres types de produits 
transportent les wagons de ce genre?

M. Smith: Voudriez-vous répondre à cette 
question, monsieur Cunningham?
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[Texte]
Mr. Cunningham: Mr. Chairman and gen

tlemen, bulk hopper cars are used for various 
kinds of commodities, for bulk feeds and so 
on. The advantage of the closed hopper-type 
car is the convenience of loading through the 
roof of the car as well as the convenience of 
unloading from the bottom. You can unload 
hopper cars right from the bottom. There is a 
scarcity of these cars, in my opinion, because 
the railway has not kept pace with the move
ment of products in bulk. They do not have 
sufficient hopper cars to handle that type of 
traffic and I firmly believe they have fallen 
down in that particular area. In lieu of closed 
hopper cars they will often give us a boxcar. 
Now while we will load cars in bulk they are 
very inconvenient because it requires a scoop 
shovel to load them. There are no openings 
through the roof of the car and they have to 
be loaded through the doors. At destination 
they must use scoops again to take the 
material out rather than just opening the bot
tom and flowing it out.

Mr. Nesbitt: I think I know the answer to 
this question but I would like it confirmed for 
the record. If regular refrigerated steamship 
service were provided between the Atlantic 
Provinces and the West Indies and perhaps 
Western Europe, would this greatly help the 
export of your product?

Mr. Smith: The answer to that is yes, sir.

The Chairman: Mr. Perrault.

Mr. Perrault: Mr. Chairman, I would like 
to ask Mr. Smith a question which arises out 
of a paragraph on page 2 of his brief, which I 
quote:

Lower rates for air shipments of fresh 
fish would be a great boon to the fishing 
industry.

Then he carries on page 4 to say:
Transportation is of paramount impor
tance to the industry.

and so on. Would you like to see an extension 
of transportation subsidies to air transport as 
far as your products are concerned?

Mr. Smith: Yes, if that would lower the 
costs—certainly.

Mr. Perrault: What is the estimated extent 
of the subsidies you propose, either in per
centage terms or in dollar terms? What would 
it cost the Treasury of Canada to provide 
these subsidies? Have you worked that out? 

29691—13

[Interprétation]
M. Cunningham: Monsieur le président, 

messieurs, on peut utiliser les wagons-trémies 
pour différents types de denrées—fourrages 
en vrac, et ainsi de suite. L’avantage des 
wagons-trémies fermés, c’est que l’on peut les 
charger par le toit et les décharger par le bas. 
On peut les décharger directement par le des
sous. Il n’y en a pas beaucoup de ce genre 
parce que, je crois, les chemins de fer n’ont pas 
réussi à progresser au même rythme que le 
transport des produits en vrac. Ils n’ont pas 
suffisamment de wagons-trémies pour répon
dre aux besoins, et je considère qu’ils ont 
réellement échoué dans ce domaine. Au lieu 
de wagons-trémies fermés, ils nous donnent 
souvent des wagons couverts. Nous pouvons 
charger les wagons couverts en vrac, mais ils 
sont très peu commodes, car il faut les char
ger à la pelle. Il n’y a pas d’ouverture dans le 
toit des wagons, et il faut les charger par les 
portes. Puis, une fois les wagons rendus à 
destination, il faut les décharger à la pelle, au 
lieu d’ouvrir simplement le fond et de laisser 
couler la marchandise.

M. Nesbitt: Je pense avoir la réponse à ma 
question, mais, pour le compte rendu, j’aime
rais en avoir confirmation. Si l’on assurait un 
service régulier de navires à vapeur réfrigé
rés entre les provinces Atlantiques et les 
Antilles, et peut-être l’Europe occidentale, 
est-ce que cela aiderait beaucoup l’exporta
tion de votre produit?

M. Smith: Oui, monsieur.

Le président: Monsieur Perrault.

M. Perrault: Monsieur le président, je vou
drais poser à M. Smith une question qui m’est 
suggérée par un paragraphe de la page 2 de 
son mémoire, où il dit qu’un tarif moins élevé 
pour l’expédition par avion de poisson frais 
serait très avantageux pour l’industrie. Puis il 
dit, à la page 4, que le transport est de toute 
première importance pour cette industrie, et 
ainsi de suite. Est-ce que vous voudriez que 
l’on étende au transport aérien, en ce qui 
concerne vos produits, les subventions au 
transport?

M. Smith: Bien entendu, si cela peut dimi
nuer le coût.

M. Perrault: De quel ordre seraient, selon 
vous, ces subventions, soit en dollars soit en 
pourcentage? Qu’en coûterait-il au Trésor du 
Canada pour fournir ces subventions? Avez- 
vous fait le calcul?
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Mr. Smith: Do you mean) to equate them 

with other forms of transportation?

Mr. Perrault: Well, you regard air trans
port being important to get a perishable prod
uct to market quickly and the present cost, 
ostensibly, is too high. What effective reduc
tion in rates would you like to see as far as 
air transport is concerned?

Mr. Smith: Of course, we would like the 
rates to be as low as they possibly could be. I 
would not like to put a percentage on it at the 
present time.

Mr. Perrault: It has not been worked out in 
that detail yet?

Mr. Smith: No.

Mr. Perrault: In your view, how long 
would such additional subsidies be required? 
Do you have a target date?

Mr. Smith: Speaking particularly on air 
transport, I think you would always need 
some form of sudsidization because you are 
moving, let us say, cod or haddock fillets or 
something that is of comparatively low value.

Mr. Perrault: What do you regard as your 
normal market so far as the marketing of 
these products is concerned? Are you talking 
in terms of central Canada or are you talking 
about New York?

Mr. Smith: New York, Boston; with regular 
air service you could cover the whole North 
American continent.

Mr. Perrault: You are talking about putting 
cod fillets into Vancouver, subsidized by...

Mr. Smith: It would be possible to do that 
sir.

Mr. Perrault: This is of interest to me as a 
West Coaster. My final question, Mr. Chair
man, is this: do you see any technological or 
product-marketing advances which may, in 
the future, eliminate the need for transporta
tion subsidies so far as your industry is con
cerned? Is any research proceeding in the 
fishing industry which will enable this indus
try to achieve greater economic help than per
haps it enjoys at the present time? Arc proc
esses being developed?

I have in mind, you know, the protein 
fishmeal research going on in North America 
at the present time. I understand that a plant 
is being opened on the East Coast. Will that 
assist the industry here?

[Interpretation]
M. Smith: Pour que ce soit sur un pied 

d’égalité avec les autres modes de transport? 
Est-ce là ce que vous voulez dire?

M. Perrault: Vous estimez que le transport 
aérien est important pour acheminer rapide
ment une denrée périssable vers le marché, et 
le coût actuel en est, de toute évidence, trop 
élevé. Quelle réduction aimeriez-vous voir en 
pratique dans le tarif du transport aérien?

M. Smith: Bien entendu, nous aimerions 
que le tarif soit aussi bas que possible. Je ne 
voudrais pas donner de pourcentage pour le 
moment.

M. Perrault: On n’a pas encore fait de cal
cul détaillé?

M. Smith: Non.

M. Perrault: A votre avis, pendant combien 
de temps devrait-on verser ces subventions 
supplémentaires? Avez-vous fixé une date 
limite?

M. Smith: Pour ce qui est du transport 
aérien en particulier, je pense qu’il faudrait 
toujours une forme de subvention, car on 
transporte, disons, des filets de morue ou de 
hareng, ou un produit quelconque d’une 
valeur relativement peu élevée.

M. Perrault: Qu’est-ce que vous considérez 
comme vos débouchés normaux en ce qui 
concerne la commercialisation de ces pro
duits? Est-ce que vous parlez du Canada cen
tral ou de New-York?

M. Smith: New-York, Boston, avec un ser
vice aérien régulier on peut couvrir tout le 
continent nord-américain.

M. Perrault: Vous voulez mettre des filets 
de morue à Vancouver, subventionnés par...

M. Smith: Ce serait possible.

M. Perrault: Cela m’intéresse en tant que 
député de l’Ouest. Une dernière question, 
monsieur le président. Est-ce que vous pouvez 
voir des progrès technologiques ou de com
mercialisation qui à l’avenir pourraient faire 
disparaître le besoin de ces subventions pour 
les transports en ce qui concerne votre 
industrie?

Je pense à la recherche sur les protéines de 
poisson actuellement en cours en Amérique du 
Nord. Si je comprends bien il y a une usine 
qui a été ouverte sur le littoral est. Est-ce que 
cela pourrait vous aider, ici?
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Mr. Smith: It would be an entirely new 

type of industry. There has not been sufficient 
marketing of this type of product to know 
just where it could go.

Mr. Perrault: Yes.

Mr. Smith: But per unit of protein it would 
certainly cut your transportation cost, 
because you would be reducing your weight 
of product by about 80 per cent.

Mr. Perrault: Would you agree that the end 
object of subsidies should really be eventually 
to eliminate the need for subsidies?

Mr. Smith: I cannot quite see how that 
would ever happen. Due to our geographical 
location, I think we would always require a 
form of cheap transportation to get into the 
market. Now, if this has to be done by sub
sidization I think you will always require 
subsidization.

Mr. Perrault: Let me ask you this: Do you 
have difficulty marketing some of your prod
ucts in the United States? Are there tariff bar
riers against certain of your products?

Mr. Smith: There are tariff barriers against 
a good many of them.

Mr. Perrault: Would negotiations between 
Canada and the United States for a reduction 
in those barriers assist the industry?

Mr. Smith: Under the Kennedy Round 
some of these reductions will come in over 
the next four years.

Mr. Perrault: Yes, thank you.

The Chairman: Before going any further, I 
was just asked by Station CGCH whether 
they could come inside and film a silent film 
here for the day. I cannot take it upon myself 
to decide, so I am asking the Committee for 
your views, will you allow them to come in?

Mr. McGrath: I had a question which I did 
not raise at the time, Mr. Chairman. I did 
notice there was a man there shooting stills, 
and I do not recall the Committee’s giving 
permission for this. This is a privilege that is 
extended by the Committee and I suggest 
that we take care to make sure it does not 
happen again.

The Chairman: Are we going to allow this
silent film?

Some hon. Members: Agreed.
Mr. Turner (London East): Mr. Smith, you 

say in your brief that effective February 15, 
29691—131

[Interprétation]
M. Smith: Ce serait un type entièrement 

nouveau d’industrie. Il n'y a pas eu suffisam
ment d’études de marché de faites sur ce 
produit pour savoir où on pourrait le vendre.

M. Perrault: Oui.

M. Smith: Mais, cela pourrait diminuer nos 
frais de transport car avec ces protéines le 
poids est diminué dans une proportion de 80
p. 100.

M. Perrault: Êtes-vous d’avis que l’objet de 
la subvention devrait être de faire disparaî
tre le besoin de tels subsides?

M. Smith: Je ne peux voir comment cela 
pourrait se produire. Vu notre situation géo
graphique, il nous faudra toujours un mode 
de transport peu coûteux pour acheminer nos 
produits. S’il faut le faire par des subsides, 
alors il faudra toujours des subsides.

M. Perrault: Permettez-moi de vous poser 
une autre question. Est-ce que vous éprouvez 
des difficultés à vendre certains de vos pro
duits aux États-Unis? Est-ce qu’il y a des 
barrières tarifaires à l’égard de certains de 
vos produits?

M. Smith: Oui, il y a des barrières pour 
nombre d’entre eux.

M. Perrault: Est-ce que des négociations 
entre le Canada et les États-Unis pour abais
ser ces barrières vous aideraient?

M. Smith: En vertu des négociations Ken
nedy certaines réductions interviendront dans 
les quatre ans. |

M. Perrault: Oui, merci.

Le président: La station CGCH vient de me 
demander s’ils ne pourraient pas prendre un 
film muet ici, maintenant. Je ne peux pas 
prendre cela sur moi je voudrais donc savoir 
ce que vous en pensez? Est-ce que vous les 
autoriseriez à venir?

M. McGrath: J’avais une question que je 
n’ai pas posée sur le moment, monsieur le 
président. J’ai vu qu’on prenait des photos 
et je ne me souviens pas que le Comité en 
ait donné l’autorisation. C’est un privilège qui 
appartient au Comité et je propose que nous 
prenions des mesures pour que cela ne se 
produise plus.

Le président: Est-ce que nous autorisons ce
film muet?

Des voix: Oui.
M. Turner (London-Est): Monsieur Smith, 

vous dites dans votre mémoire que le Cana-
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1969 the CNR said there would be an embar
go on these large hopper cars in your area. 
Do you know the reason why this embargo 
was put on?

Mr. Cunningham: Mr. Chairman, I believe 
I already pointed that out. Because of the 
characteristics of the car, the wheel base and 
the spacing of the rail joints, they cannot 
operate these cars; they become top heavy 
and they roll off the rails.

Mr. Turner (London East): Did you ever 
have a derailment in this area?

Mr. Cunningham: I believe there have been 
in the southwest and they have had problems 
down in southwestern Nova Scotia.

Mr. Turner (London East): Thank you.

Mr. Cunningham: Mr. Chairman, we were 
speaking about minimum carloadings. Now, I 
would like to ask the question why the 
Canadian National Railways require a mini
mum carloading of 110,000 pounds, whereas 
the minimum carloading to the United States 
is 100,000 pounds. The CNR or the other rail
way are prepared to accept 100,000 pounds 
going into the United States but we have to 
load to 110,000 pounds in Canada. Why the 
differences in the two minimum carloadings? 
Why should it be 110,000 in Canada and 100,- 
000 in the United States?

The Chairman: Mr. McCleave?

Mr. McCleave: A brief multi-million dollar 
question, Mr. Chairman. Would Mr. Smith 
comment on what prospects there would be 
for more sales of his product if there were 
refrigeration facilities at the major Canadian 
airports?

Mr. Smith: I did not catch the last part of 
your question.

Mr. McCleave: If there should be refrigera
tion facilities at the major Canadian airports.

Mr. Smith: I think there would be greatly 
increased prospects for business. This is some 
problem too, getting it there by air and then 
getting it away from the airport after you get 
it there. It would be very helpful. Is that the 
answer to your question, Mr. McCleave?

Mr. McCleave: It is. Have you ever taken 
this up with the Department of Transport or 
seriously explored the matter, sir?

[Interpretation]
dien National a dit, qu’à partir du 15 février 
1969, il y aurait un embargo sur les grands 
wagons-trémie dans votre région. Savez-vous 
pourquoi ils ont imposé cet embargo?

M. Cunningham: Monsieur le président, je 
pense que je l’ai déjà signalé. A cause des 
caractéristiques des wagons, de l’écartement 
des roues et l’espacement des joints des rails, 
ils ne peuvent utiliser ces wagons, ils de
viennent trop lourds vers le haut et déraillent.

M. Turner (London-Esl): Est-ce qu’il y a 
déjà eu un déraillement dans cette région?

M. Cunningham: Oui, je pense qu’il y en a 
eu dans le sud-ouest et ils ont des problèmes 
dans le sud-ouest de la Nouvelle-Écosse.

M. Turner (London-Est): Merci beaucoup.

M. Cunningham: Monsieur le président, 
nous parlions des chargements minimum. Je 
voudrais poser une question pour savoir 
pourquoi le Canadien National exige un mini
mum de chargement de 110,000 livres, alors 
que le chargement minimum pour les États- 
Unis est de 100,000 livres. Le Canadien Natio
nal et les autres compagnies ferroviaires accep
tent 100,000 livres pour aller aux États-Unis; 
mais il nous faut charger 110,000 livres au 
Canada. Pourquoi y a-t-il cette distinction 
entre les deux minimums? Pourquoi est-ce 
110,000 au Canada et 100,000 aux États-Unis?

Le président: Monsieur McCleave?

M. McCleave: Une question très brève, de 
quelques millions de dollars, monsieur le pré
sident. M. Smith pourrait peut-être nous dire 
quelles seraient les perspectives d’augmenta
tion des ventes de son produit s’il y avait des 
installations de réfrigération dans les plus 
grands aérogares du Canada.

M. Smith: Je n’ai pas entendu la fin de 
votre question.

M. McCleave: S’il y avait des installations 
de réfrigération aux plus grands aéroports 
canadiens?

M. Smith: Je pense que cela pourrait aug
menter considérablement nos possibilités de 
vente. C’est aussi un problème, il faut faire 
l’envoi par avion, il faut aller le chercher à 
l’aérogare par la suite, mais ça aiderait 
Est-ce que j’ai répondu à votre question, mon
sieur McCleave?

M. McCleave: Oui. Est-ce que vous en avez 
saisi le ministère des Transports, ou sérieuse
ment étudié cette possibilité?



20 février 1969 Transports et communications 865

[Texte]
Mr. Smith: No, I do not think we have. I 

believe there are some small facilities provid
ed now at some of the airports for refrigerat
ed merchandise, but to get a volume move
ment of fresh fish these would have to be 
increased very materially, I should think.

Mr. McCleave: Have you or your company 
carried out market studies in this direction?

Mr. Smith: No, we have not. I should say 
we have not done too much in the way of 
market studies but we are using air to a 
much greater extent than ever before.

Mr. McCleave: In that regard, are these are 
for shipments within Canada, Mr. Smith, as 
well as abroad?

Mr. Smith: As well as abroad.

Mr. McCleave: In which direction does 
most of this go by air?

Mr. Smith: For instance, our off-shore ship
ments of live lobster are all by air now.

Mr. McCleave: Do you suffer much loss of 
this perishable food because of lack of refrig
eration at airports?

Mr. Smith: No, we do not.

Mr. McCleave: I suppose the lobsters are 
shipped live, are they not?

Mr. Smith: They are shipped alive and they 
are picked up on arrival of the plane.

Mr. McCleave: What about the fish that are 
not shipped live?

Mr. Smith: You must make arrangements 
to handle them very quickly at the other end, 
but it would be helpful if refrigeration facili
ties were available at the various airports to 
handle these products.

Mr. McCleave: Thank you.

The Chairman: This is the end of our ques
tion period, Mr. Smith, and I would like to 
thank you very much indeed.

Our next brief will be from the Nova 
Scotia, New Brunswick, Prince Edward 
Island, Newfoundland Federations of Labour.

Mr. J. K. Bell: Mr. Chairman and gentle
men, we are very sorry our chief spokesman, 
Mr. Carew, just stepped out, apparently at 
the crucial moment. This brief was originally 
prepared by the four Federations of Labour 
approximately a year ago. We have not

[Interprétation]
M. Smith: Non, je ne crois pas que nous 

l’ayons fait. Je pense qu’il y a actuellement de 
petites installations de réfrigération à certains 
aéroports mais il faudrait qu’elles soient con
sidérablement accrues pour que nous puis
sions transporter un fort volume de poissons 
frais.

M. McCleave: Est-ce que vous avez fait des 
études de marché à cette fin?

M. Smith: Non. Nous avons fait peu d’étu
des de marché mais nous utilisons les trans
ports aériens, notablement plus qu’autrefois.

M. McCleave: A cet égard, il s’agit là d’ex
péditions au Canada, aussi bien qu’à 
l’étranger?

M. Smith: Aussi bien qu’à l’étranger.

M. McCleave: Dans quelle direction allez- 
vous par air?

M. Smith: Les expéditions de homards 
vivants se font toutes par air, maintenant.

M. McCleave: Est-ce que vous encourez 
beaucoup de pertes de ces denrées périssa
bles, du fait du manque de réfrigération aux 
aéroports?

M. Smith: Non.

M. McCleave: Les homards sont expédiés 
vivants?

M. Smith: Oui et quelqu’un vient les cher
cher à l’arrivée de l’avion?

M. McCleave: Que dire des poissons qui ne 
sont pas expédiés vivants?

M. Smith: Il faut prendre des dispositions 
pour aller les chercher assez rapidement à 
leur point d’arrivée. Ce serait alors fort utile 
s’il y avait des installations de réfrigération 
dans les divers aéroports1 pour la manutention 
de ces produits.

M. McCleave: Merci.

Le président: Voilà la fin de votre période 
de question, monsieur Smith, et je voudrais 
vous remercier.

Notre prochain mémoire sera celui des 
Fédérations des travailleurs de la Nouvelle- 
Écosse, du Nouveau-Brunswick, de l’île du 
Prince-Édouard et de Terre-Neuve.

M. J. K. Bell: Monsieur le président, mes
sieurs, je m’excuse, notre porte-parole princi
pal M. Carew, vient de s’absenter, apparem
ment au moment crucial. Le mémoire a été 
préparé par les quatres fédérations provincia
les du travail, il y a environ un an. Nous
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revised the brief because we feel that the 
main basic points we wish to bring before 
this Committee are essentially still with us. 
Our problems are basically still the same and 
for this reason, while it may perhaps need a 
slight updating, we feel that the general 
points in the brief are certainly ones that are 
as in need of consideration now as in the 
past.

This brief is being presented by the four 
federations of trade unions in the Atlantic 
Provinces, and we point out that our views 
on the need for a comprehensive regional eco
nomic policy for the Atlantic region has 
recently been made known to the federal gov
ernment. It is only within the context of this 
over-all policy that our attitude on matters of 
transportation can be fairly judged.

The economic problems of the Atlantic 
provinces are such that they will yield to 
nothing short of a massive program of co
ordinated and comprehensively planned 
regional economic development.

To this end, we suggest that the Federal 
Government take the initiative by establish
ing a single agency, or department of govern
ment and since we have written this brief we 
do know the regional disparity council has 
been formed. After looking over the estimates 
that have been provided by the government 
we feel that this still falls far short of the 
economic needs if we are going to give the 
necessary stimuli, the shot in the arm, to the 
economy of this particular region.

At this particular point I see that my con
frere, Mr. Carew, is here and I am going to 
ask him to take over if you do not mind, Mr. 
Chairman.

Mr. A. B. Carew (Director of Research. 
Nova Scotia. New Brunswick. Prince Edward 
Island and Newfoundland Federations of 
Labour): Do you wish me to go ahead with 
reading the brief?

The Chairman: As we have so many briefs, 
please summarize it briefly.

Mr. Carew: Well, as Mr. Bell has pointed 
out, we are extremely concerned with the 
continuing stagnation of this Maritime econo
my and we believe, as we have stated to the 
government before, that it is only going to 
yield to a massive injection of capital in a 
co-ordinated and comprehensively planned 
regional economic development.

Because of the disadvantageous state of the 
economy we feel that a regional transporta
tion policy for the Maritimes requires a dif
ferent emphasis from that which one finds in

[Interpretation]
n’avons pas révisé le mémoire car nous pen
sons que les points principaux sont toujours 
les mêmes. Nos problèmes sont pratiquement 
toujours les mêmes et pour cette raison bien 
que le mémoire ait probablement besoin d’ê
tre mis à jour, nous estimons que les points 
principaux du mémoire sont ceux qui doivent 
être étudiés maintenant tout comme par le 
passé.

Ce mémoire est présenté aux noms des 
quatre fédérations provinciales du travail des 
provinces de l’Atlantique. Nous disons juste
ment que nos opinions concernant une politi
que de transport ont récemment été commu
niquées au gouvernement fédéral. C’est seule
ment dans ce contexte que notre attitude en 
matière de transport peut être adéquatement 
jugée. Les problèmes économiques des pro
vinces de l'Atlantique sont d’un tel ordre que 
leur solution exigera la mise en vigueur d’un 
programme de développement coordonné por
tant sur toute l’économie de la région dans 
son ensemble.

A cette fin, nous suggérons donc que le 
gouvernement fédéral prenne l’initiative et 
établisse soit une agence, soit un ministère 
gouvernemental qui sera la seule autorité res
ponsable. Depuis que nous avons rédigé ce 
mémoire, nous savons que le Conseil sur les 
disparités régionales a été établi, mais en 
examinant les prévisions budgétaires du gou
vernement, nous estimons que cela ne va pas 
assez loin quant aux besoins économiques, si 
nous voulons donner un encouragement 
sérieux à l’économie de cette région.

Je vois, maintenant, que M. Carew est ici, 
je vais donc lui demander de continuer, si 
vous n’y voyez aucune objection, monsieur le 
président.

M. A. B. Carew (Directeur de la recherche. 
Fédérations du travail de Nouvelle-Écosse, du 
Nouveau-Brunswick, de l'île du Prince-
Édouard et de Terre-Neuve): Voulez-vous que 
nous lisions le mémoire?

Le président: Non, je préférerais que vous 
le résumiez, étant donné le nombre de 
mémoires que nous avons.

M. Carew: Comme M. Bell l’a suggéré, nous 
sommes très préoccupés par le marasme per
manent de l’économie dans les Maritimes et 
nous pensons, comme nous l’avons déjà dit au 
gouvernement, que ce qu’il faut c’est une 
injection oe massive de capitaux dans un pro
gramme coordonné et planifié de développe
ment régional.

Du fait de l’état déplorable de l’économie, 
nous pensons qu’une politique régionale des 
transports dans les Maritimes devrait être 
établis sur des bases entièrement différentes
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[Texte]
the MacPherson Commission Report on which 
the National Transportation Act was based. 
The objective of the Transportation Act was 
to isolate the transportation policy from pub
lic policy essentially, the public policy consid
erations, and that a system be created where
by competing modes of transport would carry 
traffic according to their natural cost advan
tage, and under which subsidies which had 
previously distorted the competitive picture 
were to be gradually eliminated. This is the 
basic concept which we agree with; organized 
labour has agreed with this position.

Thus, as a basic principle, the transporta
tion system was not to be inextricably bound 
up with public policy considerations so as to 
render it fundamentally inefficient in the way 
that it has been over the years. But under 
particular circumstances it is entirely appro
priate for the government to use transporta
tion to subsidize communities and areas 
which are at an economic disadvantage or for 
some other public policy reason require sub
sidization. We feel that this argument applies 
particularly to the Maritime region at the 
moment.

While we feel that there is a definite need 
for subsidization, we also feel that the princi
ple of the MacPherson Royal Commission and 
the National Transportation Act should not be 
distorted and so we feel that so as not to 
divert from the basic principles underlying it, 
the government must equalize its subsidies 
over various transportation modes, thus 
guarding against any distortion of the natural 
cost relationships under which an efficient 
system must be based.

This type of subsidization has its precedent 
in the Maritime Freight Rates Act of 1927, 
and we feel that this should be continued 
with some definite changes, both qualitative 
and quantitative.

We feel that the Freight Rates Act has been 
inadequate because with the 20 per cent roll
back on intra-Maritime region freight move
ments and the 30 per cent rollback on 
freight originating within the Maritime region 
and moving west, this has still not enabled 
the Atlantic shipper to compete effectively in 
the markets of central Canada.

To rectify this we suggest that the extra 
cost of transportation falling on Atlantic 
producers as a result of the length of haul 
between the Maritimes and central Canada be 
completely underwritten by the government. 
That means that we would suggest that the 20 
per cent or 30 per cent rollback be scrapped 
and that the total amount of the extra cost of 
transportation for shippers in this area be 
covered by the federal government.

[Interpretation]
de celles du rapport de la commission Mac
Pherson sur lequel, d’ailleurs, la Loi nationale 
sur les transports a été fondée. Le but de la 
Loi était d’isoler la politique en matière de 
transport des considérations de la politique 
publique et de créer un système des modes 
de transport concurrentiel en fonction de 
leurs avantages naturels et aux termes des
quels les subventions qui avaient préalable
ment déformé la concurrence seraient pro
gressivement éliminées. C’est le concept de 
base que nous acceptons; le syndicalisme a 
toujours été d’accord avec cette attitude.

Tout d’abord, comme principe de base, les 
réseaux de transport ne devraient pas être liés 
inextricablement aux questions de politique 
pour les rendre foncièrement inefficaces 
comme il l’a été depuis un certain nombre 
d’années. Mais, vu les circonstances particu
lières, il devient très approprié pour le gou
vernement de subventionner les transports 
dans les régions où il y a un désavantage éco
nomique ou sil y a une autre raison pour la 
justifier. Nous croyons que cet argument s’ap
plique tout particulièrement aux Maritimes à 
l’heure actuelle.

Bien que nous soyons d’accord et que nous 
convenions qu’on a besoin de subventions, 
nous admettons aussi que le principe du rap
port de la commission MacPherson et de la Loi 
nationale sur les transports ne doit pas être 
déformé. Évidemment le principe de base qui 
l’anime, donc, veut que le gouvernement éga
lise ces subventions et les répartisse sur les 
divers modes de transport, éliminant ainsi les 
différences qu’il y a entre les divers modes de 
transport.

Ce type de subvention a son précédent dans 
la Loi sur les tarifs de transport dans les 
Maritimes de 1927 et nous pensons que cela 
doit continuer avec quelques changements 
qualitatifs et quantitatifs.

Nous estimons que la Loi sur les taux de 
transport des marchandises des provinces 
Maritimes a été inadéquate, étant donné la 
réduction de 20 p. 100 à l’intérieur des Mariti
mes et la réduction de 30 p. 100 du tarif 
marchandises dont l’origine est dans les 
Maritimes et qui sont transportées vers l’Ouest 
ce qui n’a pas encore permis à l’expéditeur de 
l’Atlantique de faire la concurrence sur les 
marchés du centre du Canada. Pour corriger 
cette situation, nous suggérons que les frais 
supplémentaires de transport pour les produc
teurs de l’Atlantique, du fait du long parcours 
entre les Maritimes et le centre du Canada, 
soient complètement défrayés par le gouver
nement. En d'autres termes, nous suggérons 
que les 20 p. 100 ou les 30 p. 100, la réduction 
de 20 ou de 30 p. 100 soit éliminée et que le 
total des frais supplémentaires de transport
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We feel that this could be done, as was 
suggested by the Maritime Transportation 
Commission before the MacPherson Royal 
Commission, on the basis of the 1 per cent 
waybill analysis under which you would take 
any given commodity sold in central markets 
and shipped from the Atlantic region and 
over a period of a year you would find out 
what the cost of shipping a certain quantity 
or a certain weight would be, and compare it 
with the cost of shipping the same commodity 
from other areas of Canada to the central 
Canadian market. This is what we suggested 
in terms of a quantitative improvement of the 
Maritime Freight Rates Act.

Qualitatively we feel that this subsidization 
should be offered to all modes of transporta
tion so as not to distort, as we say, the nat
ural competitive picture. In the railway indus
try, for instance, this would include the ex
tension of any subsidization offered to express 
freight, which at the moment I understand is 
excluded from the freight rate subsidization 
under the Act. We feel that it should be 
extended to this area.

A point that we did not bring out in our 
brief at the time this was presented, but 
which is now, perhaps, a more relevant 
aspect, is that in view of the anticipated blos
soming of Halifax as the natural focal point 
in the North American land-bridge transporta
tion network, and since it appears to be the 
fundamental fact the federal government is 
relying upon to inject some stimulant into the 
Maritime economy, the stimulus for 
indigenous industries within this area, we feel 
that the subsidization under the Maritime 
Freight Rates Act should be extended also to 
cover the following types of shipment which 
have so far been excluded from its coverage.

First of all, we feel that traffic originating 
in or destined for the United States should 
also be covered by this type of subsidy 
because, if Halifax is to become the focal 
point of this containerization unit train sys
tem, it would be drawing on traffic originat
ing in or bound for the United States. In 
effect, it would be competing with New York 
and if it is to be effective it has to win the 
American traffic that would otherwise go to 
New York.

Second, we feel that import traffic should 
now be covered by the freight rates subsidi
zation which is not the case at the moment. 
Third, export traffic not originating within

[Interpretation]
pour les expéditeurs de cette région soient 
couverts par le gouvernement fédéral.

Nous croyons qu'on pourrait le faire comme 
il a été suggéré par la Commission des trans
ports maritimes devant la Commission royale 
d’enquête MacPherson, sur la base de l’ana
lyse de 1 p. 100 des feuilles de route pour 
certaines marchandises expédiées des régions 
de l’Atlantique au cours d’une année et vous 
sauriez alors ce que serait le coût d’expédi
tion pour un produit donné. Vous pourriez 
ensuite le comparer aux frais de transport de 
la même denrée d’autres parties du Canada 
vers les marchés du centre du Canada. C’est 
ce que nous avons suggéré sous forme d’amé
lioration quantitative de la Loi sur les tarifs 
des transports dans les Maritimes.

Du point de vue de la qualité, nous esti
mons que cette subvention devrait être offerte 
à tous les modes de transport afin de ne pas 
déformer la nature de la concurrence natu
relle. Dans l’industrie des chemins de fer, par 
exemple, ceci comprendrait l’extension de 
toute subvention jusqu’aux messageries des 
marchandises, parce que, si j’ai bien compris, 
cela n’est pas compris. Nous croyons com
prendre que les transports des marchandises- 
messageries sont à l’heure actuelle exclus de 
la Loi. Nous estimons qu’on devrait l’étendre 
à ce domaine.

Un point que nous n’avons pas soulevé dans 
notre mémoire, au moment où nous l’avons 
rédigé, et qui serait peut-être maintenant 
beaucoup plus pertinent, c’est que, vu le 
développement possible d'Halifax comme tête 
de pont de l’Amérique du Nord. Le fait que le 
gouvernement fédéral compte sur cela, juste
ment pour encourager le pays et stimuler l’é
conomie des Maritimes, stimuler les indus
tries indigènes de cette région, nous estimons 
que la subvention, en vertu de la Loi sur les 
taux de transport des marchandises dans les 
provinces Maritimes, devraient aussi s’éten
dre à d’autres secteurs, qui, jusque-là, n’ont 
pas été visés.

Tout d’abord, nous croyons que le trafic 
dont l’origine ou la destination est les États- 
Unis devrait aussi être visé par ce genre de 
subventions, car si Halifax devient la tête de 
pont du système de trains unitaires et de 
transport par cadres, il aura un trafic venant 
des, et destiné aux États-Unis. En fait, il fera 
concurrence à New York. Si, donc, on veut le 
rendre effiegee, il doit gagner le trafic améri
cain qui autrement serait destiné à New York.

Deuxièmement, nous croyons que le trafic 
d’importation devrait aussi être maintenant 
visé par la subvention, ce qui n’est pas le cas 
à l’heure actuelle. Troisièmement, les expor-
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the Maritime freight rate area should be cov
ered. At the moment export traffic originating 
within the area is eligible for subsidization. 
We feel that this should be extended to traffic 
that originates east of the Atlantic region.

This is the substance of our original sub
mission. We would also like to point out that 
we feel less than elated about the proposed 
development plan for the Atlantic area which 
was announced earlier this week by the Min
ister of the new department—the regional 
economic expansion department, I believe it 
is called. It seems to us that what the Atlantic 
region is being offered here is some more “ad 
hocery”. There is still no cover-all plan for 
the Atlantic region that would make any kind 
of sense of the piecemeal developments that 
are taking place.

Included in this is the very transportation 
policy which your Committee is considering 
now, which the Department of Transport has 
been' working on for this region for the last 
couple of years. It seems to us that the gov
ernment has not brought its various depart
ments together in considering this. Depart
ment of Manpower is, from our experience, 
inadequate and not equipped to deal with the 
kind of problems that will be facing it if this 
injection of capital in particular regions with
in the Atlantic area goes ahead.

It seems to us rather senseless that a trans
portation policy is being considered separate 
and apart from the regional economic devel
opment program itself, and while we agree 
with the establishment of the department, we 
feel that the timing and the co-ordination of 
its activities has been less than adequate.

The Chairman: Mr. Allmand?

Mr. Allmand: Mr. Chairman, in the brief 
the Federation of Labour suggests that the 
subsidies that presently apply to railways be 
extended to truckers. When we were in New 
Brunswick and heard the Trucking Federa
tion I was surprised to learn that most of the 
trucking industry in New Brunswick is not 
unionized.

Mr. Carew: Yes.

Mr. Allmand: What is the situation in Nova 
Scotia and the other Atlantic provinces with 
respect to the trucking industry?

[Interprétation]
tâtions qui n’ont pas leur origine dans la 
région visée par la Loi devraient faire l’objet 
de subventions. A l’heure actuelle, les expor
tations venant de l’extérieur de la région sont 
visées par les subventions, et nous trouvons 
que cela devrait s’appliquer aussi au trafic 
qui vient de l’est de la région de l’Atlantique.

Voilà le cœur même de notre mémoire ori
ginal. Nous voudrions aussi signaler que nous 
ne sommes moins qu’enthousiastes au sujet du 
projet de développement de la région de l’At
lantique qui a été annoncé, plus tôt cette 
semaine, par le ministre du nouveau minis
tère de l’expansion économique régionale. Il 
nous semble que ce qu’on offre à la région de 
l’Atlantique maintenant c’est encore des 
mesures temporaires et il n’y a aucun plan 
d’ensemble pour la région de l’Atlantique qui 
donnerait un certain sens au développement 
fractionnaire qu’on a favorisé jusque là.

Et la preuve c’est justement la politique sur 
les transports que votre Comité étudie à 
l’heur e actuelle et que le ministère des Trans
ports essaie de développer dans cette région 
depuis quelques années.

Il nous semble que le gouvernement n’a 
justement pas coordonné ses différents minis
tères sur cet aspect. Le ministère de la Main- 
d’œuvre, d’après notre expérience, est insuf
fisant et n'est pas organisé de façon à pou
voir régler le genre de problèmes auxquels il 
devra faire face si le capital et les investisse
ments dans cette région de l’Atlantique se 
poursuivent.

Il nous semble plutôt stupide qu’une politi
que en matière de transport soit étudiée indé
pendamment du programme de développe
ment économique régional lui-même.

Nous croyons tout simplement que le 
moment choisi, bien que nous soyons d’ac
cord sur le principe même de la politique, 
pour mettre en vigueur cette politique, semble 
loin d’être adéquat.

Le président: Monsieur Allmand.

M. Allmand: Monsieur le président, dans le 
mémoire, la Fédération du travail suggère 
que les subventions qui s’appliquent à l’heure 
actuelle aux chemins de fer s’appliquent aussi 
aux camionneurs. Quand nous étions au Nou
veau-Brunswick, nous avons entendu la Fédé
ration des camionneurs, j’ai été surpris d’ap
prendre que la plus grande partie de l’indus
trie du camionnage n’est pas syndiquée.

M. Carew: Exact.

M. Allmand: Quelle est la situation en Nou
velle-Écosse et dans les autres provinces, à 
cet égard?
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Mr. Bell: Pretty well the same; the trucking 

industry in this part of the country, the entire 
Atlantic region, is not organized to the same 
extent that the rail industry is. Nevertheless, 
we look upon highway transportation as being 
tied up with highway transportation equally 
in the over-all solution to the problem. For 
this reason, while we regret the fact that they 
arc not organized, nevertheless we feel that 
industry should also be developed to a great
er degree than is the case at the moment.

Mr. Allmand: Despite the fact that it is not 
organized, are the wage rates in the trucking 
industry on a par with wage rates in the 
railway industry and trucking in other parts 
of Canada?

Mr. Bell: No, but at least they are covered 
by the Canada Labour (Standards) Code 
which does provide minimum standards such 
as limitation on hours or work, overtime, the 
question of hours per week and the minimum 
wage under the federal code, which is per
haps a factor of unfair competition. We 
acknowledge that but at the same time we are 
naturally hopeful that in time this unfair 
competition will be eliminated by standards 
being improved.

There is also the question of supply and 
demand. Competent truckers are scarce; thjy 
are a skilled type of workman and in tie 
general play of supply and demand naturally 
the wage rates of truckers and conditions of 
employment now are naturally substantially 
better than what they were in the past, even 
though they are still below the standards of 
the railway workers who are organized.

Mr. Allmand: Do you have any information 
on how well the trucking companies are 
doing? We sort of get the impression that the 
trucking companies in the Maritime provinces 
are doing quite well now without the 
subsidies.

Mr. Bell: We are thinking in terms of pro
moting a type of subsidy that will encourage 
perhaps an organized, scheduled long-haul 
type of arrangement, not the inter-regional 
transportation that perhaps you have heard 
about in Fredericton. We are thinking in 
terms of promoting and encouraging road 
transport to the point where we will have 
scheduled services to other parts of Canada, 
and perhaps this type of service would call 
for some type of subsidization.

Mr. Carew: May I make a point on that 
particular aspect? At the bottom of page 6 of 
the brief you will notice that we mention that

[Interpretation]
M. Bell: Pratiquement la même; l’industrie 

du camionnage, dans cette partie du pays et 
dans toute la région de l’Atlantique n’est pas 
syndiquée de la même façon que l’industrie 
du chemin de fer l’est. Néanmoins, nous esti
mons que le problème des transports est lié 
au problème des transports pour la solution 
d’ensemble au problème. Pour cette raison, 
bien que nous regrettions que cette industrie 
ne soit pas syndiquée, nous estimons quand 
même que l’industrie devrait être développée 
plus qu’elle ne l’est à l’heure actuelle.

M. Allmand: Malgré le fait qu’elle ne soit 
pas organisée, est-ce que les salaires dans 
l’industrie du camionnage sont sur un pied 
d’égalité, par exemple, avec les salaires payés 
dans l’industrie du chemin de fer dans d’au
tres parties du Canada?

M. Bell: Non, mais au moins ils sont cou
verts par la Loi sur le code du travail qui 
prévoit certaines normes, des limites sur les 
heures de travail, qui prévoit des heures sup
plémentaires, et la question des heures de 
travail par semaine. Le salaire minimum 
garanti, etc .. En même temps, nous espé
rons à la longue que cette concurrence 
déloyale sera éliminée par l’amélioration des 
normes.

Il y a aussi la question d’approvisionne
ment. Les camionneurs compétents sont rares. 
C’est un travail spécialisé et même en l’ab
sence de syndicats, les conditions de travail 
et les salaires sont beaucoup mieux qu’ils ne 
l’étaient autrefois, bien qu’ils soient encore 
inférieurs au niveau des chemins de fer. Car 
les employés des chemins de fer sont 
organisés.

M. Allmand: Auriez-vous des renseigne
ments quant aux résultats obtenus par les 
sociétés de camionnage? Nous avons l’impres
sion que ces compagnies réussissent assez 
bien maintenant sans la subvention.

M. Bell: Nous songeons à promouvoir le 
genre de subventions qui pourraient peut-être 
encourager un programme intégré, et non pas 
le transport régional dont on vous a peut-être 
parlé à Frédéricton. Nous songeons surtout à 
promouvoir et à encourager le transport rou
tier au point où nous aurons un programme 
déterminé, un horaire déterminé, vers les 
autres endroits du Canada. Ce genre de ser
vice exigerait peut-être une certaine forme de 
subventions.

M. Carew: Est-ce que je pourrais ajouter 
quelque chose à ce que vous avez dit sur cet 
aspect? A la page 6 de notre mémoire, vous
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we want the subsidization extended to all 
modes of transport, but we would also like 
some study made of hidden subsidization, and 
this is a very complex area. We are not par
ticularly interested in doing the truckers a 
big favour by advocating that they be given a 
big hand-out in the same way as the railways, 
because we feel that the truckers here are 
already subject to a considerable amount of 
hidden subsidization.

One of the points you raised, the abysmally 
low wage rate in this region for truckers, is 
in itself a form of subsidization. There is also 
the subsidization of the road system. We feel 
that the truckers probably do not pay any
where near their fair share of the cost of 
roads; they use them, in effect, as private 
citizens. They are not really contributing to 
the upkeep of the roads in the way the rail
ways are forced to keep up their own rail 
network, so we feel that as part of the quid 
pro quo of extending subsidization to the 
trucking industry, there would also be an 
examination made of all kinds of hidden sub
sidies to that industry.

Mr. Allmand: Going to another point, in 
your brief at page 7 you state that following 
the change of rates for L.C.L. freight there 
were 700 lay-offs in the Maritimes, and you 
more or less imply that the 700 lay-offs were 
due to the change in rates. I notice your 
figures are for September, 1967 and it is my 
understanding that since that time total ton
nage railway traffic in the Maritimes has 
increased.

Mr. Carew: We have later figures now for 
that. In actual fact, total carload freight in 
the Maritimes has increased since that period. 
In the last four quarters, that is, say, the 
period from September, 1967 to September, 
1966 total carload traffic in the Maritimes has 
increased by about 8 per cent.

In the last twelve-month period less-than- 
carload traffic has been 75 per cent less than 
it was in the twelve-month period preceding 
the change in freight rates, and this has had a 
direct effect on employment. Employment in 
the railway industry in the Atlantic region is 
something like 17 per cent less than it was 18 
months ago.

Mr. Allmand: I felt that the cargo connec
tion that you tried to make, between the 
change in the LCL rates and unemployment, 
may not have been quite fair because of the 
fact that I think total tonnage has increased. 
In what areas were these 700 laid off? Were 
they in the running trades?

[Interprétation]
remarquerez que nous avons mentionné que 
la subvention s’applique à tous les modes de 
transport. Nous voudrions aussi qu’on fasse 
une étude des subventions cachées, c’est un 
domaine très complexe. Nous ne sommes pas 
tellement intéressés à faire des faveurs pour 
les camionneurs en leur donnant les mêmes 
choses que les chemins de fer, car nous esti
mons que les camionneurs ont déjà l’avanta
ge de subventions cachées.

Un des points que vous avez soulevés vous- 
même, soit les salaires très bas dans cette 
région pour les camionneurs, est dans une 
certaine mesure une forme de subventions. Il 
y a aussi la subvention du réseau routier. 
Nous estimons que les camionneurs ne paient 
pas vraiment leur juste part du coût de l’en
tretien des routes, dans le sens qu’ils les 
emploient à titre de citoyens normaux. Ils ne 
contribuent vraiment pas au maintien et à 
l’entretien des grandes routes, tout comme les 
chemins de fer, par exemple, doivent le faire 
pour leur propre réseau de ligne. Et alors, la 
raison d’être des extensions et des subven
tions à l’industrie du camionnagé comportent 
aussi ces subventions cachées.

M. Allmand: Dans votre mémoire, à la page 
7, vous dites qu’à la suite du changement de 
tarif pour les chargements incomplets il y a 
eu 700 mises en disponibilité dans les Mariti
mes. Et, vous prétendez que cela est dû juste
ment au changement de structure des taux. 
Mais, je remarque que vos chiffres remontent 
à septembre 1967. Si j’ai bien compris, depuis 
ce temps-là, le trafic total dans les Maritimes 
a augmenté.

M. Carew: Nous avons des chiffres plus 
récents à cet égard. En fait, le volume total 
des marchandises depuis ce temps a 
augmenté. Au cours des quatre derniers tri
mestres, soit de septembre 1967 à septembre 
1968, le total a augmenté d’environ 8 p. 100. 
Depuis douze mois, le trafic des chargements 
incomplets a passé de 75 p. 100 par rapport à 
la période de douze mois qui a précédé la 
modification du tarif-marchandises, ce qui a 
évidemment influé sur l’emploi. L’emploi dans 
l’industrie ferroviaire de la région de l’Atlan
tique est environ 17 p. 100 moins élevé qu’il y 
a dix-huit mois.

M. Allmand: J’estimais que le lien avec le 
frêt que vous essayiez d’établir entre la modi
fication du tarif des chargements incomplets 
et le chômage n’était pas tout à fait juste en 
raison du fait que le volume des marchandi
ses transportées a augmenté. Mais, dans quels 
secteurs ces 700 ont-ils été mis à pied? S’a
git-il du personnel roulant?
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Mr. Carew: No; I believe they were mostly 

in express freight, the cartage section of the 
railway industry.

Mr. Allmand: Most of them were in express 
freight?

Mr. Carew: I believe so; those involved in 
pickup and delivery, warehousing, and so on.

Mr. Allmand: Were they more or less 
spread out throughout the Maritimes or were 
they centered in one region, such as 
Moncton?

Mr. Carew: Perhaps Mr. Abbott could 
answer that question. Mr. Abbott is from the 
Canadian Brotherhood of Railway Transport 
and General Workers.

Mr. L. K. Abbott (Canadian Brotherhood of 
Railway Transport and General Workers):
Mr. Chairman, at the time of the sudden 
layoff last year approximately 500 people 
were laid off from the express freight ser
vices; others were laid off from the Moncton 
shops, and these were machinists or federated 
craft people. Actually 700 was the figure, but 
there were more than that, because of spare 
employees who had been working at the time 
who also were laid off. Therefore, the actual 
figure would be more than 700 at that time.

Mr. Allmand: Since that time, sir, have any 
of these men been back on or has there been 
an increase in employment on the railways in 
other areas?

Mr. Abbott: There has been some increase. 
An important matter for the Committee to 
bear in mind is that the flow of traffic at the 
moment is fairly steady, but a lot of this is 
due to the dock strikes in the United States. 
We feel that as soon as these strikes are set
tled the traffic is going to decline again and 
we will probably be faced with another layoff 
on the railway. But we hope not.

Mr. Allmand: That is all, Mr. Chairman.

The Chairman: Mr. Perrault?

Mr. Perrault: Mr. Chairman, I would like 
to ask a question arising out of the suggestion 
that subsidies should be extended.

First of all, on the proposal that there 
should be a subsidy paid to the trucking 
industry, I would like to ask the labour

[Interpretation]
M. Carew: Non, je crois que c’est plutôt du 

service marchandises rapide, le secteur de 
factage de l’industrie ferroviaire.

M. Allmand: La plupart étaient dans le ser
vice de factage?

M. Carew: Oui, je le crois. Ceux qui tra
vaillaient dans les entrepôts, aux livraisons, 
etc.

M. Allmand: Est-ce qu’ils étaient de toutes 
les parties des Maritimes ou d’un endroit en 
particulier, comme Moncton?

M. Carew: M. Abbott pourrait peut-être 
répondre à votre question. M. Abbott repré
sente la Fraternité canadienne des cheminots 
et employés des transports et autres ouvriers.

M. L. K. Abbott (Fraternité canadienne des 
cheminots et employés des transports et 
autres ouvriers): Au moment de la mise en 
disponibilité l’an dernier, environ 500 person
nes ont été mises en disponibilité du service 
de factage; d’autres employés des ateliers de 
Moncton ont été mis en disponibilité. Il s’agis
sait surtout de machinistes ou des hommes de 
métier. On a cité le chiffre de 700, mais il y 
en avait plus en raison des surnuméraires qui 
travaillaient en ce moment-là et qui ont éga
lement été mis à pied. En d’autres termes, le 
chiffre total aurait été de plus de 700 à ce 
moment-là.

M. Allmand: Depuis ce temps, monsieur, 
est-ce que certains de ces hommes ont été 
rappelés au travail ou est-ce qu’il y a eu une 
augmentation du nombre d’emplois offerts par 
les chemins de fer dans d’autres régions?

M. Abbott: Oui, il y a eu une augmentation. 
Je crois que la Commission ne devrait pas 
oublier que même si, à l’heure actuelle, le 
trafic est plutôt constant, c’est dû en grande 
partie aux grèves des débardeurs aux États- 
Unis. Nous estimons que du moment que la 
grève des débardeurs aux États-Unis sera 
réglée, le trafic diminuera encore une fois et 
nous aurons probablement à faire face à une 
autre mise en disponibilité de la part des 
chemins de fer. Nous espérons que non.

M. Allmand: C’est tout, monsieur le 
président.

Le président: Monsieur Perrault?

M. Perrault: J’aimerais poser une question 
relative à la proposition qu’on devrait prolon
ger les subventions.

Tout d’abord, la proposition de verser une 
subvention à l’industrie du camionnage. J’ai
merais demander aux représentants syndi-
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representatives here whether or not, in their 
view, the suggestion seems to ignore the fact 
that it would still be impossible to ensure that 
the carrier passes the benefit on to the ship
per? It seems to ignore the difficulty of defin
ing the phrase “trucking industry”. Would 
this subsidy extend only to public carriers, or 
would shippers operating a private means of 
transport receive some kind of benefit?

Let me explain, Mr. Chairman. If a shipper 
with a private mode of transport is denied 
the subsidy will he not be encouraged to form 
his own public company, thereby encouraging 
a proliferation of truckers? I think the impor
tant thing is to make certain that the benefit 
is passed on. Could they comment on that?

The Chairman: I would rather have them 
answer a question.

Mr. Perrault: That is a question.

The Chairman: It is not a question; it is a 
comment. If we ask everyone to answer a 
comment...

Mr. Perrault: Mr. Chairman, that is a ques
tion and they are ready to answer it. Let us 
hear their answer.

Mr. Bell: I would prefer that it be passed 
on to the shipper. I also think it should be 
contingent on the shipper receiving the ulti
mate benefit.

Mr. Perrault: You suggest there is a dan
ger, though. Do you think this is a valid...

Mr. Carew: I think this is a danger. If a 
situation such as you describe arose perhaps 
this would be a matter that the Prices and 
Income Board, which has just been estab
lished here, would have the power to look at 
and report on.

Mr. Perrault: It was suggested that the 1 
per cent waybill analysis be used as a basis 
for comparing charges paid by Atlantic area 
shippers with those paid by their competitors.

Is breaking down a 1 per cent sample to 
compare individual movements statistically 
valid? It seems to be very roughly worded.

Mr. Carew: I am not a transportation 
economist myself, but I believe this is a sys
tem which is used by the CTC for analyzing

[ I nterprétation]
eaux ici, si, à leur avis, la suggestion semble 
ignorer le fait qu’il serait toujours impossible 
d’assurer que le transporteur fasse bénéficier 
l’expéditeur de cette économie. On semble 
négliger la difficulté de définir «l’industrie du 
camionnage». Est-ce que cette subvention 
s’appliquerait simplement aux transporteurs 
publics ou si les expéditeurs qui avaient leurs 
propres moyens de transport en bénéficie
raient aussi?

Permettez-moi d’expliquer, monsieur le 
président. Si un expéditeur ayant ses propres 
moyens de transport n’a pas droit à la subven
tion ne serait-il pas alors tenté de former sa 
propre société constituée, augmentant ainsi le 
nombre de camionneurs? A mon avis, l’im
portant est de s’assurer que l’expéditeur 
bénéficie de cet avantage. Je me demande 
s’ils pourraient commenter a ce sujet.

Le président: Je préférerais qu’ils répon
dent à une question.

M. Perrault: C’en est une.

Le président: Non, ce n’est pas une ques
tion mais bien un commentaire. Si on 
demande à chacun de donner la réplique à un 
commentaire...

M. Perrault: Il s’agit bel et bien d’une ques
tion et ils sont prêts à nous donner la 
réponse. Écoutons donc leur réponse.

M. Bell: Nous préférerions que l’expédi
teur bénéficie des économies entraînées. Il fau
drait en faire une condition nécessaire.

M. Perrault: Vous laissez entendre qu’il y a 
un risque, cependant. Vous croyez que c’est 
valide...

M. Carew: Je crois que c’est un risque. Si 
la situation était telle que vous la décrivez, il 
s’agirait d’un domaine où la Commission des 
prix et des revenus, qu’on vient de créer ici, 
pourrait faire enquête et présenter un 
rapport.

M. Perrault: On a proposé qu’on utilise l’a
nalyse de 1 p. 100 de la feuille de route pour 
comparer les tarifs payés par les expéditeurs 
de la région de l’Atlantique avec ceux de leurs 
concurrents.

Est-ce qu’il serait valide du point de vue 
statistique de ventiler un échantillon de 1 p. 
100 pour comparer des expéditions indivi
duelles? Il me semble que c’est exprimé assez 
vaguement.

M. Carew: Je ne suis pas économiste dans 
le domaine des transports, mais je crois com
prendre que la CCT emploie ce système pour
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[Text]
all kinds of aspects of transportation in Cana
da. I understand it is the most convenient 
way they have of analyzing trends in freight 
shipping, and so on.

Mr. Perrault: It seems to be a very small 
sample on which to determine policy.

Mr. Carew: You would be basing that sam
ple on the performance of a whole year. We 
are suggesting that It would be taken over a 
year. You are testing a fairly wide net over 
that length of time. It is 1 per cent for the 
whole year.

Mr. Perrault: Mr. Chairman, the Canadian 
Labour Congress has pointed out on many 
occasions, and again recently, the danger of 
inflation in this country, and we are all con
cerned about it. On page 6, where we read of 
subsidies paid to transportation facilities, this 
phrase appears:

Such a program need not be too 
cumbersome

Obviously, there has been some analysis of 
the cost to the Canadian treasury of providing 
these additional subsidies. Would you provide 
us with a suggested estimated burden which 
will not be too cumbersome?

Mr. Carew: We have no figures on that. 
The reference there to the system being cum
bersome is not to the amount of money 
implicit in the subsidization, as you would go 
about analyzing freight shipped. We are sug
gesting that the 1 per cent waybill analysis is 
not cumbersome. I feel that the subsidization 
may be very handy.

Mr. Perrault: So the word “cumbersome” 
refers to the method of analyzing how the 
subsidy can be determined.

This is my Anal question, Mr. Chairman. In 
your view should subsidies be paid for an 
indeterminate length of time, or do you regard 
a program of increased subsidization as one 
step, in conjunction with other measures, to 
build up the economic health of the Mari
times, and that eventually subsidies can be 
removed?

Mr. Carew: On principle, I do not feel that 
subsidies should be continued indefinitely, 
but in the absence of any comprehensive, 
regional economic plan for this area—and a 
comprehensive and economic plan, I would 
imagine, would set time limits and precise 
goals—I feel that the subsidization has to con
tinue on and on until some change is detected 
in the quality of economic life in this region.

[Interpretation]
analyser de nombreux aspects des transports 
au Canada. Si j’ai bien compris, c’est la meil
leure façon, à l’heure actuelle, d’analyser l’é
volution des expéditions et ainsi de suite.

M. Perrault: Il me semble que l’échantillon 
est plutôt restreint pour qu’on puisse y baser 
une politique.

M. Carew: Votre échantillon sera basé sur 
le rendement d’une année entière. Nous pro
posons que ce soit étendu sur une année. Une 
telle période de temps nous permet d’analyser 
un champs assez vaste. C’est 1 p. 100 de toute 
l’année.

M. Perrault: Monsieur le président, le Con
grès du travail du Canada a signalé à plu
sieurs reprises, et encore récemment, le dan
ger d’inflation dans notre pays, et cela nous 
préoccupe tous. A la page 6, lorsque vous 
parlez de subventions versées aux transpor
teurs, vous dites:

• un tel programme ne sera pas nécessai
rement trop lourd»

Évidemment, il y a eu une certaine analyse 
du coût de ces subventions supplémentaires 
au Trésor canadien. Est-ce que vous pourriez 
nous donner le coût estimatif du fardeau en 
cause qui ne serait pas trop lourd?

M. Carew: Nous n’avons pas de chiffres à 
ce sujet. Lorsqu’on dit que le système consti
tue un lourd fardeau, on ne parle pas de la 
somme d’argent en cause pour les subven
tions, c’est plutôt la façon dont on fait l’ana
lyse des expéditions. Nous proposons que l’a
nalyse de 1 p. 100 des feuilles de route ne 
serait pas compliqué. Il me semble que les 
subventions seraient utiles.

M. Perrault: Donc lorsqu’on parle de lour
deur on parle de la façon dont on établit la 
subvention.

Et ma dernière question, est-ce que, à votre 
sens, on devrait verser des subventions pen
dant un temps illimité ou est-ce que vous 
estimez qu’un programme de subventions 
accrues est un pas, entre autres mesures, vers 
une amélioration de l’économie des Maritimes 
et qu’à la longue nous pourrions les enlever?

M. Carew: En principe, je n’estime pas 
qu’on doive continuer les subventions indé
finiment. Mais en l’absence d’un programme 
économique régional d’ensemble pour ce sec
teur, et j’imagine qu’un tel programme d’en
semble comporterait aussi des objectifs précis 
ainsi que des dates limites, il me semble qu’il 
faudrait maintenir la subvention jusqu’à ce 
qu’il y ait un changement notable dans la
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[Texte]

I feel that this is a very unsatisfactory way 
of going about it, but until the federal gov
ernment is prepared to state some precise 
goals in its regional economic policy, in its 
regional program, I think our policy for 
transportation has to be just as vague.

Mr. Perrault: I was interested in ...

Mr. Bell: Mr. Chairman, if I may interrupt, 
our view on the questions of the justification 
for, and the continuation of, subsidization in 
this particular region, being an economic dis
parity region, is that they are justified as long 
as they are economic pump-primers. To the 
point that we can get into the main flow of 
the economic stream of the nation we feel 
that subsidization can be justified in a region 
of economic disparity.

Mr. Perrault: But you would like to see a 
viable economic base estabished, which would 
eventually eliminate the need for subsidies?

Mr. Bell: Yes, certainly; if we can come up 
to the national standards. You have got in
flation. We see no signs of inflation in this 
part of the country. You may be constipated 
in British Columbia or Ontario, but we are 
far from constipated down here!

Mr. Perrault: Yes, I know; but the cost of 
living is disturbingly high in the Maritimes, 
together with other parts of the country.

Let me just end with an observation, Mr. 
Chairman. I think that a week after a region
al development policy has been announced is 
too soon really to condemn it as ineffectual.

Mr. Trudel: Mr. Chairman, I would like to 
refer to the second paragraph of the brief, in 
which it is stated:

deterioration of the economic standing of
our region vis-à-vis the rest of Canada.

[Interpretation]
qualité même de la vie économique de cette 
région.

Je trouve que c’est une façon peu satisfai
sante de procéder, mais jusqu’à ce que le 
gouvernement fédéral soit prêt à énoncer les 
objectifs précis de sa politique de développe
ment régional, j’ai l’impression que notre 
politique en matière de transport doit être 
tout aussi vague.

M. Perrault: J’étais intéressé à...

M. Bell: Si vous me le permettez, monsieur 
le président, notre opinion en ce qui concerne 
la justification de la continuation des subven
tions dans cette région en particulier, étant 
donné que la région est défavorisée au point 
de vue économique, est qu’elles sont justifiées 
aussi longtemps qu’elles constituent un stimu
lant économique. Jusqu’à ce que nous fassions 
partie de l’économie du pays, il nous semble 
que la subvention peut se justifier dans une 
région de disparité économique.

M. Perrault: Mais vous voudriez qu’on éta
blisse une base économique viable afin que 
nous puissions, à la longue, éliminer les 
subventions?

M. Bell: Certainement, si nous pouvons 
atteindre le niveau national. Vous avez de 
l’inflation, mais il n’y en a pas dans ce coin 
du pays. Vous souffrez peut-être de constipa
tion en Colombie-Britannique et en Ontario, 
mais ce n’est pas le cas ici.

M. Perrault: Oui, mais le coût de la vie est 
très élevé dans les Maritimes en comparaison 
des autres parties du pays.

Permettez-moi de terminer par une obser
vation. Je crois qu’une semaine après avoir 
annoncé une politique de développement éco
nomique régional, c’est trop tôt pour la 
condamner.

M. Trudel: J’aimerais parler du deuxième 
paragraphe du mémoire, où l’on dit:

la détérioration du niveau économique de 
notre région par rapport au reste du 
Canada

Relative to that same period of time, is it Au cours de la même période de temps, 
no true that in the region labour conditions n’est-il pas vrai que les conditions de travail 
on contracts that have been signed have been des contrats qui ont été signés ont augmenté 
on the increase rather than on the decrease, et non pas diminué, et par conséquent, il n’y 
therefore there is no deterioration in that a pas de détérioration à cet égard, 
respect?

Mr. Carew: I am sorry, Mr. Chairman, I 
did not get all of that question.

The Chairman: Would you please repeat 
your question, Mr. Trudel?

M. Carew: Je m’excuse, je n’ai probable
ment pas saisi toute votre question.

Le président: Est-ce que vous pourriez 
répéter votre question, monsieur Trudel?
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[Text]
Mr. Trudel: I am referring to the second 

paragraph of the brief, where it is stated?
deterioration of the economic standing of 
our region vis-à-vis the rest of Canada

I am suggesting to the witness that labour 
conditions, where there is unionized labour in 
the region, have not been on the down trend 
but rather on the up trend?

Mr. Carew: You are suggesting that it has 
been on the up trend?

Mr. Trudel: Yes; that wage conditions and 
wage parity compared with other areas of 
Canada have not been detrimentally affected 
in this area?

Mr. Carew: I think you are right when you 
are referring to organized labour, but I do 
not think that there has been any noticeable 
improvement in income levels in the Mari
time region, as a whole, in relation to the rest 
of the country. I do no have any figures to 
support one cn .this, but it is my impression 
that over the last 10 or 15 years the situation 
has not improved in any noticeable way.

Mr. Trudel: I gather from your answer, 
then, that organized labour in this area has 
not been suffering particularly, compared to 
the other areas of Canada?

Mr. Bell: Our complaint is that we are usu
ally the last to feel the effects of national 
prosperity and the first to feel the effects of 
national depression. We seem to get it both 
ways. We get the tail end of prosperity and 
take the first count on depression. However, 
we do agree that the general improvements in 
labour standards across the country certainly 
have not been of any economic disadvantage 
to this particular region.

Mr. Trudel: That answers my question, Mr. 
Chairman. I have one other point which I 
believe has been partially answered. It is on 
page 7, relative to the decrease in- carload 
loading by 15 per cent. You corrected that 
figure, I believe, when you gave an answer to 
Mr. Allmand.

This is a subsidized and highly organized 
part of the transport industry in the Mari
times. We have had presentations by other 
people, also in the transport industry in the 
Maritimes, referring to the same period of 
time that you are referring to; they are not 
organized; they are not subsidized; and yet 
they have been able to show increases of 25 
per cent year after year.

Mr. Carew: These are truckers?

[Interpretation]
M. Trudel: Je me reporte au deuxième 

paragraphe où vous parlez de «la détériora
tion du niveau économique de notre région 
par rapport au reste du Canada». Je dis que 
les conditions de travail, lorsque le syndica
lisme existe dans cette région, ne se détério
rent pas mais s’améliorent plutôt.

M. Carew: Vous suggérez qu’elles 
s’améliorent?

M. Trudel: Oui. La parité de salaire et de 
conditions de travail avec les autres régions 
du Canada ne s’est pas détériorée dans cette 
région.

M. Carew: Je crois que vous avez raison 
quand vous parlez du syndicalisme, mais je 
ne crois pas qu’il y ait eu des améliorations 
sensibles du niveau des salaires dans la 
région des Maritimes, dans l’ensemble, par 
rapport au reste du pays. Je n’ai pas les chif
fres à l’appui, mais j’ai l’impression que 
depuis 10 ou 15 ans, la situation ne s’est pas 
tellement améliorée.

M. Trudel: D’après ce que vous dites, le 
syndicalisme n’a pas souffert tout particuliè
rement dans cette région par rapport aux 
autres régions du Canada?

M. Bell: Nous nous plaignons de ce que 
nous sommes les derniers à sentir les effets de 
la prospérité nationale et nous sommes les 
premiers à souffrir de la dépression nationale 
Par conséquent, nous sommes privés dans les 
deux sens. Nous sommes les derniers à jouir 
de la prospérité et les premiers à souffrir de 
la regression économique. Nous estimons tou
tefois que les améliorations des conditions de 
travail dans tous le pays n’ont pas été un 
désavantage économique pour cette région en 
particulier.

M. Trudel: Cela répond à ma question. 
J’aurais un autre point à soulever auquel je 
crois que vous avez répondu en partie. A la 
page 7 en ce qui a trait à la diminution de 15 
p. 100 du volume de trafic. Je crois que vous 
avez corrigé ce chiffre en réponse à M. 
Allmand.

Il s’agit d’une partie subventionnée et très 
bien organisée de l’industrie des transports 
des Maritimes. Nous avons reçu des commu
nications de la part de certaines autres per
sonnes de l’industrie des transports des 
Maritimes relatives à la même période de 
temps. Ils ne sont pas syndiqués ni subven
tionnés, mais ils ont pu tout de même réaliser 
des augmentations de 25 p. 100 année après 
année.

M. Carew: Il s’agit de camionneurs?
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[Texte]
Mr. Trudel: Yes.

Mr. Bell: Of course, the situation is rather 
complex. For example, those who presented 
the previous brief indicated that they ship a 
lot of their fish from here to the United 
States. These trucks that come in from the 
United States are organized; the truck ship
ments that we get from central Canada and 
Western Canada into this part of the country 
are organized; and they take out outgoing 
shipments.

Actually the big problem relative to organi
zation and1 wages, as we see it, is largely the 
inter-regional trucking; not so much the 
trucking that comes in and out of the region, 
because generally speaking there is very little 
of that that originates here. There are no 
trucking companies of any consequence in the 
region with regular services outside the 
Atlantic region. A large part of our trucking

I business carried on the highways is by com
panies which come from outside the region 
and pick up and lay down cargoes.

Mr. Trudel: In other words, the area is also 
exposed, and has access, to facilities originat
ing from outside this area?

Mr. Bell: Yes.

Mr. Trudel: Thank you, Mr. Chairman.

[Interprétation]
M. Trudel: Oui.

M. Bell: Évidemment, la situation est un 
peu complexe. Par exemple, le mémoire pré
cédent indiquait qu’on expédie beaucoup de 
poissons aux États-Unis. Les camions qui 
nous viennent des États-Unis sont organisés 
en syndicat, les expéditions que nous rece
vons de la partie centrale et de l’Ouest du 
Canada dans les Maritimes sont organisées, et 
ils prennent des livraisons destinées à d’au
tres endroits.

Évidemment le gros problème, comme nous 
l’envisageons, quant aux problèmes d’organi
sation et des salaires, c’est le camionnage 
inter-régional; non pas particulièrement le 
camionnage de marchandises vers ou à partir 
de la région, car il y a, effectivement, très peu 
de marchandises dont le point d’origine est 
ici. Il n’y a pas d’entreprise de camionnage 
importante dans cette région qui offre des 
services réguliers vers l’extérieur. Une bonne 
part du camionnage qui se fait dans la région 
est confiée à des entreprises de l’extérieur qui 
viennent ici livrer des cargaisons et repartent 
avec d’autres.

M. Trudel: En d’autres termes, la région est 
ouverte et a accès à des services qui provien
nent de l’extérieur.

M. Bell: Oui.

M. Trudel: Merci, monsieur le présient.

Mr. Nesbitt: Yes, Mr. Chairman; I have 
just a very brief question of Mr. Carew. In 
our hearing at Fredericton we heard from the 
motor transport industry certain evidence in 
rather specific figures, as I recall, that wages 
in the trucking industry were relatively the 
same in the Atlantic provinces as they were in 
Ontario, or just very slightly below; and also 
number of figures to show that the trucking 
industry paid its full share in the unkeep and 
maintenance of the highways.

In your reply to a question a little earlier 
you indicated otherwise. As I recall, you 
mentioned the effect of abysmally low wages 
and also that you did not feel that the truck
ing industry was paying its full share in 
licences and the like.

So that we may have some information on 
this, could you give us some figures? You 
may not have them with you, I realize, but 
perhaps you could forward them to the Clerk 
of the Committee at some later date. I think 
this matter of hidden subsidies is very impor
tant relative to any report we may wish to 
make.

29691—14

M. Nesbilt: Je voudrais poser une question 
très brève à M. Carew. A Fredericton, lors
que nous avons entendu l’industrie du trans
port routier, on nous a donné des chiffres très 
précis, si je me souviens bien, à l’effet que les 
salaires dans l’industrie du camionnage 
étaient à peu près les mêmes dans les provin
ces de l’Atlantique et dans l’Ontario, ou peut- 
être juste un peu moins élevés. Et on nous a 
cité certains chiffres pour indiquer que l’in
dustrie du camionnage payait sa juste part en 
ce qui concerne l’entretien des grandes routes. 
Je crois qu’en réponse à une question un peu 
plus tôt, vous avez dit le contraire. Si je me 
souviens bien, vous avez mentionné l’effet des 
salaires extrêmement bas et aussi le fait qu’à 
votre avis l’industrie du camionnage ne 
payait pas sa part des frais en ce qui concerne 
les permis d’exploitation, et ainsi de suite.

Je me demande si vous pourriez nous don
ner des renseignements à ce sujet, ou des 
chiffres. Vous ne les avez peut-être pas avec 
vous, je comprends, mais vous pourriez peut- 
être les communiquer au Secrétaire du 
Comité plus tard. Je crois que cette question 
de subventions cachées est importante pour 
tout rapport que nous ferons.
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[Text]
Mr. Carew: Yes, I think we could do that. I 

do not have figures here now.
It seems to me, from my experience, that 

rates of pay for truckers in this area, as com
pared with, say, those working in southwest
ern Ontario, are about half as much as they 
are there. I may say that this is just a very 
rough approximation. It is based on my ex
perience of people who are organized within 
my own union in this area and those working 
in the same industry in Ontario under agree
ments negotiated by my organization.

Mr. Nesbitt: I would be very grateful if you 
could produce at a later date and forward to 
the Committee some specific information. 
Thank you.

Mr. Rock: What co-operation would the 
railway companies receive from labour if 
through experiments with turbo-trains, it 
were found feasible to put into operation new 
turbo freight trains, with new type of cars 
and with speeds as high as 150 to 160 miles 
an hour, to be used as a land bridge for a 
containerization system?

Mr. Carew: I think you could expect the 
same kind of co-operation that labour always 
gives to Canadian railways when they 
introduce...

Mr. Rock: Let me put it another way. If the 
train were to travel twice as fast it would 
mean that the worker would work half the 
amount of hours. Do you expect them to get 
the same amount of pay for half the amount 
of time? This is the co-operation I am asking 
about.

Mr. Bell: Our problem to date has been 
that most of the technological advances that 
have been introduced by industry have been 
introduced without prior consultation with 
unions and have been unilaterally and arbi
trarily imposed.

We live in the present-day society, and we 
appreciate and recognize the technological 
progress with which we are going to be con
fronted. We know we have to be flexible and 
have to negotiate on these technological 
changes. Our big problem is the fact that up 
until now there has been no actual honest 
contract between management and labour to 
give us advance notice.

These things are usually planned and it 
takes a year or two years to bring them into 
being. We do not hear about them until the 
actual equipment arrives on the scene, and 
within a matter of a week or so beforehand

[Interpretation]
M. Carew: Oui, je crois que nous pourrions 

le faire. Je n’ai pas les chiffres en main.
Il me semble que d’après ma propre expé

rience, le taux de salaires des camionneurs de 
cette région, en comparaison de ceux qui tra
vaillent, par exemple, dans le sud-ouest de 
l’Ontario, sont d’environ la moitié. Evidem
ment, il s’agit d’un chiffre approximatif qui 
est fondé sur ma propre expérience de ceux 
de mon propre syndicat dans cette région et 
ceux qui travaillent dans le même industrie 
en Ontario en vertu de conventions collectives 
négociées par mon organisation.

M. Nesbitt: Nous serions très reconnaissants 
si vous pouviez nous communiquer des chif
fres précis à ce sujet. Merci.

M. Rock: Quelle collaboration les chemins 
de fer recevraient-ils des syndicats si, après 
les essais avec les turbo-trains, on décidait de 
mettre en exploitation de nouveaux turbo
trains de marchandises, avec de nouveaux 
wagons qui atteindraient une vitesse de 150 
ou 160 milles à l’heure et serviraient juste
ment de pont terrestre pour le système des 
cadres?

M. Carew: Je crois qu’on aurait le même 
genre de collaboration que les syndicats don
nent toujours aux chemins de fer lorsqu’ils 
introduisent...

M. Rock: Permettez-moi de m’exprimer 
autrement. Si le train voyage à une vitesse 
deux fois plus grandes, les employés feront la 
moitié moins de travail. Est-ce que vous vous 
attendez à ce qu’ils obtiennent le même 
salaire pour la moitié du temps? Voilà le 
genre de collaboration dont je parle.

M. Bell: Le problème jusqu’ici c’est que la 
plupart des progrès technologiques qui sont 
introduits par les industries, l’ont été sans 
consultation préalable avec les syndicats et ont 
été imposés unilatéralement et arbitraire
ment. Dans la société actuelle, nous recon
naissons qu’il faut toujours affronter le pro
grès technologique. Nous savons qu’il faut 
être souple, qu’il nous faut négocier au sujet 
de ces modifications technologiques. Le grand 
problème qui se pose c’est que jusqu’ici il n’y 
a pas eu de contacts sérieux entre la direc
tion et les syndicats pour nous donner un 
préavis.

Ces choses sont habituellement prévues à 
l'avance, et il faut deux ou trois ans pour les 
mettre en vigueur. On n’en entend jamais 
parler avant que l’équipement soit arrivé sur 
place, et on est mis au courant qu’une
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[Texte] [Interprétation]
we are practically told what the program is. I semaine ou deux avant quel sera le pro- 
think that has created the conflict. gramme. Et c’est ce qui crée le conflit.

I do not think that organized labour is Je ne crois pas que le syndicalisme puisse 
going to be a stumbling block to technological nuire au progrès technologique dans ce pays, 
advancement in this country. It has not been Ce ne fut pas le cas par le passé lorsqu’il 
in the past, providing there has been some y avait des rapports adéquats, 
sensible relationship on it.

Mr. Rock: I am glad to hear that. I did not M. Rock: Je suis fort aise de l’entendre. Ce 
get the same answer out West two years ago, n’est pas la réponse qu’on m’a donnée dans 
but I am very happy that you fellows here l’Ouest, il y a deux ans. Mais je suis très 
feel that way. heureux de voir que vous avez ce sentiment.

Do you feel, then, that with the time factor Alors, croyez-vous que, le facteur temps 
reduced the cost of shipping would be étant ainsi réduit, le coût de l’expédition sera 
reduced? abaissé?

Mr. Carew: We would hope so. You are 
talking about the land bridge?

Mr. Rock: I am talking about the new tech
nical change that I believe is going to take 
place in Canada.

Mr. Carew: I think it is inevitable that the 
time factor will...

Mr. Rock: And do you think that this will 
also have a lot to do with the possible elimi
nation of subsidies?

Mr. Carew: One would hope so, eventually, 
yes.

Mr. Rock: Thank you.

Mr. Skoberg: Mr. Carew, is the Federation 
represented on the task force for the Atlantic 
provinces?

Mr. Bell: What task force? We have had 
several.

Mr. Skoberg: The Premier’s task force?

Mr. Bell: No; we have made no representa
tions, nor are we represented on it.

Mr. Skoberg: You are not represented. 
Have you asked to be represented on, these 
various boards that are in effect in the Atlan
tic provinces?

Mr. Bell: Yes; we have made a continual 
type of representation to governments, on 
matters that affect the welfare and the well
being of the general public and the work 
force, that we be represented on agencies and 
boards set up by either provincial or federal 
governments.

Mr. Skoberg: Yesterday a representation 
before us suggested that the present modes of 
transportation were not sufficient, and I 
believe it was suggested that we should, if 
necessary, purchase the roadbed and the 

29691—141

M. Carew: Nous l’espérons. Est-ce que vous 
parlez du pont terrestre?

M. Rock: Oui. Je parle des nouvelles évolu
tions technologiques qui se produiront proba
blement au Canada.

M. Carew: Je crois qu’il est inévitable que 
le facteur temps...

M. Rock: Croyez-vous également que cela 
entraînera l’élimination possible des subven
tions?

M. Carew: Nous l’espérons, éventuellement. 
Oui.

M. Rock: Merci.

M. Skoberg: Monsieur Carew, est-ce que la 
Fédération est représentée sur l’équipe spé
ciale des provinces de l’Atlantique?

M. Bell: Quelle équipe spéciale? Il y en a 
eu plusieurs.

M. Skoberg: Celle du premier ministre.

M. Bell: Non, nous n’avons pas formulé 
d’instances, et nous ne sommes pas représen
tés dans cette équipe spéciale.

M. Skoberg: Est-ce que vous avez demandé 
d’y être représentés sur les différentes com
missions des provinces de l’Atlantique?

M. Bell: Oui. Nous n’avons pas cessé de 
faire des instances auprès des gouvernements 
sur les questions qui affectent le bien-être de 
l’ensemble de la population, et aux équipes 
spéciales, pour que nous soyons représentés 
au sein d’offices et de commissions créés par 
le gouvernement provincial ou fédéral.

M. Skoberg: Hier, nous avons été saisis 
d'une soumission qui laissait entendre que les 
modes actuels de transport ne sont pas 
suffisants et je pense qu’on a même dit qu’il 
nous faudrait acheter l’équipement et le ter-
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[Text]
equipment to create a new transportation 
system.

Of course, one of the prime questions that 
had been put by the member for Bumaby- 
Seymour, on the cost of this to the public, 
was not asked by that individual at that time.

Do you, or do you not, consider that the 
present modes of transportation are suffi
cient? Perhaps they need upgrading, but do 
you consider with what we have in Canada 
and in the Maritime provinces are sufficient 
at this time?

Mr. Bell: Are you speaking about the 
Maine corridor?

Mr. Skoberg: No; all modes of transporta
tion—trucking, railway and airlines?

Mr. Bell: We believe it is certainly neces
sary to have greater capital expenditure on 
upgrading and improving our modes of trans
portation out of the Maritimes to central 
Canada and the New England states. We feel 
that this is one of the compensating consider
ations that the federal government should 
give to the Atlantic provinces in view of the 
large expenditures they are making relative 
to the Seaway, which has been detrimental to 
the interest of this particular region. This is 
one of the counter-balancing types of consid
erations we have been asking for.

Mr. Skoberg: I have one final question, sir. 
I think you should be commended for your 
immediate look at the new proposed legisla
tion. I do not agree with any member here 
who says that it is against any principle to 
have a very close look at this before it 
becomes legislation. I think this is what we 
are talking about when we refer to the dia
logue in democracy.

What I would like to know is how you 
think it would actually affect the individual 
growth areas in the Atlantic provinces that 
are really concerned about growth. Are you 
in agreement that a growth area should be 
included in the legislation, and, if so, how 
large should that particular growth area be?

Mr. Carew: I think we agree in principle 
with the idea of the growth areas. One of the 
drawbacks to earlier plans for regional eco
nomic development in this area has been that 
the designated areas have been too small to 
become viable focal points. Therefore, we are 
happy that the federal government is taking 
to itself the power to designate a much 
broader area based on urban points that have 
shown some growth potential. This is fine.

[fnterpretotion]
rain pour créer un nouveau réseau de 
transport.

Évidemment, une des principales questions 
posées par le député de Burnaby-Seymour, 
ayant trait au coût pour le public, ne fût pas 
posée à ce moment-là.

Pourriez-vous me dire si vous considérez 
les motifs actuels de transport suffisants? 
Peut-être faut-il les mettre à jour, mais trou
vez-vous que ce que nous avons au Canada et 
dans les provinces Maritimes soient suffisants 
en ce moment?

M. Bell: Est-ce que vous parlez du corridor 
du Maine?

M. Skoberg: Non, de tous les modes de 
transport, camions, chemins de fer, lignes 
aériennes.

M. Bell: Nous croyons qu’il est essentiel 
d’accroître les dépenses en immobilisations 
pour améliorer les modes de transport qui 
partent des Maritimes vers le Canada central 
et les états de la Nouvelle-Angleterre. Nous 
sommes d’avis que c’est une des considéra
tions que le gouvernement fédéral devrait 
accorder aux provinces de l’Atlantique vu les 
fortes dépenses qui sont consacrées à la voie 
maritime qui nuit aux intérêts de cette 
région. C’est donc une de ces compensations 
que nous avons toujours réclamées pour réta
blir l’équilibre.

M. Skoberg: Une dernière question. Je 
pense qu’on doit vous féliciter d’avoir étudié 
de près cette nouvelle mesure législative. Je 
ne suis pas d’accord avec ceux qui disent que 
c’est contre tout principe d’étudier la mesure 
avant qu’elle ne devienne Loi. Je pense que 
c’est ce dont nous parlons lorsque nous par
lons de dialogue à l’intérieur de la 
démocratie.

Mais comment voyez-vous que les régions 
individuelles des provinces de l’Atlantique 
vraiment préoccupées de leur expansion se 
trouveront affectées. Mais êtres-vous d’accord 
pour que la Loi prévoit une région d’expan
sion et quelle serait son étendue?

M. Carew: Je pense que nous sommes d’ac
cord en principe avec l’idée d’une région 
d’expansion. Une des difficultés des premiers 
programmes d’expansion économique régio
nale dans cette région c’est que certaines 
régions désignées n’étaient pas assez grandes 
pour devenir un centre d’attraction viable. 
Nous sommes donc heureux que le gouverne
ment fédéral ait assumé la responsabilité de 
désigner une région plus grande d’après les 
centres urbains, qui semblent indiquer une 
possibilité d’expansion. C’est très bien.
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[Texte] [Interpretation]
We are a little worried, though, that back- Nous nous inquiétons du fait que ce proces- 

waters are going to be created in this process, sus pourra entraîner des remous, ce qui est 
and this is inevitable. We would not be too inévitable. On ne s’en préoccuperait pas tant 
worried about that either if we felt that some si nous savions qu’une planification addition- 
adequate supplementary planning was going nelle y remédierait, 
to take care of this.

For example, we understand that the Nous croyons comprendre, par exemple, 
Department of Manpower has not been fully que le ministère de la Main-d’œuvre n’a pas
brought into this picture at all. The Depart
ment of Manpower programs are far too in
flexible to cope adequately with the kind of 
dislocation that will come about if this pro
gram of regional expansion gets under way. 
We understand that they have no trouble at 
all finding new jobs and being able to 
relocate skill, but their ability to find new 
modes of employment for people with half 
skills, or no skills at all, is very slight.

This is what is going to happen in smaller 
areas that are washed to the side in this plan
ning program. It is not a planning process; it 
is a program. Places like Halifax will benefit 
from it, and smaller outlying areas are going 
to lose employment potential and people there 
are going to have to move. Yet they do not 
qualify for relocation grants, and to a large 
extent they do not qualify for upgrading pro
grams. It seems to us that this is a basic 
deficiency in the whole concept.

Mr. Skoberg: Could you put on the record, 
if you have had time to consider it, how large 
a growth area should be?

Mr. Carew: I do not know whether I would 
be prepared to specify that in any detail, sir.
I think the fact that the whole Atlantic region 
is now potentially a designated area, and that 
the Minister has flexibility in this program, is 
a good point.

The Chairman: Mr. Mahoney, on a
supplementary?

Mr. Mahoney: Has the witness had an 
opportunity to examine the legislation setting 
up the department of regional economic 
expansion, which was introduced in the 
House of Commons the day before yesterday?

Mr. Bell: We have looked at the meat of 
it—the estimates.

Mr. Mahoney: The estimates for this par
ticular department? The legislation has just 
been introduced in the House. Have you 
examined it in detail up to this point?

vraiment été engage dans ce programme. Son 
programme est trop rigide pour faire face à 
la dislocation qui pourrait se présneter à la 
suite de la mise en vigueur de ce programme 
d’expansion régionale. Je crois comprendre 
qu’ils n’ont pas de difficulté à trouver de nou
veaux emplois dans d’autres régions, pour les 
ouvriers spécialisés; mais ils éprouvent plus 
de difficulté à trouver de nouveaux emplois 
pour les personnes qui n’ont pas de spéciali
sation ou qui ne sont qu’à demi-spécialisés.

Voilà ce qui va se produire dans les petites 
régions qui sont ainsi poussées de côté dans 
ce programme de planification. Ce n’est pas 
un processus de planification mais un pro
gramme. Des endroits comme Halifax en 
bénéficieront, et les petites régions périphéri
ques vont perdre des possibilités d’emplois et 
les gens de ces régions devront se déplacer. 
Et ils ne sont pas, pour la plupart, admissi
bles aux subventions de déplacement et ne 
peuvent pas participer aux programmes de 
recyclage. À notre avis, c’est donc une fai
blesse de tout ce concept.

M. Skoberg: Pourriez-vous verser au 
compte-rendu, si vous avez le temps d’étudier 
la question, quelle devrait être la dimension 
d’une région d’expansion, pour déterminer 
quelles zones?

M. Carew: Je ne sais pas si je serais prêt à 
vous le préciser. Je pense qu’il est bon que 
toute la région de l’Atlantique est, en puis
sance, une région désignée et que le Ministre 
jouit d’une certaine souplesse dans ce 
programme.

Le président: Une question complémen
taire, monsieur Mahoney?

M. Mahoney: Le témoin a-t-il eu l’occasion 
d’étudier le projet de loi visant à constituer le 
ministère d’Expansion économique régionale, 
qui fut présenté à la Chambre des communes 
avant-hier?

M. Bell: Nous en avons vu l’essentiel, les 
prévisions budgétaires.

M. Mahoney: Les prévisions budgétaires de 
ce ministère? Mais le projet de loi vient à 
peine d’être présentée à la Chambre. Est-ce 
que vous l’aviez étudié en détail?
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[Text]
Mr. Carew: We have had a chance to look 

at it, and we have taken the trouble to talk 
with some of the senior officials in that de
partment. We were quite surprised and disap
pointed when they told us that planning, as 
such, was no longer a priority.

Mr. Mahoney: Have you seen the bill?

Mr. Carew: Yes.
Mr. Mahoney: When?
Mr. Carew: I saw it two days ago, when it 

was introduced.
Mr. Mahoney: Were you here or in Ottawa?
Mr. Carew: I was in Ottawa.
Mr. Mahoney: Thank you.
The Chairman: Mr. Rose?
Mr. Rose: What stimulated my question 

was your suggestion that the truckers should 
be included in the 20 per cent MFRA subsidy. 
This was briefly examined and discussed in 
•answer to Mr. Perrault’s question. Have you 
any particular idea of how this subsidy might 
trickle down to the shipper, or would it be 
absorbed by the carrier?

Mr. Carew: I have no firm ideas on this. I 
fully appreciate the difficulty that has been 
raised here—the fact that the consumer may 
not, in the end, be the beneficiary. This has 
to be guarded against.

My immediate reaction is that if cases 
arose, as they probably would, where a con
sumer was not benefiting, then we would 
immediately present this problem for exami
nation by the Prices and Income Board which 
has been set up under the Department of 
Consumer and Corporate Affairs.

Mr. Rose: This is what concerns me about 
the total picture in the Maritimes. I have not 
been really satisfied that the hidden subsidy 
of low wages and transportation subsidy and 
all this sort of thing actually trickles down to 
consumers. I am concerned about that. Can 
you tell me what percentage of the labour 
force in the Maritimes is organized?

Mr. Bell: The general percentage, taking 
everybody into account, including those 
employed in industry and service trades, and

[Interpretation]
M. Carew: Nous avons eu l’occasion de voir 

ce qu’il en est et nous avons pris la peine de 
nous entretenir avec certains hauts fonction
naires de ce ministère. Nous étions vraiment 
étonnés et même déçus lorsqu’ils nous ont dit 
que la planification comme telle n’avait plus 
la priorité.

M. Mahoney: Est-ce que vous avez vu le 
projet de loi?

M. Carew: Oui.
M. Mahoney: Quand?
M. Carew: Il y a deux jours, lorsqu’il fut 

présenté.
M. Mahoney: Étiez-vous ici ou à Ottawa?
M. Carew: J’étais à Ottawa.
M. Mahoney: Merci.
Le président: Monsieur Rose?
M. Rose: Ce qui m'a poussé à poser une 

question ce fut la proposition que vous avez 
faite pour que les camionneurs soient inclus 
dans les subventions de 20 p. 100 de la Loi 
sur le taux de transport des marchandises 
dans les provinces Maritimes. Nous avons 
étudié et discuté la question brièvement en 
réponse à la question posée par M. Perrault. 
Est-ce que vous avez une idée comment cette 
subvention sera versée à l’expéditeur ou 
est-ce qu’elle sera absorbée par le trans
porteur?

M. Carew: Je n’en suis pas certain. Je com
prends très bien qu’il y a des difficultés qui se 
présentent du fait que le consommateur n’en 
bénéficiera pas en dernière analyse. Je crois 
qu’il faut s’efforcer d’éviter une telle 
possibilité.

Ma réaction immédiate c’est que si un cas 
de ce genre se présente, ce qui est presque 
inévitable, ou le consommateur n’en béné
ficierait pas, nous soumettrions immédiate
ment le problème à la Commission des prix et 
du revenu du ministère de la Consommation 
et des Corporations pour qu’elle l’étudie.

M. Rose: C’est ce qui me préoccupe dans la 
perspective d’ensemble des Maritimes. Je ne 
suis pas encore convaincu que les consomma
teurs bénéficient, en dernière analyse, des 
subventions cachées des salaires inférieurs et 
des subventions aux transports. J’en suis 
inquiet. Pourriez-vous me dire quel pourcen
tage de la main-d’œuvre des Maritimes est 
syndiqué?

M. Bell: Je pense que le pourcentage, en 
tenant compte de toutes les personnes, que ce 
soit des employés des industries, des services,
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[Texte]
that sort of thing, is around the 30 per cent 
mark. But if you confine it to industry it is 
around 70 per cent.

Mr. Rose: I suppose it resides largely in the 
bigger industries, does it? I was thinking of 
the chocolate industry, for one. That is organ
ized, is it?

Mr. Bell: Yes.

Mr. Rose: I would like to go on to another 
topic. It deals with the so-called growth areas. 
Do you find that unemployment here is 
confined to any one area? Is it perhaps more 
prominent in the so-called rural areas as 
opposed to the growth areas?

Mr. Carew: Well, the regional statistic at 
the moment, I believe, is 10 per cent of per
sons unemployed, and I think that perhaps at 
the moment where we do have a bit of con
centrated industrial development, for exam
ple at Hawkesbury, and there is—I would say 
that generally speaking it is pretty well divid
ed evenly throughout both the urban and 
rural districts of the region. I do not think 
there is any large noticeable differential in 
percentage.

Mr. Rose: Perhaps the regional statistics do 
not give the whole picture because the Prov
ince of Newfoundland is included as well, and 
perhaps it is considerably higher.

Mr. Carew: That is right.

Mr. Rose: We heard yesterday that the 
selection of the so-called growth areas was at 
least in part political, that is, the designation, 
and I do not want to confuse that term with 
designated areas. Do you have any quarrel 
with the areas that were suggested as growth 
areas?

[Interpretation]
et ainsi de suite, est d’environ 30 p. 100. Mais 
si l’on s’en tient à l’industrie, c’est environ 70
p. 100.

M. Rose: J’imagine que cela se fait surtout 
dans les plus grandes industries, n’est-ce pas? 
Je pensais à l’industrie du chocolat, par 
exemple.

M. Bell: Oui.

M. Rose: Je voudrais passer à un autre 
sujet, celui des régions d’expansion. Croyez- 
vous que le chômage ici soit confiné à une 
zone donnée? Est-il peut-être plus marqué 
dans les régions rurales contrairement aux 
régions de croissance?

M. Carew: Les statistiques sur le plan 
régional en ce moment nous disent que 10 p. 
100 des personnes sont sans travail. Et peut- 
être qu’en ce moment, où nous avons une 
certaine concentration d’activité industrielle, 
par exemple, à Hawkesbury, je dirais qu’en 
règle générale, le chômage est assez bien 
réparti, tant dans les centres urbains que 
dans les régions rurales. Je ne crois pas que 
le pourcentage différentiel soit très évident.

M. Rose: Peut-être que les statistiques 
régionales ne donnent pas une bonne idée 
d’ensemble parce que Terre-Neuve y est 
incluse, et il se peut que les chiffres soient 
bien plus élevés.

M. Carew: C’est juste.

M. Rose: Hier, nous avons entendu que le 
choix de ces soi-disant régions de croissance 
était partiellement d’ordre politique, du 
moins pour ce qui est de la désignation et je 
ne veux pas confondre ce terme avec les 
régions désignées. Avez-vous quelque objec
tion en ce qui concerne les régions qui ont été 
proposées comme étant des régions de 
croissance?

Mr. Bell: The original growth areas, as you M. Bell: Comme vous le savez le premier 
know, excluded Halifax, Saint John, Freder- choix des régions de croissance excluait Hali- 
icton, and Moncton. Organized labour took fax, Saint-Jean, Fredericton et Moncton. Les 
the position that economic conditions in the organismes syndicaux étaient d’avis que la 
urban centres in the Atlantic Provinces were situation économique des centres urbains dans 
equally as critical as they were in other parts les provinces de l’Atlantique était tout aussi 
of the provinces, and we have certainly sup- critique qu’elle ne l’était dans les autres 
ported the representations that have been régions des provinces, et nous avons certaine- 
made by local governments, municipalities, ment appuyé les instances qui ont été faites 
and Members of Parliament in the area that par les gouvernements locaux, les municipali- 
the entire region justifies the designation of tés, les députés dans ces secteurs disant que 
an economic disparity region. toute la région devait être désignée comme

étant une région de disparité économique.

Mr. Rose: Would you agree that unless the M. Rose: Croyez-vous qu’à moins que l’aide 
assistance is in a comprehensive form, includ- soit générale et qu’elle comprenne le recy- 
ing upgrading of skills and all the rest clage et les divers autres aspects, le pauvre
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[Text]
of it, what is going to happen with these 
growth areas is that the rural, unskilled poor 
will be forced into the cities to become the 
urban poor?

Mr. Bell: That is a very good point, 
because right now we find that the situation 
is that, for example, in the Atlantic Provinces 
we have a surplus of skilled welders and yet 
we have a shortage of welders. We attribute 
this to the fact that the government has 
assisted a number of unskilled people to 
become trained in an elementary sort of way 
to establish what they think is a classification. 
Yet when they apply for job opportunities 
with industry, they are told that they have 
not the necessary skills for a specific industry. 
And therefore you have got that contradic
tion. You could have people registered at local 
manpower offices as welders, and yet indus
try is asking for welders.

I think we certainly need a plan, and the 
other point that Mr. Carew was making is 
that even where we do have growth areas, we 
do not seem to see any overlap or overplay of 
economic improvement in the region as a 
whole. It merely seems to solve the economic 
problem of the immediate locality.

And for this reason we feel that there 
should be some type of co-ordinated plan by 
which we are going to locate industries and 
promote industry in particular areas that in 
some way will be tied in, so that they give 
general growth to the region.

Mr. Rose: My final question then, along the 
same lines. Would you in principle believe it 
is wiser to move people to the industries or 
the industries to the people?

Mr. Bell: I know that we have been told 
that we are a lost cause down here and we 
should all migrate to greener fields, but I 
think there is still some hope for us down 
here and I think there is quite a bit of poten
tial. I think what is happening is that you 
people are polluting yourselves to death up 
there, you know, in the Niagara Peninsula. I 
think that whether you like it or not you will 
have to allow us a share of industry.

The Chairman: Mr. Turner.

Mr. Turner (London East): Mr. Carew, do 
you think that all forms of transportation 
should be nationalized in this Maritime area?

[Interpretation]
ouvrier rural non spécialisé sera forcé de 
quitter ces régions de croissance, pour deve
nir le pauvre citoyen des centres urbains?

M. Bell: C’est une excellente observation. 
Nous avons cette situation qui se présente 
dans les provinces de l’Atlantique où nous 
avons un excédent de soudeurs qualifiés tout 
en ayant un manque de soudeurs. Cette situa
tion provient du fait que le gouvernement a 
aidé un certain nombre de personnes à se 
spécialiser de façon élémentaire, pour qu’il 
puisse établir ce qu’il pensait être une classi
fication. Et cependant lorsque ces personnes 
se présentaient pour occuper des postes dans 
l’industrie, on leur disait qu’ils n’avaient pas 
les qualités voulues pour une industrie don
née. Voilà pourquoi vous avez cette contradic
tion. Vous pourriez avoir des soudeurs qui 
s’inscriraient comme tels aux bureaux de la 
main-d’œuvre alors que certaines industries 
sont en quête de soudeurs.

Je pense qu’il nous faut vraiment un pro
gramme bien établi, et l’autre observation 
que M. Carew a faite, c’est que, même lors
que nous avons des régions de croissance, 
nous ne semblons pas voir l’amélioration éco
nomique s’étendre à toute la région dans son 
ensemble. Cela semble simplement résoudre 
les problèmes économiques de la localité en 
cause.

Et c’est pourquoi, nous sommes d’avis qu’il 
devrait y avoir une certaine planification 
coordonnée au moyen de laquelle nous instal
lerons et encouragerons les industries à s’éta
blir dans les régions données, lesquelles 
industries s’y attacheront en quelque sorte de 
façon à favoriser la croissance générale de la 
région.

M. Rose: Une dernière question, suivant la 
même ligne de pensée. Croyez-vous en prin
cipe qu’il faille amener les industries à la 
population ou la population aux industries?

M. Bell: On nous a dit que c’est une cause 
perdue ici, et que nous devrions tous nous 
déplacer vers des régions plus prometteuses, 
mais je pense qu’il y a encore des possibilités. 
Ce qui arrive, c’est que vous autres êtes en 
train de vous rendre la vie dure dans la 
péninsule du Niagara. Que cela vous plaise ou 
pas, vous devrez nous allouer une part de 
l’industrie.

Le président: M. Turner.

M. Turner (London-Est): Croyez-vous que 
tous les modes de transport devraient être 
nationalisés dans les régions des Maritimes?
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[Texte]
Mr. Carew: My personal opinion is yes. I 

am not speaking on behalf of the Federations 
of Labour.

Mr. Turner (London East): We have heard 
strong rumors down in this area that there is 
an empire builder down here of roughly 
$600,000,000. Now, if this is a depressed area, 
can you tell us how one man can set up an 
empire of $600,000,000?

Mr. Carew: I do not know the man.
The Chairman: I do not think we should 

allow this question. Gentlemen, this is the 
end of our question period, and I would like 
to thank the gentlemen who appeared.

At this time I would call upon Stan
field Limited. I have here on my right Mr. 
Thomas Stanfield, who will give us a résumé 
of the brief. I hope it will be short, Mr. 
Stanfield.

Mr. Thomas Stanfield (Stanfield's Limited):
Mr. Chairman and gentlemen, I will read the 
conclusions and recommendations that were 
included in the memorandum submitted last 
February.

This brief is intended to present a point of 
view. The recommendations of this Commit
tee may have a substantial bearing on the 
development of an adequate transportation 
system within the Atlantic Region that takes 
in the economic characteristics of the carriers 
and the needs of the region.

The region needs a transportation system 
that is reasonable in cost and fast and 
efficient in the handling of freight. This 
means recognizing the problems that carriers 
in the transportation industry face. We are 
not seeking dual transportation costs, but we 
are seeking the opportunity to compete as 
fairly as possible for a share of the total 
Canadian market. We are not afraid of com
petition, but the transportation industry is a 
tool by which we can be competitive and we 
would like to see it used this way.

The Maritime Freight Rates Act could pos
sibly be criticized for not equalizing the op
portunity for firms operating in the Atlantic 
Region to compete in the central Canadian 
market with manufacturers located in that 
market. This I believe was the intention of 
this freight rate Act. Opportunity cannot be 
equalized for everyone, and it is most difficult 
to determine when opportunity is equalized. 
However, attempts must be made to try to 
achieve the goal of equal opportunity.

[Interprétation]
M. Carew: A mon avis, oui. Je ne parle pas 

au nom de la Fédération du Travail.

M. Turner (London-Est): On a entendu des 
rumeurs dans cette région voulant qu’il y ait 
un bâtisseur d’empire d’environ 600 millions 
de dollars. Si c’est une région sous-développée 
pouvez-vous nous dire comment un homme 
peut se tailler un empire de 600 millions de 
dollars?

M. Carew: Je ne connais pas cet homme.
Le président: Je ne crois pas que ce soit 

une question qu’on puisse poser. Messieurs, 
c’est la fin de la période des questions, et je 
voudrais remercier ceux qui ont bien voulu 
comparaître.

Maintenant, je demanderais le représentant 
de la Stanfield Limited. J’ai à ma droite M. 
Thomas Stanfield qui nous donnera un 
résumé de sa présentation. J’espère qu’elle 
sera brève, monsieur Stanfield.

M. Thomas Stanfield (Stanfield's Limited):
Monsieur le président, messieurs, je lirai sim
plement les recommandations et les conclu
sions incluses dans la soumission du mois de 
février dernier.

Le présent mémoire a pour objet de pré
senter un point de vue. Les recommandations 
que ce Comité adoptera pourront influer con
sidérablement sur le développement d’un 
réseau de transport satisfaisant à l’intérieur 
de la région de l’Atlantique qui tiendra 
compte des caractéristiques économiques des 
transporteurs et des besoins de notre région.

La région a besoin d’un système de trans
port dont le coût soit raisonnable, et qu’il soit 
rapide et efficace dans le transport des mar
chandises. Ce qui veut dire que l’on reconnaît 
les problèmes auxquels doit faire face l’indus
trie du transport. Nous ne voulons pas un 
service gratuit de transport, mais nous vou
lons qu’on nous donne les moyens de soutenir 
la concurrence afin de nous tailler une place 
sur le marché canadien. Nous n’avons pas 
peur de la concurrence, mais l’industrie du 
transport est un outil qui nous permettra de 
soutenir la concurrence. Et nous voulons 
qu’on s’en serve à cette fin.

On peut reprocher à la Loi sur les taux de 
transport des marchandises dans les Mariti
mes de n’avoir pas donné aux entreprises fai
sant affaire dans la région de l’Atlantique la 
chance de concurrencer, sur le marché du 
Canada central, les entreprises établies à l’in
térieur de ces marchés. C’était, je crois, le but 
de cette Loi. Il est à peu près impossible de 
donner à tous une chance égale. Il est très 
difficile de constater quand cette chance est 
égale pour tous. Il faut toutefois tenter d’at-
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[Text]
ETA 100 in its present form is unsatisfacto

ry. The hidden or so-called surcharges should 
be removed and the cost of insurance should 
be borne by the railway, since it is their 
responsibility to make sure that the mer
chandise is handled properly and delivered in 
good condition.

The cubic density regulation should either 
be abandoned in favour of actual weight or 
reduced to five pounds per cubic foot. At
tempts should be made to institute full-car 
service on west-bound traffic to the central 
Canadian market. Piggy-back service, full-car 
service and less-than-carload service would 
provide three basic ways for the manufactur
er to reach the market, depending upon the 
size of the shipment and the location of the 
customer.

Special consideration should be given to 
raw materials being brought into the Mari
times for manufacture. These raw materials 
should come under the Maritime Freight Rates 
Act and be subject to special rates.

The railways must improve their service. 
They should be encouraged to continue to 
develop a piggy-back and containerization 
service, and in the use of highway vehicles in 
conjunction with rail equipment to provide 
the area with the best service at reasonable 
rates. Truckers should likewise be encouraged 
to develop in those areas where they are best 
equipped to provide a real service to the 
region.

The Chairman: Mr. Portelance.

Mr. Portelance: Mr. Stanfield, what per
centage of your business would be done in 
the Maritimes?

Mr. Stanfield: Not more than 15 per cent.

Mr. Portelance: That means 85 per cent 
would be made outside.

Mr. Stanfield: That is right, sir.

Mr. Portelance: And apparently ini B.C., 
which is one of the furthest places for you, 
you are doing extremely well, or in the west
ern part of Canada.

Mr. Stanfield: That is correct, sir.

Mr. Portelance: How would you explain? Is 
it because you have a 20 per cent free trans
portation which helps you out?

Mr. Stanfield: I think first of all, that some 
of the reasons why we do so well in B.C. are 
historical. One reason was that we were es
tablished there a lot longer than anybody else.

[Interpretation]
teindre ce but. L’ETA 100, dans sa forme 
actuelle, ne donne pas satisfaction. Les frais 
additionnels cachés doivent être abolis et le 
coût pour l’assurance doit être versé par la 
compagnie ferroviaire puisqu’il lui appartient 
de faire en sorte que la marchandise soit 
manipulée avec soin et livrée en bon état.

Le règlement concernant la densité cubique 
devrait être soit rayé pour qu’on tienne 
compte du poids réel ou encore réduit à 5 
livres par pied cube. On devrait tenter d’ins
tituer un service de transport en commun à 
destination du marché du Canada central. Le 
service rail-route, le service en commun et le 
service d’envoi en lots brisés permettraient 
aux manufacturiers d’avoir accès au marché 
selon l’importance de la cargaison et du lieu 
de résidence du client.

On devrait accorder une attention spéciale 
aux matériaux bruts qui sont introduits dans 
les Maritimes pour y être manufacturés. Ces 
matériaux devraient être soumis à la Loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes et jouir de taux préfé
rentiels. Les compagnies de transport par rail 
devraient également améliorer leurs services. 
On devrait les encourager à continuer d’amé
liorer leur service rail-route, et le service des 
wagons spéciaux, et à utiliser des véhicules 
afin de fournir à la région le meilleur service 
possible aux taux les plus bas possible. L’in
dustrie du camionnage devrait également 
prendre de l’expansion dans les endroits où 
elle est la mieux en mesure d’offrir les meil
leurs services à la région.

Le président: Monsieur Portelance.

M. Portelance: Monsieur Stanfield, quelle 
proportion de votre chiffre d’affaires serait 
réalisé dans les Maritimes?

M. Stanfield: Pas plus de 15 p. 100.

M. Portelance: Cela veut dire que 85 p. 100 
du chiffre d’affaires vient de l’extérieur.

M. Stanfield: C’est juste.

M. Portelance: Et, il paraît qu’en Colombie- 
Britannique, qui est pour vous l’un des mar
chés les plus éloignés de l’ouest du Canada, 
vous faites de très bonnes affaires.

M. Stanfield: C’est juste.
M. Portelance: Comment expliquez-vous 

cela? Est-ce parce que vous avez une possi
bilité de 20 p. 100 de transport gratuit qui 
pourrait vous aider?

M. Stanfield: Je pense tout d’abord qu’une 
des raisons pour lesquelles nos affaires sont 
bonnes, en Colombie, c’est que, sur le plan 
historique, nous y étions avant bien d’autres.
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[Texte]
This goes way back to the early 1900s. But 
secondarily, we can reach the B.C. market 
cheaper than we can reach Montreal or 
Toronto, and reach it faster. We can ship 
from Truro to Vancouver in two weeks.

It takes the best part of 10 days to get to 
Toronto on LCL. Four days is not very much 
to go an extra 1,500 to 2,000 miles. Another 
thing is that there is an agreed charge from 
Montreal to Vancouver that is competitive 
with a round the Panama Canal waterways, 
which we can take advantage of. We can ship 
in piggy-back lots to Montreal, so the rate to 
Vancouver is not that much higher, and cer
tainly it is lower in equivalent terms than 
from Truro to Toronto or Montreal.

Mr. Portelance: Do you also use warehous
ing in the west part of Canada?

Mr. Stanfield: Yes, sir, we have three ware
houses, one in Toronto, one in Edmonton and 
one in Vancouver.

Mr. Portelance: Most of these complaints 
from customers regarding—you are shipping 
F.O.B. mill are you?

Mr. Stanfield: Yes.

Mr. Portelance: Most of the complaints 
would be on part shipment, would they not? 
To a customer.

Mr. Stanfield: Yes, that is true.

Mr. Portelance: That is where the biggest
complaint comes from.

Mr. Stanfield: Yes. You have to realize that 
we are not shipping a television set or some
thing that might weigh two or three hundred 
pounds. We have a very low-density product, 
and the customer, if he is only, say, buying 
two hundred packets of merchandise, it may 
vary in cubic density, something in the order 
of three hundred on a cube rule, at ten 
pounds per cubic foot. This is the problem 
that he has, and that we have.

Mr. Portelance: Thank you.

Mr. Chairman: Mr. Turner.

Mr. Turner (London East): Mr. Stanfield, 
how much of your goods do you ship by truck 
and how much by rail?

[Interprétation]
soit au début des années 1900. Mais deuxiè
mement, nous pouvons atteindre le marché de 
la Colombie plus vite et moins cher que pour 
ce qui est des marchés de Toronto et de Mon
tréal. Nous pouvons expédier de Truro à Van
couver en deux semaines.

Il faut près de dix jours pour aller à 
Toronto avec des chargements incomplets. Ce 
n’est pas tellement de parcourir 1,500 milles à 
2,000 milles de plus en quatre jours. D’autre 
part, il existe des tarifs convenus entre Mont
réal et Vancouver qui peuvent concurrencer 
avec les tarifs maritimes, pour le transport à 
travers le Canal de Panama, ce dont nous 
pouvons tirer profit. Nous pouvons nous servir 
du transport rail-route vers Montréal, ce qui 
fait que le taux pour Vancouver n’est pas 
tellement plus élevé et certainement inférieur 
aux conditions de transport de Truro à To
ronto ou à Montréal.

M. Portelance: Est-ce que vous utilisez 
aussi des entrepôts dans la région ouest du 
Canada?

M. Stanfield: Oui, nous en avons trois, un à 
Toronto, un à Hamilton et un à Vancouver.

M. Portelance: La plupart de ces plaintes 
formulées par vos clients concernant... Expé
diez-vous vos marchandises f.a.b. à l’usine, 
n’est-ce pas?

M. Stanfield: Oui.

M. Portelance: Donc, la plupart des plaintes 
seraient à propos des livraisons partielles à 
vos clients, n’est-ce pas?

M. Stanfield: Oui.

M. Portelance: C’est de là que proviennent 
vos principaux griefs.

M. Stanfield: Oui. Nous n’expédions pas un 
appareil de télévision qui pourrait peser 200 
ou 300 livres. Nous avons un produit à faible 
densité et le client, s’il n’achète que, disons, 
200 colis de marchandise, celle-ci peut varier 
selon la densité en brique, c’est-à-dire quel
que chose dans l’ordre de 300, à raison de dix 
livres par pied cube. C’est là son problème et 
en même temps notre problème.

M. Portelance: Merci.

Le président: Monsieur Turner.

M. Turner (London-Est): Monsieur Stan
field, quelle proportion de vos livraisons se 
fait par camions et quelle autre se fait par 
rail?



888 Transport and Communications February 20. 1969

[Text]
Mr. Stanfield: Do you consider piggy-back 

to be trucks?
Mr. Turner (London East): Yes.
Mr. Stanfield: Well then, we ship 100 per 

cent of the merchandise into Western Canada 
by piggy-back and then by pool car forward
ing, so you have to say 50 per cent of that 
would be going in trucks as far as Montreal. 
We do not use trucks in a great deal of places 
with the exception of within the Maritime 
Region, to service P.E.I., New Brunswick and 
Nova Scotia. We do use some trucks to 
Montreal.

Mr. Turner (London East): Is your shop a 
union shop?

Mr. Stanfield: No.
Mr. Turner (London East): How do your 

wages compare with... ?
Mr. Stanfield: They are competitive. With 

what I know of the wages—I do not know 
them all—I would say our wages compare 
reasonably favourably, from what I have 
seen.

The Chairman: Mr. Horner.
Mr. Horner: Mr. Stanfield, have you ever 

tried the pool car service, or has any real 
attempt been made to use the pool car service 
out of Truro?

Mr. Stanfield: There is not such a thing. 
This is one of the recommendations that I had 
in my brief. You have pool car service from 
Montreal and Toronto into this region, but 
you do not have anything in reverse that 
approximates this type of service. This is 
something that I think should be looked into.

Mr. Horner: Just to clear it up in my mind, 
you envision, say, two or three different 
manufacturers in the Truro area loading the 
same car. This is what you mean by pool car 
service?

Mr. Stanfield: Yes, this could be. Or it 
could work this way. For instance, we have to 
bring all our raw materials from some place 
in central Canada with the exception of very 
few products, and they may be from Saint 
Hyacinthe, Three Rivers, or some such place 
outside of Montreal. They will ship it into 
Montreal, and it will come by pool car service 
to Truro. I can envision the same thing; 
maybe we cannot have pool car service in 
Truro. I would like to see it, but at least we 
could have it out of Halifax, which would be 
a help.

[Interpretation]
M. Stanfield: Considérez-vous le transport 

rail-roule comme étant un camion?
M. Turner (London-Est): Oui.
M. Stanfield: Nous expédions la totalité de 

notre marchandise par rail-route vers l’ouest 
du Canada, et par le service de transport en 
commun, ce qui veut dire que 50 p. 100 est 
acheminé par camion jusqu’à Montréal. Nous 
n’utilisons pas de camions dans beaucoup 
d’autres endroits sauf dans la région des 
Maritimes pour desservir l’île du Prince- 
Édouard, le Nouveau-Brunswick ou la Nou
velle-Écosse, et quelques camions à Montréal.

M. Turner (London-Est): Êtes-vous syndi
qués?

M. Stanfield: Non.
M. Turner (London-Est): Comment vos 

salaires se comparent-ils... ?
M. Stanfield: Ils soutiennent la concurrence. 

Malgré mes connaissances limitées à ce sujet, 
je dirais que les nôtres se comparent 
favorablement.

Le président: Monsieur Horner?
M. Horner: Monsieur Stanfield, n’avez-vous 

jamais essayé le service de transport en com
mun ou avez-vous déjà utilisé un tel service à 
partir de Truro?

M. Stanfield: Cela n’existe pas. C’est une 
des recommandations formulées dans ce 
mémoire. Vous avez des services de transport 
en commun à partir de Toronto et de Mont
réal vers cette région, mais rien en sens 
inverse, qui puisse égaler ce genre de service. 
Nous devrions étudier cette question, à mon 
avis.

M. Horner: Si je comprends bien, vous pré
voyez, disons, deux ou trois différents fabri
cants dans la région de Truro qui chargent le 
même wagon. C’est ce que vous entendez par 
transport en commun?

M. Stanfield: Oui, ça se pourrait. Ou encore 
de cette façon. Par exemple, nous ferons 
apporter toutes nos matières premières de 
quelque part dans le Canada central, à l’ex
ception de quelques produits qui seraient 
commandés à St-Hyacinthe, Trois-Rivières ou 
ailleurs à l’extérieur de Montréal. Ils les 
expédieront à Montréal, et ce sera à bord 
d’un wagon de transport en commun qu’ils 
arriveraient à Truro. Je conçois la même 
chose. Peut-être que nous ne pourrions pas 
avoir un service de transport en commun à 
Truro. Mais si nous pouvions l’avoir au moins 
à partir de Halifax, ce serait une grande aide.
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[Texte]
Mr. Horner: Have you ever suggested it to 

the railroads?

Mr. Stanfield: I have suggested it to the 
railroads and I have suggested it to the May
or, that a couple of pool-car operators should 
now come east-bound, and they say that it is 
a question of regulation or it is a question of 
demand. I understand one of them is looking 
into it, but I have not seen anything in the 
papers or anything further on it.

Mr. Horner: I hope the representative of 
the C.T.C. here takes cognizance of the fact 
that the question is worthy of looking into.

Mr. Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman, I would like to 
ask Mr. Stanfield if he has discussed this with 
the Maritime Transportation Commission, this 
question of pooling.

Mr. Stanfield: I personally have not dis
cussed it with the men at the Transportation 
Commission, but a representative of the firm 
has talked to the Commission and they are 
aware of this brief.

Mr. Trudel: Do you agree, Mr. Stanfield, 
that this pooling is possible between local 
shippers here. I mean, it does not necessarily 
rest on the railroad, that local manufacturers 
could pool and be accepted by the railway out 
of the area.

Mr. Stanfield: If people can pool it in other 
areas, we are not different down here. There 
is no reason why they could not do the same 
thing.

Mr. Trudel: Do you feel that through your 
Maritime Transportation Commission this 
could be achieved?

Mr. Stanfield: Yes, but let me say one thing 
here about this. You have to realize that there 
is a lot more east-bound freight than there is 
west-bound freight. This is the basic problem 
which you are all very familiar with. This is 
probably one reason why some of the carriers 
may be hesitant about this thing, why the 
pool carriers may be hesitant about instituting 
going west-bound. But I submit that this 
would probably be the single cheapest way 
for the area to achieve an efficient, fast trans
portation service.

Mr. Trudel: Thank you, Mr. Chairman.

The Chairman: Mr. Thomas.

[Interprétation]
M. Horner: L’avez-vous déjà proposé aux 

chemins de fer?

M. Stanfield: Oui, je l’ai proposé aux che
mins de fer ainsi qu’au maire, pour que quel
ques opérateurs de service de transport en 
commun viennent vers l’est. Mais ils nous 
disent que c’est une question de règlement, 
une question de demande. Je sais que la ques
tion est à l’étude, mais je n’ai absolument 
rien vu dans les journaux à ce sujet.

M. Horner: J’espère que les représentants 
de la Commission canadienne des transports, 
ici présents prennent connaissance du fait que 
cette question mérite d’être étudiée.

Le président: Monsieur Trudel.

M. Trudel: Monsieur le président, je vou
drais demander à M. Stanfield s’il a parlé 
avec la Commission des transports des Mariti
mes, de cette question du transport en 
commun.

M. Stanfield: Non, je n’en ai pas parlé per
sonnellement à la Commission, mais un 
représentant de notre société en a parlé à la 
Commission, et ils sont au courant de ce 
mémoire.

M. Trudel: Est-ce que vous convenez que 
cette mise en commun est possible entre les 
expéditeurs locaux, qu’il n’incombe pas 
nécéssairement aux chemins de fer de le 
faire, et que les fabricants locaux pourraient 
le faire?

M. Stanfield: Si d’autres peuvent mettre le 
transport en commun dans d’autres régions, 
nous ne différons pas d’eux. Je ne vois pas 
pourquoi nous ne pourrions pas faire la même 
chose ici.

M. Trudel: Croyez-vous que, par l’entre
mise de la Commission des transports des 
Maritimes, cela pourrait se faire?

M. Stanfield: Oui, mais laissez-moi vous 
dire une chose à ce sujet. Il faut reconnaître 
qu’il y a beaucoup plus de traffic vers l’est 
que vers l’ouest. C’est là le principal pro
blème. C’est peut-être une des raisons pour 
lesquelles certains expéditeurs hésitent un 
peu à ce sujet, et que les transporteurs en 
commun hésitent aussi à le faire en direction 
de l’ouest. Mais j’estime que ce serait la seule 
façon la plus économique d’obtenir un service 
de transport rapide et efficace.

M. Trudel: Merci, monsieur le président.

Le président: Monsieur Thomas.
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[Text]
Mr. Thomas (Moncton): I was very interest

ed in your remarks on the lack of pool car 
service east to west, because being in busi
ness myself in Moncton I know what you 
are up against.

And I think what is not understood here, 
and I would like to clarify it with you, is that 
provision of pool car services is not a railway 
service. This is done by private companies 
who use the rail facilities. In other words, 
Maritime Forwarding would have to be 
satisfied that the demand was here in Truro 
before they put the service on. You do not go 
to the railway and ask them to put on a pool 
car. This is operated by private companies. 
Am I right?

Mr. Stanfield: This is correct.

Mr. Thomas (Moncton): So you would have 
to satisfy them that the need was there.

Mr. Stanfield: My point there, sir, is that if 
they can provide east-bound, they already 
have the facilities. There is no reason why 
they could not provide west-bound if they 
were asked to, or required to as part of their 
license to come east-bound.

Mr. Thomas (Moncton): As a private com
pany, not as...

Mr. Stanfield: That is correct. I do not 
think the government should get involved.

Mr. Thomas (Moncton): The government 
would have nothing to do with it anyway; it 
is a private service.

The Chairman: Mr. Perrault, a supplemen
tary question.

Mr. Perrault: Yes, just a brief question, 
Mr. Chairman. Ini the brief submitted in 1968 
by Mr. Stanfield, the argument was advanced 
that there should be no subsidization of motor 
carriers. The motor carriers are not bearing a 
fair share of user-cost of building and main
taining our highway system. Now, this view
point has been opposed in other parts of our 
hearings in the Maritimes. I wonder if you 
still feel that way about it? It is rather 
emphatically stated here in your March 1968 
brief.

Mr. Stanfield: Yes, I do, and in spite of 
what I have read in the newspapers and the 
other briefs I read that were mailed to me. 
They did not present anything that would 
materially change my mind about it, but I did 
state that they were an inter-region concept,

[Interpretation]
M. Thomas (Moncton): J'ai été très inté

ressé par ce que vous avez dit au sujet du 
manque de wagons est-ouest. Et étant donné 
que je suis en affaires à Moncton moi-même, 
je réalise les difficultés que vous éprouvez.

Je crois que ce qui n’est pas compris ici, et 
que j'aimerais tirer au clair avec vous, c’est 
que les services de transport en commun 
n’appartiennent pas aux chemins de fer. Ce 
service est assuré par des compagnies privées 
qui utilisent les installations ferroviaires. En 
d’autres termes, Howell Forwarding ou Mari- 
Time Forwarding devraient être sûrs de la 
demande à Truro avant d’installer le service. 
Ce n’est pas quelque chose qu’on peut deman
der aux chemins de fer. C’est fait par des 
compagnies privées. Ai-je raison?

M. Stanfield: C’est juste.

M. Thomas (Moncton): Alors il faut les con
vaincre que la demande existe.

M. Stanfield: Ce que je veux dire, c’est que 
s’ils peuvent assurer le service vers l’est, ils 
ont déjà les aménagements. Je ne vois pas 
pourquoi ils ne pourraient pas assurer le 
transport vers l’Ouest, si on le leur demande, 
ou si on les y oblige puisque cela fait partie 
de leurs franchises pour assurer l’expédition 
vers l’est.

M. Thomas (Moncton): Oui, mais à titre de 
société privée, comme...

M. Stanfield: Vous avez raison. Je ne pense 
pas que le gouvernement devrait se mêler.

M. Thomas (Moncton): De toute façon, le 
gouvernement n’a rien à y voir; c’est un ser
vice privé.

Le président: M. Perrault, une question 
supplémentaire.

M. Perrault: Une brève question, monsieur 
le président. Dans le mémoire présenté en 
1968 par M. Stanfield, il a soutenu qu’il ne 
devrait pas y avoir des subventions pour les 
transporteurs routiers car il ne contribuent 
pas à la construction et à l’entretien des gran
des routes. Ce point de vue a été opposé dans 
d’autres parties du témoignage dans les Mari
times. Je me demande si vous êtes toujours 
du même avis, étant donné que vous aviez 
tellement insisté dans votre mémoire du mois 
de mars 1963?

M. Stanfield: Oui. Malgré ce que j’ai lu 
dans les journaux, dans les autres mémoires 
et périodiques, qui m’ont été envoyés. Per
sonne n’a présenté quoi que ce soit pour me 
faire changer d’idée. J’ai dit toutefois qu’il 
s’agissait d’une idée interrégionale et non pas
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[Texte]
not an intra-region concept. That is the way I 
feel about it, as far as the Atlantic Region is 
concerned.

Mr. Perrault: You would not favour subsi
dies to the truckers or to air transport in the 
area then.

Mr. Stanfield: Well, truckers I would not 
support subsidies for at this point in time. Air 
travel—I really do not think that air travel in 
Canada, or air freight, let us put it this way, 
with the exception of perhaps frozen foods, in 
this area is really a feasible thing because 
there are not enough aircraft flying in and 
out and they cannot take enough freight.

Mr. Perrault: Thank you, Mr. Chairman.

The Chairman: Mr. Rose.

Mr. Rose: Mr. Stanfield, one of the prob
lems the railroads have is with what they call 
a mattress-type cargo. In other words, it 
takes up a great deal of space, but it does not 
weigh very much. And yours is a product 
which is a high-quality, fairly high-priced 
product, but it does not weigh very much. Do 
you feel—it is a relatively high-quality, low- 
weight product. What do you feel the rail
roads should charge for your kind of product 
in shipping?

Mr. Stanfield: Well, I think that the. ..

Mr. Rose: Excuse me, it would not be the 
same as something like raw steel that 
weighed a great deal and yet it was not as 
expensive per unit as yours, or per unit of 
space.

Mr. Stanfield: I think this is one of the 
problems perhaps that the railway has with 
our product, that it is about eight pounds to 
the cubic foot rather than the ten pounds that 
they use. And from the point of view of retail 
people, it has therefore a high percentage of 
retail selling price for transportation. For 
instance, underwear may go anywhere from 
two to five per cent, depending on where it is 
going. Whereas it may be a half to one per 
cent on the steel, or even less than a half per 
cent.

As to what the railways should charge, in 
my estimation the railway here should charge 
actual weight because I do not think that it 
costs them that much more to handle addi
tional boxcars on a unit train going from here 
to Montreal or Toronto. What they should 
charge I do not know. I am not familiar with

[Interprétation]
intra-régionale. C’est ce que j’en pense, du 
moins pour ce qui est de la région de 
l’Atlantique.

M. Perrault: Alors vous n’êtes pas en 
faveur des subventions aux camionneurs ou 
au transport aérien dans la région.

M. Stanfield: Je n’appuierais pas les sub
ventions aux camionneurs à l’heure actuelle. 
En ce qui concerne le service de transport 
aérien, je ne crois pas vraiment que le freight 
aérien à l'exception peut-être des aliments 
congelés, soit vraiment pratique car les 
avions qui desservent la région ne sont pas 
suffisants pour prendre assez de marchan
dises.

M. Perrault: Merci, monsieur le président.

Le président: Monsieur Rose.

M. Rose: Monsieur Stanfield, un des problè
mes que les chemins de fer éprouvent est à 
l’égard de ce qu’ils appellent une cargaison 
du genre «matelas». En d’autres termes, des 
marchandises qui occupent beaucoup d’espace 
sans être trop pesantes. Et le vôtre est un 
produit de haute qualité au prix assez élevé, 
tout en ne pesant pas grand-chose. Croyez- 
vous que c’est un produit relativement de 
haute qualité qui ne pèse pas grand-chose. 
Combien croyez-vous que les chemins de fer 
devraient vous charger pour les frais 
d’expédition?

M. Stanfield: Je pense que le...

M. Rose: Excusez-moi, ce ne serait pas 
quelque chose comme l’acier brut qui pesait 
beaucoup mais qui par unité d'espace, ne coû
tait pas autant que le vôtre.

M. Stanfield: Je pense que c’est une des 
difficultés justement que les chemins de fer 
éprouvent avec notre produit, c’est-à-dire 
qu’il y a environ 8 livres par pied cube plutôt 
que les 10 pieds cube qu’ils emploient. Et du 
point de vue des détaillants, le prix de vente 
au détail est par conséquent élevé à cause du 
transport. Par exemple, les sous-vêtements 
peuvent avoir des frais de transport de 2 à 5 
à 10 p. 100 selon la destination, tandis que 
l’acier pourrait avoir des frais de transport de 
0.5 à 1 p. 100, ou même moins que 0.5 p. 100.

En ce qui concerne ce que devraient char
ger les chemins de fer, à mon avis, les che
mins de fer ici devraient charger le poids 
réel, car je ne crois pas que cela leur coûte 
tellement plus de manutentionner plus de 
wagons dans un train unitaire allant d’ici à 
Montréal ou à Toronto. Ce qu’ils devraient
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[Text]
all their costs. That is a very loaded question 
to ask.

Mr. Rose: It is a loaded question, but it 
seems to me that perhaps a cargo that was 
less valuable should probably be carried—you 
see, we are talking about subsidies and this 
sort of thing. Your firm is a very successful 
one and you seem to be able to have pros
pered in spite of the fact that you claim that 
you have been at a severe disadvantage 
because of freight rates and your location.

Mr. Stanfield: That is right.
Mr. Rose: I want to ask you something else. 

Do you own any trucks, sir?

Mr. Stanfield: No.
Mr. Rose: Do you ship any of your material 

by truck? Your company owns no trucks?

Mr. Stanfield: We do not own any trucks.

Mr. Rose: Is there any reason for this? Do 
you think you could gain any advantage by 
owning your own trucks?

Mr. Stanfield: The problem with trucks for 
us is that they would always be eastbound 
and coming back empty westbound because 
the yarn comes in huge quantities and is knit
ted into merchandise that is as wide as the 
table as opposed to half the table in raw 
materials. You would run up against that and 
I do not think that it would be feasible for us 
to use trucks for that reason.

Mr. Rose: Would it not be because your 
products take up so much space, according to 
their weight, that they are really not worth 
it? They are really not worth it to do this?

Mr. Stanfield: It is not worth it mainly 
because we cannot come westbound loaded. If 
you come back empty this is the problem of 
people leaving here and going back to central 
Canada after they come here full eastbound.

Mr. Rose: I would be interested in your 
opinion of how any subsidy that you might 
gain, that your company might gain or your 
area might gain through this transportation 
MFRA would be passed on and improve the 
prosperity of the people in your area.

[Interpretation]
charger, je ne le sais pas. Je ne connais pas 
tous leurs frais, tous leur tarifs. C’est une 
question très acablante à poser.

M. Rose: La question est peut-être aca
blante, mais il me semble que, peut-être, une 
cargaison de moindre valeur devrait proba
blement être transportée. Voyez-vous, nous 
parlons de subventions et de choses du genre. 
Vous avez une entreprise qui réussit très bien 
en affaires et vous semblez avoir prospéré 
malgré le fait que vous prétendez avoir eu un 
grand désavantage en raison du tarif mar
chandises et votre emplacement.

M. Stanfield: C’est exact.
M. Rose: Je voudrais vous poser une autre 

question. Possédez-vous des camions, Mon
sieur?

M. Stanfield: Non.
M. Rose: Expédiez-vous de vos matériaux 

par camion? Votre société ne possède pas de 
camions?

M. Stanfield: Non, nous ne possédons pas 
de camions.

M. Rose: Est-ce qu’il y a une raison à cela? 
Croyez-vous qu’il y aurait un avantage en 
ayant vos propres camions?

M. Stanfield: Le problème, si nous avions 
des camions, c’est qu’ils viendraient toujours 
vers l’Est et qu’ils reviendraient toujours 
vides vers l’Ouest, car le fil arrive en grande 
quantité et est tricoté pour donner une mar
chandise est aussi grande que la table par 
raport à la moitié de la table en matière 
première. Ce serait alors un problème, et c’est 
pourquoi je ne crois pas que ce serait prati
que pour nous d’utiliser des camions.

M. Rose: Est-ce que parce que vos produits 
prennent trop d'espace par rapport au poids 
que cela ne vaut pas la peine? Ils ne valent 
pas la peine que vous le fassiez?

M. Stanfield: Ça ne vaudrait pas la peine 
de le faire car nous ne pouvons venir vers 
l’Ouest avec des camions chargés. S’ils revien
nent vides, c’est le problème des personnes 
qui partent d’ici et retournent au Canada cen
tral après être venus ici, vers l’Est, avec des 
camions chargés.

M. Rose: Je serais intéressé de savoir, à 
votre avis, comment une subvention que 
vous, votre société ou votre région pourrait 
obtenir grâce à la Loi sur le taux de transport 
de marchandises des provinces Maritimes, 
pourrait être passée aux consommateurs de 
votre région pour améliorer leur situation 
économique.
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[Texte]
Mr. Stanfield: I think if we do more busi

ness it is bound to help Truro, it is bound to 
help Nova Scotia but more particularly 
Truro, just because we are a labour intensive 
industry, you might call it. Every time we 
sell “x” more dozens we have to have “x” 
more sewing machines to sew them. Our 
volume is directly related to the prosperity of 
the region.

Mr. Rose: I was thinking more in terms of 
wages as far as your company’s employees 
are concerned.

Mr. Stanfield: In what regard?

Mr. Rose: You answered another question 
earlier here saying that you were unorganized 
and I was wondering, since you were talking 
earlier in the previous speech about getting 
subsidies, if perhaps your firm might not be 
an example of this—that your workers were 
in fact subsidizing the firm through lower 
wages.

Mr. Stanfield: No, I do not think this is 
true. Not from what I know about competitors, 
rates, of which I see some. Naturally they 
do not send me the whole structure.

Mr. Rose: That is from central Canada.

Mr. Stanfield: Yes, I am talking about cen
tral Canada.

Mr. Nowlan: I think Quebec is not noted 
for high wages either.

Mr. Chairman, before we carry on this eco
nomic council study of Mr. Rose’s I think the 
witness has already answered one of the 
questions I had about the amount of transpor
tation costs there was in your product. You 
said it rises between 2 per cent and 5 per 
cent, depending on the way it is going.

Mr. Stanfield: Yes, you have to separate 
yourself from Montreal, Toronto, Winnipeg, 
Edmonton and Vancouver into situations like 
Quebec City, North Bay, Ontario, Dauphin, 
Flin Flon or Prince Albert and places like 
this—all these places to which we ship. They 
have naturally a higher percentage. You have 
to remember too that all the department 
stores in Canada have their own forwarding 
company called Tormon and this, of course, 
lowers their transportation costs.

[Interprétation]
M. Stanfield: Si nous faisons plus d’affaires 

cela doit nécessairement aider Truro et la 
Nouvelle-Écosse, et plus particulièrement 
Truro. Parce que nous sommes une société 
ayant une forte densité de main-d’œuvre, 
pourrait-on dire. Chaque fois que nous ven
dons x fois plus de douzaines, nous devons 
avoir x fois plus de machines à coudre pour 
les coudre. Notre volume de production est 
directement relié à la prospérité de la région.

M. Rose: Je pensais plus en fonction des 
salaires pour autant que vos employés sont 
concernés.

M. Stanfield: Qu’est-ce que vous voulez 
dire?

M. Rose: Vous avez répondu à une question 
antérieure en disant que vous n’étiez pas syn
diqués, et je me demandais, étant donné que 
nous parlions plus tôt, dans le discours anté
rieur, d’obtenir des subventions, si votre 
entreprise ne serait pas un exemple de ceci, 
savoir, que vos employés, de fait, subvention
nent l’entreprise par leurs salaires peu élevés.

M. Stanfield: Non, je ne crois pas que ce 
soit exact. Du moins, pas d’après ce que je 
connais des taux de salaire de nos concur
rents, dont je vois quelques-uns. Évidemment 
ils ne m’envoient pas la structure complète.

M. Rose: Vous parlez du Canada central.

M. Stanfield: Oui, je parle du Canada cen
tral.

M. Nowlan: Le Québec n’est pas reconnu 
pour avoir des hauts salaires non plus, vous 
savez.

Monsieur le président, avant de continuer 
cette étude de conseil économique de M. Rose, 
je crois que le témoin a déjà répondu à une 
question que j’avais en tête au sujet de la 
somme des frais de transport qu’il y avait 
dans votre produit. Vous avez dit que cela se 
monte entre 2 à 5 p. 100 selon la distance à 
parcourir.

M. Stanfield: Oui, il faut s’éloigner de Mon
tréal, Toronto, Winnipeg, Edmonton et Van
couver, pour aller dans des endroits comme 
Québec, North Bay (Ontario), Dauphin, Flin 
Flon ou Prince-Albert et autres endroits du 
genre, tous des endroits où nous expédions 
nos produits. Naturellement, le pourcentage y 
est plus élevé. Il faut se rappeler aussi que 
tous les magasins à rayons du Canada ont 
leur propre entreprise de transport, appelée 
Tormon, ce qui réduit énormément leurs frais 
de transport.

29691—15
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[Text]
To answer your question very directly most 

retailers use a factor of between 4 and 5 per 
cent as their transportation costs.

Mr. Nowlan: And this would apply basical
ly to yourself.

Mr. Stanfield: We have to figure it in the 
mark-up that we have to give them. Although 
we are not paying that transportation cost it 
has to be figured in our selling price because 
they have to have an adequate mark-up in 
order to do business.

Mr. Nowlan: When you mentioned there is 
an agreed charge between Montreal and Van
couver, that the time element was almost 
equivalent to Montreal and Toronto, did you 
also say that the agreed charge was almost 
not that much more?

Mr. Stanfield: Not related to distance, it is 
not. It is more, not related to distance.

Mr. Nowlan: And for other shippers ship
ping to the west is there a sort of land bridge 
concept in agreed charge rates?

Mr. Stanfield: Yes. People in Montreal can 
take advantage of this rate in Quebec, or in 
Ontario.

Mr. Nowlan: This is a kind of thing within 
the industry.

Mr. Stanfield: You see, this is one of our 
problems. We can reach Western Canada 
more easily than we can reach central Cana
da, and central Canada is two thirds of the 
market. So we have to operate on an east and 
west concept in a lot of cases.

Mr. Nowlan: I see.

Mr. Horner: On that very point, will the 
disappearance of the bridge subsidy to west
ern Canada which is now being phased out be 
phased out over a three-year period? Will this 
change that aspect of your freight costs?

Mr. Stanfield: I was not aware that this 
was going to be phased out.

Mr. Horner: The bridge subsidy in western 
Canada, yes. It is being phased out right now.

Mr. Stanfield: I think that any increase 
above normal in transportation costs is bound

[Interpretation]
Pour répondre à votre question très direc

tement, la plupart des détaillants emploient 
un facteur entre 4 et 5 p. 100 comme frais de 
transport.

M. Nowlan: Cela s’appliquerait fondamenta
lement à vous aussi.

M. Stanfield: Nous devons le calculer dans 
la marge de prix que nous devons leur don
ner. Bien que nous ne payions pas les frais de 
transport, il faut que cela figure dans notre 
prix de vente évidemment, car il faut qu’ils 
aient une marge appropriée eux aussi, pour 
faire des affaires.

M. Nowlan: Quand vous avez mentionné le 
tarif convenu entre Montréal et Vancouver, 
que le facteur temps était presque le même 
pour Montréal et Toronto, avez-vous dit aussi 
que le taux convenu était presque pas beau
coup plus que cela?

M. Stanfield: Pas par rapport à la distance, 
ce ne l’est pas. C’est plus, sans égard à la 
distance.

M. Nowlan: Et pour les autres expéditeurs 
qui envoient leurs produits vers l’Ouest, y 
a-t-il une sorte de principe de transport direct 
dans les taux convenus?

M. Stanfield: Oui. Les gens de Montréal 
peuvent profiter de ce taux dans le Québec ou 
dans l’Ontario.

M. Nowlan: Oui, c’est un genre de chose 
dans l’industrie.

M. Stanfield: Evidemment, c’est un de nos 
problèmes. Nous pouvons justement atteindre 
l'Ouest beaucoup plus facilement que le 
Canada central, et ce dernier constitue les 
deux-tiers du marché. Nous devons donc 
fonctionner suivant un principe d’est et 
d’ouest dans beaucoup de cas.

M. Nowlan: Je vois.

M. Horner: Sur ce point-là précisément, 
est-ce que la disparition de la subvention de 
pont pour l’ouest du Canada, qui subit actuel
lement une diminution progressive sera dimi
nuée progressivement dans une période de 
trois ans? Est-ce que cela changera cet aspect 
de vos frais de transport?

M. Stanfield: Je ne savais pas qu’on allait 
la diminuer progressivement.

M. Horner: Oui, la subvention de pont pour 
l’ouest du Canada. On est en train de la dimi
nuer progressivement.

M. Stanfield: Je crois que toute augmenta
tion au-dessus de la normale dans les frais de
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[Texte]
to hurt us more than anybody else because 
we have to get from here to central Canada 
before we start to ship. They are already 
there and shipping from there. If we were 
there then we would be treated on the same 
basis; they would have the same transporta
tion costs. But we have to get that far before 
we start being competitive.

Mr. Nowlan: The ETA-100 in its present 
form is unsatisfactory according to the last 
page of your brief. Is it unsatisfactory in the 
way you have set it out there, or is there—do 
the insurance charges and the density regula
tion ...

Mr. Stanfield: I think the most unsatisfacto
ry thing about it is probably the density regu
lation, as far as we are concerned.

Mr. Nowlan: Which leads me to part of the 
question Mr. Rose was asking. We had a brief 
last night on another product that was very 
light and bulky and was also caught in this 
density problem. From your experience there 
could not be another category. You have not 
explored the possibility or made any 
representations to have a special category or 
classification to get away from this 10 pounds 
to the cubic foot?

Mr. Stanfield: We have not done it within 
ETA-100, but we have made representations 
for category changes within carload and with
in classifications that the pool trucks use. It is 
a very interesting situation that for trucks 
they were classified as class 55 and for the 
railways they were classified as class 70. It is 
a very interesting situation.

Mr. Nowlan: That is very technical. What 
does that mean?

Mr. Stanfield: They go by classification— 
the numbers mean nothing. As you go down 
from 100 to zero your rates get lower and as 
you go up they get higher. The trucks have 
been able to get the regulating board to give 
them a class 55 for our merchandise whereas 
the railways have not been able to obtain the 
same thing.

Mr. Nowlan: And for the railways it is 70.

Mr. Stanfield: Yes.
Mr. Nowlan: I see. Are you considering a 

recommended change in ETA-100?

[Interprétation]
transports inévitablement nous fera tort plus 
qu’à tout autre car il nous faut nous rendre au 
Canada central avant de pouvoir l’expédier 
plus loin. Les autres concurrents sont déjà là 
et expédient de là. Si nous y étions installés, 
alors nous serions traités de la même 
manière; ils auraient les mêmes frais de 
transport. Mais il nous faut nous rendre là 
avant de pouvoir commencer à être 
concurrentiels.

M. Nowlan: D’après la dernière page de 
votre mémoire, le tarif ETA-100 est peu satis
faisant. Est-ce en raison de l’explication que 
vous avez donnée ou est-ce en raison des frais 
d’assurance et du règlement sur la densité.

M. Stanfield: Je crois que là c’est le règle
ment sur la densité qui est le moins satisfai
sant, pour autant que nous sommes concernés.

M. Nowlan: Ce qui m’amène à une partie 
de la question de M. Rose. Nous avons eu un 
mémoire, hier soir, au sujet d’un autre pro
duit qui était très léger et prenait beaucoup 
plus de place, et qui avait le même problème 
au sujet de la densité. D’après votre expé
rience, il ne pourrait y avoir une autre caté
gorie. Vous n’avez pas étudié la possibilité ou 
présenté des instances pour avoir une caté
gorie ou une classe spéciale afin d’éviter 
justement cete exigence de 10 livres au pied 
cube.

M. Stanfield: Nous ne l’avons pas fait pour 
le tarif ETA-100, mais nous avons présenté 
des instances pour avoir des changements de 
catégorie dans les chargements et les classi
fications qu’emploient les camions en com
mun. C’est une situation très intéressante que 
cela ait été classé à 55 pour les camions et à 
70 pour les chemins de fer. C’est une situation 
très intéressante.

M. Nowlan: C’est très technique. Qu’est-ce 
que cela veut dire?

M. Stanfield: Cela se fait par classification. 
Les chiffres ne signifient rien. Mais au fur et 
à mesure que vous baissez de 100 à 0, vos 
taux baissent, et à mesure que vous montez, 
vos taux augmentent. Les camions ont pu 
obtenir de l’Office de réglementation, une 
catégorie de 55 pour nos marchandises, alors 
que les chemins de fer n’ont pas pu obtenir la 
même chose.

M. Nowlan: Et pour les chemins de fer c'est 
70.

M. Stanfield: Oui.
M. Nowlan: Je vois. Envisagez-vous de 

recommander un changement du tarif 
ETA-100?

29691—151



896 Transport and Communications February 20. 1969

[Text]
Mr. Stanfield: From our firm point of view 

I am hoping that we will get pool car service 
and that would be our answer to it. For the 
smaller shippers it will be their answer too if 
they can ship to a central point and take 
advantage of the pool cars.

Mr. Nowlan: The pool car concept would...

Mr. Stanfield: A pool truck, but I would 
take the pool car.

Mr. McCleave: One point I would like to 
have expanded, Mr. Chairman. On page 593, 
Mr. Stanfield has said:

Special consideration should be given to 
raw materials being brought into the 
Maritimes for manufacture.

First, in dealing with your own industry, Mr. 
Stanfield, where do these raw materials come 
from?

Mr. Stanfield: I think that the biggest per
centage of raw materials that we deliver are 
yarns, knitted yarns which come mainly from 
the province of Quebec—about 80 per cent— 
and about 20 per cent is from the province of 
Ontario. Then there is the foreign element in 
that too.

Mr. McCleave: You asked that special con
sideration should be given to these. In what 
way? By subsidies on the payment of this 
material coming in, or just what?

Mr. Stanfield: I do not know if you could 
call this a subsidy or not. I think that if raw 
materials are coming in here for manufac
ture there should be some set of rates set up 
that would allow them to come in as reasona
bly as possible.

This does not necessarily involve subsidy 
because there is a lot of it, for instance, com
ing in by truck that could go by rail, or the 
other way around. I do not think this involves 
that much subsidy. I think that it would help 
a lot of manufactuers in this area and help 
potential manufacturers in this area if their 
raw materials could come in here as quickly 
and as efficiently as possible. Some of us have 
them coming this way and some of us do not.

Mr. McCleave: Is this then the key to in
dustrial growth in Atlantic Canada, in your 
opinion, Mr. Stanfield?

[Interpretation]
M. Stanfield: Du ferme point de vue de 

notre société, j’espère que nous obtiendrons 
un service de wagons en commun, et ce serait 
là notre réponse à cela. Ce serait aussi la 
réponse des petits expéditeurs, s’ils peuvent 
expédier vers un point central du Canada et 
profiter des wagons en commun.

M. Nowlan: Le principe de wagon en 
commun ...

M. Stanfield: Un camion en commun, mais 
je prendrais le train en commun.

M. McCleave: J’ai un point pour lequel j’ai
merais un éclaircissement. A la page 593, M. 
Stanfield a dit:

«On devrait accorder une attention spé
ciale aux matériaux bruts qui sont intro
duits dans les Maritimes, pour y être 
manufacturés.»

En parlant d’abord de votre propre industrie, 
monsieur Stanfield, d’où viennent ces maté
riaux bruts?

M. Stanfield: Je crois que le plus gros 
pourcentage de matériaux bruts que nous 
délivrons sont des fils, des tricots qui nous 
viennent surtout du Québec, soit environ 80 
p. 100, et peut-être 20 p. 100 de l’Ontario. Il y 
a aussi les matières premières qui nous vien
nent de l’étranger.

M. McCleave: Vous avez demandé qu’on 
leur accorde une attention spéciale. De quelle 
façon? Par des subventions sur les matériaux 
qui arrivent ou comment?

M. Stanfield: Je ne sais pas si vous pouvez 
appeler cela une subvention. Je crois que si 
des matériaux bruts sont introduits ici aux 
fins de fabrication, on devrait établir une 
série de taux qui leur permettraient d'être 
introduits à un taux aussi raisonnable qu’il 
est possible. Cela n’implique pas nécessaire
ment une subvention, car il y a bien des 
matériaux, par exemple, arrivant par camion 
qui pourraient venir par chemin de fer, et 
réciproquement.

Ça n’implique pas tellement une subven
tion. Mais je crois que cela aiderait beaucoup 
de fabricants et de futurs fabricants de la 
région, si leurs matériaux bruts pouvaient 
arriver ici le plus rapidement et le plus effi
cacement possible. Certains d’entre nous ont 
cet avantage et d’autres pas.

M. McCleave: Est-ce la clé vers la crois
sance économique de la région atlantique, à 
votre avis, monsieur Stanfield?
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[Texte]
Mr. Stanfield: Just one of the keys. Trans

portation in general is one of the keys. There 
are other factors too, but one of your biggest 
roadblocks if you are dealing in a service 
industry, which we are as we have to service 
our retailers, is that you have to service 
them. If you cannot get it there fast enough 
and at the right price compared with some
body else you are a dead duck. This is one of 
the problems that all industries face in this 
area.

The Chairman: Mr. Stanfield, this is the 
end of our question period and I would like 
to thank you very much for your brief.

Our next group will be the Truro Area 
Industrial Commission. I would call upon 
Mr. John M. Murphy.

Mr. J. M. Murphy (Secretary, Truro Area 
Industrial Commission): Mr. Chairman and 
gentlemen, the brief was prepared a year ago. 
Other than just a couple of paragraphs or so 
in it which are a little out of date, the rest of 
the brief, the theme of it, pretty well stands. 
It is a short brief in itself and with your 
permission, Mr. Chairman, I will summarize 
here two or three of the paragraphs and just 
give the gist of the brief.

The Chairman: You will find the brief on 
page 594.

Mr. Murphy: This submission is for and on 
behalf of The Truro Board of Trade, The 
Council of the Town of Truro, The Council of 
the Town of Stewiacke, The Council of the 
Municipality of Colchester County, The Coun
cil of the Municipality of East Hants, and The 
Truro Area Industrial Commission, whose 
members take the view that the Atlantic 
Provinces have very legitimate and important 
transportation needs for which national poli
cies must be modernized or developed, or 
both.

These needs are as real and vital to the 
people of the Atlantic Provinces as were, for 
example, the aspirations of the citizens of the 
St. Lawrence Seaway area for construction of 
the seaway and for maintenance of tolls 
which are less than compensatory, or the 
Western grain growers’ need for export rates 
on grain to remain at the 1897 level.

The Atlantic Provinces transportation needs 
can no more be met by a uniform national 
transportation policy than either of the above 
needs could be met by such a policy.

[Interpretation]
M. Stanfield: C’est une des clés seulement. 

Le transport en général est l’une des clés. Il y 
a d’autres facteurs aussi. Mais si vous traitez 
dans une industrie de services, ce que nous 
faisons puisque nous desservons nos détail
lants, l’un des obstacles les plus importants 
que vous rencontrez est qu’il faut absolument 
desservir le détaillant. S’il est impossible de 
lui livrer ses produits assez vite et à un prix 
concurrentiel convenable alors vous perdez 
tout. C’est le problème qui confronte la ma
jeure partie des industries de la région.

Le president: Voilà la fin de notre période 
de questions, monsieur Stanfield. Je voudrais 
vous remercier beaucoup pour votre mémoire.

Le prochain mémoire nous vient de la Com
mission industrielle de la région de Truro. Je 
demanderais à M. John M. Murphy de venir à 
l’avant.

M. J. M. Murphy (secrétaire de la Commis
sion industrielle de la région de Truro): Mon
sieur le président, messieurs, le mémoire a 
été préparé il y a un an. A part quelques 
paragraphes qui s’y trouvent, et qui sont 
désuets, le reste du mémoire demeure à peu 
près le même. Le mémoire lui-même est très 
court, et avec votre permission, monsieur le 
président, je résumerai deux ou trois para
graphes et je donnerai seulement l’essence du 
mémoire.

Le président: Vous trouverez le mémoire à 
la page 594.

M. Murphy: Le mémoire est présenté au 
nom de la Chambre de Commerce de Truro, 
le Conseil de la ville de Truro, le Conseil de 
ville de Stewiacke, le Conseil de la municipa
lité du comté de Colchester, le Conseil de la 
municipalité d’East Hants, la Commission 
industrielle de la région de Truro, dont les 
membres croient que les provinces de l’Atlan
tique ont des problèmes légitimes et impor
tants de transport, pour lesquels il faut 
moderniser ou développer des programmes 
nationaux ou encore adopter ces deux points 
de vue.

Ces besoins sont aussi réels et vitaux pour 
la population des provinces maritimes que l’é
taient, par exemple, les aspirations des 
citoyens de la région de la Voie maritime du 
Saint-Laurent, en faveur de la construction 
de cette voie navigable et du maintien des 
taux de péage qui sont moins que compensa
toires et les besoins des producteurs de céréa
les de l’Ouest qui exigeaient que les taux à 
l’exportation demeurassent au niveau de 1897.

On ne peut répondre aux besoins de trans
port des provinces maritimes par l’adoption 
d’une politique nationale et uniforme de 
transport, pas plus qu’on ne pouvait répondre
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[Text]

It is important, therefore, that these less- 
than-carload rates be reinstated as they 
were prior to September 5, 1967, at least until 
a suitable and adequate regional transporta
tion policy has been developed and 
implemented.

The effect of the new tariff appears to fall 
most heavily on local manufacturers attempt
ing to supply local markets in competition 
with manufacturers outside the Atlantic 
region. Certainly the new rates discourage the 
development of local industry for local mark
ets, something the Government of Canada 
tells us we should be doing.

Evidence tends to point to the Atlantic 
Provinces being asked to bear a greater por
tion of the railways’ increased revenue needs 
because it appears that the increase in the 
Atlantic region was greater than elsewhere; 
that is, our rate was frequently lower prior to 
September 5, 1967, but is now generally the 
same as, or higher than elsewhere in Canada.

This not only imposes an unfair burden on 
the people of the Atlantic Provinces, who are 
the greatest users per capita of railway non
carload service than any other region of 
Canada except Saskatchewan, but we do not 
have an alternative means of transportation 
such as is the case in Central Canada.

In consideration of the latter, may we sug
gest that Maritime Freight Rates Act subsi
dies be extended to the movement of goods 
by other modes of transport such as highway 
carriers, this step being deemed most impor
tant to assist in the development of a more 
effective and competitive transportation cli
mate in this part of Canada.

May we suggest your Committee make a 
review of the terms and conditions under 
which Nova Scotia entered Confederation, the 
main consideration of which was that a rail
way be built linking Nova Scotia with the 
central provinces.

Coupled with this construction was the pro
mise of a freight rate structure to meet the 
needs of our commerce. This was given quasi 
official recognition by the Royal Commission 
on Maritime Claims (the so-called Duncan 
Commission of 1926) and it said on page 21 
and I quote;

[Interpretation]
aux besoins déjà mentionnés par l’adoption 
d’une politique semblable.

Il est donc important de rétablir ces taux 
qui s’appliquent aux envois en lots brisés à ce 
qu’ils étaient avant le 5 septembre 1967, au 
moins jusqu’à ce qu’on ait trouvé une politi
que régionale de transport convenable et 
appropriée et qu’on l’ait mise en vigueur.

Ces nouveaux tarifs frappent plus dure
ment les manufacturiers locaux qui tentent de 
répondre aux besoins du marché local en sou
tenant la concurrence des producteurs demeu
rant hors de la région de l’Atlantique. Ces 
nouveaux tarifs ont tendance à décourager 
le développement de certaines industries loca
les, ce que le gouvernement du Canada aime
rait pourtant voir.

Avec preuve à l’appui, nous pouvons dire 
que les provinces maritimes sont appelées à 
combler une plus grande partie des besoins 
accrus en revenus des chemins de fer, parce 
que l’augmentation des taux a été plus impor
tante dans la région de l’Atlantique que n’im
porte où ailleurs; ainsi notre taux était géné
ralement plus bas jusqu’au 5 septembre 1967, 
mais il est actuellement égal et même supé
rieur à celui qui est en vigueur dans les 
autres régions du Canada.

Cette situation en plus de constituer un 
nouveau fardeau pour les gens des Maritimes 
qui font un plus grand usage des envois en 
lots brisés que toute autre région à l’exclusion 
de la Saskatchewan, laisse ces gens sans 
moyen de transport contrairement au Canada 
central.

En tenant compte de ce fait, pouvons-nous 
proposer que les subsides versés en vertu de 
la Loi sur les taux de transport des marchan
dises dans les Maritimes servent également 
au transport des marchandises par d'autres 
modes de transport comme le transport rou
tier. Une telle mesure contribuerait au déve
loppement d’un système de transport plus 
efficace et plus concurrentiel dans cette région 
du Canada.

Pouvons-nous également proposer que 
votre Comité fasse une revue des ententes et 
des conditions qui ont donné suite à l’entrée 
de la Nouvelle-Ecosse dans la Confédération; 
une des conditions principales de cette entente 
était la construction d’un chemin de fer 
devant relier la Nouvelle-Écosse aux provin
ces centrales.

La construction de cette voie ferrée devait 
s’accompagner d’une structure tarifaire propre 
à satisfaire les besoins commerciaux de notre 
région. La Commission royale d’enquête sur 
les revendications des provinces maritimes, la 
Commission Duncan de 1926, a donné une 
reconnaissance presque officielle à ces deman-
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[Texte]

“The Intercolonial Railway was complet
ed in 1876, and it would appear from the 
evidence we have received that from 
then until 1912 the interests of the Mari
time Provinces were fairly well safe
guarded, the freight rate structure being 
such as to take into account the require
ments of their traffic. The lower level of 
rates that prevailed on the Intercolonial 
Railway System prior to 1912 is, in our 
view, rightly to be interpreted as the 
fulfillment by successive governments of 
the policy and pledges that surrounded 
the railway from its inception, whatever 
impressions may have been created by 
the form of administration.”

End of quote.
We are not suggesting, gentlemen, that the 

freight rates in the Atlantic region should be 
set back to the same structure as prevailed in 
1912 but we do suggest that they be adjusted 
to the extent that we continue to enjoy the 
same competitive advantages in the transpor
tation of goods as was promised Nova Scotia 
at the time of Confederation.

In summary, Mr. Chairman and gentlemen, 
we ask only that the policy and pledges 
which surrounded the railway’s inception not 
now be arbitrarily abrogated as was done 
with the institution of the new tariffs on Sep
tember 5, 1967.

Just as much as the citizens of Central 
Canada depend upon the St. Lawrence Sea
way for the development of their economy, 
we in Nova Scotia depend upon the railway 
as our “Seaway”. For our economic survival 
we must have railway freight rates low 
enough to maintain our industries in a com
petitive position with industries in other parts 
of Canada until such times as an alternative 
mode of transportation to make this possible 
is provided.

The Chairman: Mr. Thomas.

Mr. Thomas (Moncton): Mr. Chairman and 
sir, possibly you know what we heard from a 
group yesterday who tossed out all the ideas 
and anything I had ever studied or learned 
about the origin of Confederation. Would you 
agree—your brief seems to indicate—and is it 
your feeling that we in the Maritime Prov
inces were not only guaranteed access to the 
central Canadian markets in the original 
terms of Confederation and the context of 
proceedings and remarks by statesmen at the

[Interprétation]
des quand elle déclare à la page 21 de son 
rapport, et je cite:

«Le chemin de fer Intercolonial a été ter
miné en 1876 et il semble, d’après les 
témoignages que nous avons recueillis, 
que, jusqu’à 1912, on a sauvegardé de 
façon satisfaisante les intérêts des pro
vinces maritimes, la structure tarifaire 
étant établie de façon à tenir compte de 
leurs besoins. Les taux inférieurs qui 
étaient en vigueur avant 1912 remplis
saient, selon nous, l’engagement pris par 
les gouvernements successifs relativement 
à la construction de cette voie ferrée, 
quelle que soit l’impression qui ait été 
créée par la forme de l’administration. »

Nous ne prétendons pas, messieurs, que le 
taux de transport dans la région de l’Atlanti
que devrait être le même que celui qui préva
lait en 1912, mais nous proposons qu’il soit 
modifié afin de nous permettre de continuer à 
profiter des avantages de la concurrence qui 
ont été promis à la Nouvelle-Écosse au 
moment de la Confédération en ce qui a trait 
au transport de la marchandise.

En résumé, monsieur le président, mes
sieurs, nous demandons simplement que la 
politique et les promesses qui ont donné nais
sance au chemin de fer, pas celles qui existent 
actuellement, soient arbitrairement abrogées 
comme on l’a fait avec l’adoption des nou
veaux tarifs le 5 septembre 1967.

La Nouvelle-Écosse compte sur son chemin 
de fer comme les citoyens du Canada central 
comptent sur la Voie maritime du Saint-Lau
rent pour l’expansion de leur économie et 
considère ce chemin de fer comme sa propre 
«voie maritime». Pour permettre à notre éco
nomie de survivre, nous devons bénéficier de 
taux de transport assez bas pour que nous 
puissions soutenir la concurrence des indus
tries des autres régions du Canada jusqu’à 
ce que d’autres moyens de transport qui ren
dront la chose possible soit mis à notre 
disposition.

Le président: Monsieur Thomas.

M. Thomas (Moncton): Monsieur le prési
dent et monsieur, vous savez peut-être ce que 
nous a dit hier un groupe qui mettait de côté 
toutes les idées et tout ce que j’avais étudié 
ou appris au sujet de l’origine de la Confédé
ration. Êtes-vous d’accord, et votre mémoire 
semble l’indiquer, et croyez-vous que nous, 
dans les provinces maritimes, avons reçu non 
seulement une garantie d’accès aux marchés 
du Canada central, dans les conditions origi
nales de la Confédération, le contexte des
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[Text]
time, but also that this is essential to our 
survival here as an economic entity?

We must be able to compete on the central 
Canadian markets on equal terms. That was 
agreed in 1864, I think, at the conference of 
all delegates.

Whether this be by so-called subsidies or 
further massive assistance in supplying alter
native modes of transportation so that our 
rates will be competitive is a matter of ques
tion, but what would you suggest as aid to 
the region to enable us to compete 
successfully?

Mr. Murphy: I think our freight rates, our 
less-than-carload rates, should be set back 
exactly as they were to September 5, 1967, 
until such time as your Committee comes up 
with some new policy which will provide us 
with a chance to compete on an equal plane 
with the rest of Canada.

Mr. Thomas (Moncton): In other words, 
what would your opinion be then on the pres
ent two-year freeze on carload rates which is 
due to expire on March 23 of this year? How 
do you feed about that?

Mr. Murphy: We think that should be con
tinued until such time as you people make 
your deliberations and report.

Mr. Thomas (Moncton): Would your group 
be prepared to make representations to the 
government to ask that this freeze be 
extended?

Mr. Murphy: Definitely.

Mr. Thomas (Moncton): Thank you.

The Chairman: Mr. Horner.

Mr. Horner: I was interested in your 
remarks with regards to your rights under 
Confederation, but in the setting of rates do 
you not believe, and are you not really saying 
this in your brief, that the Maritimes position 
has been eroded greatly by the use of the 
clause in the Maritime Freight Rates Act 
which suggests that express shipments are 
exempt from it?

In other words, what I am saying is that it 
was not the intention in the Maritime Freight 
Rates Act in 1927 to exempt less-than-carload 
lots. It was the intention to exempt express 
packages travelling With a passenger and so

[Interpretation]
procédures et les observations des hommes 
d’État de l’époque, mais encore que cela est 
essentiel pour notre survie comme entité 
économique?

Nous devons pouvoir faire concurrence sur 
les marchés du Canada central aux mêmes 
conditions. Je crois que cet engagement a été 
pris en 1864, à la conférence de tous les 
délégués.

Que ce soit par de supposées subventions 
ou par une autre aide massive en fournissant 
d’autres modes de transport afin que nos taux 
soient concurrentiels, cela peut se discuter, 
mais qu’est-ce que vous proposeriez pour 
nous aider à faire la concurrence avec succès?

M. Murphy: Je crois que les taux de trans
port de marchandises, nos taux d’envois en 
lots brisés, devraient être rétablis exactement 
à ce qu’ils étaient jusqu’au 5 septembre 1967, 
jusqu’au moment où votre Comité propose 
une nouvelle politique qui nous assurerait 
l’occasion de pouvoir faire la concurrence sur 
un pied d’égalité avec le reste du Canada.

M. Thomas (Moncton): En d’autres termes, 
qu’est-ce que vous pensez alors du gel de 
deux ans, à l’heure actuelle, sur les taux de 
chargement complet, qui doit expirer le 23 
mars de cette année? Qu’en pensez-vous?

M. Murphy: Nous estimons que cela devrait 
être continué jusqu’au moment où vous aurez 
fait vos délibérations et votre rapport.

M. Thomas (Moncton): Est-ce que votre 
groupe sera prêt à présenter des instances au 
gouvernement pour demander qu’on étende ce 
gel?

M. Murphy: Définitivement.

M. Thomas (Moncton): Merci.

Le président: Monsieur Horner.

M. Horner: J’étais intéressé dans vos obser
vations au sujet de vos droits en vertu de la 
Confédération, mais dans l’établissement des 
taux, ne croyez-vous pas, et n’est-ce pas pré
cisément ce que vous dites dans votre 
mémoire, que la situation des Maritimes a été 
affectée grandement par cette disposition de 
la Loi sur les taux de transport des marchan
dises dans les provinces Maritimes qui sug
gère que les expéditions de messageries en 
soient exemptées?

En d’autres termes, je dis que dans la Loi 
sur les taux de transport des marchandises 
dans les provinces maritimes, en 1927, on n’a
vait pas l’intention d’exempter les envois en 
lots brisés. On avait l’intention d’exempter les
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[Texte] [Interpretation]
forth, but not less-than-carload lots. Would colis des messageries qu’un voyageur trans- 
you agree with me on this? portait, et ainsi de suite, mais non pas les

envois en lots brisés. Êtes-vous d’accord avec 
moi sur ce point?

I just wonder if what you are saying in Je me demande seulement si ce que vous 
your brief is that under the 1927 Act all dites dans votre mémoire est, qu’en vertu de 
freight moving in and out of the Maritime la Loi de 1927, tous les mouvements de mar- 
region or the special region, as it was called, chandises entrant et sortant de la région des 
should move at a reduced rate except—and Maritimes, de la région spéciale, comme on 
the Act says, “except passenger movement l’a nommée, devraient se faire à un taux 
and express movement.” réduit, sauf, comme le dit la Loi, «les mouve

ment des voyageurs et les mouvements des 
messageries».

It is under this clause that the railroads on 
September 5 decided that they could move in 
and increase the rates drastically on less- 
than-carload loadings. They consider that as 
express, whereas it certainly was not the 
intent of the Act in 1927. Would you not 
agree with me on that?

Mr. Murphy: I am sorry I cannot agree 
with you. I would agree with the basic funda
mental part of it that we were guaranteed 
down here that we could market our goods up 
in central Canada.

Mr. Horner: Did this include all movements 
or did it include a specific area that was 
exempt from that?

Mr. Murphy: At that time presumably it 
meant all movements of all products.

Mr. Horner: Of all products, yes. This is in 
a sense what I am saying, that this was the 
intent at that time. Now it is not being 
fulfilled by the way in which the railroads 
are getting around it.

Mr. Murphy: These new less-than-carload 
tariffs are just abrogating the whole 
fundamentals.

Mr. Horner: Yes.

The Chairman: Mr. Pringle.

Mr. Pringle: I just have one small question. 
I am quite interested—and have heard this 
and I agree and I am not arguing the point or 
disputing it, that there was a guarantee given 
to be able to market the products or produce 
in, you say central Canada. I did not know 
there was a central Canada in 1834. I thought 
it was probably Upper Canada.

C’est en vertu de cette disposition que les 
chemins de fer, le 5 septembre, ont décidé 
qu’ils pouvaient justement augmenter les 
tarifs rigoureusement pour les chargements 
de moins d’une wagonnée. Ils estiment cela 
comme étant des messageries, alors que ce 
n’était certainement pas l’objet de la Loi en 
1927. N’êtes-vous pas d’accord avec moi à ce 
sujet?

M. Murphy: Je regrette, je ne peux être de
votre avis. Je serais d’accord avec la partie 
fondamentale de la Loi à l’effet qu’on nous 
avait garanti que nous pourrions envoyer nos 
produits sur les marchés du Canada central.

M. Horner: Est-ce que cela comprenait tous 
les mouvements ou est-ce que cela incluait 
une région précise qui était exemptée de 
cela?

M. Murphy: A ce moment-là, probable
ment, cela voulait dire les mouvements de 
tous les produits.

M. Horner: Oui, de tous les produits. C’est 
dans un sens ce que je dis, que c’était l’objet 
à ce moment-là. Et à l’heure actuelle, on ne 
fait pas cela, de la façon dont les chemins de 
fer procèdent.

M. Murphy: Ces nouveaux tarifs pour les 
envois en lots brisés abrogent tout simple
ment tout le concept fondamental.

M. Horner: Oui.

Le présidenl: Monsieur Pringle.

M. Pringle: J’aurais juste une petite ques 
tion à poser. Je suis très intéressé, j’ai 
entendu dire cela et je suis d’accord, et je ne 
veux pas mettre le point en doute ou en dis
cuter, qu’il y a eu une garantie de donnée 
pour permettre d’acheminer les produits vers 
le Canada central ou de les y fabriquer. Je ne 
savais pas qu’il existait un Canada central en 
1824. Je croyais qu’il s’agissait du 
Haut-Canada.

Mr. Murphy: I am sorry, sir, 1864. M. Murphy: Je regrette, monsieur, 1864.
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[Text]
Mr. Pringle: Eighteen sixty-four, pardon 

me. First of all, have you in effect ever 
received what you expected or what you 
deemed to be the fulfillment of this promise 
over the years? From the very day it was 
given?

Mr. Murphy: I wonder if I may refer again 
to a section of the brief. I omitted a para
graph there. This is the position that was 
taken by the Nova Scotia delegation in dis
cussions bearing on Confederation at the time 
of the Duncan Royal Commission.

“An Intercolonial Railway would give the 
means of communication at present want
ing. It would open to Canada an Atlantic 
seaboard on British soil, from which she 
is now cut off; and it would offer to the 
Lower Provinces a ready access to the 
vast field of enterprise and progress 
occupied by their fellow subjects in the 
interior. It would prove a benefit of incal
culable value, should it be the precursor 
of, as it is an absolute necessity towards, 
a legislative union of Her Majesty’s North 
Atlantic Provinces—a measure essential 
to the full development of the power 
which their situation and character are 
calculated to confer and without which 
they can never attain the high position to 
which their united energies and advan
tages would lead them.”

Mr. Pringle: I do not know whether I can 
interpret the answer to the question from that 
remark, but it says “ready access”. I heard 
that in there. Have you not always had 
access? I am just really interested because it 
seems to me that we keep getting back to this 
promise, this right of access, or right of mar
keting as a result of an agreement or a deal 
made at a time prior to Confederation. Is 
there a possibility that this has inhibited the 
people of the area with regard to expanding 
and developing and industrializing this area? 
Because as I understand it we still are 
deemed to be a designated area, to a degree a 
distressed area, in the Maritimes,

When the original arrangement was made 
there must have been, I would think, an 
arrangement made regarding this right of 
access or this ready access. Do you feel it was 
ever fulfilled, or from the outset did it just 
never happen?

Mr. Murphy: I suppose there was a certain 
degree of fulfillment, and the degree of

[Interpretation]
M. Pringle: 1864, en effet. Tout d’abord, 

avez-vous reçu de fait, ce que vous vous 
attendiez de recevoir ou ce que vous jugiez 
être la tenue de cette promesse au cours des 
années, à partir du moment de l’engagement 
même?

M. Murphy: Est-ce que je pourrais mainte
nant référer à une partie du mémoire. J’ai 
omis un paragraphe de mon mémoire. Voici la 
position prise par la délégation de la Nouvel
le-Écosse lors des discussions portant sur la 
Confédération, à l’époque de la Commission 
royale d’enquête Duncan:

«Un chemin de fer Intercolonial répon
drait aux besoins actuels de communica
tion. Il ouvrirait au Canada une porte sur 
littoral dont il est détaché actuellement et 
il offrirait aux basses provinces accès au 
vaste domaine de l’entreprise et du pro
grès déjà occupé par leurs amis à l’inté
rieur des terres. Il serait d’une valeur 
incalculable pour permettre l’union légis
lative des provinces de l’Atlantique nord 
de sa Majesté, il est d’une absolue néces
sité pour atteindre à cette fin, et cette 
mesure est essentielle pour réaliser le 
plein développement de la puissance que 
leur position et leur caractère sont desti
nées à leur conférer et sans lequel elles 
n’atteindront jamais à la haute situation 
vers laquelle leurs énergies combinées et 
leurs avantages les conduiraient».

M. Pringle: Je ne sais pas si je puis inter
préter la réponse à la question d’après cette 
observation, mais vous avez parlé d’«accès» 
facile. Je l’ai entendu. N’avez-vous pas tou
jours eu accès? Je suis vraiment intéressé 
parce qu’il me semble que nous revenons tou
jours à cette promesse, ce droit d’accès ou 
droit de commercialisation, à la suite d’un 
accord ou d’un marché conclu à un moment 
antérieur à la Confédération. Est-ce qu’il y a 
une possibilité que cela ait nui aux gens de la 
région en ce qui a trait à l’expansion, au 
développement, à l’industrialisation de la 
région? Car, si j’ai bien compris, on considère 
toujours qu’il s’agit d’une région désignée, et 
jusqu’à un certain point, une région en 
détresse, dans les Maritimes.

Quand on a formulé l’accord original, j’ima
gine qu’on a dû tenir compte de ce droit 
d’accès ou de cet accès facile. Croyez-vous 
qu’on a déjà donné suite à cet engagement ou 
croyez-vous que dès le début cela ne s’est 
jamais produit?

M. Murphy: J’imagine que dans une cer
taine mesure on l’a rempli, et cette mesure a
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[Texte]
fulfillment is borne out by discussions at the 
time of the Duncan Royal Commission.

The serious part of it today is that we in 
the Maritimes without less-than-carload new 
tariffs, the fundamental deal was back at 
Confederation that we could market our goods 
in central Canada, but today you cannot. You 
can barely manufacture in Nova Scotia and 
market in Nova Scotia in competition with 
Ontario.

Mr. Pringle: Thank you.

The Chairman: Mr. Thomas.

Mr. Thomas (Moncton): Just a short supple
mentary here. Sir, is it not fair to state that 
up until 1927 these promises had been fairly 
well carried out?

We had the old Duncan Royal Commission 
and the freight rates set, but the whole thing 
we are trying to get at in these two weeks is 
the fact that since 1927 the position has been 
steadily eroded by these horizontal freight 
increases right across the country. They have 
destroyed our position, they have eroded our 
position from what it was 40 years ago.

The Chairman: A last question by Mr. 
McCleave.

Mr. McCleave: I wonder, Mr. Chairman, if 
Mr. Murphy can comment on the point made 
by the previous witness, Mr. Stanfield, about 
the raw materials. Mr. Murphy and his Com
mission have had success in attracting indus
try to Truro, but is there a possibility—I will 
just ask for a comment on Mr. Stanfield’s 
point that special consideration should be 
given to raw materials being brought into the 
Maritimes for manufacture.

Mr. Murphy: I am sorry, Mr. Chairman, I 
cannot answer that. It is unfortunate that I 
had Mr. McLeod of Crossley Karas tan Carpets 
Ltd. here as part of the delegation and that 
he had to leave. He perhaps could have an
swered that quite fully.

The Chairman: Mr. Nowlan.

Mr. Nowlan: This brief is by the Truro 
Area Industrial Commission and, Mr. Chair
man, I would like to ask this witness if Truro 
is looking with anticipation or expectation, or 
some other type of station—hesitation—if 
Truro is going to be a growth area within the 
concept of this new act when you have Truro 
related to Halifax.

[Interprétation]
été prouvée par les discussions qui ont eu lieu 
au moment de la Commission royale d’en
quête Duncan.

Ce qu’il y a de grave aujourd’hui, c’est que 
nous, dans les Maritimes, sans les nouveaux 
tarifs pour envois en lots brisés, l’entente fon
damentale remonte à la Confédération, à 
l’effet qu’on devait pouvoir envoyer nos pro
duits vers le Canada central, mais aujour
d’hui on ne peut même pas le faire. On peut à 
peine fabriquer et vendre en Nouvelle-Écosse 
en concurrence avec l’Ontario.

M. Pringle: Merci.

Le président: Monsieur Thomas.

M. Thomas (Moncton): Une brève question 
complémentaire monsieur, n’est-il pas juste 
de dire que jusqu’en 1927, ces promesses 
avaient été assez bien remplies.

Nous avions les tarifs établis par l’ancienne 
Commission royale d’enquête Duncan, mais ce 
à quoi nous voulons en venir, au cours de ces 
deux semaines, c’est que depuis 1927, la posi
tion a été régulièrement affectée à la suite de 
ces augmentations horizontales du transport 
des marchandises dans tout le pays qui ont 
détruit notre position comparativement à ce 
qu’elle était il y a 40 ans.

Le président: Une dernière question posée 
par M. McCleave.

M. McCleave: Monsieur le président, M. 
Murphy peut-il faire des observations sur le 
commentaire du témoin précédent, M. Stan
field, au sujet des matières premières? M. 
Murphy et sa Commission ont réussi à attirer 
des industries à Truro, est-ce qu’il y a 
possibilité, enfin je demande simplement un 
commentaire sur le point de vue énoncé par 
M. Stanfield, qu’une attention particulière soit 
accordée aux matières premières qui sont 
introduites dans les Maritimes aux fins de 
fabrication?

M. Murphy: Je m’excuse, monsieur le pré
sident, je ne saurais répondre à cette ques
tion. Il est malheureux que M. McLeod, de 
Crossley Karastan Carpet Ltd. ne soit pas ici 
en ce moment. Il a dû quitter la salle. Il 
pourrait répondre à votre question.

Le président: Monsieur Nowlan.

M. Nowlan: Ce mémoire est présenté par la 
Commission industrielle de la région de 
Truro, et, monsieur le président, voici, je vou
drais demander au témoin si Truro envisage 
avec un certain sentiment d’espoir, ou avec 
stoïcisme, de devenir une région de croissance 
suivant le concept de cette nouvelle loi, si 
vous reliez Truro à Halifax.
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[Text]
This is not too related to the brief, but has 

your Commission had time to even think 
about Truro? Truro has been a fairly active 
growth area itself as far as western Nova 
Scotia is concerned, but now with the new 
concept and if there is going to be one in the 
province, I just wonder if your Industrial 
Commission feels it should go out of business.

Mr. Murphy: No, as far as we are con
cerned as members of the Industrial Commis
sion, Truro is going to be a growth area. We 
do not care what the government says.

The Chairman: I will call upon the Mari
time Cans Limited. The Polymer Internation
al (N.S.) Limited. St. Peters Board of Trade. 
Shelburne District Board of Trade. They 
have left?

Gentlemen, this is the end of our agenda 
for this morning. I would like to ask all the 
members to get their luggage ready at noon, 
but leaving it in your rooms.

I understand that the luggage will be 
picked up in your rooms at the hotel and 
taken by truck to the airport. So please have it 
ready in your own rooms. Yes, Mr. Nesbitt?

Mr. Nesbitt: Mr. Chairman, in view of the 
fact that we have a relatively small number 
of briefs in any event this afternoon, perhaps 
you might extend the time to 2.30 p.m. in 
view of the fact that there are two hotels to 
get to and that bags have to be packed.

The Chairman: Mr. Nesbitt, we still have 
eight briefs this afternoon.

Mr. Nesbitt: Are they all here, though?

The Chairman: As you know our agenda is 
to leave the hotel at six o’clock by bus. So I 
think we will adjourn until two o’clock this 
afternoon.

AFTERNOON SITTING

The Chairman: Good afternoon ladies and 
gentlemen. Our first brief this afternoon is 
from the Maritime Lumber Bureau. It will be 
presented by Mr. Bragg. I will now call upon 
him to give us a resumé of his brief.

Mr. C. E. Bragg (Past Chairman, Transpor
tation Committee, Maritime Lumber Bureau):
Mr. Chairman and gentlemen of the Commit
tee, I really only want to make two main 
points in our brief and I believe you all have 
copies of the brief before you.

[Interpretation]
Ce n’est pas tellement rattaché disons à 

votre mémoire, mais est-ce que votre Com
mission a eu le temps même de songer à Tru
ro? Truro a été un centre de croissance assez 
actif pour ce qui est de l’ouest de la Nouvelle- 
Écosse mais avec le nouveau concept d’un par 
province, est-ce que votre Comission indus
trielle est d’avis qu’elle devrait se 
démembrer?

M. Murphy: Non, en ce qui concerne les 
membres de notre Commission, peu importe 
ce que dit le gouvernement, Truro sera une 
région de croissance.

Le président: Maintenant, je cède la parole 
aux représentants de Maritime Cans Limited. 
Le Polymer Internat onal (N.S.) Limited, St. 
Peter’s Board of Trade, le Board of Trade du 
district de Shelburne. Ils ont quitté la salle.

Alors, messieurs, voici la fin de la rubrique 
prévue ce matin. Je demanderais à tous les 
membres de préparer leurs bagages à midi, 
mais laissez-les dans vos chambres.

Nous avons prévu que vos bagages seront 
cueillis dans vos chambres à l’hôtel, et seront 
transportés par camion à l’aérogare. Veuillez 
les préparer, mais laissez-les dans vos cham
bres. Oui, monsieur Nesbitt?

M. Nesbitt: Vu que nous avons un petit 
nombre de mémoires à entendre cet après- 
midi, peut-être que nous pourrions prolonger 
la période à 2 h 30, vu que nous devons nous 
rendre à deux hôtels et que nous devons faire 
les bagages.

Le président: Monsieur Nesbitt, nous avons 
huit mémoires à entendre.

M. Nesbitt: Mais on ne sait pas s’ils sont 
tous là.

Le président: Notre ordre du jour prévoit 
que nous quitterons l’hôtel à six heures par 
autobus. Donc, nous levons la séance jusqu’à 
deux heures cet après-midi.

SÉANCE DE L'APRÈ-MIDI
Le président: Bon après-midi, mesdames et 

messieurs. Notre premier mémoire, cet après- 
midi, sera celui de la Maritime Lumber 
Bureau. Il sera présenté par M. Bragg.

Je lui demanderais donc de nous résumer 
son mémoire.

M. C. E. Bragg (Ancien président, comité 
des transports. Maritime Lumber Bureau):
Monsieur le président, messieurs les membres 
du Comité, je crois que je voudrais tout sim
plement insister sur deux points de notre 
mémoire. Je crois que vous avez tous le 
mémoire devant vous.



20 février 1969 Transports et communications 905

[Texte]
I would like to go back to December of 

1966 and the early part of 1967. At this time 
the Department of Transport brought in this 
rate freeze on certain commodities from the 
Maritimes. At that time it came to our atten
tion that lumber was not included and on 
behalf of the Maritime Lumber Bureau I 
called the Minister of Transport’s office and 
spoke to the Minister about this matter. He 
agreed that leaving out lumber was merely an 
oversight and that it would be included, and 
this was done at a later date. This Act was 
passed and proclaimed on March 23, 1967, and 
the effective date was March 23, 1967. The 
expiry date of this freeze was March 23, 1969. 
The freeze on lumber rates was not allowed 
by the transportation company. They took the 
attitude that lumber was not shipped on com
modity rates but was shipped under competi
tive rates.

Our contention is merely that this action 
was contrary to the intent of Parliament 
because the inclusion of lumber was passed in 
the House without any opposition. The only 
opposition recorded in Hansard was some 
very brief opposition to the manner in which 
this was introduced but there was no opposi
tion to the inclusion of lumber. We contend 
that disallowing the freeze on lumber is con
trary to the intent of Parliament. We would 
also like to ask for the extension of this freeze 
until legislation is provided to take care of 
this matter.

The second point I would like to make is 
that we in the lumber industry would like to 
ask for the extension of the subsidy to all 
other modes of transportation as well as to 
rail transportation, and more particularly to 
truck transportation, in which case I believe 
we would then have truly competitive rates. 
We also ask that this subsidy be paid to 
either the carrier, the shipper or to the 
receiver so that the benefit of this will really 
be a benefit to the ultimate user of the prod
uct. Thank you very much, Mr. Chairman.

The Chairman: Mr. Corbin?
Mr. Corbin: I have a very brief question, 

Mr. Chairman. You say that the Maritime 
Lumber Bureau is a non-profit organization, 
and so on, but does it comprise industry from 
every area of the Maritimes?

Mr. Bragg: It is chiefly from Nova Scotia 
and New Brunswick. There is very little ship
ment of lumber, if any, from the Province of

[Interprétation]
Je remonterais à décembre 1966 et au début 

de 1967, au moment où le ministère des 
Transports a imposé le gel sur les tarifs mar
chandises des Maritimes. A ce moment-là, on 
nous a dit que le bois de sciage n’était pas 
inclus, et, au nom de Maritime Lumber 
Bureau, je me suis mis en communication 
avec le cabinet du ministre des Transports, et 
j’ai parlé au ministre lui-même à ce sujet. Il 
était d’accord que si on n’avait pas inclus le 
bois de sciage, c’était tout simplement un 
oubli et qu’on l’inclurait. Ce qui a été fait 
d’ailleurs un peu plus tard. La loi a été sanc
tionnée le 23 mars 1967, et la date de mise en 
vigueur a été le 23 mars 1967. Le gel devait 
expirer le 23 mars 1969. Le gel des tarifs du 
bois de sciage n’a pas été accepté par les com
pagnies de transport. Elles ont pris l’attitude 
que le bois le sciage n’était pas transporté en 
raison des tarifs des marchandises, mais plu
tôt aux taux concurrentiels.

Ce que nous prétendons, c’est que cette 
mesure était contraire à l’intention du Parle
ment, car l’inclusion du bois de sciage avait 
été prévue par la Chambre des communes, 
sans opposition. La seule opposition qu’on 
trouve dans le Hansard c’est une opposition 
très brève au sujet de la façon dont on a 
présenté la chose, mais il n’y avait pas d’op
position au fait que l’on inclue le bois de 
sciage. Nous prétendons donc que ce gel est 
contraire aux intentions du Parlement. Nous 
voudrions aussi demander l’extension de ce 
gel jusqu’à ce qu’une mesure législative soit 
prévue pour y remédier.

Le deuxième point que je voudrais soulever 
ici à ce sujet, c’est que dans l’industrie du 
bois de sciage, nous aimerions demander l'ex
tension de la subvention à tous les autres 
modes de transport, et que cela s’applique 
non seulement aux chemins de fer, et plus 
particulièrement au transport par camions; 
dans ce cas, je crois que nous aurions vrai
ment des taux concurrentiels. Nous deman
dons aussi que cette subvention soit payée 
soit au transporteur, soit à l’expéditeur, soit 
au destinataire, afin que l’usager puisse vrai
ment en profiter, étant donné que c’est lui qui 
prend le produit. Merci beaucoup, monsieur 
le président.

Le président: Monsieur Corbin?
M. Corbin: Une question très brève, mon

sieur le président. Vous dites que la Maritime 
Lumber Bureau est une organisation sans but 
lucratif; mais est-ce que cela comprend des 
industries de toutes les régions des 
Maritimes?

M. Bragg: Principalement de la Nouvelle-É
cosse et du Nouveau-Brunswick. Il y a très 
peu d’expéditions de bois de sciage, s’il y en a,
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[Text]
Prince Edward Island and it does not include 
Newfoundland. There is shipment of lumber 
to the Province of Newfoundland from both 
Nova Scotia and New Brunswick. The same 
applies to Prince Edward Island.

Mr. Corbin: But do a majority of the saw
mill operators belong to your organization?

Mr. Bragg: Yes, sir, they do.

Mr. Corbin: Thank you.

The Chairman: Are there any other ques
tions, gentlemen?

Mr. Bragg: Mr. Chairman, if you would 
like to refer to the bottom of page 5, I think 
you will see that it sets out my first point. 
Also, the second paragraph at the bottom of 
page 8 relates to my second point.

The Chairman: Thank you very much.
I will now call upon the Simpsons-Sears 

Limited of Halifax to present the next brief. 
We have before us Mr. R. Mossman, Assistant 
to the Operating Superintendent and Mr. C. 
A. MacDonald, Traffic and Customs Manager. 
I will ask Mr. Mossman to summarize his 
brief.

Mr. Mossman: Thank you, sir. On behalf of 
Simpsons-Sears Limited in the Atlantic Prov
inces we wish to thank the Standing Commit
tee on Transport and Communications for this 
opportunity to appear before them to outline 
our brief which was mailed in its complete 
form to the Committee in February of 1968.

In the fifty years of serving our customers in 
the Atlantic Provinces we have developed to 
the point where we expend in excess of $21 
million on the transportation of merchandise 
into and within the Atlantic Provinces each 
year. The point of our submission is that of 
necessity this cost must be passed on to the 
consumer, decreasing his buying power. We 
have attempted to prove that the increase is 
unnaturally high as it applies to the Atlantic 
Provinces—higher, in fact, than in the rest of 
Canada—making disproportionate the burden 
placed upon the consumer here. We have 
tried, and continued to try, all means possible 
to alleviate the burden of the cost of dis
tributing our merchandise which our custom
ers must eventually bear.

[Interpretation]
à partir de l’île du Prince-Édouard, et cela ne 
comprend pas Terre-Neuve. Il y a des expédi
tions de bois de sciage vers Terre-Neuve, à 
partir de la Nouvelle-Écosse et du Nouveau- 
Brunswick. Il en est de même pour 
l’île du Prince-Édouard.

M. Corbin: Mais, est-ce que la majorité des 
employés des scieries font partie de votre 
organisation?

M. Bragg: Oui, monsieur.

M. Corbin: Merci.

Le président: Y a-t-il d’autres questions, 
messieurs?

M. Bragg: Monsieur le président, si vous 
voulez vous reporter au bas de la page 5, je 
crois que vous verrez qu’on y expose le pre
mier point que j’avais soulevé. Ensuite, au 
bas de la page 8, au deuxième paragraphe, 
vous trouverez mon deuxième point.

Le président: Je vous remercie beaucoup.
Maintenant, je vais demander à Simpsons- 

Sears Limited d’Halifax de présenter le pro
chain mémoire.

J’ai ici devant moi, MM. R. Mossman, 
adjoint au surintendant de l’exploitation, et 
C. A. MacDonald, directeur du trafic et du 
service de la clientèle.

Je vais donc demander à M. Mossman de 
résumer son mémoire.

M. Mossman: Merci, monsieur. Au nom de 
Simpsons-Sears Limited, des provinces de 
l’Atlantique, nous voulons remercier le 
Comité permanent des transports et des com
munications de nous donner l’occasion de 
comparaître devant lui pour résumer le 
mémoire qui a été envoyé au Comité en fé
vrier 1968.

Depuis 50 ans que nous desservons notre 
clientèle des provinces de l’Atlantique, nous 
avons réussi à nous développer au point de 
dépenser plus de $2,500,000 par an pour le 
transport des marchandises dans les provinces 
de l’Atlantique. Le point de notre mémoire, 
c’est qu’essentiellement, ces frais doivent être 
passés aux consommateurs dont le pouvoir 
d’achat est ainsi réduit. Nous avons essayé de 
prouver que l’augmentation, pour ce qui est 
des provinces de l’Atlantique, est beaucoup 
plus élevée que dans le reste du Canada, ce 
qui veut dire que le fardeau imposé aux con
sommateurs, ici, est disproportionné. Nous 
avons toujours essayé, par tous les moyens 
possibles, d’alléger le fardeau du coût de la 
distribution de notre marchandise, que le 
client doit éventuellement assumer.
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[Texte]
We work closely with the railways to find 

areas where their costs can be reduced 
because of the volume and handling, and 
consequently we can be relieved from the full 
application of tariff rates. Such negotiations 
must of necessity be done on a national basis 
and the benefits therefrom apply nationally, 
which minimizes their effect in the Atlantic 
Provinces.

Because truly competitive means of trans
portation are not fully available in the Atlan
tic region we are powerless to improve our 
relationship to the rest of Canada. The only 
reliable means of local arbitration of rates is 
to take the traffic from the railways, and this 
requires a satisfactory alternative which is 
not freely available in sufficient areas in the 
Atlantic Provinces. The examples attached to 
our brief specifically indicate the effect of the 
application of the ETA tariff 100 rates to the 
distribution of our merchandise.

The Chairman: Thank you very much. Mr. 
Perrault?

Mr. Perrault: Mr. Chairman, is it the 
suggestion here that transport subsidies be 
extended to trucking as well?

Mr. Mossman: I would agree, yes.

Mr. Perrault: We had a submission this 
morning from one Nova Scotia company, I 
think it was Stanfield’s Limited, that this was 
not a good idea, it would not be beneficial, 
and this is the reason I asked the question.

Mr. Mossman: I consider that this would 
depend upon the distribution pattern that is 
established between companies.

Mr. Perrault: Yes. Let me ask you this 
question. Have high transport costs in the 
Maritimes influenced you to purchase more of 
your products from Maritime industries? For 
example, does Simpsons-Sears purchase stoves 
manufactured in New Brunswick by Enter
prise and Fawcett, and other lines of that 
kind?

Mr. Mossman: If you are speaking of these 
specific manufacturers, no. Generally we buy 
within the Atlantic Provinces those products 
that we can obtain in sufficient quantities.

[Interprétation]
Nous avons travaillé en étroite collabora

tion avec les chemins de fer pour essayer de 
trouver un moyen de réduire leurs frais, en 
raison du volume et de la manutention, et par 
conséquent, nous pourrions alors éviter le 
plein tarif des marchandises. Ces négociations 
doivent nécessairement se faire sur une base 
nationale, et les avantages s’appliqueraient 
par conséquent sur le plan national, ce qui 
minimiserait les effets dans les provinces de 
l’Atlantique.

Car des moyens de transport vraiment con
currentiels ne sont vraiment pas disponibles 
dans la région de l’Atlantique, et par consé
quent, nous sommes incapables d’améliorer 
nos relations avec le reste du Canada. Le seul 
moyen sûr d’arbitrer ces taux dans la région 
serait de les enlever aux chemins de fer, et 
cela exige un choix satisfaisant qui n’est pas 
vraiment possible dans un assez grand nom
bre de régions des provinces de l’Atlantique. 
Nous insistons dans notre mémoire sur les 
effets du tarif 100 de l’Association des messa
geries sur la distribution de nos 
marchandises.

Le présidenl: Merci beaucoup. Monsieur 
Perrault?

M. Perrault: Monsieur le président, est-ce 
qu’on suggère ici que les subventions au 
transport soient étendues au camionnage en 
même temps?

M. Mossman: Oui, je serais d’accord pour 
cela.

M. Perrault: Dans son mémoire, une des 
compagnies de la Nouvelle-Écosse, je crois 
qu’il s’agit de la Stanfield’s Limited, nous a 
dit ce matin que ce ne serait pas à l’avantage 
des sociétés. C’est la raison pour laquelle je 
pose la question.

M. Mossman: Je crois que tout dépendrait 
du système de distribution établi entre les 
compagnies.

M. Perrault: Oui. Permettez-moi de vous 
poser cette question: est-ce que les frais éle
vés de transport dans les Maritimes vous ont 
poussé à acheter plus de produits aux indus
tries situées dans les Maritimes? Par exem
ple, est-ce que Simpsons-Sears achète des cui
sinières fabriquées au Nouveau-Brunswick 
par Enterprise et Fawcett, et autres compa
gnies du genre?

M. Mossman: Si vous parlez de ces marques 
de commerce précises, non. Généralement, 
nous essayons d’acheter au sein des provinces 
de l’Atlantique les produits que nous pouvons 
trouver en quantité suffisante.
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[Text]
Mr. Perrault: What kinds of products 

would those be?

Mr. Mossman: Upholstered furniture, 
mattresses...

Mr. Perrault: You buy in the Maritimes 
when you are able to do so.

Mr. Mossman: When they can be supplied 
in sufficient quantities.

Mr. Perrault: Thank you, Mr. Chairman.

Mr. Chairman: Any other question, gentle
men? Mr. Portelance?

Mr. Portelance: Does Simpsons-Sears not 
also use the Torman car from Toronto or 
Montreal?

Mr. Mossman: From Toronto and Montreal 
to Halifax, yes, sir.

Mr. Portelance: This must help you in 
reducing...

Mr. Mossman: Definitely.

Mr. Portelance: Do you work it the same 
way back to Montreal?

Mr. Mossman: There is no service going 
back.

Mr. Portelance: Thank you.

The Chairman: Mr. Corbin?

Mr. Corbin: Is the warehouse in Saint John 
one way you have of fighting high freight 
rates within the Maritimes?

Mr. Mossman: The warehouse in Saint John 
is representative on the warehouses that we 
have distributed around the Atlantic Prov
inces to assist us in the distribution pattern, 
yes, so that we can move in bulk. The ware
house in Moncton was specifically set up to 
eliminate the problem of distribution of white 
goods, which is refrigerators, ranges, wash
ers, and' that sort of thing, to a central point 
in bulk so that they can be distributed more 
economically.

Mr. Corbin: And you consider Moncton to 
be sort of the hub of the Maritimes.

Mr. Mossman: Yes.

Mr. Corbin: Thank you, sir.

The Chairman: Mr. McGrath?

Mr. McGrath: I just have one question, Mr. 
Chairman. You refer to transportation costs 
and you calculate them to be about 25 per 
cent in the Atlantic Provinces. Is this re

interpretation]
M. Perrault: Quel genre de produits?

M. Mossman: Les meubles rembourrés, les 
matelas...

M. Perrault: Vous achetez autant que possi
ble dans les Maritimes?

M. Mossman: Autant que possible, lors
qu’on n’utilise pas aussi les wagons de la com-

M. Perrault: Merci, monsieur le président.

Le président: D’autres questions, mes
sieurs? Monsieur Portelance?

M. Portelance: Chez Simpsons-Sears, est-ce 
qu’on n’utilise pas aussi les wagons de la com
pagnie Tormon de Montréal ou de Toronto?

M. Mossman: De Toronto et Montréal à 
Halifax, oui, monsieur.

M. Portelance: Cela doit vous aider à 
réduire...

M. Mossman: En effet.

M. Portelance: Est-ce que vous n’employez 
pas les mêmes moyens de transport pour le 
retour à Monréal?

M. Mossman: Cela n’existe pas pour le 
retour.

M. Portelance: Merci.

Le président: Monsieur Corbin?

M. Corbin: Est-ce que l’entrepôt situé à 
Saint-Jean est un moyen de combattre les 
taux élevés de transport dans les Maritimes?

M. Mossman: L’entrepôt de Saint-Jean est 
représentatif des entrepôts que nous avons 
partout dans les provinces Maritimes pour 
nous aider à effectuer la distribution en gros. 
L’entrepôt de Moncton a été établi précisé
ment pour éliminer le problème de la distri
bution des produits tels que les réfrigéra
teurs, les cuisinières, les machines à laver, 
etc., vers un point central, afin de le faire 
d'une façon plus économique.

M. Corbin: Et vous considérez que Moncton 
est en quelque sorte le centre des Maritimes?

M. Mossman: Oui.

M. Corbin: Merci, monsieur.

Le président: Monsieur McGrath?

M. McGrath: Une seule question, monsieur 
le président. On a parlé des frais de transport 
et vous les calculez à environ 25 p. 100 dans 
les provinces de l’Atlantique. Est-ce que cela
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[Texte]
fleeted in your retail prices when compared 
with similar stores in Central Canada?

Mr. Mossman: The pricing is substantially 
higher in the Atlantic Provinces.

The Chairman: Mr. Trudel?

Mr. Trudel: Do you use road transportation 
exclusively in the Maritimes or do you use 
rail?

Mr. Mossman: We use both.

Mr. Trudel: Both. Would you give us the
percentage?

Mr. Mossman; Within Nova Scotia I would 
think truck transport would account for about 
20 per cent of the volume. Outside Nova 
Scotia it would be almost entirely rail.

Mr. Trudel: Do your own trucks in the 
Maritime Provinces do some of this delivery?

Mr. Mossman: No. We have used them of 
necessity on occasion during a rail strike, and 
this sort of thing.

Mr. Trudel: You mentioned, I believe, if I 
heard you correctly, that your transport cost 
factor is 25 per cent. How would this compare 
with similar areas, possibly, in Western 
Canada? Are you able to give us a percentage 
comparison?

Mr. Mossman: I think there is probably a 
difference in the range of 7 to 9 per cent.

Mr. Trudel: This would be what,
Central...

Mr. Mossman: Central and Western, right 
to the coast.

Mr. Trudel: Thank you, Mr. Chairman.

Mr. Perrault: A supplementary, Mr. 
Chairman.

The Chairman: Mr. Perrault?

Mr. Perrault: How do you bring goods in 
from the United States? Are they brought in 
through Central Canada?

Mr. Mossman: No.

Mr. Perrault: You bring them up through
New England.

Mr. Mossman: Basically by truck transport.

[Interprétation]
se reflète dans vos prix de détail lorsqu’on les 
compare à ceux des magasins semblables dans 
le centre du Canada?

M. Mossman: Les prix de vente sont sub
stantiellement plus élevés dans les provinces 
de l’Atlantique.

Le président: Monsieur Trudel?

M. Trudel: Est-ce que vous employez le 
transport routier exclusivement, dans les 
Maritimes, ou employez-vous les chemins de 
fer?

M. Mossman: Les deux.

M. Trudel: Les deux. Pourriez-vous nous 
donner le pourcentage?

M. Mossman: En Nouvelle-Écosse, pour ce 
qui est des camions, je dirais environ 20 p. 
10 du volume. A l’extérieur de la Nouvelle- 
Écosse, ce serait pratiquement tout par che
mins de fer.

M. Trudel: Vos propres camions, dans les 
provinces Maritimes, font-ils la livraison?

M. Mossman: Non. De temps à autre, nous 
avons employé des camions, au cours de la 
grève des chemins de fer, par exemple.

M. Trudel: Vous avez mentionné, je crois, 
si j’ai bien compris, que vos frais de trans
port seraient de l’ordre de 25 p. 100. Comment 
cela se compare-t-il avec les autres régions du 
Canada, par exemple l’Ouest du Canada? 
Pouvez-vous nous donner une idée de la com
paraison en pourcentage?

M. Mossman: Je dirais qu’il y a peut-être 
une gamme de 7 à 9 p. 100 de différence.

M. Trudel: Ce serait dans le centre ..

M. Mossman: Dans le centre et dans 
l’Ouest, jusqu’à la côte.

M. Trudel: Merci, monsieur le président.

M. Perrault: Une question supplémentaire, 
monsieur le président.

Le président: Monsieur Perrault?

M. Perrault: Comment importez-vous les 
produits à partir des États-Unis? Est-ce qu’ils 
passent par le centre du Canada?

M. Mossman: Non.

M. Perrault: Par la Nouvelle-Angleterre?

M. Mossman: Tout particulièrement par 
camions.

29691—16
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[Text]
Mr. Perrault: What percentage of the goods 

provided by Simpsons-Sears would originate 
in the United States?

Mr. Mossman: I would think about 35 per 
cent.

Mr. Perrault: Thank you.

Mr. Pringle: I have a supplementary. You 
mentioned 25 per cent. Is that entirely trans
portation costs or are any distribution costs 
included in that?

Mr. Mossman: Distribution costs.

Mr. Pringle: What proportion of the distri
bution costs would the freight be?

Mr. Mossman: I do not know but I would 
think that the distribution aspect of it would 
really be very minimal. The major portion of 
it would be transportation.

Mr. Pringle: Thank you.

The Chairman: Mr. Carter?

Mr. Carter: I wonder if the witness could 
tell the Committee how the wages paid in 
Newfoundland and the other Maritime Prov
inces compare with wages in Central Canada, 
Ontario. .

Mr. Mossman: By our company?

Mr. Carter: Yes.

Mr. Mossman: They are substantially lower 
in areas that we control from Halifax than 
from Vancouver, for instance, which is on a 
higher level than we are. It is prdbably near
ly comparable with the Prairie Provinces and 
just slightly lower than Toronto.

Mr. Carter: Would this not be reflected in 
the final cost of the goods? A moment ago 
you mentioned that a full 25 per cent of your 
costs, I believe, was freight. Did you not sav 
that?

Mr. Mossman: No, no.

Mr. Carter: Added to your cost is this 25 
per cent freight charge. Would not the fact 
you are paying lower wages in places like 
Newfoundland and the other Maritimes offset 
part of your freight costs and reduce this 25 
per cent somewhat?

Mr. Mossman: We have two areas here. In 
Newfoundland, for example, we have autono
mous stores that control their own wages.

[Interpretation]
M. Perrault: Quel pourcentage des mar

chandises de Simpsons-Sears vient des 
États-Unis?

M. Mossman: Environ 35 p. 100.

M. Perrault: Merci.

M. Pringle: Une question supplémentaire. 
Vous avez mentionné des frais de transport 
de 25 p. 100. Est-ce seulement pour le trans
port, ou y a-t-il des frais de distribution aussi?

M. Mossman: Des frais de distribution 
aussi.

M. Pringle: Quel serait le pourcentage des 
frais de distribution attribuable au fret?

M. Mossman: Je ne sais pas, mais j’ai l’im
pression que les frais de distribution seraient 
très minimes effectivement. La plus grande 
partie serait les frais de transport.

M. Pringle: Merci.

Le président: Monsieur Carter?

M. Carter: Je me demande si le témoin 
pourrait dire au Comité si les salaires qui 
sont payés à Terre-Neuve et dans les autres 
provinces des Maritimes se comparent aux 
salaires versés dans le centre du Canada, en 
Ontario. . .

M. Mossman: Par notre compagnie?

M. Carter: Oui.

M. Mossman: En fait, ils sont beaucoup 
moins élevés dans les régions que nous con
trôlons d’Halifax que, par exemple, de Van
couver, qui est à un niveau supérieur au 
nôtre. Ils sont probablement comparables 
d’assez près à ceux des provinces des Prairies 
et juste un peu moins élevés qu’à Toronto.

M. Carter: Est-ce que cela se refléterait 
dans le coût final des produits? Il y a un 
moment, vous avez mentionné qu’il y a 25 p. 
100 de vos frais qui sont représentés par vos 
marchandises, n’est-ce pas?

M. Mossman: Non.

M. Carter: Ajoutés à vos frais, ces 25 p. 100 
représentent les tarifs marchandises? Le fait 
de payer des salaires moins élevés dans des 
endroits comme Terre-Neuve et les provinces 
Maritimes ne compense-t-il pas pour une par
tie de vos frais de transport en réduisant 
ainsi quelque peu ces 25 p. 100.

M. Mossman: Il y a deux régions. A Terre- 
Neuve, par exemple, nous avons des magasins 
autonomes qui contrôlent leurs propres salai-
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[Texte]
The areas that we control from Halifax are 
on the same plane in Newfoundland as they 
are in any other Atlantic province. This 
would be a standardized area.

Mr. Carter: I presume your criterion is the 
wages paid in other stores in the same area.

Mr. Mossman: Yes, that is correct. This is 
done on a survey basis right across Canada.

The Chairman: Mr. Pringle?

Mr. Pringle: Is it possible for this gentle
man to give us some detail with regard to this 
25 per cent? When you say 25 per cent, 
being your distribution and freight handling 
costs, it is 25 per cent of what?

Mr. Mossman: This 25 per cent that we are 
talking of is an increase of 25 per cent. This 
is not a 25 per cent factor. There are trans
portation factors apart from that factor.

Mr. Pringle: Thank you. That settles that.

The Chairman: Any other questions, gentle
men? I want to thank you Mr. Mossman and 
Mr. MacDonald.

At this time I call the Canadian Keyes 
Fibre Company, Limited. Gentlemen, I am 
going to ask Mr. Pugsley to read a summary 
of his brief.

Mr. R. E. Pugsley (Solicitor, Canadian 
Keyes Fibre Company): Mr. Chairman, with 
me are Mr. Holmes and Mr. Dillman of 
Canadian Keyes Fibre Company Limited. We 
thank you for the opportunity of presenting 
our views to you.

Canadian Keyes Fibre Company is located 
in Hantsport, Nova Scotia, has approximate
ly 300 employees and manufacturers molded 
wood pulp products such as egg cartons, 
berry boxes, trays for packing eggs, disposa
ble tableware and a variety of other items, 
all from pulp wood and natural resources of 
the Province of Nova Scotia Eighty-three per 
cent of the market for the Company’s goods is 
outside the Atlantic Region.

Transportation costs amount to 11.48 per 
cent of gross sales. While theoretically one 
can argue that the company is not captive to 
the railway because it is actually possible to 
ship goods by truck, the company’s experi
ence has been that highway carriers are only 
interested in moving the products until they 

29691—161

[Interprétation]
res. Les régions que nous contrôlons d’Halifax 
sont au même niveau que Terre-Neuve, 
comme dans les autres provinces de l'Atlanti
que. Il s’agit d’une région normalisée.

M. Carter: Je présume que votre critère, ce 
sont les salaires que versent les autres maga
sins, dans la même région.

M. Mossman: Oui, en effet. La même chose 
se produit à travers le Canada, selon un 
relevé.

Le président: Monsieur Pringle?

M. Pringle: Je me demande s’il serait possi
ble pour ce monsieur de nous donner des 
détails au sujet de ces 25 p. 100. Quand nous 
parlons de 25 p. 100 des frais de distribution 
et de transport, qu’est-ce que nous voulons 
dire, 25 p. 100 de quoi?

M. Mossman: Les 25 p. 100 dont nous par
lons, correspondent à une augmentation de 
25 p. 100. Ce n’est pas un facteur de 25 p. 100. 
Il y a des facteurs de transport, qui sont 
distincts de ce facteur.

M. Pringle: Je vous remercie, cela règle la 
question.

Le président: Y a-t-il d’autres questions? 
Donc, je veux vous remercier monsieur Moss
man et monsieur MacDonald.

Je voudrais maintenant demander à la Ca
nadian Keyes Fibre Company Limited.

Messieurs, je demanderais à monsieur 
Pugsley de donner un résumé de son 
mémoire.

M. R. E. Pugsley (Solliciteur, Canadian 
Keyes Fibre Company Limited): Monsieur le 
président, j’ai avec moi messieurs Holmes et 
Dillman de la Canadian Keyes Fibre Com
pany Limited, et nous vous remercions de 
l’occasion de vous présenter notre point de 
vue. La Canadian Keyes Fibre Company Lim
ited est située à Hantsports (Nouvelle-Écosse) 
et elle compte environ 300 employés. On y 
fabrique des produits de pâte de bois moulu 
tels que les cartons pour les œufs, les cas
seaux de fruits, les boites d’œufs, des nappes 
en papier et une variété d’autres produits, 
tous à partir du bois de pâte et d’autres res
sources naturelles de la Nouvelle-Écosse: 83 
p. 100 du marché se trouve à l’extérieur de la 
région de l’Atlantique.

Les frais de transport se chiffrent par 11.48 
p. 100 des ventes brutes. Bien qu’en théorie 
en pourrait dire que la compagnie n’est pas 
soumise aux chemins de fer parce qu’il est en 
fait possible d’expédier les marchandises par 
camion, la compagnie sait par expérience que 
les transporteurs routiers étaient seulement
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[Tezt]
are able to find customers with higher density 
items. The large bulk and low unit rate mili
tate against the company’s ever meeting its 
transportation requirements outside the 
Atlantic Region by anything other than the 
railways.

For the most part, the Company pays class 
rates which are the highest scale of rates 
charged by the rail carriers. If the freeze in 
non-competitive carload rail rates is not 
extended beyond March 23 the Company 
foresees the following problems: First, trade 
from Eastern Canada to Western Canada 
moving through Franz on the CPR and Oba 
and Herst on the CNR is being subsidized 
under the provisions of CFA Tariff 76-D CTC. 
This subsidy is being removed in stages 
under the provisions of the National Trans
portation Act and, in fact, has been reduced 
almost 50 per cent in other parts of Canada, 
and would have been reduced here except for 
the freeze. Hence, if the freeze is lifted one 
would expect that the rail carriers will 
increase their rates at least to an amount 
equal to that part of the subsidy that has 
been removed.

The company anticipates that this will 
increase its freight costs by an amount of 
$3,000 per annum.

One can also anticipate that carload rates 
will be advanced by amounts ranging from 8 
to 17 per cent, as these percentages represent 
the increases that have been applied to cor
responding rates elsewhere in Canada, during 
the period the freeze has been in effect.

The increased costs resulting to the compa
ny in this regard will amount to an additional 
$26,000 per annum. These two increases 
amount to $30,000, and this is really the mini
mum—and I emphasize this—really the mini
mum increase the company anticipates it will 
suffer if the freeze is lifted.

The company suffers a further disadvan
tage in that it is required to route its goods 
by the Dominion Atlantic Railway to Truro 
and then transfer to the CNR. Examples of 
the higher freight rates charged as a conse
quence of the use of these two railway lines 
are illustrated on the schedule of the compa
ny’s brief, a copy of which has been filed 
with each of you.

The alternative to shipping via Truro is to 
ship via Digby, and this simply does not 
appear to be practical. Since the distance 
from Hantsport to Truro is approximately the 
same as the distance from Halifax to Truro,

[Interpretation]
intéressés à transporter les produits jusqu’à 
ce qu’ils puissent trouver des clients ayant 
des produits d’une plus forte densité. Une 
grande quantité et un tarif unitaire bas mili
tent contre la compagnie qui doit répondre 
aux exigences à l’extérieur de la région de 
l’Atlantique par des moyens de transport 
autres que les chemins de fer.

En grande partie, la compagnie paie des 
taux de classement qui sont les plus élevés 
chargés par les chemins de fer. Si le gel sur 
le tarif ferroviaire de chargements complets 
non concurrentiel n’est pas prolongé au-delà 
du 23 mars, la compagnie prévoit les problè
mes suivants: tout d’abord, les marchandises 
qui vont de l’Est du Canada vers l’Ouest en 
passant par Franz par le Pacifique-Canadien 
et par Oka et Herst avec les chemins de fer 
Nationaux du Canada sont subventionnées en 
vertu du tarif n“ 76-D CCT de la CFA. Cette 
subvention est enlevée par étapes en vertu de 
la Loi nationale sur les transports et, en fait, 
a été réduite de 50 p. 100 dans d’autres par
ties du Canada, et il l’aurait été ici si ce 
n’eut été du gel. Par conséquent, si on élimine 
le gel on pourrait s’attendre à ce que les 
transporteurs par chemins de fer augmentent 
leurs taux au moins jusqu’à un montant égal à 
cette partie de la subvention qui a été 
enlevée.

La compagnie prévoit donc que cela aug
mentera leurs frais de transport de $3,000 par 
année. On pourrait aussi prévoir que les taux 
de chargement complet augmenteront de 8 à 
17 p. 100 étant donné que ces chiffres repré
sentent les augmentations qui ont été appli
quées ailleurs au Canada au cours de la 
période du gel.

Les taux augmentés pour la compagnie à 
cet égard s’élèveront à $26,000 par année. Les 
deux augmentations se chiffrent donc à $30,- 
000 et c’est là le minimum et j’insiste pour 
dire que c’est le minimum. La compagnie pré
voit en être touchée si le gel est enlevé.

Il y a un autre désavantage dû au fait 
qu’elle doit acheminer ses produits par le Do
minion Atlantic Railway jusqu’à Truro et 
ensuite transférer au CN. Vous trouverez des 
exemples de l’augmentation des taux de 
transport chargés à la suite de l’emploi des 
deux lignes de chemins de fer dans l’annexe 
du mémoire de la compagnie dont vous avez 
reçu copie.

La solution de rechange pour le transport 
via Truro est le transport via Digby, ce qui ne 
semble pas pratique. Étant donné que la dis
tance qui sépare Hantsport de Truro est envi
ron la même qu’entre Halifax et Truro,
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[Texte]
the company submits that the Committee 
should give consideration to making recom
mendations to government so that the Hants- 
port rates can be reduced to the Halifax level. 
If this were accomplished it would result in a 
saving of approximately $17,000 per annum to 
the company.

[Interpretation]
la compagnie, indique le Comité, devrait 
apporter une attention spéciale et peut-être 
demander et présenter des propositions au 
gouvernement de façon à réduire les taux de 
Hantsport au niveau de ceux de Halifax. Si 
cela était réalisé, il y aurait une épargne 
d’environ $17,000 par année pour la compa
gnie.

In the last few years the Company has 
embarked on an extensive expansion program 
which was greatly influenced by the grants 
available under the Area Development Act. 
Had freight rates been substantially increased 
in this interval, the grants received from the 
federal government under ADA could very 
easily have been more than offset, and the 
company would have had to restrict its 
expansion plans.

In brief, the Company recommends that the 
following action be taken:

1. Government action to see that rate 
increases are held to a level which will 
not jeopardize existing markets or pre
vent reaching new markets by some form 
of assistance on transportation being 
maintained, especially on finished goods 
being sold outside the Atlantic region, 
this action to be taken prior to lifting of 
the rate freeze.

2. Rates from Hantsport be reduced to 
the Halifax level.

3. Subsidization be extended to raw 
materials for manufacturing purposes 
which must be purchased outside the 
region.

4. Continued federal government assist
ance to Nova Scotia for building of all- 
weather trunk highways.

5. Any assistance given to rail also be 
extended to trucking.

Au cours des dernières années, la compa
gnie a entrepris un programme d’expansion 
qui a été grandement influencé par les sub
ventions offertes en vertu de la Loi sur le dé
veloppement de certaines régions. Si les taux 
de transport avaient sensiblement augmenté 
pendant cet intervalle de temps, les subven
tions reçues du gouvernement fédéral en 
vertu de la Loi auraient pu facilement être 
plus que contrecarrées et la compagnie aurait 
été obligée de limiter son programme d’ex
pansion.

Bref, la compagnie recommande qu’on 
prenne les mesures suivantes:

1. Que le gouvernement veille à garder 
les majorations de tarifs à un niveau qui 
ne mettrait pas les débouchés en péril ou 
n’empêcherait pas l’acquisition de nou
veaux marchés, à l’aide d’assistance au 
transport, surtout des produits finis ven
dus en dehors de la région de 
l’Atlantique.

2. Réduction des taux de Hantsport à 
parité de ceux d’Halifax.

3. Extension des subventions aux 
matières premières destinées à la fabrica
tion, en provenance de l’extérieur de la 
région.

4. Maintien de l’aide du gouvernement 
fédéral à la Nouvelle-Écosse pour la cons
truction de grandes routes carrossables à 
l’année longue.

5. Extension aux camionneurs de toute 
subvention accordée aux chemins de fer.

As I indicated, Mr. Holmes and Mr. Dill- Comme je l’ai dit, messieurs Holmes et 
man are here, and they would be most Dillman seraient heureux de répondre aux 
pleased to answer any questions, Mr. Chair- questions que vous aimeriez poser, 
man, that you may care to direct to them.

The Chairman: Thank you, very much. Mr. Le président: Merci. Monsieur Pringle? 
Pringle?

Mr. Pringle: Thank you, Mr. Chairman. M. Pringle: Pourriez-vous me dire, mon- 
Could you tell me, sir, how long your plant sieur le président, depuis combien de temps 
has been located here in Nova Scotia? votre fabrique est établie en Nouvelle-Écosse?

Mr. E. L. Dillman (Traffic Manager, M. E. L. Dillman (gérant du trafic, Cana- 
Canadian Keyes Fibre Company): It started dian Keyes Fibre Company): Depuis 1934. 
operation in 1934.

Mr. Pringle: Since 1934? M. Pringle: Depuis 1934?
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[Text]
Mr. Dillman: Right.

Mr. Pringle: Then you have been here for 
some considerable time. You did not establish 
on an incentive program. Was it because of 
supply and labour that you came here?

Mr. Dillman: That is right; this is an 
expansion to an existing facility.

Mr. Pringle: Since we have heard quite a 
number of briefs and statements with regard 
to operating here in the Maritimes, how do 
you find productivity here as compared to 
some of your other Canadian plants, especial
ly on unit costs and unit labour costs?

Mr. Dillman: Compared1 with what type of 
manufacturing?

Mr. Pringle: I am thinking of the same type 
of product.

Mr. Dillman: There is only one other manu
facturer in Canada.

Mr. Pringle: I am sorry; I understood you 
had another plant in Ontario, but you do not?

Mr. Dillman: No.

Mr. Pringle: I see. You distribute, of course, 
throughout the length and breadth of Canada 
because we see your product in British 
Columbia a lot. So you do not really have a 
comparable cost. Then can you tell me if you 
have seen any improvement in unit cost of 
over, say, the last few years?

Mr. Dillman: We are continually striving to 
mechanize and reduce the labour content in 
our articles. We have been able to keep about 
the same labour content over the last several 
years.

Mr. Pringle: Thank you, very much.

The Chairman: Mr. McGrath?

Mr. McGrath: How much of your market 
do you enjoy in the Atlantic provinces?

_Mr. Dillman: I would say the majority of 
the market.

Mr. McGrath: I beg your pardon?

Mr. Dillman: We have the majority of the 
market in the Atlantic Provinces in moulded 
pulp articles.

Mr. McGrath: There is a competition fac
tor, though?

[Interpretation]
M. Dillman: Oui.

M. Pringle: Donc, vous êtes ici depuis assez 
longtemps, et vous ne vous êtes pas installés 
en vertu d’un programme d’encouragement. 
Était-ce à cause de la main-d’œuvre et des 
produits que vous êtes venus ici?

M. Dillman: Vous avez raison; c’est l’expan
sion d’une installation déjà existante.

M. Pringle: Étant donné que nous avons 
entendu plusieurs mémoires et déclarations 
sur les Maritimes, comment trouvez-vous la 
productivité ici en comparaison avec certaines 
autres usines du Canada, et tout particulière
ment en ce qui concerne le coût unitaire et le 
coût uniforme de la main-d’œuvre?

M. Dillman: Par rapport à quel genre de 
fabrication?

M. Pringle: Je songeais au même genre de 
produits.

M. Dillman: Il n’y a qu’un seul autre fabri
cant de ces produits au Canada.

M. Pringle: Je m’excuse. J’avais compris 
que vous aviez une autre usine en Ontario, 
mais vous n'en avez pas.

M. Dillman: Non.

M. Pringle: Et alors vous assurez la distri
bution d’un bout à l’autre du Canada car je 
vois vos produits en Colombie-Britannique. 
Par conséquent, nous ne pouvons pas compa
rer les frais. Pouvez-vous me dire si vous 
avez vu une amélioration du coût unitaire au 
cours des dernières années?

M. Dillman: Nous essayons constamment de 
mécaniser et de réduire la main-d’œuvre dans 
nos dépenses. Nous avons pu maintenir la 
même quantité de main-d’œuvre au cours des 
dernières années.

M. Pringle: Merci.

Le président: Monsieur McGrath.

M. McGrath: Quel est le pourcentage de 
votre marché dans les provinces de 
l’Atlantique?

M. Dillman: J’oserais dire la majorité du 
marché.

M. McGrath: Pardon?

M. Dillman: Nous avons la majorité du 
marché dans les provinces de l’Atlantique 
pour ce qui est des produits de la pâte.

M. McGrath: Il y a la concurrence toutefois.
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[Texte]
Mr. Dillman: Yes.

Mr. McGrath: From whence does it
emanate?

Mr. Dillman: Brantford, Ontario.

The Chairman: Mr. Rose?

Mr. Rose: Mr. Chairman, this morning we 
heard Mr. Stanfield say—I believe it was Mr. 
Stanfield—that the concept of air freight was 
premature. Would you agree with that as far 
as your company is concerned, gentlemen?

Mr. C. C. Holmes (Treasurer, Canadian 
Keyes Fibre Company): Yes, I would say if I 
may that as far as our company is concerned, 
due to the nature of our goods, air freight is 
not going to play a very large role in our 
total transportation requirements.

Mr. Rose: Because your product is too 
bulky for air freight?

Mr. Holmes: Yes.

Mr. Rose: I am told that there is an air 
freight service flying into this area—I believe 
to Halifax—of approximately five or six 
planes a day loaded which go out empty, or 
virtually so. Do you believe that more of the 
local industries should take advantage of this 
present air freight because it is dead-heading 
one way? We have heard arguments this 
morning that the dead-heading is the other 
way.

Mr. Holmes: Of course I cannot speak for 
other industries, but I cannot see how our 
industry could make use of an air freight 
service at this time or in the foreseeable 
future because of the nature of our product. 
It is a bulky item and it is a light item per 
cube.

Mr. Rose: You have never investigated this 
yourself, have you?

Mr. Holmes: No.

Mr. Rose: I was interested too, although 
your group did not mention it, in the land 
bridge concept. This is a similar problem and 
it has been mentioned in several other briefs 
that the land bridge idea is a great thing—it 
is like motherhood, and all the rest of it; we 
should be very interested in it—but apparent
ly one of the big problems with the land 
bridge idea is that there is much more com
ing from west to east than there is from east

[Interprétation]
M. Dillman: Oui.

M. McGrath: D’où provient-elle?

M. Dillman: En grande partie de Brantford 
(Ont.).

Le président: Monsieur Rose.

M. Rose: Ce matin, nous avons entendu 
monsieur Stanfield, dire, je crois, que le con
cept du transport aérien était prématuré. 
Est-ce que vous êtes d’accord en ce qui con
cerne votre compagnie, messieurs?

M. C. C. Holmes (Trésorier de la Canadian 
Keyes Fibre Company Limited): Oui, si vous 
me permettez de répondre je dirais qu’en ce 
qui concerne notre compagnie et en raison de 
la nature même de nos produits, le transport 
aérien ne jouerait pas un très grand rôle 
dans l’ensemble des exigences en matière de 
transport.

M. Rose: Parce que votre produit est trop 
lourd pour le service aérien?

M. Holmes: Oui.

M. Rose: On me dit qu’il y a un service de 
transport aérien dans cette région, je crois 
vers Halifax, composé de cinq ou six avions 
par jour qui arrivent chargés mais qui retour
nent vides ou presque. Croyez-vous que plus 
d'industries locales devraient profiter du ser
vice actuel étant donné qu’ils retournent dans 
un sens? Ce matin, on nous a dit justement 
que les voyages vides étaient dans l’autre 
sens.

M. Holmes: Je ne saurais parler au nom 
d’aucune des autres industries mais je ne vois 
pas du tout comment notre industrie pourrait 
profiter d’un service de transport aérien 
maintenant ou dans un avenir prévisible en 
raison de la nature même de notre produit. Il 
s’agit de quelque chose de léger au cube mais 
de grande dimension.

M. Rose: Vous n’avez jamais fait enquête à 
ce sujet?

M. Holmes: Non.

M. Rose: J’étais très intéressé, même si 
votre groupe ne l’a pas mentionné, dans le 
concept du pont terrestre. C’est un problème 
analogue et qui a été souligné dans plusieurs 
autres mémoires à savoir que ce serait une 
grande chose tout comme la maternité, et tout 
le reste; nous devrions nous y intéresser, mais 
apparemment, un des grands problèmes de ce 
concept vient de ce qu’il y a beaucoup plus de 
marchandises qui viennent de l’Ouest vers
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[Text]
to west. Would that not be a problem of 
dead-heading as well?

Mr. Holmes: Yes, probably there would be 
a problem of dead-heading, but the land 
bridge concept, as I understand it, is not 
going to benefit our industry.

Mr. Rose: Not yours particularly.

Mr. Holmes: No.

Mr. Rose: Following up Mr. Pringle’s ques
tion, I was wondering about your labour cost 
compared to similar plants in other parts of 
the country. Is your plant organized?

Mr. Dillman: Yes.

Mr. Rose: It is organized. Are your labour 
costs substantially cheaper here?

Mr. Dillman: On skilled trades, no.

Mr. Rose: But on unskilled labour?

Mr. Dillman: Our general labour rates are 
somewhat lower here than they are in 
Ontario.

Mr. Rose: Would you say the productivity 
is as high here as with a more skilled labour 
force in, say, Ontario?

Mr. Dillman: Well, I have heard it stated 
that the productivity may not be as high.

Mr. Rose: But the productivity would be 
the responsibility of the firm, perhaps, rather 
than labour in instituting new machines, new 
techniques and that sort of think. Would you 
agree with that?

Mr. Dillman: Yes.

Mr. Rose: It is up to the firm, really, to 
establish the productivity rather than the 
work force.

Mr. Dillman: Exactly.

Mr. Rose: Thank you.

The Chairman: Mr. Homer?

Mr. Horner: With retard to your third 
recommendation that all raw materials com
ing in for manufacturing purposes that are 
purchased outside the region should be subsi
dized, do you envision any real difficulty in 
differentiating between the raw materials

[Interpretation]
l’Est que de l’Est vers l’Ouest. Et alors est-ce 
qu’il ne s’agirait pas encore une fois d’un 
problème de voyage vide aussi?

M. Holmes: Oui. Il y aurait probablement 
le problème du voyage libre mais l’idée du 
pont terrestre si j’ai bien compris, n’avanta
gerait pas notre industrie.

M. Rose: Pas la vôtre en particulier.

M. Holmes: Non.

M. Rose: Pour faire suite à la question de 
monsieur Pringle, je me demandais quel était 
le coût de votre main-d’œuvre par rapport à 
celui des usines semblables dans d’autres par
ties du pays. Est-ce que votre usine est 
organisée?

M. Dillman: Oui.

M. Rose: C’est organisé. Est-ce que le coût 
de votre main-d’œuvre est sensiblement 
moins élevé ici?

M. Dillman: Pour la main-d’œuvre spéciali
sée, non.

M. Rose: Mais pour la main-d’œuvre non 
spécialisée?

M. Dillman: Pour la main-d’œuvre géné
rale, elle est un peu moins élevée qu’en 
Ontario.

M. Rose: Et est-ce que la productivité est 
aussi élevée ici qu’avec une main-d’œuvre 
plus spécialisée dans l’Ontario disons?

M. Dillman: J’ai déjà entendu dire que la 
productivité peut ne pas être aussi élevée.

M. Rose: Mais la productivité se trouve à 
relever de la compagnie plutôt que la main- 
d’œuvre qui installe de nouvelles machines, 
introduit de nouvelles techniques et ainsi de 
suite, n’est-ce pas?

M. Dillman: Oui.

M. Rose: En fait, il revient à la compagnie 
de déterminer le rendement plutôt qu’à la 
main-d’œuvre.

M. Dillman: En effet.

M. Rose: Merci.

Le président: Monsieur Horner.

M. Horner: Quant à la troisième recomman
dation où vous dites que toutes les matières 
premières destinées à la fabrication, en pro
venance de l’extérieur de la région devraient 
être subventionnées, voyez-vous une difficulté 
réelle en ce qui a trait à la distinction à
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[Texte]
coming in to the Maritimes and, say, finished 
materials or partly finished materials?

Mr. Holmes: No, I envisage this as applying 
to materials that would have to be proven to 
the federal agency, or whoever it might be, 
that the materials brought in were used 
directly in the manufacturing of a finished 
product.

Mr. Horner: There is one other word that 
bothers me in that recommendations and that 
is the word “must”—“which must be pur
chased outside the region”. You mean there, I 
would imagine, raw materials that could not 
be purchased in the Maritime area.

Mr. Dillman: We are not recommending 
that subsidies be extended to materials 
brought in from outside the area which would 
work to the detriment of suppliers within the 
region.

Mr. Horner: But you can see the difficulty 
in a federal agency’s deciding that A compo
nent is nearly as good as B and asking why 
you did not buy A, because while it may not 
be the same it still coudd be used in a fibre 
industry such as yours. Do you see any 
difficulty there? You know the industry better 
than I do.

Mr. Holmes: Not really because most of the 
products that we would bring in- are of the 
nature of chemicals and resins, and this type 
of item, that would not presumably be 
brought into the province in any great 
amount for any purpose other than what we 
are using them for.

Mr. Horner: From your recommendation 
Number 2, I see that there is only two miles 
difference between Hantsport and Halifax, 
and yet a fair amount of difference in the rail 
rates. What do the CNR give you as an 
excuse as to why they have to have more? I 
see where you handle 904 box cars a year.

Mr. Holmes: I think it is a general practice 
in rate making that where two railways are 
involved your rates are going to be higher 
than they would be if you had one carrier. 
Now, my argument is that because of the fact 
that we happen to be located on the DAR in 
Nova Scotia, why should we be discriminated 
against over the same mileage of rails as the 
producers, say, in Halifax?

[Interpretation]
établir entre les matières brutes en prove
nance des provinces Maritimes, et disons, les 
produits finis ou en partie finis?

M. Holmes: Non. Je trouve qu’il s’agit là de 
matériaux où il faudrait prouver à l’orga
nisme fédéral ou à quiconque qu’ils ont servi, 
dès leur arrivée, directement à la fabrication 
des produits finis.

M. Horner: Il y a une autre chose aussi qui 
me préoccupe et c’est le sens d’obligation 
dans l’expression «en provenance de l’exté
rieur de la région». Vous voulez dire par là, 
je crois, les matières premières qui ne peu
vent pas être achetées dans la région des 
Maritimes?

M. Dillman: Nous ne recommandons pas 
que la subvention s’applique aux matières 
que l’on prend de l’extérieur de la région, ce 
qui nuirait à l’industrie de la région.

M. Horner: Vous pouvez voir la difficulté à 
ce qu’un organisme fédéral essaie de décider 
si le composant A est presque aussi bon que 
B et à se demander pourquoi vous n’avez pas 
acheté A, parce que même si ce n’est pas la 
même chose, cela pourrait servir dans une 
industrie du textile comme la vôtre. Y voyez- 
vous certaines difficultés? Vous connaissez 
cette industrie mieux que moi.

M. Holmes: Pas nécessairement parce que 
la plupart des produits que nous importerions 
sont des produits chimiques, de résines et ce 
genre de produits qui ne seraient pas impor
tés en grande quantité dans la province pour 
une raison ou pour une autre pour laquelle 
nous les employons.

M. Horner: Dans votre deuxième recom
mandation, je vois qu’il n’y a qu’une distance 
de deux milles entre Hantsport et Halifax, et 
qu’il y a une différence considérable dans le 
tarif ferroviaire—qu’est-ce que le CN vous 
donne comme prétexte pour en avoir plus? Je 
vois où vous prenez 904 wagons par année.

M. Holmes: Je crois que pour les taux, la 
pratique courante veut que lorsqu’il y a deux 
chemins de fer en cause, les taux seront plus 
élevés que s’il n’y avait qu’un seul transpor
teur. Maintenant, parce que nous sommes 
situés sur le réseau de la Dominion Atlantic 
Railway. en Nouvelle-Écosse, pourquoi 
devrait-il y avoir une distinction injuste à 
notre égard quand il s’agit du transport des 
marchandises sur la même distance que le 
producteur d’Halifax, par exemple.
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[Text]
Mr. Horner: Let me understand this. The 

DAR runs through Hantsport to Truro, and 
the rest is CNR.

Mr. Holmes: Right

Mr. Horner: What would be that distance?

Mr. Holmes: Sixty-two miles.

Mr. Horner: Has the CNR granted any per
mission to run trains over that distance? Or 
do you think there could be an agreement 
worked out for a rationalization of that line 
use?

Mr. Holmes: This would involve an engine 
and quite an involved process between the two 
rail carriers and the federal government and 
so on. But we are recommending that it 
should be looked into.

Mr. Horner: It used to be when I was mov
ing some cars around, that it cost $5 a car to 
ship from a CP line to a CN line. Would this 
rate be greater than that, or less? This is 
years ago, mind you, but would it amount to 
more or less than that amount?

Mr. Holmes: In the appendix in the back 
there, it indicates the differential, Halifax in 
favour of Hantsport. We are primarily 
interested in carload rates, and our commodi
ties move across 45. You see the case of Cal
gary, for example, with a differential of 16 
cents per hundredweight. And now if you 
multiply that by a car of 25,000 pounds, that 
would give you your answer. In the case of 
Winnipeg, of course, Winnipeg and Sas
katoon, it has a differential of 18 cents on a 
car of say 25,000.

Mr. Horner: Just looking at that quickly, 
that looks like, in the Calgary case, $58, 
which is quite a substantial amount Have 
you taken this case to the railroads or to the 
Transport Commission, this newly formed 
body, the Canadian Transport Commission? 
Have you made any attempt to appeal to 
them for...?

Mr. Pugsley: Not as yet, but it is definitely 
in the realm of possibility for the future.

Mr. Horner: Well, I would recommend that 
you do that, and I would be very interested 
in hearing a reply on it, because I think that 
Canadians and shippers generally should 
make themselves more aware. It is a newly 
formed body, and I think the Chairman of 
the Committee and the rest of the Committee

[Interpretation]
M. Horner: Je ne suis pas sûr de compren

dre ce que vous venez de dire. Le Dominion 
Atlantic Railway va de Hantsport à Truro, et 
le National-Canadien fait le reste?

M. Holmes: C’est exact.

M. Horner: Et quelle serait la distance?

M. Holmes: Soixante-deux milles.

M. Horner: Le CN a-t-il obtenu la permis
sion de faire le parcours sur la même ligne? 
Est-ce qu’à votre avis, on pourrait en venir à 
un accord pour rationaliser l'emploi de cette 
ligne?

M. Holmes: Cela supposerait l’emploi d’une 
locomotive et une série d’ententes complexes 
entre les deux sociétés ferroviaires et le gou
vernement fédéral, etc. Mais nous recomman
dons qu’on étudie la chose.

M. Horner: Autrefois, pour déplacer des 
wagons, il en coûtait $5 pour faire passer un 
wagon de la ligne du CP sur la ligne du CN. 
Est-ce que le taux est demeuré le même? Il y 
a quelques années de cela, et je me demande 
si le taux est resté plus ou moins le même.

M. Holmes: Dans l’Annexe, à la fin du 
mémoire, vous verrez quel est le taux diffé
rentiel entre Halifax et Hantsport, en faveur 
de cette dernière localité. Nous nous intéres
sons surtout au taux par wagonnée, et nos 
produits traversent la frontière américaine. 
Voyez le cas de Calgary, par exemple, où le 
taux différentiel est de 16 cents du cent 
livres. Si vous faites le calcul pour un wagon 
de 25,000 livres de capacité, vous aurez la 
réponse à votre question. Dans le cas de Win
nipeg, bien entendu, Winnipeg et Saskatoon, 
il y a un taux différentiel de 18 cents, pour 
un wagon, disons, de 25,000 livres.

M. Horner: En faisant le calcul rapidement, 
on arrive, dans le cas de Calgary, à $48., ce 
qui représente une somme assez substantielle 
tout de même. Est-ce que vous en avez parlé 
aux sociétés de chemin de fer ou à la Com
mission canadienne des transports?

M. Pugsley: Non, pas encore, mais c’est 
certainement possible dans un avenir assez 
rapproché.

M. Horner: Je vous recommanderais de le 
faire et je serais vraiment intéressé à enten
dre la réponse que vous obtiendrez, parce que 
je pense que les Canadiens et les expéditeurs 
dans l’ensemble devraient être plus cons
cients. La Commission est un nouvel orga
nisme, et je pense que le président et les
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[Texte] [Interpretation]
would agree with me that with a newly membres du Comité conviendront avec moi 
formed administrative body, the only way we Que la seule façon de connaître les possibilités 
can know its limitations and capabilities is to et les limitations d’un nouvel organisme est 
firmly test it in all areas. I wish you would, de le mettre à l’épreuve dans tous les domai- 
and let me know the results. nés. Je serais curieux de connaître les résul-

The Chairman: Mr. Trudel.

Mr. Trudel: Mr. Chairman, so far we have 
heard several briefs and in many of them the 
north-south flow was mentioned, even going 
as far as saying that the tariff barrier pre
vented these people from enjoying a large 
amount of the market. Here we have a com
pany that is shipping—at least from what I 
gather from their brief—they are going east 
and west and doing about 90 per cent of their 
business in the central and western markets. 
Have you explored the possibilities of this 
north-south factor in your business?

Mr. Dillman: We are a licensee of an 
American company, so that this would pre
clude us from marketing anything in the 
U.SA..

Mr. Trudel: That answers my question, 
thank you.

The Chairman: Any further questions, gen
tlemen? I want to thank you gentlemen for 
coming.

At this time I will call upon Anil Canada 
Limited. Mr. L. H. Coffin. I will ask Mr. 
Coffin to make a resumé of his brief.

M. L. H. Coffin (Directeur Général, Anil 
Canada Limited): Monsieur le président, en 
quelques mots je voudrais vous souhaiter la 
bienvenue en Nouvelle-Écosse.

Le président: C’est très bien, merci.

M. Coffin: Amis canadiens-français, je vous 
demande votre indulgence parce que la tra
duction n’est pas faite. Elle le sera peut-être 
la semaine prochaine.

Thank you, gentlemen. I trust you all have 
a copy of the brief. I will try and deal with 
facts and be as short and as quick as I can. 
To put it briefly, we find ourselves as a 
manufacturing plant in Nova Scotia at a very 
serious disadvantage because of our transpor
tation costs. Transportation cost expressed as 
a per cent of sales averages between 19 and 
20 per cent. Now, to bring this figure into 
context, we can compare with similar Ameri-

tats de vos démarches.

Le président: Monsieur Trudel.

M. Trudel: Monsieur le président, jusqu’ici 
nous avons entendu bon nombre de mémoires 
et, dans plusieurs cas, on a parlé d’un flux de 
marchandises nord-sud et on a même dit que 
les barrières tarifaires empêchaient ces per
sonnes de profiter d’une bonne partie du 
marché. Dans le cas qui nous occupe, il s’agit 
d’une société qui, selon ce que je peux en 
voir dans ce mémoire, fait des expéditions, à 
l’est et à l’ouest et dont 90 p. 100 des affaires 
se font sur les marchés de la région centrale 
et de l’Ouest. Est-ce que vous avez exploré la 
possibilité de profiter de cette tendance aux 
échanges nord-sud dans la conduite de vos 
affaires?

M. Dillman: Nous sommes concessionnaires 
d’une société américaine, ce qui nous empê
che de commercialiser quoi que ce soit aux 
États-Unis.

M. Trudel: Bon, cela répond à ma question, 
je vous remercie beaucoup.

Le président: Auriez-vous d’autres ques
tions à poser messieurs? C’est tout. Je vous 
remercie, messieurs, d’être venus.

Maintenant, je cède la parole à la société 
Anil Canada Limited représentée par Mon
sieur L. H. Coffin. Je demanderais à Monsieur 
Coffin de faire un résumé de son mémoire, 
s’il vous plaît.

M. L. H. Coffin (Directeur général. Anil 
Canada Ltd): Mr. Chairman, I would like to 
welcome you to Nova Scotia.

The Chairman: I thank you very much.

Mr. Coffin: My French Canadian friends, I 
would like to ask your indulgence because we 
do not have a translation of our brief. Per
haps you will have it next week.

Merci Messieurs. J’espère que vous avez 
tous un exemplaire du mémoire. J’essaierai 
de m’en tenir aux faits et d’être aussi bref 
que possible. En résumé, donc, nous sommes, 
en tant que manufacturiers situés en Nou
velle-Écosse, très défavorisés par les frais de 
transport. Le coût du transport, exprimé en 
pourcentage de nos ventes, représente en 
moyenne 19 à 20 p. 100. Pour replacer ces 
données dans leur contexte, nous pouvons les
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[Text]
can producers who operate with a freight or 
transportation cost of 7.5 per cent of sales. 
Correspondingly, we find ourselves perhaps a 
larger branch employer of the railroads rath
er than of our local labour force. Our trans
portation cost is roughly equivalent to all of 
our raw material costs, and is even larger 
than our total wages, all of our salaries.

This is a subject that we have discussed 
with the various transportation committees 
and the railways. We have examined ocean 
freight, and we would be prepared to answer 
any questions you might have on that. We 
would also be prepared to discuss any ques
tions you have on our markets.

Rather briefly, we have three basic recom
mendations for your consideration. First, a 
reduction of rail rates to at least the equiva
lent of other Canadian manufacturers with 
respect to the major Canadian markets, 
namely Ontario and Quebec. Secondly, with 
respect to American or export shipments, the 
provision of a government subsidy to cover 
cost of transportation to border crossing 
points. We have not included any subsidy for 
transportation beyond, because we realize this 
presents an international problem.

Thirdly, a revision of the Canadian rail 
rate structure to provide a more realistic 
incentive for large carload shipments. Basi
cally, we are asking for the same incentive 
structure as is available on American 
railroads.

Gentlemen, I would be prepared to answer 
any questions.

Mr. Trudel: On the last portion of your 
statement, would you elaborate, sir, as to 
what is available on the American railroad 
that you do not find on the Canadian railroad.

Mr. Coffin: I have to search in my ammu
nition file. This, I believe, will answer your 
question. If any other members of the Com
mittee are interested. This is a comparison of 
the incentive rail rates in the American rail
roads as compared to Canadian. I think that 
will illustrate our problem. Mr. Chairman, 
are any of the others interested in it?

[Interpretation]
comparer aux données de certains pro
ducteurs américains, œuvrant dans le même 
domaine que nous et dont les frais de trans
port représentant 74 p. 100 de leurs ventes. 
Ainsi, nous sommes peut-être un plus impor
tant employeur de cheminots que de main- 
d’œuvre spécialisée travaillant dans notre 
usine. Nos frais de transport sont à peu près 
égaux au coût de toutes nos matières pre
mières et sont même plus élevés que le total 
de la rémunération que nous donnons à nos 
employés.

Nous avons décrit cette situation à tous les 
comités de transport et aux sociétés de 
chemin de fer. Nous avons étudié les frais de 
transport par bateaux, et nous sommes prêts 
à répondre à toutes vos questions sur ce sujet. 
Nous serions prêts aussi à répondre aux ques
tions que vous auriez à poser sur nos marchés.

En résumé, nous avons trois recommanda
tions à vous présenter. Tout d’abord: une 
diminution des tarifs ferroviaires qui puisse 
nous permettre, pour le moins, d’avoir des 
tarifs équivalents à ceux des autres fabricants 
canadiens qui expédient de la marchandise 
vers les principaux marchés, c’est-à-dire 
l’Ontario et le Québec. Deuxièmement, en 
ce qui concerne nos expéditions vers les 
États-Unis ou nos exportations, nous aimerions 
avoir de la part du Gouvernement une sub
vention qui couvrirait nos frais de transport 
jusqu’aux postes frontières. Nous n’avons 
pas demandé de subvention pour les trans
ports au-delà de la frontière parce que nous 
nous rendons compte que cela présente un 
problème sur le plan international.

Troisièmement, une revision du mode d’ap
plication des tarifs ferroviaires canadiens en 
vue d’encourager de plus gros chargements. 
Fodamentalement, nous demandons les 
mêmes avantages dont bénéficient les chemins 
de fer américains au point de vue tarifs.

Messieurs, je me ferai un plaisir de répon
dre aux questions que vous voudrez bien me 
poser.

M. Trudel: Dans la dernière partie de votre 
déclaration pourriez-vous préciser les avanta
ges dont bénéficient les chemins de fer améri
cains et que vous n’avez pas au Canada?

M. Coffin: Sûrement. Je dois consulter mes 
dossiers. Ceci, je crois, va répondre à vos 
questions. 3i cela intéresse d’autres membres 
du Comité, voici une comparaison entre les 
tarifs d’encouragement aux expéditions qui 
existent aux États-Unis et ceux du Canada. 
Cela vous donne une idée de notre problème. 
Est-ce qu’il y a d’autres membres qui sont 
intéressés?
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[Texte]
Mr. Trudel: May I ask another question, 

Mr. Chairman?

The Chairman: Yes.

Mr. Trudel: Is this a wholly owned compa
ny, or is it a branch of an American 
company?

Mr. Coffin: No, sir, this is a wholly owned 
company. It is a subsidiary of an Indian com
pany, from Bombay, India.

Mr. Trudel: In your brief you mention that 
you have door coverings and we now find, at 
least in the central markets, that the competi
tion is not from Canadian companies, but it is 
mostly from others, Israel or even Poland. In 
central Canada this is where we are finding 
our problems. You are centering a lot of your 
complaints on transportation.

Mr. Coffin: You are quite correct, actually 
imports in some of our basic commodities. 
Import competition is more serious than is 
domestic competition. Domestic competition 
itself cannot, like us, compete with foreign 
imports, not effectively that is.

Mr. Trudel: One of the reasons that we 
have received in the other part of the country 
is that they were using water transportation, 
and I think in your original statement you 
mentioned that you had explored this possi
bility to the inland market. Would this be of 
some advantage to you?

Mr. Coffin: Frankly, no. I have to acknowl
edge that our present rail rates are far cheap
er than any water rates that I have been able 
to negotiate. But I believe our major problem 
with imports—they come from countries such 
as Poland and Russia in Canada particularly— 
is the lower labour rates and the fact that 
they do subsidize exports.

Mr. Trudel: You mention that the rates are 
maybe not favourable but reasonable. With 
the continuation of these rates, do you feel 
that you can meet the competition?

Mr. Coffin: I would say that we must at 
least continue the present rates. But to say 
that we can continue and grow and expand

[Interprétation]
M. Trudel: Est-ce que je peux poser une 

autre question, monsieur le président?

Le président: Oui.

M. Trudel: Est-ce une société à part entière 
ou une filiale d’une société américaine?

M. Coffin: Non, c’est une Société à part 
entière. C’est la filiale d’une société indienne 
de Bombay, en Inde.

M. Trudel: Dans votre mémoire, vous dites 
que vous avez des protections douanières et 
nous constations, au moins sur les marchés de 
la région centrale, que la concurrence ne 
vient pas de sociétés canadiennes mais d’au
tres sociétés, société israélienne ou même 
polonaise. C’est dans la région centrale du 
Canada que nous avons des problèmes. Vous 
faites porter une bonne partie de vos griefs 
sur des questions de transport.

M. Coffin: Vous avez tout à fait raison, du 
moins en ce qui concerne les importations de 
certains produits de base. La concurrence des 
produits importés est plus forte que celle des 
produits nationaux. La production nationale, 
comme dans notre cas, ne peut concurrencer 
les importations étrangères, du moins pas 
efficacement.

M. Trudel: Une des raisons qui a été évo
quée dans les autres régions du pays, c’est 
que les concurrents utilisaient le transport 
par eau et je pense que dans votre première 
déclaration, vous avez mentionné que vous 
aviez étudié cette possibilité pour les marchés 
de l’intérieur. Est-ce que cela vous serait plus 
avantageux?

M. Coffin: Franchement, non. Je dois recon
naître que le tarif ferroviaire que nous 
payons actuellement est beaucoup moins élevé 
que tous les tarifs maritimes que j’ai pu néco- 
cier jusqu’ici. Je pense que le principal pro
blème qui se présente pour les importations 
■—dans le cas du Canada, elles nous viennent 
particulièrement de la Pologne et de la Russie 
—c’est que les taux de rémunération de la 
main-d’œuvre y sont plus faibles et que ces 
pays subventionnent leurs moyens de 
transport.

M. Trudel: Vous avez dit que les tarifs ne 
sont peut-être pas favorables, néanmoins rai
sonnables. Si on maintient ces tarifs au même 
niveau, croyez-vous que vous pouvez faire 
face à la concurrence?

M. Coffin: Je pense qu’il nous faut au 
moins maintenir le tarif actuel. Mais, à savoir 
si nous pouvons prendre de l’expansion avec
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under these rates, that is a very doubtful 
question.

Mr. Trudel: Thank you, Mr. Chairman.
The Chairman: Mr. Corbin.
Mr. Corbin: Mr. Chairman, since we are 

nearing the end of our sittings here in Hali
fax, I wonder if the witness would like to 
philosophise with me for a minute or so. I 
would like to know, first of all, sir, if you are 
a native Maritimer? It really does not matter, 
but just for...

Mr. Coffin: That is a good question. I sup
pose I am a Québécois or a Gaspésien.

Mr. Corbin: I see.
Mr. Coffin: I went to school in Nova Scotia, 

and after the war and since I have spent most 
of my industrial life in Quebec and Ontario.

Mr. Corbin: I see. A lot has been said about 
giving a fair deal to Maritime products, Mari
time industries, to facilitate easy access of 
their goods, on a competitive basis that is, 
into central Canada. Have you ever consid
ered that perhaps people in central Canada 
would rather not have your competition? And 
in that respect competition-wise do you feel 
that they would have any serious grievances 
about a Maritime product entering their 
market?

Mr. Coffin: Two months ago I had another 
hat on my head; I was in that position. You 
are quite right. There is no question about 
whether they would object. They are object
ing. They are waiting with considerable 
interest on our brief for this reason. This is a 
major problem, where you are trying to sub
sidize an industry in one area, you do enforce 
competition elsewhere. I realize this. They 
realize it. But I have my case to fight.

Mr. Nowlan: A supplementary question on 
the same subject, Mr. Chairman. I wonder if 
the witness would agree that also in the East 
there is legitimate complaint, not only 
because we do not have access to the central 
Canadian market, but because of the tariff 
structure we have to play that way and our 
natural flow is north and south. So you have 
a sort of stand-off, do you not?

[Interpretation]
ces mêmes tarifs, c’est une question plutôt 
douteuse.

M. Trudel: Merci, monsieur le président.
Le président: Monsieur Corbin?
M. Corbin: Monsieur le président, vu que 

nous sommes à peu près à la fin de nos au
diences ici à Halifax, je me demande si le té
moin accepterait de philosopher un peu avec 
moi. Je voudrais tout d’abord savoir si vous 
êtes originaire des Maritimes. Cela importe 
peu, vraiment, mais j’aimerais savoir.

M. Coffin: C’est une excellente question. 
J’imagine que je suis un Québécois, ou, plus 
précisément, un Gaspésien.

M. Corbin: Je vois.
M. Coffin: Je suis allé à l’école en Nouvel

le-Écosse et, depuis la fin de la guerre, j’ai 
passé la plus grande partie de ma vie à m’oc
cuper d’industrie dans le Québec et l’Ontario.

M. Corbin: Merci beaucoup. On a beaucoup 
parlé de la possibilité de donner un traite
ment juste aux produits des Maritimes, de 
leur faciliter l’accès sur une base concurren
tielle, au Canada central. Ne vous êtes-vous 
jamais demandé si les gens du Canada central 
préféreraient ne pas avoir cette concurrence? 
Croyez-vous que ces gens pourraient protester 
sérieusement en voyant un produit des Mari
times envahir leur marché?

M. Coffin: Il y a quelques mois, j’avais un 
autre point de vue. Vous avez raison. Ils s’y 
opposeraient, vous pouvez en être certain. De 
fait, ils s’y opposent. Ils attendent avec un 
vif intérêt la présentation de notre mémoire 
pour cette raison. C’est un problème de taille 
que nous abordons: lorsque vous subvention
nez une industrie dans une région, vous aug
mentez la concurrence ailleurs par le fait 
même.

Je m’en rends compte, ils s’en rendent 
compte eux-mêmes, mais je dois lutter pour 
ma cause.

M. Nowlan: J’ai une question supplémen
taire sur le même sujet, monsieur le prési
dent. Le témoin conviendra-t-il avec moi que 
l’Est a des griefs tout à fait légitimes, non pas 
simplement du fait que nous n’avons pas 
accès aux marchés du Canada central, mais 
aussi à cause de la structure tarifaire qui 
nous est imposée. Il nous faut adopter ce 
comportement. N’oublions pas de plus que la 
tendance normale des échanges est nord-sud. 
Ainsi donc, vous en arrivez à une espèce de 
position d’équilibre, n’est-ce pas?
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Mr. Coffin: Exactly. I agree. I am not dis

cussing the pros and cons. The question is 
there.

The Chairman: Mr. Corbin.

Mr. Corbin: This may not be a fair ques
tion, and if it is not...

Mr. Coffin: Well, if it is not, you said it

Mr. Corbin: I am going to take a chance. 
Do you feel that Maritimers have a persecu
tion complex in relation to..

The Chairman: Mr. Homer.

Mr. Corbin: Well, some do, let us be 
honest.

The Chairman: Order, please. Mr. Horner.

Mr. Horner: With regards to your recom
mendation on page 2, the second recommen
dation you make with regard to the govern
ment subsidy, I imagine you are referring to 
the MFRA rate to be applied to shipments to 
the border. Do you anticipate any difficulty on 
the valuation for duty of goods at the border 
if you did receive a subsidy on your goods 
going to the border?

Mr. Coffin: Quite frankly, any of the 
recommendations are fraught with problems. 
We recognize this. We recognize that as soon 
as we start tampering with international rates 
that have been set up, we have to deal with 
the Interstate Commerce Commission. I am 
not entirely familiar with these bodies, but I 
do know that this is a problem.

Mr. Horner: Are you shipping goods now to 
the United States?

Mr. Coffin: Very much so.

Mr. Horner: Just to give the Committee 
some idea, what is the difference in the rates 
between Chester, Nova Scotia, and Boston, 
say, and between Chester and Montreal? Is 
there any difference, or which one is the 
higher? Can you give us some idea?

Mr. Coffin: Can you just give me one 
minute? Yes, the rate to Boston is 65 cents a 
hundred-weight, and the rate to Montreal is 
48 cents a hundredweight.

Mr. Horner: On the rate to Montreal you 
would receive the MFRA subsidy for the dis
tance that those goods remain in the select 
area. Am I right?

[ I nterprétation ]
M. Coffin: Je suis d’accord. Je ne discute 

pas le pour et le contre de ce problème, mais 
les faits sont là.

Le président: Monsieur Corbin?

M. Corbin: Ce n’est peut-être pas juste de 
poser la question que j’ai à l’esprit...

M. Coffin: De toutes façons, posez-la.

M. Corbin: Je vais essayer tout de même. 
Croyez-vous que les gens des Maritimes ont 
un complexe de persécution... ?

Le président: Monsieur Horner?

M. Corbin: Certains ont un tel complexe, il 
faut l’avouer.

Le président: A l’ordre. Monsieur Horner?

M. Horner: Je me reporte à votre recom
mandation, qu’on trouve à la page 2, la 
deuxième recommandation que vous formulez 
en rapport avec les subventions du gouverne
ment. J’imagine que vous voulez parler du 
tarif appliqué en vertu de la Loi sur les taux 
de transport des marchandises dans les pro
vinces Maritimes, tarif qui pourrait s’appli
quer dans le cas des expéditions vers la fron
tière. Prévoyez-vous des complications pour 
l’évaluation des marchandises par la douane à 
la frontière, si les marchandises que vous pas
sez ont été subventionnées ?

M. Coffin: Sincèrement, toutes les recom
mandations présentent des problèmes. Nous le 
reconnaissons. Nous savons par exemple que, 
dès que nous commençons à jouer avec les 
tarifs fixés par une entente internationale, il 
nous faut alors faire affaire avec la Commis
sion du commerce inter-états. Je ne suis pas 
tout à fait renseigné sur ce sujet mais je sais 
que c’est un problème.

M. Horner: Est-ce que vous expédiez des 
produits vers les États-Unis, en ce moment?

M. Coffin: Beaucoup, oui.

M. Horner: A titre d’exemple, pourriez- 
vous nous donner la différence des tarifs 
entre Chester, en Nouvelle-Écosse et Boston 
et entre Chester et Montréal? Est-ce qu’il y a 
une différence? Quel est le tarif le plus élevé? 
Pourriez-vous nous en donner une idée?

M. Coffin: Un instant, s’il vous plaît. Oui, le 
tarif pour Boston est de 65 cents le cent livres 
et, pour Montréal, 48 cents le cent livres.

M. Horner: Dans le cas du tarif pour Mont
réal, vous allez bénéficier de la subvention 
au titre de la Loi sur les taux de transport 
des marchandises dans les provinces mariti-
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Mr. Coffin: That is correct.

Mr. Horner: So there is justification for you 
asking for that to apply and to lower the 
rates to Boston, because the Boston rate is 
higher.

Mr. Coffin: That is correct.

Mr. Horner: If the Boston rate is lower, 
then that would weaken your case. Seeing 
that it is higher, you as a Maritime firm 
would be equally justified in asking for either 
a special rate to get you into central Canada 
or a special rate to get you into another mar
ket area or a comparable market area. This is 
your logic, I would assume.

Mr. Coffin: That is the basis for our 
recommendation.

Mr. Horner: You have not attempted to 
approach the government. Right now the gov
ernment is carrying on—and we and the Task 
Force are part of it—an intensified study on 
whether or not to re-introduce the Maritime 
Freight Rates Act as it was or to remove it 
completely. You have not made any other 
submission to the Minister of Transport?

Mr. Coffin: No.

Mr. Perrault: Mr. Chairman, I would like 
to ask what influenced this company to locate 
in the Maritimes in view of what is termed 
“serious disadvantages in comparison with 
other Canadian manufacturers”? It is 
encouraging to see this vote of confidence in 
the Maritimes and I wondered what factors 
influenced this company to locate here?

Mr. Coffin: Well, I cannot honestly speak 
for all of the factors. I was not present in the 
initial design or building of the plant. I have 
been there roughly a year. However, I would 
assume that it was basicailly that Nova Scotia 
wished to have an industry that would pro
vide employment and utilize their own native 
raw materials.

Mr. Perrault: Were incentives provided for 
the establishment of this company?

Mr. Coffin: There were.

Mr. Perrault: As a per cent of sales, your 
transportation cost seems to be abnormally

[Interpretation]
mes, pour la distance que ces marchandises 
auront parcourue dans la région désignée. 
Est-ce correct?

M. Coffin: Oui.

M. Horner: Vous avez donc raison de 
demander une réduction des tarifs pour Bos
ton, parce qu’ils sont plus élevés.

M. Coffin: C’est juste.

M. Horner: Si le tarif pour Boston était 
plus bas, cela pourrait affaiblir votre position. 
Comme il est plus élevé, vous pourriez 
demander, avec raison, en tant que société 
des Maritimes, un tarif spécial pour expédier 
vos marchandises dans le Canada central ou 
encore pour acheminer vos produits vers un 
autre marché de taille comparable.

M. Coffin: Oui, c’est là le fondement de 
notre recommandation.

M. Horner: Vous n’avez pas tenté de pres
sentir le gouvernement sur cette question.

Maintenant, le gouvernement étudie la 
question. Nous et l’équipe spéciale prenons 
part à une étude vraiment intense afin de 
savoir si on doit introduire de nouveau la Loi 
sur les taux de transport des marchandises 
dans les Maritimes telle quelle ou la faire 
disparaître complètement. Est-ce que vous 
avez présenté d’autres instances au ministre 
des Transports?

M. Coffin: Pas du tout.
M. Perrault: Monsieur le président, je vou

drais demander qu’est-ce qui a influencé cette 
société à venir s’établir dans les Maritimes 
alors que cela représente «des désavantages 
sérieux par rapport aux autres sociétés » ? Il 
est très encourageant de voir ce vote de 
confiance à l’égard des Maritimes et je vou
drais savoir quels facteurs ont influencé cette 
société pour qu’elle vienne s’établir ici?

M. Coffin: Je ne puis vous en parler, parce 
que lorsque l’on a construit et aménagé cette 
usine, je n’y étais pas. Je suis ici seulement 
depuis un an à peine. Toutefois, j’imaginerais 
oue c’est essentiellement que la Nouvelle- 
Ecosse désirait une industrie qui donnerait de 
l’emploi et utiliserait les matières premières 
locales.

M. Perrault: Est-ce qu’on a donné des 
encouragements pour l’établissement de cette 
société?

M. Coffin: Oui.

M. Perrault: En pourcentage des ventes, 
vos coûts de transport semblent être énormé-
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[Texte]
high. Is one of the factors low labour costs? Is 
your labour force paid abnormally low wages 
because of lack of competition?

Mr. Coffin: No, I would say not. To be 
factual, we are currently slightly under com
parable industries in Ontario. Our labour con
tract within one and a half years will be on a 
par with Upper Canada.

Mr. Perrault: Your transportation cost per
centage figure is one of the highest we have 
seen in these hearings. Is there a special fac
tor in this type of industry which leads to 
this.

Mr. Coffin: It is a very very heavy product,
very dense.

Mr. Perrault: Would you like to see the 
Government of Canada pay a transportation 
subsidy to all companies in the Maritimes 
exporting to the United States?

Mr. Coffin: I would have no objection 
whatsoever.

Mr. Perrault: Have you estimated the cost 
of such a program?

Mr. Coffin: I have not, sir.

Mr. Perrault: Would you like to see this 
kind of subsidization extended to companies 
in the rest of Canada to encourage U.S. 
exports?

Mr. Coffin: I would think this would have 
some rather interesting sidelights because 
many of the other companies either have 
American subsidiaries or are controlled by 
American companies and as such do not have 
a ready access to the American market. We 
do.

Mr. Perrault: As an alternative to transpor
tation subsidies would you like to see free 
trade in forest products between Canada and 
the United States and, if so, would it work to 
your benefit?

Mr. Coffin: Yes, it would work to our 
benefit.

Mr. Perrault: And you would choose this as 
an alternative to transportation subsidies?

Mr. Coffin: That is correct.

Mr. Perrault: Thank you, Mr. Chairman.

Mr. Rose: I am interested in the idea of an 
Atlantic free trade area with the United 
States. That implies a customs set-up with 
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[Interpretation]
ment élevés. Est-ce que le coût de la main- 
d’œuvre en est un facteur? Est-ce que la 
main-d’œuvre a des salaires très bas par suite 
de l’absence de concurrence?

M. Coffin: Non, je ne dirais pas cela. En 
fait, nous sommes présentement un peu plus 
bas que les industries comparables de l’Onta
rio. Notre contrat de travail dans un an et 
demi sera au pair avec le Haut-Canada.

M. Perrault: Les chiffres donnés ici pour ce 
qui est du pourcentage des frais de transport 
sont parmi les plus élevés que nous ayons vus 
à nos séances. Est-ce qu’il y a un facteur 
particulier pour ce genre d’industrie?

M. Coffin: C’est un produit très lourd, très 
dense.

M. Perrault: Est-ce que vous aimeriez voir 
le gouvernement du Canada payer une sub
vention pour le transport à toutes les sociétés 
des Maritimes exportant vers les États-Unis?

M. Coffin: Je ne m'y opposerais pas du 
tout.

M. Perrault: Est-ce que vous avez évalué le 
coût d’un tel programme?

M. Coffin: Non, monsieur.

M. Perrault: Aimeriez-vous que des sub
ventions de ce genre soient aussi prévues 
pour les autres sociétés dans le reste du 
Canada pour encourager les exportations vers 
les États-Unis?

M. Coffin: Cela pourrait avoir des aspects 
assez intéressants parce que bon nombre des 
autres sociétés ont soit des filiales américaines 
ou un contrôle venant de sociétés américaines 
et, de ce fait, n’ont pas accès aux débouchés 
américains. Mais nous avons un tel accès.

M. Perrault: Comme une alternative aux 
subventions de transport, aimeriez-vous voir 
un libre-échange pour les produits forestiers 
entre le Canada et les États-Unis et, dans 
l’affirmative, est-ce que ce serait à votre 
avantage?

M. Coffin: Oui, sûrement que ce le serait.

M. Perrault: Et vous choisiriez cette alter
native aux subventions de transport?

M. Coffin: C’est exact.

M. Perrault: Merci, monsieur le président.

M. Rose: Je m’intéresse à la question d’une 
région Atlantique de libre-échange avec les 
États-Unis. Il faudrait établir une barrière
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a barrier between the free trade area and 
the rest of Canada, or it might be done, like 
in the auto industry, through an industry 
agreement. What concerns me about the con
cept is the reciprocal arrangements of it. I 
would think that we are a highly exporting 
nation now. As a matter of fact, one of our 
problems is that we are exporting too much 
raw products and not enough manufactured 
articles. What do you envisage would be the 
result of this kind of arrangement as far as 
American exports reciprocally into this area 
is concerned—because I cannot see the 
Americans participating in this.

Mr. Coffin: You are quite right, this is not a 
simple problem. But to perhaps illustrate our 
specific problem in greater detail, our basic 
raw material product has a duty equivalent to 
7.5 per cent. In other words, we can in effect 
ignore the tariff on our basic board assuming 
equivalent dollars. But as soon as we move 
into a finished product where there has been 
painting or additional labour input then the 
duty—well at one stage it was 30 per cent 
and with the Kennedy Round it has been 
dropping now to 21 per cent.

Mr. Rose: Could you explain why you can 
ignore the tariff of 7 per cent?

Mr. Coffin: Well, there is the exchange on 
the dollar.

Mr. Rose: And would it have anything to 
do with your productivity or labour costs 
compared to, say, a similar American 
product?

Mr. Coffin: We compare manufacturing 
costs with a similar American plant.

Mr. Rose: And you are lower.

Mr. Coffin: We are slightly lower.

Mr. Rose: And it is largely because of the 
difference in the exchange rate.

Mr. Coffin: Oh, no. I am talking equivalent 
dollars now. I think the simplest way to put it 
is that we ignore the fact that they are paying 
in American dollars.

Mr. Rose: Thank you.
Mr. Rock: In your brief you have compared 

your freight rates with sales rather than with 
actual costs—19 to 20 per cent in Canada 
compared to 7.5 per cent in the United States. 
This chart shows that in Canada you start off 
with $1.00 for 50,000, which is the same as in

[Interpretation]
douanière entre cette zone de libre-échange et 
le reste du Canada, ou encore cela pourrait 
être accompli, comme dans l’industrie auto
mobile par une entente industrielle. Ce qui 
m’inquiète à propos de ce concept, c’est la 
réciprocité. Je crois que nous sommes une 
nation qui exporte beaucoup maintenant. Et 
c’est un de nos problèmes, du fait que nous 
exportons beaucoup de matières premières et 
non pas suffisamment de produits finis. Alors, 
qu’est-ce que vous prévoyez à la suite d’une 
telle entente en autant que cela concerne la 
réciprocité des exportations américaines vers 
cette région, car je ne puis voir les Améri
cains y participer.

M. Coffin: Vous avez tout à fait raison, ce 
n’est pas là le seul problème. Mais pour vous 
donner un exemple plus en détail, notre prin
cipale matière première fait l’objet d’un tarif 
équivalent à 7.5 p. 100. En d’autres mots, nous 
pouvons ne pas tenir compte du tarif sur 
notre bois brut en supposant l’équivalence des 
dollars. Mais seulement dès que nous nous 
acheminons vers un produit fini où il y a eu 
une main-d’œuvre additionnelle pour le pro
duire, alors le tarif qui à une époque était de 
30 p. 100 et, avec le Kennedy Round, a baissé 
et est maintenant à 21 p. 100.

M. Rose: Pourriez-vous nous dire pourquoi 
vous n’avez pas à tenir compte de ce tarif de 
7 p. 100?

M. Coffin: Il y a l’échange sur le dollar.

M. Rose: Est-ce que cela a quoi que ce soit 
à voir avec votre productivité et le coût de la 
main-d’œuvre par rapport, disons, à un pro
duit américain analogue?

M. Coffin: Nous comparons nos coûts de 
fabrication avec une usine américaine 
analogue.

M. Rose: Et c’est moins élevé chez vous.

M. Coffin: C’est un peu moins élevé.

M. Rose: Et c’est essentiellement à cause 
d’une différence entre les taux d’échange.

M. Coffin: Oh non. Je parle d’équivalence 
en dollars. Je pense que c’est la façon la plus 
simple d'en parler. Nous ignorons le fait qu’ils 
nous paient en dollars américains.

M. Rose: Merci.
M. Rock: Dans votre mémoire, vous avez 

comparé votre tarif-marchandises avec les 
ventes plutôt qu’avec le coût réel, de 19 à 20 
p. 100 au Canada comparativement à 7.5 p. 
100 aux États-Unis. Ce tableau ici nous mon
tre qu’au Canada vous commencez avec $1.60,
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the United States; then in the United States pour 50,000, ce qui est à peu près le même 
they have a lower tariff, $1.40 and $1.20 for qu’aux États-Unis; et ensuite aux États-
70,000 and 100,000, while we still remain at 
$1.60. Is that right?

Mr. Coffin: I am not exactly sure of your 
figures, but I believe that is so.

Mr. Rock: This is actually a rate that goes 
from Chester, Nova Scotia to a U.S. point. 
You have not actually supplied us with other 
types of freight costs throughout the United 
States and compared them with ours. You 
have just done this as a percentage of sales.

Mr. Coffin: Maybe I have misled you. These 
figures represent the incentive rates on 
American railroads, which I have checked 
with other companies as well and they are 
the same. In other words, if I have a 50,000 
pound car my rate is so much; if I now load 
the car to a 100,000 pounds my rate or cost 
per unit is less—it is about 22 per cent less on 
American railroads and about 10 per cent in 
Canada.

Mr. Rock: Well, your chart shows that the 
rate in Canada remains the same at $1.60. 
This is from Chester, Nova Scotia to the U.S. 
Below here you have the Canadian rate and 
above you have the American rate. Is that not 
your comparison?

Mr. Coffin: The one with Canadian on it is 
there.

Mr. Rock: That is what I say. This is the 
one of Canada.

Mr. Coffin: There is another sheet. ..

The Chairman: Mr. Mahoney, did you have 
a supplementary question?

Mr. Mahoney: No, I just wanted to make 
sure that Mr. Rock gets everything he needs.

Mr. Rock: I will study this, Mr. Chairman.

Mr. Horner: Do all your goods go from 
Chester through to the Boston area or do any 
of your supplies go to the New England 
States via Montreal? Do you understand what 
I mean?

Mr. Coffin: To answer the first part of that 
question, if we are shipping to Boston our 
trains our routed Montreal, yes. If we ship to 
Portland, Maine they generally go through 
Vanceboro. However, I cannot overemphasize 
that our shipments cover a much wider range 
than the neighbouring United States. I have 

29691—171

Unis, ils ont un tarif inférieur de $1.40 et de 
$1.20 pour 70,000 et 100,000, alors que nous 
demeurons toujours à $1.60. C’est juste?

M. Coffin: Je ne suis pas tout à fait sûr de 
vos chiffres, mais je pense qu’il en est ainsi.

M. Rock: Réellement, il s’agit d’un taux qui 
va de Chester, Nouvelle-Écosse, à des points 
aux États-Unis. Vous ne nous avez pas donné 
les autres coûts du transport de marchandises 
aux États-Unis comparativement aux nôtres. 
Vous l’avez fait simplement en raison du 
pourcentage des ventes.

M. Coffin: Je vous ai induit en erreur. Ces 
chiffres représentent les taux d'encourage
ment pour les chemins de fer américains qui 
ont aussi été vérifiés auprès d’autres sociétés 
et ils sont les mêmes. En d’autres mots, si j’ai 
un wagon de 50,000 livres, le taux est de tant, 
et si je le porte à 100,000 livres, mon taux au 
coût par unité est moins élevé; soit 22 p. 100 
moins élevé sur les chemins de fer améri
cains, et environ 10 p. 100 au Canada.

M. Rock: Eh bien, votre tableau montre 
que le taux au Canada demeure le même, soit 
$1.60. Cela va de Chester en Nouvelle-Écosse 
aux États-Unis. En bas ici, vous avez le taux 
canadien et au-dessus vous avez le taux amé
ricain. N’est-ce pas la comparaison?

M. Coffin: Celui montrant le taux canadien 
est ici.

M. Rock: C’est ce que je dis. C’est celui du 
Canada.

M. Coffin: Il y a une autre feuille.

Le président: Monsieur Mahoney, avez-vous 
une question supplémentaire?

M. Mahoney: Non, je voulais simplement 
être sûr que M. Rock obtienne tout ce dont il 
a besoin.

M. Rock: Je vais étudier ce tableau, mon
sieur le président.

M. Horner: Est-ce que tous vos produits 
vont de Chester vers la région de Boston ou 
est-ce que vous en expédiez vers les États 
de la Nouvelle-Angleterre par Montréal? 
Vous comprenez ce que je veux dire?

M. Coffin: Pour répondre à votre question, 
je pense, tout d’abord, pour la première par
tie, à savoir si nous expédions vers Boston, 
nos trains doivent passer par Montréal. La 
réponse est oui. Si nous expédions à Portland, 
Maine, ils passent par Vanceboro. Toutefois, 
on ne saurait trop signaler que nos expédi-
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here a listing of shipping destinations in the 
last 5J week period. We cover in Nova Scotia 
and the Atlantic Provinces, we go as far as 
Jamaica, Alabama, Georgia, Virginia, Tex
as—it reads like a roll call of the United 
States.

Mr, Horner: Well, I commend you for your 
enterprise in getting into that market, but I 
want to clear up my previous question with 
regard to rates. Now, I mentioned from 
Chester to Boston, and you said 65 cents per 
hundred.

Mr. Coffin: That is correct.

Mr. Horner: And 48 cents per hundred to 
Montreal. Now would that shipment going to 
Boston at that rate go via Montreal?

Mr. Coffin: It would.

Mr. Horner: Suppose it was only boated to 
Montreal and you received a subsidy on it as 
far as Montreal. Would it then be feasible to 
rebill it to Boston—although it may not be 
morally honest?

Mr. Coffin: I do not know whether it is 
morally honest but we tried it anyway. 
Unfortunately, through rates are generally 
cheaper than the shorter hauls.

Mr. Horner: But you would agree this 
shows a weakness.

Mr. Nesbitt: I have one question, Mr. 
Chairman. In one part of your brief you men
tioned that you faced a great deal of trouble 
with imports of similar products because of 
certain low-costing in other countries such as 
Poland and so on, with the result that the 
Canadian market for your product was much 
more inland. Later on in your brief, however, 
you mention that your exports to the United 
States were quite large, and particularly you 
mentioned the areas of Georgia and Texas. 
Now both of these of course have seaports, 
such as Savannah and so on. Apart from that, 
do you ever attempt to ship any of your 
products to Georgia or Texas or any of those 
areas by water rather than land?

Mr, Coffin: No, we have not. I have to 
asknowledge that with rail shipment we can 
ship relatively small quantities from our

[Interpretation]
tions comprennent une plus grande gamme 
que celles de nos voisins aux États-Unis. J’ai 
ici une liste des points de destination pour la 
période des cinq semaines et demie dernières. 
Nous couvrons la Nouvelle-Écosse et les pro
vinces de l’Atlantique, nous allons jusqu’à la 
Jamaïque, l’Alabama, la Géorgie, la Virginie, 
le Texas, et c’est à peu près une carte détail
lée des États-Unis.

M. Horner: Je vous félicite de vous être 
engagés dans ce marché, mais ma dernière 
question a trait aux taux. Maintenant, j’ai 
mentionné de Chester à Boston, et vous dites 
65c. le cent livres.

M. Coffin: C’est exact.

M. Horner: Et 48c. le cent livres à Mont
réal. Est-ce que ce chargement qui va à Bos
ton à ce tarif ira par Montréal?

M. Coffin: Oui.

M. Horner: Disons que vous recevez une 
subvention pour aller jusqu’à Montréal. Sup- 
poson que votre ligne de route n’était qu’en 
bateau jusqu’à Montréal. Vous pourriez alors 
la réacheminer vers Boston, peut-être, même 
si ce ne serait pas honnête?

M. Coffin: Je ne sais si c'est moralement 
honnête, mais enfin nous l’avons essayé. Mais 
habituellement, c’est moins coûteux si cela va 
en ligne directe que lorsque le parcours est 
moins long.

M. Horner: Mais, vous serez d’accord que 
ceci indique une faiblesse de système?

M. Nesbitt: J’ai une dernière question à 
poser, monsieur le président. Je vois que, 
dans une partie de votre mémoire, vous dites 
que vous devez faire face à beaucoup de 
difficultés face aux importations de produits 
analogues et qui coûtent peu cher, concur
rence qui vient de la Pologne et ainsi de 
suite. Il en résulte que le marché canadien 
pour votre produit se trouve plus à l’intérieur 
du pays. Plus tard, dans votre mémoire, tou
tefois, vous parlez du fait que vos exporta
tions aux États-Unis étaient assez importan
tes, surtout vous parlez des régions de la 
Géorgie et du Texas. Chacune de ces régions 
a un port maritime, comme Savannah, etc. En 
plus de cela, est-ce que vous n’avez jamais 
essayé d’expédier vos produits à la Géorgie, 
au Texas, ou à une autre partie de ces 
régions, par eau plutôt que par rail?

M. Coffin: Non, nous n’avons pas essayé. Je 
dois reconnaître que, pour les expéditions fer
roviaires, nous pouvons expédier de petites
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plant directly to our customer’s plant thereby 
avoiding any in-between transit or handling.

Mr. Nesbitt: How about distances such as 
Texas or Georgia?

Mr. Coffin: Well, even with Texas and 
Georgia it is possible we could, and we have 
looked into this. But if we were to ship large 
quantities, say, 600 tons, we could ship 
cheaper by water to Mobile, Alabama. Unfor
tunately the plants that we are supplying are 
considerably away from the seaports.

Mr. Nesbitt: Have you made any enquiries 
whether or not if you should decide to do this 
that you could find shipping space, or indeed 
ships?

Mr. Coffin: This is one of the problems. It 
is very difficult to get a shipping company to 
commit itself to any extended tonnage. Cur
rently Halifax is not a port of call for a great 
number of lines.

Mr. Nesbitt: You feel then that you proba
bly could not even consider this because of 
the lack of regular ships calling at Halifax.

Mr. Coffin: I would not say exactly that, 
but there is no question that this is a major 
factor.

The Chairman: Gentlemen, this completes 
this witness’s brief and I would like to thank 
him for coming.

Our next brief will be from the Shubenaca- 
die River Crossing Committee. I have on my 
immediate right Mr. MacDuffie. He will give a 
short briefing.

Mr. H. MacDuffie (Shubenacadie River 
Crossing Committee): Mr. Chairman, ladies 
and gentlemen, I will give a short brief on 
the Shubenacadie River Crossing which, as we 
well all know, has been under study for sev
eral years. For the past six years I have been 
Chairman, and there have been several sur
veys conducted. The Department of Highways 
conducted one in 1962, ARDA conducted one, 
A. D. Margison and Associates Ltd. conducted 
one and there was one by Acadia University.

Now our problem of course is, firstly, mile
age. We are, of course, of the North Hants 
area which, as well as being a great centre, is 
our best market, our best shopping area, has

[Interprétation]
quantités à partir de notre usine directement 
jusqu’à l’usine de notre client, évitant ainsi 
tout transit et toute manutention intermé
diaire.

M. Nesbitt: Que dire des distances telles 
que pour aller jusqu’au Texas ou en Géorgie?

M. Coffin: Même pour aller jusqu’à la 
Géorgie ou au Texas, nous pourrions le faire 
et nous avons étudié cette possibilité. Mais si 
nous devions expédier de grandes quantités, 
soit 600 tonnes, nous pourrions le faire à 
meilleur coût par eau à Mobile, Alabama. 
Malheureusement, les usines que nous appro
visionnons sont assez éloignées des ports 
maritimes.

M. Nesbitt: Est-ce que vous vous êtes infor
més afin de voir si vraiment, si vous décidiez 
de le faire, vous pourriez trouver des navires 
pour transporter vos produits?

M. Coffin: C’est assez difficile d’avoir un 
armateur pour transporter un certain tonnage. 
En ce moment, Halifax n’est pas un port d’ar
rêt pour un très grand nombre de lignes.

M. Nesbitt: Alors, vous croyez que vous ne 
pourriez peut-être pas y songer vu qu’on n’a 
pas suffisamment de facilité pour faire de tels 
acheminements à partir de Halifax.

M. Coffin: Ce n’est pas tout à fait ce que je 
dirais, mais il est bien évident que c’est là un 
facteur important.

Le président: Messieurs, ceci complète la 
présentation de ce témoin et je tiens à le 
remercier d'être venu.

Maintenant, nous entendrons la présenta
tion du Shubenacadie River Crossing Com
mittee. J’ai à ma droite M. MacDuffie qui 
nous fera une brève présentation de cette 
soumission.

M. H. MacDuffie (Shubenacadie River Cros
sing Committee): Monsieur le président, mes
dames et messieurs, je vous donnerai un bref 
résumé de la traversée de la rivière Shubena
cadie. Comme vous le savez, cela a fait l’objet 
d’une étude depuis bon nombre d’années. 
Depuis les six dernières années, je suis prési
dent de cette Commission d’étude. Il y a bon 
nombre de relevés qui ont été faits, le minis
tère de la Voirie en a fait un en 1962, ARDA 
en a fait un, A. D. Margison and Associates 
Ltd. en ont fait une autre, et l’Université Aca
dia a fait aussi un relevé.

Notre problème alors en est un qui a trait 
tout d’abord au millage. Nous sommes de la 
région de North Hants, qui tout en étant un 
grand centre, est notre meilleur marché,
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the best facilities for education—especially in 
the North Hants section of East Hants. Our 
religious education is very definitely tied in 
with that area. Our hospitalization is very 
definitely tied in with the town of Truro. 
From a standpoint of industry many of our 
people go into Truro for employment.

As Chairman of Industrial Development, 
we have approached many secondary indus
tries to settle in East Hants but the same 
answer comes up all the time— that we are 
too far away. Mileage and transportation is a 
real factor and it has always handicapped us.

Our area is shown here on the map. If 
there were a crossing of the river here, we 
would be exactly 12 miles from Truro. As of 
now our people from all this area have to 
drive away down here to Shubenacadie.

From all of this section of East Hants we 
have to drive from Maitland to Shubenacadie, 
which is approximately 25 miles, and then 23 
miles down the other way, which makes a 
total from Maitland to Truro of 48 miles.

If a crossing were implemented we could 
go to Truro. It would not be more than 15 
miles to almost any point of central Truro 
which, of course, would be a tremendous 
advantage to our farmers, schools, hospitals 
and church operations. Surveys have been 
conducted as this report will show that we 
have handed to you. The last one conducted 
by ARDA, I think it was, showed a 75 per 
cent feasibility on a traffic count alone. That 
did not include by any means of the intangi
bles that would go along with it.

I do not think any of us locally visualize 
the entire value that crossing would be to 
both Hants and Colchester. For example, here 
is a note I received from the Department of 
Manpower and Immigration. I will read you 
the four items that he has pointed out:

It will make it possible for East Hants 
residents to compete effectively in the 
Truro labour market by placing them 
within convenient commuting distance. 
At the present time a resident of Mait
land has a choice of travelling approxi
mately 60 miles to the Avon River valley 
area, the same distance to Halifax-Dart- 
mouth, or 35 miles to Truro to seek 
work, whereas with the crossing that 
same person would only be 121 miles 
from the Truro labour market.

[Interpretation]
notre meilleur centre de service pour l’éduca
tion de nos enfants, surtout dans la partie 
nord des East Hants. L’éducation religieuse 
est rattachée à cette région. Sûrement l’hospi
talisation est aussi rattachée à la ville de 
Truro. Pour ce qui est de l’industrie, bon 
nombre des nôtres vont à Truro pour trouver 
de l’emploi.

A titre de président de la Commission 
de développement industriel, nous avons 
demandé à bon nombre d’industries secondai
res de s’établir à East Hants, mais nous som
mes toujours parvenus à obtenir la même 
réponse. Nous sommes trop éloignés quant 
aux milles et aux possibilités de transport. 
C’est là un facteur, c’est toujours un 
handicap.

Notre région est indiquée ici sur la carte. 
S’il était possible de traverser la rivière ici, 
nous nous trouverions à exactement 12 milles 
de Truro. Alors que, maintenant, toute la 
population de cette région doit aller jusqu'à 
Shubenacadie.

Les habitants de la région de East Hants 
doivent passer de Maitland à Shubenacadie, à 
environ 25 milles, puis parcourir 23 milles en 
sens inverse jusqu’à Truro, ce qui fait un 
total de 48 milles.

Si la traversée était possible, nous pour
rions nous rendre à Truro, qui se trouverait à 
15 milles, ce qui serait évidemment un très 
grand avantage pour les agriculteurs, les éco
les, les hôpitaux et les églises. Des études ont 
été faites à ce sujet, et figurent dans le rap
port que nous avons distribué. La plus 
récente, effectuée par TARDA, établit la ren
tabilité du projet à 75 p. 100 sur le seul plan 
de la circulation routière. On ne fait aucune
ment état des impondérables.

Je me demande si nous nous rendons vrai
ment compte des avantages que ce passage 
représente pour Hants et Colchester. Voici 
une lettre que j’ai reçue du ministère de la 
Main-d’œuvre et de l’Immigration. Je vous 
donnerai lecture des quatre éléments qu’elle 
contient:

Ce passage permettra à East Hants et à 
ses habitants de concurrencer efficace
ment le marché ouvrier de Truro en les 
plaçant à une portée raisonnable. A 
l’heure actuelle, les résidents de Maitland 
doivent soit parcourir 60 milles jusqu’à la 
vallée de la rivière Avon—la même dis
tance qu’entre Halifax et Dartmouth—soit 
parcourir 35 milles jusqu’à Truro, pour 
trouver un emploi, alors, qu’avec un pas
sage ces personnes ne seraient plus qu’à 
12 milles et demi du marché ouvrier de 
Truro.
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The added work force of approximate

ly 4,700 adults within convenient com
muting distance would make Truro more 
attractive to industry as a place to locate 
plants, warehouses and branch offices.

The savings in travel and transfer 
expenses for residents of East Hants, who 
would not be obliged to drive to Halifax 
through the Avon valley area to find 
work, would generate more local business 
in the East Hants area.

It would be a considerable net gain to 
the community through lower social 
assistance requirements and concomitant 
higher tax collections.

All of the above effects would result to 
a considerable and easily measurable 
degree upon completion of this important 
project. I trust that this considered 
expression of opinion will be useful to 
you in your efforts.

The Chairman: Thank you, very much.

Mr. MacDuffie: There are many other factors 
that we should include. There is the fact of 
tourism. I believe tourism is becoming recog
nized as the second largest industry in Cana
da. We have a beautiful area there as the map 
will show. Tourists love to come there. We 
have the highest rise and fall of tide in the 
world, a rise and fall of 53 feet at mean high 
tide.

If the Fundy Trail should come to pass, 
which we hope it will, our contribution in 
Nova Scotia—the crossing of the Shubenaca- 
die River in the Maatland-Princeport area— 
would constitute 95 per cent of Nova Scotia’s 
contribution to a Fundy Trail.

I have here with me Mr. Murphy, Mr. John
ston and our member from the area. Perhaps 
they could add something or if there are any 
questions perhaps I or the others can answer 
them.

The Chairman: Mr. McCleave?

Mr. McCleave: Mr. Chairman, first of all I 
think when the map was held up west was in 
the usual north position and east in south 
position, which may have confused some of 
the members. Mr. MacDuffie, what you are 
trying to prove or argue first of all is that 
this would be a very natural part of the 
Fundy Trail around the northwestern end of 
Nova Scotia.

Second, I suggest that you are trying to 
argue too that when the Bay of Fundy power 
development takes place, a multibillion dollar 
proposition, that the roadway from Truro to

[Interpretation]
Ce supplément de main-d’œuvre de 

4,700 adultes, qui se trouvent à une dis
tance raisonnable, permettrait à Truro 
d’accueillir des industries, des usines, des 
entrepôts et des bureaux.

Les économies en frais de transport et 
de déplacement qu’effectueraient les 
habitants de East Hants, qui n’auraient 
plus besoin de se rendre à Halifax par la 
vallée de l’Avon pour trouver du travail 
contribueraient à stimuler les entreprises 
de la région de East Hants.

La localité bénéficierait énormément de 
ce projet, qui lui permettrait de réduire 
quelque peu l’assistance sociale et de per
cevoir plus d’impôts.

Tous ces avantages découleraient de 
l’exécution de cet important projet. Je 
suis sûr que notre déclaration vous sera 
utile dans vos efforts.

Le président: Merci beaucoup.

M. MacDuffie: Il y a beaucoup d’autres fac
teurs qui entrent en jeu, comme le tourisme. 
Le tourisme est considéré comme la seconde 
industrie la plus importante au Canada. Nous 
avons une magnifique région, comme on peut 
le voir sur la carte. Les touristes aiment s’y 
rendre. Nous avons les plus fortes variations 
de marée au monde, soit 53 pieds en 
moyenne.

Si la route de la baie de Fundy devenait 
une réalité, comme nous l’espérons, notre 
contribution en Nouvelle-Écosse—le passage 
de la rivière Shubenacadie dans la région de 
Maitland-Princeport—se chiffrerait à 95 p. 100 
de la contribution de la Nouvelle-Écosse pour 
la route de la baie de Fundy.

Il y a ici MM. Murphy, Johnston et le 
député de la région. Ils pourraient peut-être 
ajouter quelques observations; si vous avez 
des questions à poser, nous tâcherons d’y 
répondre.

Le président: Monsieur McCleave.

M. McCleave: Monsieur le président, lors
qu’on nous a montré la carte, l’ouest était 
dirigé vers le nord et l’est vers le sud, ce qui 
a pu entraîner une certaine confusion. Mon
sieur MacDuffie, vous vouiez sans doute mon
trer qu’il serait normal que la route de la baie 
de Fundy longe l’extrémité nord-ouest de la 
Nouvelle-Écosse.

Deuxièmement, vous prétendez que lorsque 
l’aménagement hydroélectrique de la Baie de 
Fundy sera terminé, la route de Truro à 
Windsor deviendra une voie naturelle d’ache-
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Windsor would be a natural way to bring 
materiail in for the development of the Bay of 
Fundy power. Am I correct in that?

Mr. MacDufiie: Yes, sir.

Mr. McCleave: You have not argued this, 
but would not part of your argument be that 
if the Trans-Canada Highway system were to 
be developed—a secondary highway system— 
this would be part of that as well? That is, to 
go east-west in Nova Scotia rather than the 
trail from Cape Breton Island through to New 
Brunswick. Am I right in that?

Mr. MacDufiie: Yes.

Mr. McCleave: For the benefit of the 
members who are not familiar with this area, 
when you speak about a crossing you do not 
commit yourself to either a causeway or 
bridge, but leave that point to be decided 
later on.

Mr. MacDufiie: Yes; I am glad you brought 
that out.

Mr. McCleave: You speak about tourism. 
Could you tell the members of Parliament not 
familiar with the area about the fact that 
Maitland, which would be near one side of 
the crossing, was once the site of the most 
developed shipbuilding industry in Canada 
and the world.

Mr. MacDufiie: Yes sir, I would like to tell 
them that. The Township of Maitland, in the 
days of the wooden shipbuilding industry, 
was one of the most industrious areas in Nova 
Scotia. The largest sailing ship that was built 
in Canada, the W. D. Lawrence, was con
structed right near the mouth of Shubenaca- 
die River. A cairn has been erected there in 
commemoration of that, and the province has 
bought the Laurence homestead, which is to 
be known as the Lawrence House, a museum 
commemorating the days of wooden 
shipbuilding.

Mr. McCleave: Finally, Mr. MacDufiie, we 
have heard a lot in this Committee and in 
Parliament about a link between the 
Annapolis Valley and New Brunswick 
through Digby and Saint John, but would this 
not also provide a link between the An
napolis Valley and the eastern part of New 
Brunswick, namely the Moncton area, by 
means of cutting across northwestern Nova 
Scotia?

Mr. MacDufiie: It would; it would cut the 
mileage down considerably. It would cut 
approximately 50 miles off the distance now 
travelled.

February 20, 1969
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minement des matériaux pour le développe
ment hydroélectrique de la Baie de Fundy.

M. MacDufiie: C’est juste.

M. McCleave: Bien que vous ne l’ayez pas 
dit expressément, n’êtes-vous pas d’avis que 
si le réseau de la Trans-canadienne était éten
du—un second réseau d’autoroutes—ce réseau 
pourrait être compris dans votre projet? L’on 
pourrait traverser la Nouvelle-Écosse d’est en 
ouest plutôt que de suivre l’ile du Cap-Breton 
par le Nouveau-Brunswick. Ai-je raison?

M. MacDufiie: Oui.

M. McCleave: Pour les députés qui ne con
naissent pas cette région, précisons que par 
passage nous n’entendons pas nécessairement 
une chaussée, ou bien un pont, mais que nous 
réservons la décision pour plus tard.

M. MacDufiie: Je suis heureux que vous en 
ayez parlé.

M. McCleave: Vous parlez du tourisme; 
pourriez-vous dire aux députés qui ne con
naissent pas cette région, que Maitland, qui 
serait près du passage, était autrefois le chan
tier naval le plus important du Canada et 
même du monde.

M. MacDufiie: Je le leur dirai. Le canton de 
Maitland, à l’époque où l’on construisait des 
navires en bois, était l'une des régions les 
plus industrieuses de la Nouvelle-Écosse. Le 
plus gros navire qui ait été fabriqué au 
Canada, le W. D. Lawrence, a été construit 
près de l’embouchure de la rivière Shubena- 
cadie. Un monument commémoratif a été 
édifié à cet endroit et la province a récupéré 
le W. D. Lawrence, qui deviendra le Law
rence House, un musée destiné à commémorer 
l’époque où les navires étaient en bois.

M. McCleave: On a beaucoup parlé, au sein 
du Comité et au Parlement, de relier la vallée 
d’Annapolis et le Nouveau-Brunswick, par 
Digby et Saint-Jean; cela ne permettrait-il 
pas également de relier la vallée d’Annapolis 
à la partie est du Nouveau-Brunswick, 
c’est-à-dire la région de Moncton, en passant 
par le nord-ouest de la Nouvelle-Écosse?

M. MacDufiie: Oui; cela réduirait considéra
blement la distance, de cinquante milles 
environ.

Transport and Communications
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[Texte]
Mr. McCleave: Mr. Chairman, I realize I 

am here perhaps on sufferance because I am 
not a regular member of the Committee, but 
may I just make a twenty-second observation 
that if the members in dealing with this 
would look at Volume II of the Atlantic Prov
inces Transportation Study, page iii, where it 
deals with the development of a highway sys
tem in Nova Scotia and page 74 I think they 
would have a greater appreciation of what 
Mr. MacDuffie and his group in dealing with 
the Shubenacadie River Crossing are trying 
to convey to the Committee. Thank you very 
much.

The Chairman: Mr. Perrault?

Mr. Perrault: Mr. MacDuffie, this is an 
excellent brief. During this tour a number of 
bodies have suggested a number of projects, 
including bridges and highways and that kind 
of thing, and they have asked for federal 
government financing of these projects. Under 
terms of Confederation roads and bridges 
were established as a provincial responsibility 
and nowhere in this brief is there the sugges
tion that there is a clear national benefit to 
be derived from this crossing, meritorious as 
it is.

It has been suggested in part that the 
Trans-Canada Highway could possibly be re
routed. Could you provide some justification 
for the federal government rather than the 
provincial government to build this bridge? 
That is my first question.

Mr. MacDuffie: Sir, I do not think in the 
first place we are asking the federal govern
ment to build it in its entirety. We are asking 
the federal government to share the cost.

Mr. Perrault: What percentage would that 
be?

Mr. MacDuffie: Fifty per cent.

Mr. Perrault: Would the provincial govern
ment assume the other portion?

Mr. MacDuffie: Yes; I understand that the 
provincial government would.

Mr. Perrault: That, in effect, is the Trans- 
Canada Highway formula, is it not? Fifty per 
cent of two lanes; is that right?

Mr. MacDuffie: I suppose so, yes.

Mr. Perrault: That was the extent of my 
query. I think many excellent ideas have 
been advanced in this brief. Just attempting

[Interprétation]
M. McCleave: Monsieur le président, je sais 

que je suis ici par tolérance, car je ne suis 
pas membre régulier du Comité, mais j’aime
rais faire une brève observation; les députés 
pourront consulter le volume 2 de l’étude sur 
les transports dans les provinces maritimes, 
page iii, où l’on traite de l’aménagement d’un 
réseau routier en Nouvelle-Ecosse, et égale
ment la page 74; je pense qu’ils comprendront 
mieux ce que veulent dire M. MacDuffie et 
son groupe, au sujet du passage de la rivière 
Shubenacadie. Merci beaucoup.

Le président: Monsieur Perrault?

M. Perrault: M. MacDuffie, voilà un excel
lent mémoire. Au cours de la tournée, un 
certain nombre d’organismes nous ont pré
senté certains projets, dont la construction de 
ponts et de routes; ils ont demandé au gou
vernement fédéral de financer ces projets. 
Aux termes du pacte confédératif, les routes 
et les ponts ont été confiés à la compétence 
des provinces, et ce mémoire n’a pas démon
tré les avantages que le pays pourrait retirer 
de ce projet, en dépit de son mérite.

On a proposé par ailleurs que la Transcana
dienne soit restructurée. Pouvez-vous justifier 
une initiative fédérale plutôt que provinciale 
en ce qui concerne la construction du pont? 
C’est ma première question.

M. MacDuffie: Nous n’avons pas demandé 
au gouvernement fédéral de se charger entiè
rement de la construction. Nous demandons 
au gouvernement fédéral de partager les 
frais.

M. Perrault: Quel pourcentage?

M. McDuffie: Cinquante pour cent.

M. Perrault: Est-ce que le gouvernement 
provincial assumerait le reste?

M. MacDuffie: Je pense que oui.

M. Perrault: Alors, il s’agit de la même 
formule que pour la route transcanadienne, 
n’est-ce pas? Moitié moitié des frais.

M. MacDuffie: J’imagine, oui!

M. Perrault: C’est tout ce que je voulais 
savoir. Je trouve qu’on a fait valoir de bonnes 
idées dans ce mémoire, mais pour ce qui est

to establish the national priority, did the de déterminer un ordre de priorité national, 
Atlantic Development Board establish this est-ce que l’Office d’expansion économique de 
project in its list of priorities? la région atlantique y avait inclus ce projet?
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[Text] [Interpretation]
Mr. MacDuffie: The Atlantic Development M. MacDuffie: L’Office a été consulté, il a 

Board was consulted and asked for support aussi sollicité un appui par l’intermédiaire du 
through the Department of Industry, Trade ministère du Commerce et de l’Industrie. J’ai 
and Commerce. I have a letter from the ici une lettre du ministre du Commerce et de 
Minister of Industry, Trade and Commerce l’Industrie, où il est dit que l’Office, à ce 
stating that the Atlantic Development Board moment-là, n’entrevoyait pas la construction 
at that time did not see the river crossing as du pont comme un programme à frais parta- 
a cost-sharing project in itself, but the De- gés, mais que le ministère présumait que si ce 
partment took from that that if the crossing projet devait se réaliser en conjonction avec 
were tied in with a highway project the une grande route, l’Office verrait alors la 
Atlantic Development Board would see it in a chose d’un autre ceil, 
different light.

Mr. Perrault: Yes; made part of the Trans- 
Canada Highway system.

Mr. MacDuffie: This highway that we 
speak of, which you can see on the map, from 
Truro to Windsor is a highway that needs 
upgrading anyway, and I believe the province 
would tie it in with that in the hope of the 
federal department’s helping to finance it to 
the extent of 50 per cent.

Mr. Perrault: My final question, Mr. Chair
man, is: Do you have any firm commitment 
from the provincial government of Nova 
Scotia that they will assume 50 per cent of 
the cost of this if they have matching federal 
participation?

Mr. MacDuffie: I think we have. Our MLA, 
Mr. Ettinger, is here.

Mr. J. A. Ettinger (MLA, Hants East): I
cannot speak for the Minister of Highways or 
for our Premier; therefore, I cannot give you 
that assurance.

The Chairman: Mr. Thomas?

Mr. Thomas (Moncton): As you know, in 
the past few years ARDA has supplied a good 
deal of assistance in reclamation of marsh
lands. We have had a great deal of assistance 
in the Petiteodiac tidal waters and the 
thought occurs to me that you could possibly 
apply for assistance on the same basis as the 
Petiteodiac River crossing which had the 
effect of reclaiming quite a bit of tidal land 
and protecting marshlands. Would that apply 
in your case?

M. Perrault: En tant que partie intégrante 
du réseau transcanadien.

M. MacDuffie: Cette route de Truro à 
Windsor, qu’on peut voir sur la carte, a 
besoin d’être améliorée, de toute façon. Je 
pense alors que la province la relierait au 
réseau, avec l’espoir que le gouvernement 
fédéral aiderait à son financement dans la 
mesure de 50 p. 100.

M. Perrault: Une dernière question, mon
sieur le président: avez-vous obtenu de la 
part de la Nouvelle-Écosse l’engagement 
ferme qu’elle acquittera la moitié des frais si 
le gouvernement fédéral paie le reste?

M. MacDuffie: Je crois que oui. Le député 
provincial, M. Ettinger, est ici.

M. Ettinger (député de Hants-Est, Assem
blée législative provinciale): Je ne saurais 
parler au nom du ministre de la Voirie, ni à 
celui de notre premier ministre; je ne peux 
donc vous donner cette assurance.

Le président: Monsieur Thomas.

M. Thomas (Moncton): Comme on le sait, 
TARDA a fourni passablement d’aide, ces 
dernières années, à la réclamation des terres 
marécageuses; notamment dans la région de 
Petiteodiac; il me semble que Ton pourrait 
peut-être demander de l’aide financière, selon 
la même formule que pour le projet du pont 
sur la rivière Petiteodiac, lequel a entraîné la 
réclamation d’une grande superficie. Est-ce 
que cela s’appliquerait dans l’autre cas?

Mr. MacDuffie: It would if the crossing M. MacDuffie. Oui, s’il s’agit bien d’une 
were a causeway. As Mr. McCleave just stat- chaussée. Mais comme Ta dit M. Macleave, il 
ed a few minutes ago, we are not suggesting y a quelques minutes, nous n’avons rien pré- 
what kind of crossing. cisé à cet égard.

Mr. Thomas (Moncton): But if you built a M. Thomas: Mais si vous construisiez une 
causeway you could probably qualify for chaussée, vous pourriez probablement faire 
assistance under ARDA for marshland appel à TARDA, au titre du programme de 
reclamation. réaménagement des terrains marécageux.
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[Texte]
Mr. MacDuffie: Mr. McCleave could answer 

that question better than I.

Mr. McCleave: There is always a certain 
amount of juggling between the federal and 
the provincial governments, but I think it can 
be stated that it could become a 50 per cent 
contribution on either side, Mr. Chairman.

The Chairman: Mr. Trudel?

Mr. Trudel: Mr. Chairman, I believe Mr. 
MacDuffie stated in his presentation that this 
would create a large reservoir of fresh water.
I assume by the same token that you would 
have a dam, and a harbour built on top if it.

Mr. MacDuffie: Yes.

Mr. Trudel: Would this interfere with the 
navigation you have at present on the river?

Mr. MacDuffie: Of course, there is not any 
navigation on the river.

Mr. Trudel: This is what I wanted to find 
out.

Mr. MacDuffie: There has not been any 
navigation on that river for many, many 
years. All there ever has been in my lifetime 
were some scows. They used to scow some 
lumber down, but that has not been going on 
for 50 years any way.

Mr. Trudel: So it would not interfere 
with the natural flow of navigation at the 
present time.

Mr. MacDuffie: No.
Mr. Trudel: Thank you, Mr. Chairman.
The Chairman: Mr. Corbin?
Mr. Corbin: Mr. MacDuffie, I tried to find 

out in your brief the answer to the question I 
am about to ask you. If a causeway were 
built there, would the advantages to agricul
ture be greater than to transportation? Which 
would come first, in your mind?

Mr. MacDuffie: That is hard to say, but it 
would be very beneficial in both ways. I 
would say it would be about 50-50, agricul
ture and transportation. The brief will show 
that from a survey that was conducted this 
area would be fed from a crossing. This is the 
most productive soil not only in Nova Scotia, 
but I believe in the Maritimes.

The Chairman: Mr. Pringle?
Mr. Pringle: I have a supplementary, Mr. 

Chairman. I do not know whether Mr. Mac
Duffie is aware of the new Navigable Waters 
Protection Act which is at least in the report

[Interprétation]
M. MacDuffie: Je pense que monsieur Mc

Cleave pourrait répondre mieux que moi à 
cette question.

M. McCleave: Il y a toujours un peu de 
tergiversation, de part et d’autre, entre la 
province et le gouvernement fédéral, mais 
l’un et l’autre paieraient leur moitié, je pense.

Le president: Monsieur Trudel.

M. Trudel: Monsieur le président, je crois 
que M. MacDuffie a déclaré dans son mémoire 
qu’il se formerait, en l’occurence, un grand 
bassin d’eau douce. Je présume, par le fait 
même, qu’il y aura un barrage et les installa
tions portuaires.

M. MacDuffie: Oui.

M. Trudel: Est-ce que cela nuirait au traffic 
maritime sur la rivière?

M. MacDuffie: Il n’y en a pas, voyons.

M. Trudel: Justement, c’est ce que je vou
lais savoir.

M. MacDuffie: Il n’y en a pas eu depuis bien 
des années, sauf, à ma connaissance, quelques 
petites barges qui s’employaient pour le 
transport du bois, mais déjà la chose ne se 
fait plus depuis cinquante ans.

M. Trudel: Alors, rien ne viendrait gêner le 
trafic sur la rivière, n’est-ce pas?

M. MacDuffie: Non.
M. Trudel: Merci, monsieur le président.
Le président: M. Corbin.
M. Corbin: J’ai essayé de trouver dans 

votre mémoire la réponse à la question que je 
vais vous poser. Si l’on construisait une 
chaussée, selon vous, est-ce que cela profite
rait plus à l’agriculture qu’aux transports? 
Qui en bénéficierait le plus?

M. MacDuffie: C’est très difficile à dire, 
mais ce serait avantageux dans les deux sens. 
Je dirais moitié moitié, côté agriculture et 
côté transports. Selon l’étude dont il est fait 
mention dans le mémoire, la région bénéficie
rait d’une telle entreprise, car elle compte les 
sols les plus productifs, non seulement de la 
Nouvelle-Écosse, mais aussi des Maritimes.

Le président: Monsieur Pringle.
M. Pringle: Une question supplémentaire. 

Je ne sais pas si M. MacDuffie connaît la 
nouvelle Loi sur la protection des eaux navi
gables au Canada, qui en est au moins à
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[Text] [Interpretation]
stage from this Committee. Its terms are now l’étape du rapport dans notre comité, mais son 
rather broad as it relates to navigable waters libellé est assez large, en ce qui concerne les 
and I would suggest, although I would not eaux navigables. Je ne saurais l’affirmer 
want to say so for certain—I am not quai- avec certitude, car je ne suis pas compétent, 
ified—that you would definitely be damming mais j’ai l’impression que vous feriez obstacle 
or preventing navigation; you would be ou nuiriez à la navigation, 
obstructing navigation.

You would require, of course, a permit 
from the federal government to proceed with 
your plan.

If you mail an application so to do, do you 
envisage opposition from anyone in the area 
relative to the dam? You may run* into some 
fairly severe problems because of the new 
Navigable Waters Protection Act, and you 
may have very seriously to consider opposi
tion that may arise from certain people in the 
area. This is probably something you should 
include in your further study. I merely bring 
it to your attention.

Mr. MacDufiie: The only opposition thus far 
has been from some game fishermen, even 
though the plan does allow for a fishway, as 
opposed to a causeway. But there has been no 
opposition to a crossing. They are very much 
in favour of a crossing, but they are opposed 
to a causeway.

The Chairman: Yes, Mr. McCleave?

Mr. McCleave: Mr. MacDuffie, the fact is 
that your plan calls for something to span the 
river, rather than for either definitely a cause
way or a bridge. Therefore, the point does 
not really arise. Is that correct?

Mr. MacDuffie: That ds right.

The Chairman: Are there any further ques
tions, gentlemen?

Mr. J. A. Ettinger (M.L.A.): I am from the 
district where this bridge is expected to be.

I spoke to the Premier recently and he said 
he did make a statement on a cost-sharing 
basis but the exact sharing he would have to 
check from his records. He did make a state
ment that the province would share on a cost
sharing basis.

The Chairman: Thank you.

Gentlemen, this is the end of our question
ing period. Yesterday I received a brief 
from the Surrette Battery Company. It is not 
on our agenda and I just wondered whether 
these gentlemen were here today?

Il faudrait, bien entendu, se procurer un 
permis auprès du gouvernement fédéral, si 
l’on voulait mettre le projet à exécution.

Si vous en faites la demande, croyez-vous 
que des objections viendront des gens de la 
région, au sujet du barrage? J’ai l’impression 
que vous auriez de graves problèmes vu la 
nouvelle Loi sur la protection des eaux navi
gables. Il serait nécessaire d’étudier l’opposi
tion que vous pourriez recevoir de la part de 
certaines personnes de la région. C’est proba
blement quelque chose que vous pourriez 
recevoir de la part de certaines personnes de 
la région. C’est probablement quelque chose 
que vous devriez inclure dans votre prochaine 
étude. Je vous en fais simplement part.

M. MacDuffie: La seule opposition que nous 
avons rencontrée jusqu’à maintenant venait 
de la part des pêcheurs sportifs, quoique le 
projet prévoit justement les aménagements 
voulus pour le poisson par opposition à une 
chaussée. Mais il n’y a pas eu d’opposition à 
la traversée, au contraire on est bien en 
faveur de la traversée, mais on s’oppose à la 
chaussée.

Le président: Oui, M. McCleave.

M. McCleave: M. MacDuffie, le fait est que 
votre projet demande quelque chose qui tra
verse la rivière, plutôt que de demander une 
chaussée ou un pont. Alors, la question ne se 
pose pas vraiment. N’est-ce pas exact?

M. MacDuffie: Oui, c’est exact.

Le président: Y a-t-il d’autres questions, 
messieurs.

M. J. A. Ettinger (M.A.L.): Je viens juste
ment de la région où le pont sera construit. 
J’en ai récemment parlé au premier ministre 
et il m’a dit qu’il a fait une déclaration pour 
le partage des coûts mais quant au partage 
exact, il faudrait vérifier ces dossiers. Toute
fois, il a déclaré que la province partagerait 
les frais de la construction.

Le président: Je vous remercie, messieurs. 
Voici la fin de la période des questions.

Messieurs, hier j’ai reçu un mémoire, mais 
je ne l’avais pas à l’ordre du jour alors je 
voulais savoir si les représentants de la 
Surette Battery Company se trouvent ici cet 
après-midi.
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[Texte] [Interprétation]
Would you agree to our making this brief Est-ce que vous êtes d’accord dans ce cas 

an appendix to the report of our proceedings? que le mémoire soit annexé à notre rapport?

Some hon. Members: Agreed. Des voix: D’accord.

The Chairman: This is the end of our meet- Le président: Messieurs, voilà la fin de 
ing for today. I want to thank everyone for notre réunion de cet après-midi. Je voudrais
their kindness and patience. remercier tout le monde de votre complai

sance et de votre patience.
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APPENDIX "I"

SUBMISSION 
to the

STANDING COMMITTEE 
on

TRANSPORT AND COMMUNICATIONS 
by

SYDNEY STEEL CORPORATION 
SYDNEY, NOVA SCOTIA

1. The Sydney Steel Corporation appears 
before this committee to request an amend
ment in the Maritime Freight Rates Act to 
provide for a greater degree of assistance to 
enable the Sydney Steel Corporation to com
pete in the Central and Western Canadian 
market. In making this request it is necessary 
to set the scene as to the existence of Sydney 
Steel Corporation by relating the all too 
familiar details of the Oct. 13th, 1967 Hawk- 
er-Siddeley (Canada) Limited announcement.

2. On Oct. 13th, 1967 the Hawker-Siddeley 
(Canada) Limited gave notice that they were 
going to abandon the operations of the then 
known Sydney Works of the Dominion Steel 
& Coal Corporation. Among the reasons cited 
were the high cost of operations and the high 
cost of shipping their products into the mar
ket place. Among the ramification arising from 
this decision which faced the Province of 
Nova Scotia was the maintenance of the 
livelihood of the people of Cape Breton, and 
to a large extent the Province of Nova Scotia, 
and to some degree the Maritimes themselves. 
Without going into all the detail which went 
into the decision which was taken the Prov
ince of Nova Scotia undertook the establish
ment of a Crown Corporation known as the 
Sydney Steel Corporation to operate the for
mer Sydney Works of the Dominion Steel & 
Coal Corporation. While definite progress has 
been made in the operation of the Sydney 
Steel Corporation it is still faced with major 
transportation problems in moving its prod
ucts to market.

3. This is even more strongly indicated 
when one takes into consideration the very 
narrow product range which is produced at 
Sydney, Nova Scotia. This product range can 
be roughly stated as being (1) rails and rail 
accessories accounting for approximately 22% 
of our out-put (2) semi-finished steel being 
ingots, billets, blooms, and slabs which 
account for approximately 70% of our out-put 
(3) the reinforcing steel and nails which 
accounts for about 8%.

APPENDICE «I.

MÉMOIRE SOUMIS AU COMITÉ PERMA
NENT DES

TRANSPORTS ET DES 
COMMUNICATIONS 

PAR

LA SYDNEY STEEL CORPORATION, 
de SYDNEY (N.-É.)

1. La Sydney Steel Corporation se présente 
devant le Comité dans le but d’obtenir une 
modification de la Loi sur les taux de trans
port des marchandises dans les Maritimes, 
qui lui permettrait de soutenir la concurrence 
sur les marchés du Centre et de l’Ouest du 
Canada. Il convient aussi de brosser un 
tableau de la situation de la société, en rela
tant les détails par trop bien connus de la 
déclaration faite par la Hawker-Siddeley 
(Canada) Limited le 13 octobre 1967.

2. A cette date, la Hawker-Siddeley (Ca
nada) Limited annonçait en effet qu’elle allait 
fermer ce qu’on appelait alors les ateliers de 
Sydney de la Dominion Steel & Coal Corpo
ration. La société invoquait le coût d’exploita
tion élevé et le coût onéreux d’expédition de 
ses produits vers les marchés. Entre autres 
conséquences, cette décision plaçait la pro
vince de Nouvelle-Écosse dans une situation 
délicate: comment assurer l’avenir d’abord de 
la population du Cap-Breton, ensuite de la 
province dans son ensemble et, dans une cer
taine mesure, celui des provinces Maritimes. 
Nous vous épargnons tous les détails inhé
rents à cette décision, mais toujours est-il que 
la province de Nouvelle-Écosse décida de 
créer une société de la Couronne portant le 
nom de la Sydney Steel Corporation et chargée 
d’exploiter les anciennes usines de Sydney de 
la Dominion Steel & Coal Corporation.

Bien que la Sydney Steel Corporation ait 
enregistré des progrès marquants dans son 
entreprise, elle connaît encore de grandes 
difficultés pour ce qui est d’acheminer ses 
produits vers les marchés.

3. Ces difficultés sont d’autant plus grandes 
que nous manufacturons une gamme de pro
duits très restreinte à Sydney (N.-É.). On peut 
dire grosso modo que cette production se 
résume à (1) des rails et leurs accessoires, 
représentant environ 22 p. 100 de notre pro
duction (2) de l’acier semi-ouvré: lingots, bil
le ttes, brames et plaques, soit à peu près 70 
p. 100 de la production et (3) de l’acier d’ar
mature et des clous, représentant environ 8 p. 
100.
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4. With respect to rails, by and large it is 
safe to say that these are sold on a F.O.B. 
Sydney basis with very few exceptions and 
are carried by the Canadian National Rail
ways and connecting carriers on an own com
pany service basis. That is to say, there is no 
freight rate as such paid for the movement of 
these products. We nevertheless must bear 
the burden of O.C.S. (own company service) 
costs in selling our rails to the railways and 
are forced as a result to make allowances for 
our geographical disability in relation to our 
competitor without any assistance under the 
Maritime Freight Rates Act. Since we have to 
meet competition with the other major pro
ducer of rails, at Sault Saint Marie and the 
fact that a large portion of these rails are 
destined to Central and Western Canada, we 
are required to make an allowance in our 
price to compensate for the differential in the 
distance to the final destination as compared 
with the shorter distance from Sault Ste. 
Marie, Ontario thus adding to our costs a 
higher figure than should be absorbed if the 
MFRA were operative on this segment of our 
business.

5. With respect to our semi-finished prod
ucts which are sold primarily in the Montreal- 
Contrecoeur Area, the price at which this 
material is sold is sold is set to an extremely 
large degree by the competitiveness of off
shore steels. Despite this we must meet this 
competition in the face of our major Ontario 
competitor for these products at Hamilton. 
We feel that, while we are both in effect 
meeting an off-shore compeled price that we 
should not be penalized to the extent of pay
ing a freight rate in excess of that paid by 
this competitor in the Montreal-Contrecoeur 
Area. What we mean to say here is that the 
freight rate from Sydney, Nova Scotia to 
Contrecoeur, Quebec which will become $5.59 
per net ton on March 5th as compared to the 
current rate from Hamilton to Contrecoeur of 
$5.14. The difference of 45c. per net ton 
becomes an increased cost of production to us 
when compared with the cost of production of 
this competitor. This statement presupposes 
that the actual costs of production, excluding 
freight, are constant, although we do feel that 
because of the age of our mill at Sydney, 
Nova Scotia that this is probably not an accu
rate one as the costs of production would 
probably favour this competitor.

6. Our reinforcing steel and nail business 
into the Canadian market place would repre
sent a total of about 8 per cent of our total 
production and while relatively speaking 
freight rates on these items have appeared to

4. En ce qui concerne les rails, on peut dire 
que, dans l’ensemble, ils sont vendus à Syd
ney sur une base franco à bord à quelques 
exceptions près et qu’ils sont transportés par 
les Chemins de fer nationaux et des transpor
teurs contractuels indépendants desservant le 
CN. Ce qui veut dire qu’il n’y a pas de frais 
de transport comme tels pour l’acheminement 
de ces produits. Nous devons néanmoins 
acquitter les frais de service lorsque nous 
vendons nos rails aux sociétés ferroviaires et, 
sans l’assistance fournie en vertu de la Loi 
sur les taux de transport dans les Maritimes, 
nous devons faire des remises car, compte 
tenu de notre situation géographique, nous ne 
sommes pas en mesure de soutenir la concur
rence. Étant donné que nous devons faire face 
à la concurrence de l’autre grand fabricant de 
rails à Sault-Sainte-Marie, et que la majeure 
partie de ces rails sont vendus dans les 
régions du Centre et de l’Ouest, nous devons 
prévoir des remises afin de contrebalancer 
l’avantage que notre concurrent de Sault- 
Sainte-Marie a sur nous en fait de distance 
par rapport au point de destination final. En 
conséquence, faute de bénéficier de l’aide 
garantie par la Loi sur les taux de transport 
dans les Maritimes, nos coûts s’en trouvent 
considérablement accrus.

5. Quant aux produits semi-finis que nous 
vendons surtout dans la région de Montréal- 
Contrecœur, le prix auquel nous les vendons 
dépend dans une très large mesure des prix 
pratiqués par la concurrence étrangère. Mal
gré cela, nous devons soutenir la concurrence 
du plus grand fabricant ontarien, qui manu
facture ces produits à Hamilton. Nous esti
mons que, bien que ce concurrent et nous- 
mêmes devions pratiquer ce prix appliqué 
ailleurs, il n’y a pas de raison que nous 
payions un taux de transport plus élevé que 
ne paie ce concurrent dans la région de Mont- 
réal-Contrecœur. En résumé, pour acheminer 
les produits de Sydney (N.-È.) à Contrecœur 
(P.Q.) il en coûtera $5.59 la tonne nette dès le 
5 mars prochain, alors que de Hamilton à 
Contrecœur, il n’en coûte que $5.14. La diffé
rence de 45c. la tonne s’ajoute à notre coût de 
production, si Ton compare celui-ci à celui de 
notre concurrent. Ce qui donne à penser que 
le coût effectif de production, exclusion faite 
du transport, ne varie pas, bien que nous 
estimions que, vu la vétusté de notre aciérie 
de Sydney, ça ne soit pas tout à fait exact: 
notre concurrent étant favorisé sur ce plan.

6. Nous estimons que notre production d’a
cier d’armature et de clous vendue sur le 
marché canadien représente environ 8 p. 100 
de notre production globale et, si les prix de 
transport de ces produits ont pu sembler rela-
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be more in line than on our other products 
this has only been the result of the strongest 
negotiations with the carriers as it has been 
in the case of our semi-finished products.

7. A larger problem here is that the price 
on many of these items is set in the Montreal 
market place because of local producers of 
the same items who, in effect, have estab
lished an F.O.B. Montreal price which must 
be met by ourselves thus representing total 
absorption of all transportation charges.

8. The over-riding question in this submis
sion is, if we need assistance to maintain our
selves in the market place and to provide 
some degree of stability to the local commu
nity how much further assistance is requested 
and how is it to be applied. We provide the 
following as the method by which this could 
be accomplished.

9. As our semi-finished steel represent by 
far the largest freight generating business 
which we have and we feel that a rate assist
ance of 45c per net ton is required, it is 
necessary to state this in the form of an 
increased amount of assistance under the 
Maritime Freight Rates Act. According to our 
calculations appended hereto (Appendix 1) 
this further assistance would require that the 
Maritime Freight Rates Act be amended to 
call for the assistance of the portion of the 
hall east of Levis and Diamond, Quebec to 
the extent of 62.96 per cent in lieu of the 
current 30 per cent. If this request were 
granted this would then put us on a freight 
parity basis with our major competitor locat
ed in Hamilton in delivery of steel to 
Contrecoeur.

10. Since there is no freight revenue gener
ated on the movement of rails and for which 
very substantial dollar values are absorbed 
because of the distance differential in the con
struction of delivered prices it is felt that the 
extension of the requested amendment to the 
MFRA on this segment of our volume is 
necessary. The fact that a theoretical freight 
rate is used in setting these prices deprives 
Sydney Steel Corporation of the benefits of 
the MFRA. This should be corrected by per
mitting the railways to make a proper recap
ture of available MFRA funds to provide the 
Sydney Steel Corporation with the benefit of 
this act without compelling the railways to 
resort to published rates. This is advisable as 
deliveries are not as a rule made to specific 
centers but are allocated at various mileage 
points where they will be installed.

tivement raisonnables, comparativement à ce 
qu’ils sont pour les autres produits, c’est 
attribuable aux négociations acharnées que 
nous avons menées spécialement avec les 
transporteurs pour cette catégorie de produits.

7. Un problème de plus grande envergure 
se pose avec la fixation des prix sur le mar
ché de Montréal, étant donné la présence des 
fabricants locaux de cette catégorie de pro
duits qui, en fait, ont établi un prix franco à 
bord à Montréal, ce qui nous oblige à suivre 
la même politique et à acquitter ainsi la tota
lité des frais de transport.

8. Ce qu’il s’agit de déterminer ici, c’est que 
si nous avons besoin d’aide pour nous mainte
nir sur le marché et assurer une certaine 
stabilité économique à la région, quelle sera 
la portée de cette aide et comment sera-t-elle 
appliquée? Dans ce qui suit, nous vous propo
sons un moyen de procéder.

9. Étant donné que l’acier semi-ouvré 
représente le plus grand pourcentage de notre 
production à acheminer et que nous estimons 
qu’il nous faut une subvention de 45c. la 
tonne, il conviendrait de traduire cette aide 
par une subvention plus élevée sous le régime 
de la Loi sur les taux de transport dans les 
Maritimes. Selon nos évaluations que nous 
joignons en annexe (annexe I), il faudrait à 
cette fin que la Loi soit modifiée et stipule 
une aide s’appliquant au parcours à l’est de 
Lévis et de Diamond (P.Q.) dans une propor
tion de 62.96 p. 100 au lieu des 30 p. 100 en 
vigueur. Si l’on accédait à notre requête, nous 
arriverions à la parité avec notre principal 
concurrent, pour ce qui est des livraisons à 
Contrecœur, celui de Hamilton.

10. Étant donné que nous ne retirons rien 
du transport des rails qui engloutit en plus 
des montants considérables, compte tenu de 
la différence qui intervient dans les prix de 
livraison, nous estimons que la modification à 
la Loi devrait s’appliquer à cette catégorie de 
notre production. Vu qu’on détermine ces 
prix sur la base d’un taux de transport théo
rique, la Sydney Steel Corporation se voit 
privée des avantages que confère la Loi sur 
les taux de transport des marchandises dans 
les Maritimes. On devrait redresser cette 
situation en autorisant les chemins de fer de 
faire une récupération raisonnable des fonds 
disponibles en vertu de la Loi, de sorte que 
notre société puisse profiter des avantages 
conférés par cette loi sans avoir à obliger les 
chemins de fer à appliquer les taux publiés. 
C’est d’autant plus souhaitable que les rails 
en général ne sont pas livrés à des points 
précis, mais acheminés à diverses bornes mil- 
liaires où ils seront installés.
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11. In Appendix 2 there is shown the aver
age freight allowance made in connection 
with orders received from the C.N.R. alone 
over the period 1958 to 1968. The increasing 
level of freight allowance is the result of 
deliveries taking place in the Central and 
Western provinces. As a result of this west
ward direction of business our freight absorp
tion on this portion of our production has 
increased 86.9 per cent in this 10 year period.

12. With respect to the smaller portion of 
our production namely reinforcing steel and 
nails it is felt that these products should 
receive the same assistance as is requested 
for our primary products as we must absorb 
100 per cent of the freight on these products 
in delivering them to Central Canadian 
Customers.

13. It may be the view of this committee 
that several industries should have varying 
rates of MFRA assistance. The Sydney Steel 
Corporation take the position that we would 
not object to this approach provided the 
needs of this firm are recognized per this 
submission. In addition the Sydney Steel Cor
poration believes that the application of the 
MFRA should be made viable to changing 
conditions and not a static piece of legislation.

14. The trucking service within the Mari
times while developing over the years has 
been faced with relatively long hauls with 
rates generally constructed under the umbrel
la of the rail rates reduced by the MFRA. It 
is felt that this has held back the develop
ment of trucking services in the area to a 
much greater degree than would otherwise 
have been the case. In view of this it is the 
feeling of the Sydney Steel Corporation that 
the MFRA should be extended to the trucking 
industry in the belief that a healthier eco
nomic basis of operation will indeed improve 
the trucking services of the area.

15. this, we feel would not at all be in 
conflict with the purpose and intent of the 
National Transportation Policy set out as Sec
tion 1 of the National Transportation Act 14- 
15-16 ELIZABETH Chapter 69 assented to on 
Feb. 9, 1967 with the preamble statement cou
pled with Subsection (d) (ii) which in para
phrasing would read 
Section 1

It is hereby declared that an economic, 
efficient and adequate transportation system 
making the 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 eco- 

29691—18

11. Dans l’annexe 2, nous indiquons l’es
compte moyen que nous avons accordé au CN 
pour les commandes passées entre 1958 et 
1968. Comme les livraisons ont été faites dans 
les provinces du Centre et de l’Ouest, on note 
une augmentation de cet escompte. Cette nou
velle orientation de notre marché pour cette 
catégorie de produits nous a coûté une aug
mentation de 86.9 p. 100 des frais de transport 
durant ces dix années.

12. Sur le plan de notre production d’acier 
d’armature et de clous, nous devrions, à notre 
avis, recevoir une aide au même titre que 
pour nos produits primaires, puisque nous 
devons acquitter totalement les frais de trans
port de ces produits pour les livrer à nos 
clients des provinces centrales.

13. Le Comité rétorquera peut-être que 
dans ce cas, plusieurs secteurs de l’industrie 
devraient bénéficier à divers degrés de l’aide 
conférée par la Loi sur les taux de transport 
des marchandises dans les Maritimes. La 
Sydney Steel Corporation, certes, n’y voit pas 
d’objection, à condition qu’on reconnaisse le 
bien-fondé de ses besoins exposés dans le 
présent mémoire. En outre, la société estime 
que le champ d’application de la Loi devrait 
être flexible, pour tenir compte de l’évolution 
des conditions économiques, et non pas 
immuable.

14. Bien qu’il ait pris une certaine expan
sion au fil des ans, le camionnage interprovin
cial dans les Maritimes a dû acheminer des 
produits sur des parcours relativement longs 
à des taux qui, en général, étaient établis en 
fonction des taux des chemins de fer en 
vigueur et réduits par la Loi. Nous sommes 
d’avis que cet état de choses a contribué bien 
plus que tout autre facteur à retarder le 
développement du camionnage dans la région. 
La société estime donc que la Loi sur les taux 
de transport dans les Maritimes devrait s’é
tendre au camionnage, étant donné qu’une 
base économique plus saine dans ce secteur 
améliorerait grandement les services fournis.

15. A notre avis, cette mesure n’irait nulle
ment à l’encontre de l’esprit et du but de la 
politique nationale en matière de transport 
stipulée à l’article 1" de la Loi nationale sur 
les transports, 14-15-16 Elizabeth II, chap. 69, 
sanctionnée le 9 février 1967. Le préambule et 
l’alinéa d) (ii) se lisent ainsi qu’il suit:

Article 1":
«Il est par les présentes déclaré qu’un sys
tème économique, efficace et adéquat de 
transport utilisant au mieux tous les 
moyens de transport disponibles au prix de 
revient global le plus bas est essentiel à la 
protection des intérêts des usagers des
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nomic 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

Subsection (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

Subsection (ii)
an undue obstacle to the interchange of 
commodities between points in Canada or 
unreasonable discouragement to the 
development of primary or secondary 
industries or to export trade in or from 
any region of Canada or to the movement 
of commodities through Canadian ports;

and this Act is enacted in accordance with 
and for the attainment of so much of these 
objectives as fall within the purview of 
subject matters under the jurisdiction of 
Parliament relating to transportation.

16. It is maintained that Parliament in the 
National interest of maintaining the economic 
well-being and growth of Canada can inter
pret this as being the economic growth and 
well-being of the Atlantic Provinces and 
Nova Scotia in particular. In addition the 
request for further assistance under the Mari
time Freight Rates Act falls under the author
ity of the Parliament of Canada and would be 
a further statement of the intention of the 
Parliament of Canada to encourage rather 
than discourage the development of primary 
or secondary industries in this region. Indeed 
this might even be construed as being the 
maintenance of a primary and secondary 
industry endeavouring to remain in business 
for the economic well-being of the community 
in which it exists.

Appendix 1
Determination of amount of additional 

MFRA assistance needed to get freight rate 
of 514 NT on basic steel from Sydney, N.S. 
to Contrecoeur.

moyens de transport et au maintien de la 
prospérité et du développement économique 
du Canada, et que la façon la plus sûre de 
parvenir à ces objectifs est vraisemblable
ment de rendre tous les moyens de trans
port capables de soutenir la concurrence 
dans les conditions qui assureront, compte 
tenu de la politique nationale et des exigen
ces juridiques et constitutionnelles...

Alinéa d)
que chaque moyen de transport ache
mine, autant que possible, le trafic à des
tination ou en provenance de tout point 
au Canada à des prix et à des conditions 
qui ne constituent pas.. . »

Sous-alinéa (ii)
un obstacle excessif à l’échange des den
rées entre des points au Canada ou un 
découragement déraisonnable du déve
loppement des industries primaires et 
secondaires ou du commerce d’exporta
tion dans toute région du Canada ou en 
provenant ou du mouvement des denrées 
passant par des ports canadiens.»

et la présente loi est édictée en conformité 
et pour la réalisation de ces objectifs dans 
toute la mesure où ils sont du domaine des 
questions relevant de la compétence du 
Parlement en matière de transport.

16. Il est évident qu’en parlant de la pros
périté et du développement économique du 
Canada, le Parlement peut très bien penser à 
l’expansion économique et à la prospérité des 
provinces de l’Atlantique, et en particulier de 
la Nouvelle-Écosse. En outre, la requête 
d’aide additionnelle en vertu de la Loi sur les 
taux de transport des marchandises dans les 
Maritimes est du ressort du Parlement qui, en 
acquiesçant, manifesterait son intention de 
favoriser et non pas de décourager le dévelop
pement des industries primaires et secondaires 
dans cette région du pays. On pourrait pres
que dire qu'il s’agirait de soutenir une indus
trie primaire et secondaire s'efforçant de sur
vivre pour la prospérité économique de la 
région où elle est établie.

Annexe 1
Détermination du montant d’aide addition

nelle requise en vertu de la LTTM pour 
établir les frais de transport de 514 tonnes 
nettes d’acier basique de Sydney (N.-É.) à 
Contrecœur.
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Milleages and Distance Percentages Using 50 Mile Blocks

From To
Actual
Distance

Block Mile 
Distance

% of Haul East & 
West of Diamond

Sydney, N .S. Diamond, P.Q. 774.9 800 84.2105
Diamond, P.Q. Contrecoeur, P. Q. 133.5 150 15.7895

Total 908.4 950 100.0000

Development of MFRA Factor Through Rates on
(a) Present Rates

As billed rate 559 N.T.
Normal rate exclusive of

MFRA assistance 747
MFRA Factor on Through Movement 74.8327%

(b) Requested Rates
As billed Per C.F.A. Agreed Charge

(AC) 2232 514 N.T.
Normal rate exclusive of 

MFRA assistance to re
main per (a) Per C.F.A. Agreed Charge

(AC) 1957 747 N.T.
MFRA Factor on Through Movement 68.8086%

Milles de parcours et subdivision par tranches de 50 milles

De A
Distance

réelle

Distance 
arrondie en 

milles de voie

Pourcentage du 
transport 

à l’est et à l’ouest 
de Diamond

Sydney (N.-É.) Diamond (P.Q.) 744.9 800 84.2105
Diamond (P.Q.) Contrecœur (P.Q.) 133.5 150 15.7895

Total 908.4 950 100.0000

Calcul du facteur LTTMM pour le transport direct, en fonction:
a) Tarif en vigueur

Taux facturé
Taux normal, exclusion faite 

de l’aide fournie en vertu 
de la LTTMM

Facteur LTTMM pour le 
transport direct

b) Tarif requis
Facturé

Taux normal, exclusion faite 
de l’aide fournie (LTTMM) 
pour se maintenir au ni
veau de a)

Facteur LTTMM pour le 
transport direct

Explanation of operation of present MFRA
Factor
1. Normal rate of 747 x 84.2105% represents 

portion of normal rate attributable to
lines east of Levis ....................... ..=629
29691—181

559 t.n.

747

74.8327%

Selon la taxe convenue de la C.F.A. 
(TC) 2232 514 t.n.

Selon la taxe convenue de la C.F.A.
(AC) 1957 747 t.n.

68.8086%
Mode d’application du facteur LTTMM en 
vigueur
1. Taux normal de 747 X 84.2105% donne la 

tranche du taux normal applicable aux 
lignes à l’est de Lévis .................. = 629
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2. Normal rate of 747 x 15.7895% represents
portion of normal rate attributable to lines 
west of Levis .................................... = 118

3. Eastern portion of rate (629) reduced by
30% per MFRA (440> plus non reduceable 
portion of rate (118) .........................=558

Determination of rate of MFRA assistance 
necessary to obtain freight rate of 514 from 
Sydney to Contrecœur

1. New MFRA factor on through move
ment ..........................................=68.8086%

2. This factor includes a non reduceable fac
tor of 15.7895% therefore eastern portion 
of factor is 68.8086%—15.7895%

.....................................................=53.019%
3. Rate of MFRA assistance is determined by

dividing the eastern portion of through 
movement into reduced eastern factor 
53.0191 + 84.2105 ........................=62.9602%

Application of requested MFRA rate of as
sistance

1. Normal rate of 747 x 84.2105% represents
portion of normal rate attributable to 
lines east of Levis.............................. =629

2. Normal rate of 747 x 15.7895% represents
portion of normal rate attributable to lines 
west of Levis ......................................= 118

3. Eastern portion of rate 629 reduced by
62.9602% as requested (396) plus non re
duceable portion of rate (118) ...........=514

Appendix 2
SYDNEY STEEL CORPORATION 

Statement showing 
Freight Allowances made on 

CNR Rail orders from 1958 through 1968
Rail Freight

Program Allowance % of
Year Applicable Orders

1968 8.41 93%
1967 8.41 66%,
1966 8.41 70%
1965 7.87 67%
1964 7.87 85%
1963 7.47 81%
1962 7.47 75%
1961 7.47 68%
1960 7.02 61%,
1959 5.00 69%
1958 4.50 63%,
Increase— 36.9%

2. Taux normal de 747 X 15.7895% donne la
tranche du taux normal applicable aux 
lignes à l’ouest de Lévis.................= 118

3. Tranche du taux sur le parcours de l’est 
(629), déduction faite des 30% accordés en 
vertu de la Loi sur les taux de transport 
dans les Maritimes (440) et augmenté de la 
tranche non réductible de ce taux (118) 
..........................................................  = 558

Détermination du taux d’aide requise en 
vertu de la Loi sur le transport des marchan
dises dans les Maritimes pour établir le coût 
de transport de 514 t.n. de Sydney à Contre
cœur
1. Nouveau facteur LTTMM pour le trans

port direct.............................. = 68.8086%
2. Ce facteur implique un facteur de non-

réduction de 15.7895% de sorte que, pour 
le parcours de l’est, le taux est de 68.8086% 
- 15.7895% ..........................  = 53.0191%

3. Le taux d’aide requis dans le cadre de la 
Loi susmentionnée en divisant le pourcen
tage du mouvement direct sur le parcours 
de l’est par le facteur réduit sur ce par
cours: 53.0191 + 84.2105 ... = 62.9602%

Application du taux d’aide requise en vertu 
de la Loi sur le transport des marchandises 
dans les Maritimes
1. Taux normal de 747 X 84.2105% donne la

tranche du taux normal applicable aux 
lignes à l’est de Lévis..................... = 629

2. Taux normal de 747 X 15.7895% donne la
tranche du taux normal applicable aux 
lignes à l’ouest de Lévis................. = 118

3. Tranche du taux sur le parcours de l’est
(629) déduction faite des 62.9602% deman
dés (396) et augmenté de la tranche non 
réductible de ce taux (118)...........  = 514

Annexe 2
SYDNEY STEEL COMPANY 

État des remises accordées au CN pour les 
commandes de rails de 1958 à 1968

Année Remise Pourcentage des
d’expédition applicable commandes

1968 8.41 93%
1967 8.41 66%
1966 8.41 70%
1965 7.87 67%
1964 7.87 85%
1963 7.47 81%
1962 7.47 75%
1961 7.47 68%
1960 7.02 61%
1959 5.00 69%
1958 4.50 63%,

Augmentation 86.9%
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APPENDIX "J"

MOIRS LIMITED

BRIEF TO THE STANDING 
COMMITTEE ON TRANSPORT AND 

COMMUNICATIONS
Moirs Limited is an established confection

ery business operating from its base in Hali
fax, Nova Scotia since 1830. During this peri
od of time the Company has been able to 
build a reputation for quality products and 
establish a distribution for these products 
from Coast to Coast.

At the present time approximately two- 
thirds of the Company’s volume is shipped 
out of the Atlantic Provinces. The Company 
is one of the few Nova Scotian industries 
which has been able to maintain in the area 
in which it is located steady employment and 
slow but continued expansion. The acceptance 
of the Company’s products in the Atlantic 
region is above average and consequently the 
most likely areas for future sales growth lie 
in the Central and Western Canadian regions. 
These are the areas with the large urban 
populations and at the same time the areas 
wherein are located the major competitive 
plants. Consequently freight rates and any 
proposed changes in the existing structure are 
very significant and important to us.

Our present freight costs are in excess of 
one-half a million dollars and recent changes 
in the carload rates and the L.C.L. rates have 
made a significant addition to these costs.

So far we have been able to negotiate satis
factory rates to Western Canada. Our position 
is a very uncertain one in that we are com
pletely in the hands of the railways who are 
free to increase their rates at will and there is 
no real protection by virtue of competitive 
modes of transportation or by any regulatory 
powers held by the Canadian Transport 
Commission.

Rather than take away any of the existing 
advantages under the Maritime Freight Rates 
Act, which might seriously affect industries in 
Nova Scotia, extension of the existing area to 
which the Act applies and the possible inclu
sion of motor carriers under it would be more

APPENDICE -J»

MOIRS LIMITED

MÉMOIRE PRÉSENTÉ AU COMITÉ 
PERMANENT DES TRANSPORTS 

ET DES COMMUNICATIONS
Moirs Limited est une confiserie bien en 

place dont le siège social est à Halifax (N.-É.), 
qui est en activité depuis 1830. Cette compa
gnie a établi sa réputation sur la qualité de 
ses produits, dont elle fait commerce d’un 
océan à l’autre.

Actuellement, la Compagnie expédie envi
ron les deux tiers de sa production totale en 
dehors des provinces de l’Atlantique. Elle 
compte parmi les quelques industries de la 
Nouvelle-Écosse qui ont pu maintenir un 
niveau d’emploi stable dans la région où elles 
sont situées et connaître une progression 
lente, mais continue. La vente des produits de 
la compagnie dans la région de l’Atlantique 
est au-dessus de la moyenne. Il s’ensuit donc 
que les régions les plus propices où elle cher
chera à étendre son commerce se situent dans 
le Centre et l’Ouest du Canada. Ces régions 
renferment d’importantes populations urbai
nes et c’est là que se trouvent en même temps 
les grandes maisons rivales. Dès lors, les taux 
de transport des marchandises et toute modi
fication que l’on pourrait apporter à leur 
structure présente auront des conséquences 
pour nous et revêtent à nos yeux une grande 
importance.

Nous déboursons présentement plus de 
$500,000 pour le transport de nos produits et 
les modifications apportées récemment au 
taux de wagons complet et de détail ont sin
gulièrement ajouté à ces coûts.

Jusqu’ici, nous n’avons pas pu négocier des 
taux satisfaisants pour le transport de nos 
produits dans l’Ouest du pays. Nous sommes 
dans une situation de plus précaire, parce que 
notre sort repose entre les mains des compa
gnies de chemin de fer qui sont à même de 
hausser leurs taux quand elles le veulent. De 
plus, nous ne pouvons pas nous protéger 
effectivement en empruntant d’autres modes 
de transport ou en faisant appel à quelque 
pouvoir de réglementation détenu par la 
Commission canadienne des transports.

Au lieu de se départir des avantages pré
sents qu’offre la loi sur les taux de transport 
des marchandises dans les provinces mariti
mes, ce qui pourrait nuire beaucoup aux 
industries de la Nouvelle-Écosse, il vaudrait 
mieux étendre le champ d’application de la
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desirable. While this may be difficult, consid
eration should be given to it.

This area cannot afford to have additional 
freight rate problems. It needs additional 
freight rate assistance rather than further 
freight rate additions which in effect act as a 
tariff to this area in trying to send its goods 
across the country.

In conclusion, we wish to state that apart 
altogether from undertakings given to this 
region at the time of Confederation, the 
maintenance and, if anything, the improve
ment of the present considerations with re
spect to the costs of transportation to the larg
er Canadian markets is a matter of absolute 
economic necessity for maintaining our com
petitive position and in providing us with an 
opportunity to reduce the regional disparities 
now in existence in Canada.

Loi et y faire insérer une disposition sur les 
transports motorisés. La chose peut s’avérer 
difficile, mais il vaut la peine qu’on l’étudie.

Cette région ne peut se permettre de faire 
face aux problèmes que comporteraient des 
taux additionnels de transport. Elle a plutôt 
besoin d’aide dans ce domaine que d’autres 
majorations de taux qui font figure de bar
rières tarifaires dans cette région, où l’on 
cherche à expédier des produits dans tout le 
pays.

En guise de conclusion, nous désirons 
déclarer que, nonobstant les promesses faites 
à notre région au moment de la Confédéra
tion, le maintien et, s’il y a lieu, l’améliora
tion des considérations présentes concernant 
les coûts du transport des marchandises aux 
grands marchés canadiens est une question 
d’absolue nécessité économique, si l’on veut 
conserver notre position face à la concurrence 
et avoir la chance de réduire les disparités 
régionales qui existent présentement au 
Canada.

Respectfully submitted,

Moirs Limited MOIRS LIMITED
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APPENDIX "K"

ANNAPOLIS VALLEY AFFILIATED 
BOARDS OF TRADE

Mr. Chairman and Gentlemen:
The Annapolis Valley Affiliated Boards of 

Trade submitted a brief to this committee 
twelve months ago—now recorded at Appen
dix A54 Minutes and Proceedings No. 15 of 
this committee. That brief was mainly direct
ed at the Digby-Saint John Ferry Service. It 
also outlined our stand on the LCL Freight 
rates and the tragic state of the ferry service 
at Petite Passage.

We were informed that this committee 
would appreciate it if any of the items dis
cussed in last year’s brief were still current 
and unchanged, you would appreciate not 
having them resubmitted. This is the case as 
far as LCL Freight rates and Petite Passage 
crossing are concerned.

The AVABT is an affiliation of sixteen 
Boards of Trade from the four counties of 
Digby, Annapolis, Kings and Hants. We are 
supported by Provincial grants and municipal 
grants from the counties, towns and villages 
in the area. In total, about 250 miles long and 
containing 115,000 citizens. Our whole pur
pose in life is the promotion of this area. 
Attached is a map of Nova Scotia upon which 
we have marked our area and the various 
locations discussed in our brief.

This area, known generally as the 
Annapolis Valley, is basically an agricultural, 
fishing and lumbering area. The major 
industry being agriculture with its associated 
industries. The area’s growth has been retard
ed because of poor, inadequate and antiquat
ed transportation. We have one very old and 
winding main arterial road, Highway 1, with 
four one-way bridges still in existence. The 
Dominion Atlantic Railway runs parallel to 
Highway 1 but does not offer services suffi
cient to encourage growth in the area. Most of 
the industrial development since World War 
II has been from Kings County east, and this 
very limited, with only two major industries 
being opened in the western end of the area. 
Some of the fishing and lumbering businesses 
in the Western end have expanded, but not 
to the extent they would have, if transporta
tion facilities had been better.

APPENDICE -K-

ANNAPOLIS VALLEY 
AFFILIATED BOARDS OF TRADE

Monsieur le président, messieurs,
Il y a douze mois, 1 ’Annapolis Valley 

Affiliated Boards of Trade présentait un 
mémoire à votre Comité, mémoire enregistré 
comme Appendice A54, fascicule n° 15 du 
compte rendu de vos délibérations. Ce 
mémoire portait surtout sur le service de tra
verser Digby-Saint-Jean. Il exposait égale
ment nos vues sur les taux de détail et la 
situation pénible où se trouve le service de 
traversier de Petit-Passage.

Votre Comité, nous a-t-on informés, ai
merait que tout point étudié dans le 
mémoire de l’an dernier, encore d’actualité et 
dans le même état, ne soit pas soumis de 
nouveau. C’est bien le cas en ce qui a trait 
aux taux de transport de détail et au traver
sier de Petit-Passage.

L’AVABT est une affiliation de seize Cham
bres de commerce qui ont leur siège dans les 
quatre comtés de Digby, d’Annapolis, de 
Kings et de Hants. Nous bénéficions de sub
ventions provinciales et municipales qui nous 
sont octroyées par les comtés, les villes et 
villages de cette région, laquelle mesure au 
total 250 milles de longueur et a une popula
tion de 115,000 personnes. Nous ne visons 
qu’une chose, le progrès de notre région. 
Nous annexons à notre mémoire une carte de 
la Nouvelle-Écosse et nous avons indiqué 
notre région et les divers endroits sur les
quels porte notre mémoire.

Cette région, connue un peu partout comme 
la Vallée d’Annapolis, repose économique
ment sur l’agriculture, la pèche et l’exploita
tion forestière. L’industrie la plus importante 
est l’agriculture et les activités connexes. Il 
faut attribuer à des moyens de transport pau
vres, insuffisants et désuets la croissance lente 
qu’a connue la région. La principale artère 
routière que nous avons est un vieux chemin 
tortueux. Il s’agit de la route n° 1, qui fran
chit quatre ponts à simple voie encore utili
sés. Le Dominion Atlantic Railway emprunte 
une voie parallèle à la route n° 1, mais l’insuf
fisance de ses services ne favorise pas l’ex
pansion de la région. Le plus gros du progrès 
industriel enregistré depuis la Seconde 
Guerre mondiale a pris place dans l’est du 
comté de Kings et, à un degré bien limité, 
dans l’ouest de la région, avec l’ouverture de 
deux industries importantes. Certaines indus
tries de pêche et d’exploitation forestière de 
l’ouest ont grandi, mais le progrès aurait été 
plus marqué si les services de transport 
avaient été plus au point.
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There is no commercial air service in the 
Valley other than by chartering light aircraft 
from private air fields.

We have an excellent deep water port at 
Digby but the port facilities are negligible 
and at the moment inadequate for the fishing 
fleet and larger vessels that are using it. We 
must, therefore, use the Port of Halifax for 
sea shipments. However, to use Halifax we 
must ship our products over the tortuous 
Highway 1 or by Dominion Atlantic Railway.

We need not tell you how elated our organ
ization is about the announcement made on 
February 4, 1969, by the C. P. Rail. Our 
records indicate that 21 years ago the AVABT 
first started working for a new ferry. Even 
before the announcement, we have been press
ing for an improved road system, one which 
can handle a heavy volume of traffic. With 
the new ferry at Digby and an improved all- 
weather highway to Halifax, we foresee the 
Annapolis Valley as being a vital and fast 
link in the land bridge when Halifax starts 
operating as the container port. The opening 
of such a highway, with a fast link to Halifax 
for sea shipments, and opening a faster link 
with our natural markets in New Brunswick, 
Quebec, Ontario and the New England States, 
will encourage expansion of our present 
producers and entice other industries to open 
up in our area.

The Nova Scotia Government submitted a 
brief last year to your committee, which we 
supported then and now. To take full advan
tage of the new ferry service, the AVABT 
has for some time been asking that certain 
items contained in the Province of Nova 
Scotia’s brief be given top priority. The order 
of priority in our estimation is—Minutes and 
Proceedings and Evidence No. 15. (Appendix 
A27 Page 575)

(1) No. 17—Bear River Bridge and Di
version from Trunk 1 east at Bear River 
to Joggins Bridge—4.0 miles.

(2) No. 16—Annapolis Royal to east end 
of Bear River Diversion—11.0 miles.

(3) No. 19—Weymouth North to Trunk 
1 near St. Bernard—4.0 miles.

Il n’y a pas de service aérien commercial 
dans la Vallée autre que celui qu'on peut se 
procurer en nolisant des avions légers de 
compagnies privées.

Nous disposons d’un excellent port à eau 
profonde à Digby, mais les installations por
tuaires ne valent que peu et ne répondent pas 
présentement aux exigences de la flottille de 
pêche et des grands bateaux qui utilisent le 
port. Nous devons donc nous servir du port 
d’Halifax pour les messageries maritimes. En 
ce qui a trait à ce dernier port cependant, 
nous devons expédier nos produits par la tor
tueuse route n" 1, ou utiliser les services du 
Dominion Atlantic Railway.

Point n’est besoin de vous dire notre joie à 
l’annonce faite le 4 février 1969 par le Cana
dien-Pacifique. Les régistres révèlent qu’il y a 
21 ans, Y AVABT faisait les premiers pas con
cernant la mise en service d’un nouveau tra
versiez Même avant que l’annonce en ait été 
faite, nous avions travaillé ardument pour 
obtenir une amélioration du système routier 
qui permit de répondre aux exigences de la 
grande circulation. Avec la mise en service 
d’un nouveau traversier à Digby et l’utilisa
tion d'une route améliorée et ouverte à l’an
née longue jusqu’à Halifax, nous entrevoyons 
la Vallée d’Annapolis comme le lien vital et 
rapide servant de pont terrestre, dès que 
Halifax commencera ses opérations comme 
port pouvant accueillir les navires conteneuri
sés. L’ouverture de cette route, constituant un 
lien rapide jusqu’à Halifax pour les message
ries maritimes et offrant un lien plus rapide 
avec nos marchés naturels au Nouveau- 
Brunswick, au Québec, en Ontario et dans les 
États de la Nouvelle-Angleterre, sera de 
nature à favoriser l’expansion de notre com
merce actuel et encouragera d’autres indus
tries à s’installer dans notre région.

L’an dernier, le gouvernement de la Nou
velle-Écosse a présenté un mémoire à votre 
Comité. Nous étions d’accord avec les données 
qu’il contenait et nous le sommes encore. Afin 
de tirer plein profit du nouveau service de 
traversier, l’AVABT a demandé depuis quel
que temps qu’on accorde la priorité à certains 
points contenus dans le mémoire de la pro
vince de la Nouvelle-Écosse. L’ordre de 
priorité, à notre sens, serait celui dont fait 
état le fascicule n° 15 (appendice A27, page 
575):

(1) N” 17—Pont sur la rivière Bear et 
déviation de l’artère 1 est à la rivière 
Bear jusqu’au pont Joggins—4.0 milles

(2) N° 16—Annapolis Royal à l’est de la 
déviation à la rivière Bear—11.0 milles.

(3) N° 19—Weymouth North jusqu’à 
l’artère 1 près de Saint-Bernard—4.0 
milles.
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From the figures quoted in the Provincial 
brief, it is obvious that the Province will not 
have the funds available to meet the deadline 
of 1970; in fact, under their five-year plan 
they will be hard pressed to meet their com
mitments by then.

We, the people of Western Nova Scotia, 
have been hamstrung for years because of 
poor, inadequate and expensive transporta
tion. Now, with the starting of a new era, we 
feel that we may be further hampered if the 
bottlenecks listed above are not eliminated by 
the summer of 1970.

Si Ton s’appuie sur les données du mémoire 
provincial, il va de soi que la Province ne 
disposera pas suffisamment de fonds pour 
satisfaire aux exigences fixées pour 1970. En 
fait, dans le cadre du plan quinquennal, elle 
devra redoubler d’effort pour faire honneur 
à ses engagements.

Nous de l’ouest de la Nouvelle-Écosse, som
mes tenus à l’écart depuis des années à cause 
de moyens de transport pauvres, insuffisants 
et onéreux. Maintenant, à l’aurore de la nou
velle ère, il semble que nous serons encore 
étouffés davantage si Ton ne règle pas les 
problèmes précités avant Tété de 1970.

The lack of funds very often forces govern
ments to take the least expensive method of 
completing a project This is the case at Bear 
River. At the moment we believe the plan is 
to bridge the mouth of the river. The citizens 
of Bear River Valley and surrounding area 
petitioned for a causeway rather than a 
bridge. This has been supported by the 
AVABT and the 115,000 citizens in our area. 
Why? Because it will give us a controlled 
water level of fresh water which will open up 

^■a completely new and different tourist area. 
Such an area will attract tourists for twelve 
months a year, because it has skiing facilities 
with greater possibilities for winter and in 
the summer, with controlled water level, the 
river can be restocked with salmon and offer 
aquatic sports of all types. The Provincial 
Government have been most sincere in their 
efforts to do this for us but it would raise the 
price of Item 17 by another $2,000,000. Our 
contention is that by investing the extra $2,- 
000,000 we will develop a new tourist and 
recreational area, create employment and 
encourage development of hospitality facili
ties which will, in time, more than pay for 
the additional investment.

We therefore ask that the Federal Govern
ment and the Provincial Government of Nova 
Scotia work out a cost sharing programme 
that will enable the Provincial Government to 
complete Items 17, 16 and 19 of their brief by 
1970, and that a causeway rather than a 
bridge, gap the mouth of the Bear River.

When the Prime Minister announced the 
new ferry service last spring, the AVABT 
entered into negotiations with the CPR to 
increase the number of trips per day of the 
Princess of Acadia to two in 1969. The reas
oning behind this was, by so doing, the com
mercial operators, of tourist facilities, would

La pénurie de fonds oblige souvent les gou
vernements à adopter la méthode la moins 
dispendieuse pour mener un projet à bonne 
fin. C’est le cas de la rivière Bear. Nous 
croyons qu’actuellement il s’agit, dans le 
cadre du projet, de jeter un pont à l’embou
chure de la rivière. Les citoyens de Bear 
River Valley et de la région environnante ont 
demandé la construction d’une chaussée de 
préférence à celle d’un pont. Cette pétition a 
reçu l’appui de T AVABT et des 115,000 
citoyens de la région. La raison? Parce que 
nous aurons ainsi une nappe d’eau fraîche 
dont le niveau sera contrôlé et ceci ouvrira 
une région touristique tout à fait nouvelle et 
différente. Les touristes y afflueront douze 
mois par année. L’hiver, les amateurs de ski y 
seront beaucoup mieux servis et Tété, avec 
une nappe d’eau fraîche contrôlée, il sera pos
sible d’approvisionner la rivière de saumons 
et d’offrir toute une variété de sports aquati
ques. Le gouvernement provincial s’est mon
tré bien sincère dans ses efforts pour nous 
octroyer ces choses, mais à l’article 17, il fau
drait hausser les déboursés d’encore 2 mil
lions de dollars. Nous alléguons que l’investis
sement de ces 2 millions supplémentaires 
permettrait l’ouverture d’une nouvelle région 
touristique, propice aux activités récréatives, 
créerait de l’emploi et stimulerait la mise sur 
pied de services d’accueil qui en temps et lieu 
rapporteraient plus que la mise de fonds 
additionnelle.

Nous demandons donc que le gouvernement 
fédéral et le gouvernement provincial de la 
Nouvelle-Écosse élaborent un programme à 
frais partagés qui permettra au gouvernement 
provincial de réaliser les projets 17, 16 et 19 
du mémoire d’ici 1970 et de construire une 
chaussée au lieu d’un pont à l’embouchure de 
la rivière Bear.

Quand le premier ministre a annoncé, le 
printemps dernier, qu’on mettrait en service 
un nouveau traversier, T AVABT a commencé 
à négocier avec le Canadien Pacifique l’aug
mentation à deux par jour, en 1969, du nom
bre de voyages quotidiens du Princess of 
Acadia. On invoquait à l’appui de cette
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be encouraged to open new or improve their demande que les exploitants commerciaux 
existing facilities in preparation for 1970. Un- des centres touristiques seraient encouragés à 
fortunately, CPR were not prepared to do this en ouvrir de nouveaux ou à améliorer les
because of the costs involved.

A resolution was passed at our Anual 
Meeting requesting the Federal Government 
to enter into negotiations with CPR to under
write this extra trip during the tourist season. 
The resolution was passed to The Minister of 
Transport in November, 1968. The Minister’s 
office rejected our recommendation on the 
grounds that the ferry was operated by CPR; 
therefore, any decision to extend the present 
service would be the sole responsibility of the 
operator based on conditions known to them.

It is our recommendation that your com
mittee consider this resolution and our recom
mendation to that resolution, with view of 
helping the development of the area immedi
ately and not wait until after the new ferry is 
in operation.

Commercial Air Service
In 1962 a brief was prepared and presented 

by the AVABT to the Department of Trans
port and the Air Transport Board, requesting 
Air Canada to make scheduled stops at (then) 
RCAF Station Greenwood. This request was 
unsuccessful because (TCA) Air Canada did 
not think it profitable. The heavy concentra
tion of population in the central counties of 
Kings and Annapolis and Lunenburg County 
on the South Shore are forced to travel over 
100 miles to either Halifax or Yarmouth air
ports. This situation has deteriorated as the 
businessmen and the public as a whole be
came more and more air conscious.

The AVABT therefore undertook once 
again to seek commercial air from a central 
location in the Annapolis Valley. A survey 
was conducted by the AVABT asking for the 
opinions of municipal governments, business
men, farmers and fishermen, both in our area 
and on the South Shore. The result of this 
survey is unanimous support of the project. 
Our survey indicates that air cargo and a 
feeder passenger service could be operated 
profitably from the Valley.

Our hope is to obtain permission to use 
CFB Greenwood as the airfield. We are aware 
that access to Greenwood will have to be 
separate from the DND installations and that

services actuels pour 1970. Malheureusement, 
le Canadien Pacifique n’était pas prêt à se 
lancer dans un tel projet à cause des dépenses 
qu’il comporte.

Lors de notre réunion annuelle, l’assemblée 
a adopté une résolution selon laquelle on 
demandait au gouvernement fédéral de com
mencer les négociations avec le Canadien 
Pacifique pour appuyer financièrement ce 
voyage additionnel durant la saison touristi
que. La résolution a été transmise au ministre 
des Transports en novembre 1968. Notre 
recommandation a été rejetée par le cabinet 
du ministre qui a invoqué que le Canadien 
Pacifique était l’organisme de qui relevait 
l’exploitation du traversier et que toute déci
sion relative à l’amélioration de ce service 
relevait exclusivement de l’exploitant, compte 
tenu des conditions énoncées.

Nous recommandons que votre Comité étu
die cette résolution et notre recommandation 
connexe, en vue d’aider immédiatement au 
développement de la région sans attendre la 
mise en service du nouveau traversier.

Service aérien commercial
En 1962, l’AVABT avait préparé et présenté 

un mémoire au ministre des Transports et à 
la Commission du transport aérien. Il y était 
demandé qu’Air Canada prévoit des arrêts à 
la station de l’ARC à Greenwood. On n’a pas 
fait droit à cette demande, parce qu’Air 
Canada n’estimait pas la chose rentable. En ce 
qui a trait aux grandes agglomérations des 
comtés centraux de King et d’Annapolis, ainsi 
que du comté de Lunenberg sur la rive sud, 
les gens sont obligés de voyager plus de 100 
milles pour se rendre aux aéroports d’Halifax 
ou de Yarmouth. Cette situation s’est détério
rée au fur et à mesure que les hommes d’affai
res et le public en général se sont faits aux 
déplacements par la voie des airs.

L’AVABT s’est donc lancé de nouveau dans 
la lutte en vue d’obtenir un service commer
cial aérien à partir d’un point central de la 
Vallée d’Annapolis. On a procédé à une étude 
de la chose et on a demandé les opinions des 
gouvernements municipaux, des hommes 
d’affaires, des cultivateurs et des pêcheurs de 
notre région et de ceux de la rive sud. Les 
gens ont accordé un appui total au projet. 
L’étude que nous avons conduite indique que 
le transport aérien des marchandises et des 
passagers à partir de la Vallée serait rentable.

Nous espérons obtenir la permission d’uti
liser la base de Greenwood comme terrain 
d’aviation. Nous n’ignorons pas que l’accès à 
Greenwood devra être distinct des installa-
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the operation of such a commercial facility 
can in no way interfere with the operational 
role of the Base.

Our reason for bringing this to this Com
mittee’s attention is to point out the lack bf 
air service in the area and to request that, 
when our completed survey and brief is sub
mitted to the involved Federal Departments, 
that your committee add its support to our 
endeavour.

In summary, we would ask that the Com
mittee consider and support the following 
recommendations contained in this brief as 
follows:

1. That the Federal Government and 
the Provincial Government of Nova 
Scotia work out a cost sharing pro
gramme that will enable the Government 
of Nova Scotia to complete by 1970.

(a) Bear River Causeway and Diversion 
from Trunk 1 east at Bear River to Jog- 
gins Bridge. (Item 17 of Appendix A24)

(b) Annapolis Royal to east end of Bear 
River Diversion. (Item 16 of Appendix 
A24t
(c) Weymouth North to Trunk 1 near St. 
Bernard. (Item 19 of Appendix A24)

2. That our resolution asking for a 
second daily run of the Princess of 
Acadia be reconsidered and that negotia
tions with CPR be successfully 
completed.

3. That when our survey and brief is 
completed on commercial air service 
from CFB Greenwood, you lend your 
support to this endeavor.

Edwin W. Elliott,
President,
Annapolis Valley Affiliated
Boards of Trade.

lions du ministère de la Défense nationale et 
que l’exploitation de ce service commercial ne 
devra en rien gêner les opérations de la base.

La raison pour laquelle nous avons porté 
cette question à l’attention du Comité était de 
souligner la pénurie de service aérien dans la 
région et de demander que, une fois notre 
étude terminée et le mémoire soumis aux 
ministères fédéraux en cause, votre Comité 
ajoute son appui à notre effort.

En bref, nous demandons que le Comité 
étudie et appuie les recommandations conte
nues dans le présent mémoire à savoir:

1. Que le gouvernement fédéral et le 
gouvernement provincial de la Nouvel
le-Écosse élaborent un programme à frais 
partagés qui permettra au gouvernement 
de la Nouvelle-Écosse de le mener à bien 
pour 1970.
a) La chaussée de la rivière Bear et 
déviation de l’artère 1 est à la rivière 
Bear jusqu’au pont Joggins. (proposition 
17 de l’Appendice A24)
b) Annapolis Royal à l’est de la déviation 
à la rivière Bear (proposition 16 de l’ap
pendice A24)
c) Weymouth North jusqu’à l’article 1 
près de Saint-Bernard.

Proposition 19 de l’Appendice A24)
2. Que notre résolution visant un deu

xième voyage quotidien du Princess of 
Acadia soit remise à l’étude et que les 
négociations avec le Canadien Pacifique 
soient menées à bonne fin.

3. Que, une fois terminés notre étude et 
notre mémoire sur le service commercial 
aérien à partir de la base de Greenwood, 
vous accordiez votre appui à notre ini
tiative.

Le président,
Annapolis Valley Affiliated Boards of Trade, 

Edwin W. Elliott.
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APPENDIX L

INDUSTRIAL ESTATES LIMITED
We wish to make observations in a general 

way on the relationship of Nova Scotian 
manufacturers to the principal Canadian 
markets, and the penalty they suffer by com
parison with producers in the principal mar
ket areas insofar as freight rates are con
cerned. Because this is a geographic reality 
we predicate our comments on the following 
declaration in a speech made by the Honoura
ble Jean Marchand, Minister of Forestry and 
Rural Development, “But there is much more 
to our objectives.. .1 am aiming at a funda
mental change, a change of the greatest sig
nificance for the Atlantic region especi
ally ..

“There is no doubt where the driving force 
for large economic growth in the Atlantic 
region has to be found. We have to develop 
industries that can sell a lot more to the rest 
of Canada or to the world outside. If we can 
do that, growth for the local market will fol
low. But the push has to come through selling 
outside.”

It follows that we, an industrial develop
ment arm of the Province of Nova Scotia, 
should emphasize distance to the principal 
Canadian markets and resultant freight costs 
as disincentive to existing industry in Canada 
or potential new industry from foreign coun
tries, to locate in Nova Scotia or indeed in 
any of the Atlantic Provinces. Therefore, the 
recent increase in LCL rates tends to com
pound further the serious difficulty existing 
industry faces in Nova Scotia, not to mention 
the already existing substantial barrier of 
high freight costs to the principal markets as 
far as potential new industry is concerned.

We do not believe that an examination of 
individual cases of hardship resulting from 
increased freight rates will disclose the whole 
picture. Rather we suggest an examination of 
the entire freight rate structure in light of the 
deoidely apparent need and the remarks of 
the Honourable Jean Marchand as mentioned 
in the foregoing. To the extent that our views 
might add weight and support to Mr. Mar
chandé projected plans we respectfully 
request the Committee to recognize the need 
for an overall permanent solution to the high 
cost of moving goods to the principal markets 
of Canada, thereby making possible the great
er industrialization which is so necessary to 
Nova Scotia and the Atlantic Provinces as a

APPENDICE «L»

INDUSTRIAL ESTATES LIMITED
Nous avons des observations à faire à pro

pos des rapports entre les fabricants de la 
Nouvelle-Écosse et les principaux marchés du 
pays, et des désavantages dont ces fabricants 
souffrent en matière de tarif-marchandises en 
comparaison des fabricants situés à proximité 
de ces marchés. Le désavantage étant surtout 
de caractère géographique, nous fondons nos 
observations sur le passage suivant du dis
cours prononcé par l’honorable Jean Mar
chand, ministre des Forêts et du Développe
ment rural: «Nos objectifs sont toutefois bien 
plus vastes... Je veux un changement com
plet, de la plus haute importance pour la 
région Atlantique en particulier... »

«On sait parfaitement où trouver les 
moyens qui assureront le développement éco
nomique de la région Atlantique: il faut éta
blir des industries capables de vendre beau
coup plus au reste du Canada ou dans les pays 
étrangers. Une fois cela accompli, le marché 
de la région ne manquera pas de prospérer. Il 
s’agit avant tout de pousser les ventes à 
l’extérieur.»

Ainsi, notre société, élément important de 
l’expansion industrielle de la Nouvelle- 
Écosse, devrait s’occuper surtout de l’éloigne
ment des principaux marchés intérieurs et 
des tarifs-marchandises désavantageux pour 
les industries canadiennes existantes ou les 
industries étrangères qui pourraient venir s’é
tablir en Nouvelle-Écosse ou dans n’importe 
quelle province de l’Atlantique. Ainsi, la 
récente majoration du tarif tend à compliquer 
davantage les graves difficultés qui assaillent 
les industries établies en Nouvelle-Écosse, en 
plus des obstacles que constitue déjà le coût 
élevé des transports vers les principaux 
débouchés, pour les industries qui voudraient 
venir s’établir.

A notre avis, l’examen des cas particuliers 
de détresse dus à l’augmentation du tarif- 
marchandises ne révélerait pas tout. Il fau
drait plutôt étudier toute la structure des 
tarifs-marchandises à la lumière des besoins 
apparents et des réflexions de l’honorable 
Jean Marchand, ce-dessus mentionnées. Dans 
la mesure où nos observations pourraient 
donner plus de poids et d’appui aux projets 
de M. Marchand, nous proposons au Comité 
de reconnaître la nécessité de trouver une 
solution permanente au problème des frais de 
transport excessifs pour l’écoulement sur les 
principaux marchés du pays, afin d’être en 
mesure d’industrialiser la Nouvelle-Écosse et 
les autres provinces de l’Atlan/tique et de sup-
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whole if existing disparities between this 
region and the more affluent regions of Cana
da are to be removed.

We contend that the industrial environment 
of Nova Scotia is such that if freight costs 
were to represent a percentage of value of 
output not in excess of the costs enjoyed by 
industries in more direct proximity to the 
principal markets of Canada a vigorous 
industrialization process would take place 
resulting from combined effort of all govern
ments involved not to mention the ready 
recognition by industry of the then total 
value of the industrial climate of Nova Scotia 
and its sister Atlantic Provinces.

Such an equalization of freight rates would, 
as indicated earlier, result in a more vigor
ous industrialization of Atlantic Canada with 
resultant increases in freight traffic moving to 
the principal markets. Assuming these equal
ized rates provided the CNR its costs, then 
any subsidy paid by the Treasury would 
reduce by a like amount the deficit which the 
Treasury would otherwise have to absorb. 
Since in any case the Treasury absorbs the 
CNR’s annual deficit then insofar as the 
national accounts are concerned this would 
constitute a “wash” transaction.

We urge that your Committee examine the 
problems before it in light of the general 
conditions prevailing as well as examining 
the specific briefs and recommendations.

Respectfully submitted,

Frank H. Sobey 
President
Industrial Estates Limited.

primer les inégalités qui existent entre cette 
région et les provinces prospères du Canada.

Nous prétendons que le secteur industriel 
de la Nouvelle-Écosse devrait pouvoir, si le 
tarif-marchandises était calculé en fonction 
des frais de production et au pro rata des 
frais des industries situées plus près des prin
cipaux marchés du pays, prendre une grande 
expansion pourvu que les gouvernements en 
cause allient leurs efforts et que les industries 
reconnaissent la valeur qu’acquérerait ainsi 
le climat industriel de la Nouvelle-Écosse et 
de ses voisines de la région Atlantique.

La mise à parité du tarif-marchandises 
favoriserait grandement l’industrialisation 
vigoureuse des provinces de l’Atlantique, et 
accroîtrait du même fait le traffic des mar
chandises destinées aux principaux marchés, 
si la parité permettait au Canadien National 
de faire ses frais, toute subvention que verse
rait le Trésor réduirait d’autant le déficit que 
le Trésor aurait à combler. Puisque c’est for
cément le Trésor qui doit combler le déficit 
annuel du Canadien National sur son bilan 
national, il s’agirait tout simplement d’une 
opération «fictive».

Nous exhortons le Comité à étudier la ques
tion dont il est saisi à la lumière des condi
tions existantes, ainsi que les mémoires et 
propositions qu’on lui a présentés.

Le président,
Industrial Estates Limited, 

Frank H. Sobey.
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APPENDIX "M"

COMMONS STANDING COMMITTEE 
ON TRANSPORTATION AND 

COMMUNICAIONS
Canadian Keyes Fibre Company is pleased 

that the Commons Standing Committee on 
Transportation and Communications had 
given us the opportunity of expressing some 
of our views on transportation problems.

COMPANY BACKGROUND
Our Company, located in Hantsport, Nova 

Scotia, manufactures molded wood pulp 
products such as egg cartons, berry boxes, 
trays for packing eggs, meats, produce, etc., 
pie plates for bakeries, disposable tableware 
and a variety of other items. We employ 
approximately 300 employees.

Most of our products are made from raw 
materials produced in Nova Scotia utilizing 
the natural wood resources of our province. 
These finished goods are sold in all the major 
markets across Canada. We are, therefore, a 
“resource” industry that makes a major con
tribution to the real wealth of our province. 
A very minor portion of our production is 
exported outside of Canada.

Canadian Keyes Fibre has been operating 
continuously since 1935 and has grown since 
then to become the leading manufacturer of 
molded pulp products in Canada. This has 
been accomplished by making large invest
ments in expensive machinery and buildings, 
by having aggressive sales policies and 
through being able to sell our products 
competitively across Canada.
CURRENT EXPANSION

We are currently undergoing an expansion 
program for which we are receiving an areas 
development grant from the Area Develop
ment Grant Agency of the Federal Govern
ment. The extent of our expansion was great
ly influenced by this incentive program and 
had there been a substantial increase in 
freight rates at the time our plans were being 
formulated, this could have very easily 
more than offset any advantage derived from 
this program and we would have had to res
trict our plans.
OUTBOUND RATES

Our transportation costs are high in rela
tion to our sales dollar. Transportation costs 
are now 11.48% of our gross sales. While we 
may not be captive in the strict sense of the 
word, we are surely economically captive to 
railways. While we are marketing our goods

APPENDICE «M.

COMITÉ PERMANENT DES 
TRANSPORTS ET DES 
COMMUNICATIONS

La Canadian Keyes Fibre Company est 
reconnaissante au Comité permanent des 
transports et des communications de lui avoir 
donné l’occasion d’exprimer ses vues au sujet 
des problèmes en matière de transports.

HISTORIQUE DE LA COMPAGNIE 
La compagnie, dont le siège social se trouve 

à Hantsport (Nouvelle-Écosse) fabrique des 
articles en carton moulé, notamment des boi
tes à œufs et à fruits, des plateaux d’embal
lage d’œufs, de viandes, de légumes, etc., des 
plateaux à tartes pour les pâtisseries, de la 
vaisselle à jeter et toute une gamme d’autres 
articles. Elle emploie quelque 300 personnes.

La plupart des articles sont fabriqués à 
l’aide de matières premières provenant des 
forêts de la province de Nouvelle-Écosse. Ces 
articles finis se vendent dans tout le pays, la 
compagnie met en valeur les ressources de la 
province, contribuant ainsi à sa prospérité. 
Élle n’exporte qu’une infime partie de ses 
produits.

La Canadian Keyes Fibre Company a été 
fondée en 1935 et n’a cessé de prendre de 
l’expansion depuis, au point de devenir la 
plus grande fabrique d’articles en carton 
moulé du Canada. Pour y arriver, elle a 
immobilisé de gros capitaux en bâtiments et 
en machines, elle a adopté une politique 
dynamique de ventes afin de faire la concur
rence sur tout le marché canadien.
EXPANSION EN COURS

Nous mettons actuellement en œuvre im 
programme d’expansion pour lequel nous 
recevons une subvention du gouvernement 
fédéral, aux termes de la loi stimulant le 
développement de certaines régions. L’am
pleur de notre expansion a été fortement in
fluencée par ce programme de subvention et, 
si le tarif-marchandises avait été majoré de 
façon marquante quand nous élaborions nos 
projets, cela aurait annulé tout l’avantage que 
nous procurait ce programme, et nous aurions 
été contraints de restreindre nos projets.
TARIFS D'EXPÉDITION

Nos frais de transport sont élevés par rap
port à nos prix de vente, puisqu’ils atteignent 
11.48 p. 100 de nos recettes brutes. Bien que 
nous ayons plus ou moins les coudées fran
ches, nous dépendons d’un moyen de trans
port unique. Nous écoulons nos produits dans
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all across Canada, 83 % of the market is out
side the Atlantic region. During 1968 we 
shipped 904 carloads. Approximately 98% of 
our rail traffic moves to points outside the 
Atlantic region.

If rail carriers see fit to increase their 
rates, we cannot, as can a competitor in 
Ontario, negotiate with the trucking industry 
for lower rates. On occasion, we have 
interested highway carriers in moving our 
products to the Toronto area. However, this 
service only lasted until truckers were able to 
service producers of higher density items. 
When truckers found this business, they were 
no longer interested in ours.

We are selling a competitive product mainly 
in markets many hundreds of miles from our 
plant and for the most part, paying class 
rates. Class rates are the highest scale of rates 
charged by the rail carriers. Unless there is a 
change in railway policy or unless there is 
competition generated by the trucking indus
try, we will continue to pay the highest level 
of rates in the country.

We do not expect that the present rate 
freeze can be maintained forever but we 
strongly urge that the Federal Government 
not allow rate increases at this time which 
would be a deterrent to increased sales and 
would jeopardize our position in the market.

SUBSIDIZATION
We urge that some form of subsidization be 

maintained if the Federal Government sees fit 
to cancel or change the Maritime Freight 
Rates Act. We agree with some advocates 
who say that Government and industry 
should work toward the day when subsidies 
are no longer required. That day is not yet 
here and if we are to maintain our place in 
the Canadian market, some form of subsidy 
must be maintained, at least on traffic moving 
from our area to markets beyond the so- 
called preferred territory. If the 30% sub
sidy is reduced and at the same time, a rate 
increase applied, we will find ourselves in a 
very serious situation.

BRIDGE SUBSIDY
As you are no doubt aware, freight from 

Eastern Canada to Western Canada, moving 
through Franz on the C.P.R., also Oba and 
Herst on the C.N.R., is being subsidized under 
the Provision of C.F.A. tariff 76-D CTC (F) 
1688. This tariff reduces a rate of 3.5% plus 
9.5c per hundredweight. This subsidy is being 
removed in stages under the provision of 
Chapter 69, Bill C-231, assented to February 
9, 1969. So far, we have continued to receive 
the benefit of this subsidy because of the

tout le Canada, mais 83 p. 100 de nos débou
chés sont en dehors de la région de l’Atlanti
que. Nous avons expédié 904 wagonnées en 
1968, dont 98 p. 100 à l’extérieur de la région 
de l’Atlantique.

Si les chemins de fer augmentaient leurs 
tarifs, nous ne pourrions négocier avec les 
transports routiers pour un tarif réduit, alors 
que nos concurrents de l’Ontario le peuvent. 
A plusieurs reprises, nous avons eu recours à 
des sociétés de camionnage pour transporter 
nos marchandises dans la région de Toronto. 
Ils ont cessé de nous assurer ce service dès 
qu’ils ont reçu des offres de fabricants de 
produits moins encombrants. Dès qu’ils ont 
trouvé ces clients-là, nous ont délaissés.

Nous vendons des produits concurrenciels à 
des centaines de milles de notre usine, et 
nous payons le tarif-classé dans la majorité 
des cas; or, ce tarif est le plus élevé des 
chemins de fer. Si la politique ferroviaire ne 
change pas, ou si les transports routiers ne 
leur font pas la concurrence, nous continue
rons à payer les plus hauts tarifs du pays.

Nous ne comptons pas que le blocage actuel 
des tarifs puisse durer, mais nous exhortons 
le gouvernement à ne pas permettre de majo
ration des tarifs en ce moment, car cela 
ralentirait nos ventes et mettrait notre posi
tion marchande en péril.

SUBVENTIONS
Nous insistons pour que le gouvernement 

maintienne ses subventions tant que la loi sur 
les taux de transport des marchandises dans 
les provinces Maritimes n’aura pas été 
modifiée. Nous appuyons la proposition de 
faire travailler de concert le gouvernement et 
l’industrie de façon à rendre les subventions 
inutiles. Or, elles ne le sont pas encore et, 
pour garder notre place sur le marché cana
dien, nous avons besoin de subventions, tout 
au moins pour le transport de nos marchandi
ses vers nos débouchés, au-delà des territoires 
dits à tarif préférentiel. Si la subvention de 
30 p. 100 était supprimée et si le tarif était en 
même temps majoré, nous serions dans une 
situation précaire.

SUBVENTION TEMPORAIRE
On sait que les marchandises expédiées de 

l’Est vers l’Ouest via Franz sur le Canadien 
Pacifique et Oba et Herst sur le Canadien 
National bénéficient d’une subvention aux 
termes du tarif C.F.A. 76-D CTC (F) 1688, qui 
réduit le taux de 3.5 p. 100 et de 9.5c. le cwt. 
Cette subvention est graduellement supprimée 
aux termes du chapitre 69 du bill n° C-231, 
adopté le 9 février 1969. Jusqu’à présent, nous 
jouissons encore de cette subvention, grâce au 
«blocage». Si on y met fin, nos taux augmen-
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“freeze”. With the removal of the “freeze", teront du montant de la subvention. Sans sub- 
our rates will also increase by the amount of vention, le taux jusqu’à Calgary augmenterait 
the subsidy. With total removal, in the case of de 26c. le cwt, et celui de Winnipeg de 20c. le 
the rate to Calgary, it will mean an increase cwt, pour ne citer que deux exemples, 
of 26c per hundredweight and to Winnipeg, Actuellement le taux pour Winnipeg est de 
an increase of 20c per hundredweight. These $2.85, qui monterait à $3.05. Pour Calgary, le 
are but two examples. The present rate to taux de $4.46 deviendrait $4.72 si la subven- 
Winnipeg is $2.85; this would increase to tion temporaire était supprimée. Ces deux 
$3.05. The present rate to Calgary is $4.46. exemples sont les taux applicables via la gare 
This rate would become $4.72 with the remo- de Truro et ses embranchements, 
val of the “bridge subsidy". These two 
examples are rates applicable via D.A.R.
Truro and Connections.
TWO LINE HAUL

Our industry in Hantsport is at a disadvan
tage in that the basis for rates is higher on 
traffic moving via two rail lines than on a 
single line; that is, we have to route D.A.R. to 
Truro, thence C.N.R. The alternative to ship
ping via this route is to ship via Digby, a 
“breakbulk" route. This has, in the past, pro
ven entirely unsatisfactory for several rea
sons. It has resulted in complaints from cus
tomers because of damage, mixing of goods, 
shortages and different cars arriving at the 
destination than are shown on the shipping 
confirmation. It does not appear that the 
proposed new ferry service across the Bay of 
Fundy will help us because it is to be a “roll 
on, roll off" operation. We, of course, have no 
idea what the cost of this service will be. 
However, from the information at our dispos
al due to the “bulky” nature of our products, 
we do not foresee any great benefits.

We are, therefore, forced to ship via Truro 
at higher rates. Examples of higher freight 
rates via two lines for equal miles hauled are 
illustrated on the attached statement.

We feel that the rates from Hantsport 
(D.A.R.) should be reduced either by arrange
ment with the C.P.R. or by the Government 
allowing the difference. If the Hantsport rates 
were reduced to the Halifax level, we esti
mate that this would mean a saving of 
approximately $17,000.00 annually under 
present conditions. It is reasonable to assume 
that if the C.N.R. were serving Hantsport, 
these differentials would not exist.

IN-BOUND RATES
We feel that the Government should take a 

close look at the possibility of providing 
transportation assistance for goods brought 
into the Atlantic provinces to be used in the 
manufacture of our products.

In order to turn the natural resources of 
the province into a finished product, certain 
ingredients must be brought in at considera-

TRANSPORT SUR DEUX LIGNES
Notre usine de Hantsport est désavantagée 

du fait que les taux sont plus élevés quand il 
faut passer par deux lignes de chemins de 
fer; or, nous devons expédier via Truro (CJ3.) 
et de là par le Canadien National. Nous pou
vons néanmoins expédier via Digby, qui est 
une gare de triage, ce qui s’est révélé désa
vantageux pour plusieurs raisons. Cela a 
donné lieu à des plaintes de nos clients, en 
raison des dégâts aux marchandises, des 
erreurs de livraison, des pertes et à l’arrivée 
à destination de wagons différents de ceux 
qui figurent au connaissement. Il ne semble 
pas que le traversier proposé pour la baie de 
Fundy nous aiderait, car il ne fonctionnera 
que par intermittences. Évidemment, nous 
ignorons totalement ce que ce service coûtera. 
Toutefois, d’après nos renseignements, nous 
ne comptons pas qu’il puisse nous être pro
fitable, en raison de l’encombrement de nos 
marchandises.

Nous sommes donc contraints d’expédier 
via Truro, au taux plus élevé. A titre d’exem
ple de la cherté du tarif-marchandises sur 
deux lignes et à distance égale, voir l’annexe 
ci-jointe.

Nous croyons que nos taux à partir de 
Hantsport (D.A.R.) devraient être réduits soit 
par une entente avec le Canadien Pacifique 
soit par l’aide d’une subvention du gouver
nement. Si les taux de Hantsport étaient 
égaux à ceux d’Halifax, cela nous vaudrait 
une économie annuelle de quelque $17,000.00, 
aux conditions actuelles. Nous croyons aussi 
que si le Canadien National desservait Hants
port, ces différences de tarifs n’existeraient 
pas.
TAUX D’ENTRÉE

Selon nous, le gouvernement devrait étu
dier de près la possibilité de verser de l’aide 
pour les transports de marchandises à desti
nation des provinces de l’Atlantique devant 
servir à nos fabrications.

La transformation de nos matières premiè
res en produits finis exige certaines ingré
dients qu’il faut amener ici à gros prix. A
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ble cost. We feel that assistance in this re
spect would be very beneficial to industries 
such as ours that are trying to compete in 
areas where not only local markets are avail
able to manufacturers but also raw materials. 
This would not be intended to work to the 
detriment of the suppliers in the Atlantic 
area.

TRUCKING
We feel there are two ways to help 

strengthen and make the trucking industry 
more competitive, thereby helping industry: 
<a) Continued Federal assistance for the con
struction of all-weather trunk highways. This 
makes trucking more economical and would 
make it possible for us to get our products to 
market more quickly, (b) any subsidy applica
ble to the railways also be extended to truck
ing. This is a most important factor in pro
viding competition to the rail carrier.

notre sens, cette aide serait très profitable 
aux industries qui, comme la nôtre, s’efforcent 
de concurrencer les régions où les fabricants 
vendent sur place et y trouvent aussi leurs 
matières premières. Pareille mesure ne de
vrait pas être appliquée au détriment des 
fournisseurs de la région Atlantique.

CAMIONNAGE
Nous voyons deux moyens de rendre les 

transports routiers plus forts et plus concur
rentiels et, partant d’aider l’industrie: a) 
Maintien de l’aide fédérale pour la construc
tion de grandes routes carrossables à l'année 
longue, ce qui rendrait le camionnage plus 
économique et nous permettrait de livrer nos 
marchandises à plus bref délai, b) L’extension 
aux camionneurs des subventions accordées 
aux chemins de fer. C’est là l’élément essen
tiel qui permettrait de concurrencer les che
mins de fer.

RAIL RATES
Via

DAR Truro CNR

Hantsport Halifax Difference

CL LCL CL LCL CL LCL

Class Class Class

45 85 45 85 45 85

Montreal................................................... .93 1.87 .87 1.75 .06 .12
Toronto..................................................... 1.30 2.59 1.23 2.47 .07 .12
Ottawa...................................................... 1.02 2.04 .95 1.92 .07 .12
Winnipeg................................................... 2.85 5.80 2.67 5.45 .18 .35
Saskatoon................................................. 3.74 7.58 3.56 7.23 .18 .36
Regina....................................................... 3.55 7.20 3.38 0.85 .17 .35
Calgary..................................................... 4.40 9.03 4.30 8.71 .16 .32
Edmonton................................................ 4.38 8.88 4.21 8.52 .17 .86
Vancouver................................................ 5.43 10.99 5.27 10.65 .16 .34

Rail Mileage Differential—2.

TARIF—MARCHANDISES
via

DAR Truro CN

Hantsport HALIFAX ÉCART
Wagons Wagons Wagons

complets détail complets détail complets détail
Catégorie Catégorie Catégorie

45 85 45 85 45 85
Montréal................................................. .93 1.87 .87 1.75 .06 .12Toronto................................................... 1.30 2.59 1.23 2.47 .07 .12Ottawa.................................................... 1.02 2.04 .95 1.92 .07 .12Winnipeg................................................. . 2.85 5.80 2.67 5.46 .18 .35Saskatoon............................................... 3.74 7.58 3.56 7.23 .18 .36Regina..................................................... 3.55 7.20 3.38 6.85 .17 .35Calgary................................................... 4.40 9.03 4.30 8.71 .16 32Edmonton.............................................. 4.38 8.88 4.21 8.52 .17 36Vancouver.............................................. . 5.43 10.99 5.27 10.65 .16 .34

Coefficient différentiel de millage—2.
29691—19
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RECOMMENDATIONS
1. Government action to see that rate 

increases are held to a level which will not 
jeopardize existing markets or prevent reach
ing new markets by some form of assistance 
on transportation being maintained, especially 
on finished goods being sold outside the 
Atlantic region. This action to be taken prior 
to lifting of the rate freeze.

2. Rates from Hantsport be reduced to the 
Halifax level.

3. Subsidization be extended to raw materi
als for manufacturing purposes which must 
be purchased outside the region.

4. Continued Federal Government assistance 
to Nova Scotia for building of all-weather 
trunk highways.

5. Any assistance given to rail also be 
extended to trucking.

RECOMMANDATIONS:
1. Que le gouvernement veille à garder les 

majorations de tarifs à un niveau qui ne met
trait pas les débouchés en péril ou n’empêche
rait pas l’acquisition de nouveaux marchés, à 
l’aide d’assistance au transport, surtout des 
produits finis vendus en dehors de la région 
de l’Atlantique.

2. Réduction des taux de Hantsport à parité 
de ceux d’Halifax.

3. Extension des subventions aux matières 
premières destinées à la fabrication, en pro
venance de l’extérieur de la région.

4. Maintien de l’aide du gouvernement 
fédéral à la Nouvelle-Écosse pour la construc
tion de grandes routes carrossables à l’année 
longue.

5. Extension aux camionneurs de toute sub
vention accordée aux chemins de fer.
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APPENDIX "N"

BRIEF PRESENTED TO THE 
STANDING COMMITTEE ON

TRANSPORT AND COMMUNICATIONS 
BY

ANIL CANADA LIMITED 
CHESTER, NOVA SCOTIA

Gentlemen:
We respectfully request the privilege of 

presenting the following brief to your Com
mittee for consideration. We shall be pleased 
to provide any necessary further information 
and sincerely trust that some means can be 
found to alleviate our problem.

SUMMARY
Anil Canada Limited is at a serious disad

vantage as compared to other Canadian 
manufacturers because of its distance from 
major markets and subsequent high transpor
tation costs.

Our freight costs are greater than the 
labour cost per unit and equivalent to all raw 
material expenses. As a percent of sales, our 
transportation costs averages 19 to 20 per 
cent. Similar American producers with the 
same product mix average 7£ per cent.

We wish to recommend the following for 
your consideration.

1. Reduction of rail rates to at least the 
equivalent of other Canadian manufacturers 
to the major Canadian Market Areas, i.e. 
Ontario and Quebec.

2. With respect to American or Export 
shipments the provision of a government sub
sidy to cover cost of transportation to Border 
Crossing Points.

3. A revision of the Canadian rail rate 
structure to provide a more realistic incentive 
for larger car load shipments.

BACKGROUND
Anil Canada Limited is a new modern plant 

located in Chester, Nova Scotia engaged in 
the manufacture of hardboard products. 
These products are made using native raw 
material resources, namely; rough mixed 
hardwoods; which would otherwise be wast
ed. Chemicals and other raw materials are 
almost entirely of Canadian origin.

Our production totals approximately 150,- 
000,000 sq. ft. per year or 50,000 tons with a

APPENDICE «N»

DOSSIER SOUMIS AU COMITÉ DES
TRANSPORTS ET COMMUNICATIONS 

PAR
ANIL CANADA LIMITÉE 

CHESTER, NOUVELLE-ÉCOSSE

Messieurs,
Nous soumettons respectueusement à votre 

Comité ce dossier que nous vous prions de 
bien vouloir analyser et prendre en considé
ration. Nous pourrions, éventuellement, vous 
fournir tout autre renseignement nécessaire et 
espérons que vous serez à même de trouver 
les moyens d’alléger notre problème.

SOMMAIRE.
Anil Canada Limitée a de sérieux désavan

tages en comparaison des autres fabricants 
canadiens, à cause de la distance de ses prin
cipaux marchés; il en résulte des frais de 
transport élevés.

Par unité, ceux-ci dépassent ses frais de 
main-d’œuvre et sont équivalents à ses frais 
de matière première. Nos frais de transport 
représentent 19 à 20 p. 100 de nos ventes. 
Certains fabricants américains concurrents 
ont une moyenne de 7.5 p. 100.

Nous vous demandons de bien vouloir pren
dre en considération les observations 
suivantes.

1. Une diminution des tarifs ferroviaires qui 
puisse nous permettre, pour le moins, d’avoir 
des tarifs équivalents à ceux des autres fabri
cants canadiens qui expédient de la marchan
dise vers les principaux marchés, c’est à dire 
l’Ontario et le Québec.

2. En ce qui concerne nos expéditions vers 
les États-Unis ou nos exportations, nous aime
rions avoir de la part du Gouvernement une 
subvention qui couvrirait nos frais de trans
port jusqu’aux postes frontières.

3. Une révision- du mode d’application des 
tarifs ferroviaires canadiens en vue d’encou
rager de plus gros chargements.

RENSEIGNEMENTS GÉNÉRAUX.
Anil Canada Limitée est une usine nouvelle 

et moderne située à Chester, Nouvelle-Écosse, 
qui est spécialisée dans la fabrication des bois 
agglomérés. Ces produits sont fabriqués à 
base de matières premières régionales, à 
savoir, pulpes diverses non travaillées, qui 
seraient en cas contraire gaspillées. Les pro
duits chimiques et les autres matières premiè
res sont presque entièrement d’origine 
canadienne.

Notre production se monte à environ 150,- 
000,000 de pieds carrés par an ou 50,000 ton-
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Gross Sales Value of nearly $6,000,000. This 
Sales Value will increase with further prod
uct diversification and specialization.

Our product is used for a wide variety of 
end uses from industrial to home construc
tion. For example, we supply doorskins for 
the manufacture of residential and commer
cial doors; automotive board for the automo
bile industry; specialized panels for the furni
ture and toy industries, as well as a wide 
range of products for the home construction 
market. We are currently engaged in an 
intensive product development programme as 
well as plans for a major plant expansion.

Our markets are largely in the dense popu
lation areas of the United States and in the 
Ontario and Quebec industrial regions. Our 
market in the Atlantic Provinces is relatively 
small due to low population density. We are 
currently shipping as far south as Georgia 
and Texas in the United States and as far 
west as Alberta, Canada. About 6£ per cent of 
our product is exported to the United States 
so we are, therefore, a major American Dol
lar earner.

PROBLEM
Our major problem and one holding up our 

expansion programme is the question of 
transportation costs.

1. Freight as a Percent of Sales
Our freight as a percent of sales averages 

19 to 20 per cent. We have no comparison 
with Canadian manufacturers but we have 
compared notes with a similar American 
plant. Their freight costs averages 7i per cent 
of sales and these are a cause for grave con
cern when they go above 8 per cent.

2. Freight Versus Other cash costs.

Transportation represents a higher cost 
than labour and is close to our full raw 
material expenses. Omitting financial and 
other costs, this may be expressed as follows:

Freight 35 units 
Raw Material 35 units 
Labour 30 units 
Total 100 units

3. Economics of Volume Deliveries
In addition1 to the higher basic unit freight 

costs we must deliver to our major markets

nés approchant une valeur de vente brute de 
$6,000,000. Cette valeur de vente augmentera 
avec la diversité et la spécialisation futures 
de nos produits.

On emploie notre matériau dans une grande 
variété de sous-produits utilisés depuis l’in
dustrie jusqu’à la construction artisanale. Par 
exemple, nous fournissons des panneaux pour 
la fabrication de portes commerciales et rési
dentielles; des panneaux spécialement conçus 
pour l’industrie automobile; des panneaux 
pour l’industrie du meuble et du jouet, ainsi 
qu’une grande variété de produits destinés à 
la construction artisanale. Nous nous sommes 
engagés dans un programme de développe
ment intensif de production et avons des 
plans pour l’expansion d’une usine plus 
grande.

Nos marchés se trouvent en grande partie 
dans les zones de population dense des États- 
Unis et dans les régions industrielles du 
Québec et de l’Ontario. Notre marché dans les 
Provinces Atlantiques est relativement peu 
élevé dû à la faible densité de la population. 
Nous envoyons de manière générale des pro
duits dans le sud des États-Unis, comme en 
Géorgie et au Texas et dans l’ouest du 
Canada, comme en Alberta. Environ 60 p. 100 
de notre production est exportée aux États- 
Unis et nous sommes donc une compagnie qui 
rapporte beaucoup de dollars américains.
PROBLÈME.

Notre retard dans le programme d’expan
sion, qui est notre principal problème, est en 
fonction des prix de transport.
1. Pourcentage que représente le coût du fret 
par rapport aux ventes.

Ce pourcentage, en ce qui nous concerne, 
varie de 19 à 20 p. 100. Si nous n’avons pas 
d’éléments de comparaison avec les fabricants 
canadiens, nous en avons obtenu d'une usine 
américaine. Le coût de leur fret correspond à 
7.5 p. 100 de leurs ventes et quand il atteint 8 
p. 100, ils considèrent la situation comme 
grave.
2. Coût du fret par rapport aux autres 
dépenses.

Le transport représente un coût plus élevé 
que notre main-d’œuvre et atteint presque le 
prix de notre matière première. Sans tarder 
du financement et autres frais, nous pourrions 
résumer ces constatations comme suit:

Coût du fret 35 unités
Coût de la matière première 35 unités
Main-d'œuvre 30 unités
Total 100 unités

3. Avantages de gros chargements.
En plus du coût du fret plus élevé par unité 

de base, nous devons livrer nos marchandises
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in large car loads with relatively long deliv- par grosses expéditions vers nos principaux 
ery periods. Many of our competitiors can marchés, en des périodes de livraison assez 
utilize road transport and ship much smaller longues. La plupart de nos concurrents peu- 
quantities direct to the retailer or small vent utiliser le transport routier et expédier 
industrial user with much faster delivery. We de plus petites expéditions directement au 
must, therefore, offer substantial discounts to détaillant ou au petit industriel avec plus de 
encourage distributors to handle our product rapidité. Nous devons, donc, offrir de subs- 
line. tamtiels rabais aux distributeurs afin de les

encourager à utiliser nos produits.

4. Foreign Imports
Imports of hardboard into this country 

from foreign countries such as Scandinavia, 
Russia and Poland amounts to about 72,000,000 
sq. ft. per year. Even with our modern 
efficient plant we cannot compete effectively 
with these countries, particularly Russia and 
Poland, Foreign1 countries, anxious to earn 
dollars, can and do subsidize exports so we 
find our best markets are away from the sea
port areas. It is noteworthy that foreign hard- 
boards are sold at a considerably lower price 
on the Canadian market than they are in the 
United States. Hence again the economic 
pressure of trying to promote our product 
further afield.

5. Tariff Reductions
With the decrease in tariffs from the Ken

nedy Round we are developing a market for 
more specialized product lines in the United 
States. To do this we must surmount a 21 per 
cent tariff barrier but because of our superior 
technical and marketing know how, we hope 
to overcome overseas competition. We must, 
of course, continue to deal with Domestic and 
American producers on the same footing. 
Here we immediately run into the transporta
tion cost problem as previously outlined.

General
We have active plans for further expansion 

involving doubling our present plant size. We 
have the raw material resources, the labour 
force is available, and the market can be 
developed. We can provide much needed year 
around employment to an underdeveloped 
area; we can earn up to 9 million a year in 
American currency and we can provide a 
steady cargo to fill rail cars now returning 
empty to Upper Canada and the United 
States.

Our product is a high density low bulk 
commodity which can best be handled in 
large double door rail cars in 100,000 pound 
loads. As such we cannot look for relief in the 
proposed containerization or unit train pro- 
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4. Importations.
Les importations de bois agglomérés au 

Canada en provenance de pays étrangers, tels 
que la Scandinavie, la Russie et la Pologne 
représentent environ 72,000,000 de pieds carrés 
par an. Même avec notre usine moderne et 
rationnelle, nous ne pouvons pas concurren
cer efficacement ces pays, particulièrement la 
Russie et la Pologne. Des pays étrangers, 
désireux d’obtenir des dollars américains et 
canadiens subventionnent leurs exportations, 
de telle sorte qu’il en résulte que nous trou
vons nos meilleurs marchés en dehors des 
zones maritimes. Il est bon de noter que les 
bois agglomérés importés se vendent sur le 
marché canadien à un prix bien plus bas que 
sur celui des États-Unis. Et la pression écono
mique est encore accrue du fait que nous 
devions essayer de promouvoir encore plus 
nos ventes sur les marchés.

5. Réductions des tarifs.
Avec la diminution des tarifs sur le marché 

américain, due au «Kennedy Round», nous 
sommes à même de développer une produc
tion plus spécialisée. Pour cela, nous devons 
surmonter une barrière de tarifs de 21 p. 100, 
mais grâce à notre technique et à notre distri
bution supérieures, nous espérons concurren
cer la production d’outre-mer. Nous devons, 
bien sûr, continuer à concurrencer les fabri
cants nord-américains dans les mêmes condi
tions. A ce stade, nous nous heurtons au pro
blème du coût du transport, déjà mentionné.

GÉNÉRALITÉS.
Nous avons effectivement des plans en vue 

de doubler la taille de notre usine actuelle. 
Nous avons le potentiel de matière première, 
la disponibilité de main-d’œuvre, et la possi
bilité de développer un marché. Nous pou
vons fournir de l’emploi permanent très 
demandé dans une région sous-développée; 
nous pouvons gagner jusqu’à 9,000,000 de dol
lars américains et nous pouvons fournir des 
chargements réguliers pour remplir les 
wagons, qui à l’heure actuelle, retournent à 
vide vers le centre du Canada et vers les 
États-Unis. Notre produit est très commode 
car de haute densité et de petit volume, pou
vant très facilement être chargé dans de 
grands wagons à doubles portes, en charge-



962 Transport and Communications February 20, 1969

grammes. Granted these may be of interest 
but we submit that our problems cannot wait 
for these solutions.

Recommendations
Specifically we request a programme that 

would place us in an equivalent position with 
Ontario and Quebec producers with respect to 
the major markets in Canada and the United 
States.

We respectfully submit the following for 
your consideration:

1. Reduction of rail rates to the equivalent 
of other Canadian Producers to the major 
Canadian Markets in Ontario, and Quebec.

2. With respect to American shipments, 
payment of a Government subsidy to cover 
costs of transportation to Border Crossing 
Points.

3. A revision of the incentive rail rates to 
provide a more realistic rate reduction for 
larger shipments. For example, our American 
rail rates offer a reduction of 22 % for 100,000 
pound loads from the 50,000 pound rate. Our 
Canadian rates offer only an 8% reduction in 
the corresponding range.

4. We would be very pleased to consider 
alternative suggestions or recommendations 
which the Committee has to offer.

L. H. Coffin, P. 9ng.
General Manager 
Anil Canada Limited 
Chester, Nova Scotia.

ments de 100,000 Uvres. Dans ce cas-là, les 
programmes qui ont été proposés pour le 
chargement en containers et en train unité, ne 
résolvent pas notre problème. Nous admettons 
que ces programmes sont intéressants, mais 
nous pensons que nos problèmes ne peuvent 
pas attendre ces solutions.

RECOMMANDATIONS.
Précisément, nous demandons un pro

gramme qui pourrait nous placer dans une 
position équivalente à celle des fabricants 
d’Ontario et du Québec, quant aux marchés 
du Canada et des États-Unis.

Nous vous demandons respectueusement de 
prendre en considération ce qui suit:

1. Pour atteindre les principaux marchés de 
l’Ontario et du Québec, nous aimerions une 
diminution des tarifs ferroviaires équivalente 
à celle dont bénéficient les autres fabricants 
canadiens.

2. Vis-à-vis des chargements à destination 
des États-Unis, nous aimerions obtenir de la 
part du Gouvernement une subvention qui 
couvrirait les frais de transport jusqu’aux 
postes frontières.

3. Une révision du mode d’application des 
tarifs ferroviaires canadiens en vue d’encou
rager de plus gros chargements. Par exemple, 
les Chemins de Fer américains offrent une 
diminution de tarifs de 22 p. 100 pour des 
chargements de 100,000 livres par rapport à 
ceux de 50,000 livres. Dans les mêmes condi
tions, les Chemins de Fer canadiens ne nous 
offrent une diminution que de 8 p. 100.

4. Nous serions très heureux de considérer 
toutes autres suggestions et recommandations 
que le Comité voudrait bien nous proposer.

L. H. Coffin, P. Eng.
Directeur Général 
Anil Canada Limitée 
Chester, Nouvelle-Écosse.
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APPENDIX "O" APPENDICE -O»

The Shubenacadie River Crossing Committee 
Subject: A Crossing of the Shubenacadie 

River at or near its mouth.

SHUBENACADIE RIVER CROSSING

Your consideration and support is respect
fully requested for the immediate implemen
tation of a multi-purpose type of highway 
crossing of the Shubenacadie River at or near 
its mouth, with suitable connections to exist
ing highways.

Numerous requests have been made to 
various levels of Federal and Provincial gov
ernments for such a crossing, and in the past 
five years several surveys, both from an engi
neering and economic feasibility standpoint 
have been conducted. Each has shown that 
such a crossing is not only feasible, but would 
be of great economic benefit to all the people 
who live in the immediate area as well as 
motorists travelling throughout Nova Scotia 
in pursuit of business activities or for 
recreation.

The surveys referred to show many reasons 
why a crossing is not only feasible but a 
necessity for the continued growth of Nova 
Scotia, as what affects the economy of any 
area in the province, affects the whole picture 
of economic growth, development, and fiscal 
standing of Nova Scotia.

Le Comité du passage routier 
sur la rivière 
Shubenacadie.

Objet: Construction d’un passage routier 
à l’embouchure de la rivière 
Shubenacadie ou à proximité

PASSAGE ROUTIER SUR LA 
RIVIÈRE SHUBÉNACADIE

Nous vous prions respectueusement de nous 
appuyer et d’étudier la mise en oeuvre immé
diate d’un passage routier à toutes fins sur la 
rivière Shunebacadie à son embouchure ou à 
proximité de celle-ci, avec les raccordements 
voulus aux grandes routes existantes.

De nombreuses demandes ont été présen
tées aux divers niveaux des gouvernements 
fédéral et provincial pour un tel passage et, 
au cours des cinq dernières années, plusieurs 
études techniques et économiques ont été fai
tes. Toutes ces études ont démontré non seu
lement que ce passage est réalisable, mais 
encore qu’il offrirait d’importants avantages 
économiques à toute la population des envi
rons immédiats et aux automobilistes qui par
courent la Nouvelle-Écosse aussi bien pour 
leurs activités professionnelles que pour leur 
agrément.

Les études donnent plusieurs raisons pour 
lesquelles cette construction est non seule
ment possible, mais aussi nécessaire pour que 
la Nouvelle-Écosse continue de progresser, 
puisque les facteurs qui influent sur l’écono
mie d’une région de la province touchent l'en
semble du développement et de la croissance 
économiques, de même que la situation fiscale 
de la Nouvelle-Écosse.

AGRICULTURE
Some of the finest producing soil in Nova 

Scotia is situated in the Shubenacadie 
Stewiacke watershed area and in North Hants, 
and much greater production could result 
from the farms and forests of these areas if a 
crossing of the Shubenacadie River was 
constructed.

The report of ARDA No. 12 “Study of a 
Shubenacadie River Causeway,” made public 
in January 1967, shows that a multi-purpose 
causeway-type crossing would protect 2537 
acres of marshland and interval soil in the 
River basin area.

SOCIO-ECONOMIC STUDY
A Socio-Economic Study of the watershed 

area conducted by the Acadia University
29691—201

L’AGRICULTURE
Certains sols les plus productifs de la Nou

velle-Écosse se trouvent dans la région 
arrosée par les rivières Shubenacadie et Ste
wiacke et dans celle de Hants-Nord. Les pro
ductions agricoles et forestières de cette 
région pourraient être beaucoup plus considé
rables si un passage routier était construit sur 
la rivière Shubenacadie.

Le rapport ARDA n" 12, qui s’intitule Study 
of a Shubenacadie River Causeway, publié en 
janvier 1967, démontre qu’un passage d’usage 
général en forme de digue assécherait 2,537 
acres de terrain marécageux et de zones 
intermédiaires dans le bassin de la rivière.

ÉTUDE SOCIO-ÉCONOMIQUE
Dans une étude socio-économique de la 

région de la ligne de partage des eaux, réali-
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Institute, and made public in October 1966, 
shows that a crossing, in addition to effecting 
reclamation of present unusable land will 
open the East Hants coastal areas and the 
Shubenacadie River Valley areas for develop
ment and consequently raise land values.

It would promote easier access to Truro for 
Hants North people, which would, in effect, 
cut the cost of farm equipment, repairs, 
veterinary services, and general retail prod
uce, increase profits from animals at live
stock auctions, make medical and educational 
facilities more accessible, and increase 
employment opportunities.

TRANSPORTATION
ARDA Report No. 12 shows that the con

struction of a causeway-type highway cross
ing in the Princeport area, including con
necting roads, would cost an estimated 
$5,100,000 and in the Black Rock area 
$5,200,000.

The “Shubenacadie River Bridge Study”, 
completed in 1964 by A. D. Margison and 
Associates, showed the total savings to motor
ists who would use the proposed crossing 
for a 20-year period would be 24,450,000 miles 
and 546,600 hours. The report added that 
“when related to operating costs of vehicles 
of an assumed 10 cents per mile, and the time 
cost of $1.00 per hour, the resultant savings to 
the motorists using the new facility over the 
20-year period would be approximately $2,- 
291,000”. Based on these figures, the firm con
cluded that the benefit to be derived, in rela
tion to the estimated cost of a bridge-type 
crossing would be 75 per cent of the bridge 
cost.

The cost of 10 cents per mile per automo
bile and the time cost of $1.00 per hour, 
outlined in the Margison Report are unrealis
tic. The average cost of operation of all types 
of motor vehicles, including cars, trucks, 
school buses, etc., is in the nature of twenty- 
five cents per mile.

Based on these realistic costs we submit 
that the saving to all operators of motorized 
equipment over a 20-year period, if a crossing 
were to be provided, would be $6,112,500 in 
mileage costs and time costs of $2.00 per hour 
would mean an added saving of $1,093,200 for 
a total saving of $7,205,700.

Added to this is the estimation of the sav
ing which Mr. J. Albert Ettinger, M.L.A. for

sée par l’Institut de l’Université Acadia et 
publiée en octobre 1966, il est démontré qu’un 
passage, en plus de mettre en valeur des ter
res inutilisables à l’heure actuelle, permettrait 
à la région côtière de Hants-Est et à la vallée 
de la rivière Shubenacadie de s’ouvrir au 
développement et de faire progresser la 
valeur des terres.

Les populations de Hants-Nord communi
queraient plus facilement avec la ville de 
Truro, ce qui, en fait, réduirait les prix d’a
chat des machines agricoles, des réparations, 
des services de vétérinaires, des divers pro
duits vendus au détail, augmenterait les béné
fices réalisés sur les ventes d’animaux aux 
enchères, faciliterait l’accès aux services 
médicaux et éducatifs et augmenterait les 
possibilités d’emploi.

LES TRANSPORTS
Le rapport ARDA n° 12 précise que la réa

lisation d’un passage routier en forme de 
digue dans la région de Princeport, avec ses 
routes de liaison, coûterait environ $5,100,000; 
si ce passage était construit dans la région de 
Black Rock, il coûterait $5,200,000.

L’étude intitulée Shubenacadie River 
Bridge Study, réalisée en 1964 par la société 
A. D. Margison and Associates, démontre que 
les automobilistes utilisant le passage projeté 
durant 20 ans feraient 24,450,000 milles de 
moins et économiseraient 546,600 heures. Le 
rapport déclare que «si l’on établit les frais de 
mise en service d’un véhicule à environ 10c. 
le mille, et le temps à $1 l’heure, les écono
mies réalisables par les automobilistes utili
sant la nouvelle route se monteraient en 20 
ans à $2,991,000». En se fondant sur ces chif- 
res, la société susmentionnée a conclu que 
les avantages à retirer, en pourcentage du 
coût estimatif d’un passage en forme de pont, 
se chiffreraient à 75 p. 100 du coût du pont, et 
ne serait pas, par conséquent, à réaliser du 
point de vue financier en se fondant sur le 
rapport du prix de la route à ses avantages.

Le prix de 10c. le mille par automobile et le 
montant de $1 l’heure employés dans le rap
port Margison traduisent mal la réalité. Le 
coût moyen de mise en service de tous les 
types de véhicule à moteur, automobile, 
camions, autobus scolaire, etc., serait d’envi
ron 25c. le mille.

En nous fondant sur ces coûts plus réels, 
nous soutenons que les économies réalisables 
par les propriétaires de véhicules automobiles 
en vingt ans, advenant la construction du 
passage seraient de $6,112,500 en frais de mise 
en service et le temps gagné, calculé à $2 
l’heure, permettrait de réaliser d’autres éco
nomies de $1,193,200, soit en tout $7,205,700.

Il faut ajouter à ce montant, l’estimation 
des économies dont le député du comté de
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East Hants pointed to in an address in the 
Nova Scotia Legislature on February 23, 1967, 
in which he said, in reference to the proposed 
crossing; “Based on agriculture alone we 
understand this would justify an expenditure 
of $800,000.”

PUBLIC SERVICES

Millions of dollars are spent annually on 
research to determine causes and cures of 
diseases and to provide training facilities for 
doctors and dentists, and yet many people 
residing in the rural areas of Nova Scotia, 
because of distances from necessary services 
of doctors, dentists, and hospitals, are doing 
without these services except in cases of dire 
need, while at the same time paying hospital 
tax in the same proportion as those in the 
urban centers. In the North Hants area 
one doctor serves an area of a radius of 25 
miles from his office where there are over 
5,000 people. He finds it nearly impossible to 
make house calls. In the same area there is 
one of the highest infant mortality rates in 
Nova Scotia chiefly because more easily 
accessible medical and hospital services are 
not available. The proposed crossing would 
put these people closer to medical, dental 
clinical, ambulance and hospital services, and 
would save more than sixty miles on a round 
trip. Furthermore, a crossing would improve 
the efficiency of the North Hants area of 
Royal Canadian Mounted Polpce, postal, and 
the various other Provincial and Federal gov
ernment services emanating from Truro.

EDUCATION

The trend in education today is to establish 
vocational, technical, high school, and other 
institutions of learning in growth areas. A 
crossing of the Shubenacadie River would 
permit students from the entire area to avail 
themselves of comprehensive educational 
facilities in Truro; i.e. Vocational-technical; 
proposed Educational Studies Centre; Nova 
Scotia Teachers College and Nova Scotia 
Agricultural College. Many students from the 
North Hants area could be boarded in Truro, 
but many do not want this and would drop 
out of school rather than do so. On the other 
hand if they could be conveniently taken to 
Truro by school bus they would be 
encouraged to further their education and 
there would also be a resultant saving to the

Hants-Est à l’Assemblée législative de la Nou
velle-Écosse, M. J. Albert Bttinger, a parlé 
dans son discours du 23 février 1967 à propos 
du passage projeté: «Si nous nous fondons sur 
l’agriculture seulement, nous croyons savoir 
qu’une dépense de $800,000 serait justifiée.»

SERVICES PUBLICS

Il se dépense des millions de dollars à tous 
les ans tant pour la recherche sur les causes 
des maladies et les moyens de les guérir que 
pour réaliser de meilleurs installations desti
nées à la formation des docteurs et des den
tistes. Pourtant un grand nombre de résidents 
de la campagne en Nouvelle-Écosse, en raison 
des distances qui les séparent des cabinets de 
dentistes et de médecins et des hôpitaux est 
privé de ces services sauf dans les cas des 
grands besoins, même s’il verse la taxe d’hô
pital sur la même base que les résidents des 
localités urbaines. Dans la région de Hanits- 
Nord, un seul médecin dessert un secteur 
d’un rayon de 25 milles, calculé à partir de 
son bureau, qui compte 5,000 personnes. Il lui 
est à peu près impossible de faire des visites 
à domicile. Dans le même secteur, le taux de 
la mortalité infantile est l’un des plus élevés 
de la Nouvelle-Écosse, surtout parce que les 
services des médecins et des hôpitaux ne sont 
pas facilement accessibles. La construction du 
passage projeté permettrait à ces gens d’avoir 
accès aux services des médecins, des dentis
tes, des cliniques, des ambulances et des 
hôpitaux et raccourcirait de soixante milles 
tout voyage aller et retour. De plus, l’exis
tence d’un passage améliorerait l’efficacité des 
services de la Gendarmerie royale, des postes, 
des divers services provinciaux et fédéraux 
de Truro dans la région de Hants-Nord.

INSTRUCTION PUBLIQUE

Dans les régions en croissance, la tendance 
actuelle est de construire des écoles techni
ques et professionnelles, des écoles secondai
res et d’autres maisons d’enseignement. 
L’existence d’un passage enjambant la rivière 
Shubenacadie permettrait à la population sco
laire de l’ensemble de la région d’avoir accès 
à toutes les maisons d’enseignement de Truro, 
soit les écoles professionnelles et techniques, 
le centre d’études pédagogiques en projet, l’é
cole normale de la Nouvelle-Écosse et le col
lège d’agriculture de la Nouvelle-Écosse. De 
nombreux étudiants de la région de Hants- 
Nord peuvent demeurer en pension à Truro, 
mais plusieurs refusent et préfèrent abandon
ner leurs études. D’autre part, s’il était possi
ble pour eux de voyageur sans inconvénients
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government in the difference between the cost 
of hording students and conveying them by 
bus.

Because of the shorter distance between the 
schools of North Hants and Truro if a cros
sing were to be provided, it could solve some 
of the difficulty the East Hants Municipal 
School Board has been experiencing in 
staffing schools, for many teachers do not 
want to live in a rural area where public 
services, entertainment, stores and education
al facilities are limited, but do not mind com
muting from urban centers to rural 
classrooms.

TOURISM
Tourism has become the biggest industry in 

Canada and increased attractions will bring 
needed dollars from out of the province into 
Nova Scotia. The large body of fresh water 
resulting from a causeway-type crossing 
would offer unlimited possibilities as far as 
development of the tourist industry in the 
area is concerned, and the creation of this 
large fresh water lake in the center of the 
province would be of benefit to the whole 
province. It would provide a storage reservoir 
for hundreds of millions of gallons of critical
ly needed fresh water for industry, domestic, 
and recreational use, which is now being 
wasted to the sea.

Facts show that the proposed crossing is 
financially feasible from a benefit cost ratio, 
and when the value of the saving in dollars 
and cents resulting from the provision of 
more efficient public services is considered 
then the benefit to be derived far exceeds the 
estimated cost of the structure.

The proposed crossing of the Shubenacadie 
River has the unqualified support of the fol
lowing groups and organizations:

Municipalities of East Hants, West Hants 
and Colchester

Towns of Truro and Stewiacke
Tourist Council of Central Nova Scotia

Affiliated Boards of Trade of the Annapolis 
Valley

Nova Scotia Federation of Agriculture

East Noel Farmers Association
Federations of Agriculture of Colchester 

and Halifax-East Hants

par autobus scolaires, on pourrait les encou
rager à poursuivre leurs études et il en 
découlerait des économies qui, pour le gou
vernement, équivaudraient à la différence 
entre le coût de la pension et les frais de 
transport par autobus.

En raison de la distance plus courte qui 
séparerait les écoles de Hants-Nord et de 
Truro advenant la construction d’un passage, 
il serait peut-être possible de résoudre certai
nes difficultés que rencontre la Commission 
scolaire municipale de Hants-Est à pourvoir 
ses écoles en personnel, parce que bon nom
bre d’enseignants refusent d’aller vivre dans 
une région rurale où les services publics, les 
lieux de distraction, les magasins et les éta
blissements d’enseignement sont limités en 
nombre, mais acceptent les migrations quoti
diennes entre les localités urbaines et les éco
les rurales.

TOURISME
Le tourisme est maintenant l’industrie la 

plus importante au Canada et l’augmentation 
du nombre des attractions rapportera à la 
Nouvelle-Écosse des dollars de l’extérieur. La 
grande étendue d’eau douce qui se créerait 
avec la construction d’un passage en forme de 
digue offrirait des possibilités sans limites 
dans le secteur des activités touristiques de la 
région. La création de ce lac d’eau douce 
bénéficierait à l’ensemble de la province. Il 
constituerait une réserve de centaines de mil
lions de gallons d’eau douce pour satisfaire 
aux besoins pressants de l’industrie, des 
ménages et des lieux touristiques et qui vont 
se perdre dans l’océan à l’heure actuelle.

Les faits démontrent que le passage projeté 
est réalisable sur le plan financier en se fon
dant sur le rapport du coût aux avantages et, 
lorsque la valeur des économies en dollars qui 
résultent de la fourniture de services publics 
plus efficaces est considérée, la valeur des 
avantages à retirer dépasse de beaucoup le 
coût estimatif de la construction.

Les groupes et les organismes suivants 
appuient sans réserve le projet de passage 
enjambant la rivière Shubenacadie:

Les municipalités de Hants-Est, Hants- 
Ouest et de Colchester

Les villes de Truro et de Stewiacke
Le Conseil du tourisme du Centre de la 

Nouvelle-Écosse
Les Chambres de commerce unies de la 

vallée de l’Annapolis
La fédération des agriculteurs de la 

Nouvelle-Écosse
L’Association des agriculteurs de Noël-Est
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East Hants Progressive Conservative
Association

East Hants Liberal Association 
Truro Area Industrial Commission

Boards of Trade of Truro and Stewiacke & 
District

Fundy Vacation Trail Committee of N.S. 
and N.B.

N.S. Salmon Anglers Association 

Maritime Motor Transport Association 

Irving Oil Co. Ltd.
The Truro Presbytery of the United Church 

of Canada
Home and School Associations 
Womens Institute

Respectfully Submitted by
The Shubenacadie River Crossing
Committee.

L’Association des conservateurs-progressis
tes de Hants-Est

L’Association libérale de Hants-Est
La Commission industrielle de la région de 

Truro
La Chambre de commerce de Truro, Ste

wiacke et de la région
Le Comité de la Nouvelle-Écosse et du 

Nouveau-Brunswick de la route de vacan
ces de Fundy

L’Association des pêcheurs de saumon de la 
N.-É.

L’Association du transport routier des 
Maritimes

La société Irving Oil
Le synode de l’Église unie du Canada de 

Truro
Les associations de parents et maîtres
L’Institut des femmes

Présenté par le Comité du passage rou
tier sur la rivière Shubenacadie
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APPENDIX "P"

Brief
by

SURRETTE BATTERY COMPANY 
LIMITED

SPRINGHILL, N.S.

Mr. Chairman, Gentlemen:
Surrette Battery Co. Ltd. was established 

at Springhill, N.S. in 1959, with the assistance 
of Industrial Estates Ltd. An all Canadian 
Company was formed with the Salem, Mass. 
U.S.A. plant, Surrette Storage Battery Com
pany Inc. becoming a subsidiary.

Surrette Storage Battery Co. Inc. of Salem 
has been operating successfully since 1930, 
manufacturing lead acid batteries for the in
dustrial, marine, railway, trucking and auto
motive trade.

Since our operation commenced in 1969 in 
Springhill, N.S. we have developed our auto
motive lead acid battery business and manu
facture for a number of national private 
brand accounts for resale through their retail 
outlets. We also manufacture for Volvo auto
mobiles, batteries for cars assembled at Hali
fax. Continual development has been carried 
out at our Springhill plant for the demands 
of Maritime Marine Fishing Fleet, and with 
the growing electric (battery operated) lift 
vehicles, Surrette Battery Co. Ltd. also 
markets, through an Automotive Distributor 
organization, our own brand of lead acid 
automotive and commercial batteries.

It has been our pleasure to assist consider
ably in the economy of Springhill with ap
proximately 55 persons on our payroll. This 
payroll alone contributes approximately $200,- 
000.00 to Springhill, plus materials and 
services we are able to purchase in the local 
area. All shipping containers and packaging 
used in our operation are purchased from 
Nova Scotia manufacturers.

Surrette Battery Co. Ltd. market their own 
brand and private brands throughout the four 
Atlantic Provinces and these shipments would 
account for approximately 80% of our over
all production, balance of approximately 
20% marketed in the Quebec-Ontario area. 
In the past year we have been assessing the 
Bermuda and West Indian markets in order

APPENDICE -P»

Mémoire présenté 
par

la Surrette Battery Company Limited, 
Springhill (N.-É.)

La Surrette Battery Co. Ltd. a été établie à 
Springhill (N.-É.) en 1959, grâce à l’appui de 
la société Industrial Estates Ltd. C’était une 
société entièrement canadienne, avec filiale, 
la Surrette Storage Battery Company Inc., à 
Salem, au Massachusetts (É.-UJ.

L’exploitation de la Surrette Storage Bat
tery Co. Inc., de Salem, est fructueuse depuis 
1930. On y fabrique des accumulateurs au 
plomb pour l’industrie en général, le com
merce maritime, les sociétés ferroviaires, les 
entreprises de camionnage et l’industrie 
automobile.

Depuis le début de notre exploitation à 
Springhill (N.-É.), en 1960, nous avons mis 
sur pied une usine d’accumulateurs au plomb 
que nous vendons à un certain nombre d’en
treprises privées d’envergure nationale qui, à 
leur tour, les revendent par l’intermédiaire de 
leurs détaillants. Nous fabriquons aussi des 
accumulateurs d’automobiles pour les automo
biles Volvo montées à Halifax. Nos établisse
ments de Springhill n’ont cessé de se dévelop
per en proportion des besoins des pêcheurs 
des Maritimes; de plus, devant le nombre 
croissant de chariots élévateurs électriques en 
circulation (mus par batterie), la Surrette 
Battery Co. Ltd. met aussi sur le marché, via 
ses concessionnaires d’automobiles, ses pro
pres marques d’accumulateurs au plomb pour 
l’industrie automobile et le commerce en 
général.

Notre apport à l’économie de Springhill est 
considérable, et nous nous en réjouissons; 
nous comptons, à notre service, environ 55 
employés. Nous versons environ $200,000 en 
salaires à l’économie de Springhill, sans 
compter les équipements que nous pouvons 
acheter dans la localité, et les services que 
nous y utilisons. Tous nos récipients d’expédi
tion et tout notre matériel d’emballage pro
viennent de fabricants de la Nouvelle-Écosse.

La société Surrette Battery Co. Ltd. distri
bue ses propres marques, ainsi que d’autres 
marques privées, dans les quatre provinces 
de l’Atlantique, soit environ 80 p. 100 de sa 
production globale, les derniers 20 p. 100 
étant acheminés vers le Québec et l’Ontario. 
Nous évaluons depuis un an les marchés des 
Bermudes et des Antilles, afin de mieux pou-
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to assist with volume and further justification 
of our Springhill plant.

Our four Atlantic Provinces of 2,001,000 
persons offer total vehicle registration of 
549,111 (DBS 1966 figure). This gives us an 
estimated annual potential of approximately 
150,000 battery units as replacement for these 
four provinces. To date we have been able to 
compete for approximately 30% of the above 
potential. Generally it is the feeling that our 
location (being in the centre of these four 
provinces) we should be able to compete for 
60 to 70% of this market. However, there are 
many things that contribute to our inability 
to obtain a larger piece of this market. We 
are competing with suppliers in Quebec (Sher
brooke, Drummondville and St. John’s), 
Ontario (Metro Toronto). Those competitors, 
with large volume annual potential of ap
proximately 1,400,000 units per year plus 
original equipment (auto and equipment 
manufacturers building and assemblying in 
the immediate area), can sell in their large 
market area with volume production and 
small transportation costs.

When Quebec and Ontario competitors 
ship to the Atlantic Provinces, they have 
freight one way on a finished product only. 
These competitors can absorb freight and sell 
distributor’s and private brand (national ac
counts), within the Atlantic Provinces, at 
Central Canada prices. To meet this compe- 
tion, Surrette Battery Co. in some cases, has 
to absorb inter-province freight on shipments 
of finished product and also absorb freight on 
raw material inward.

A very large expense in manufacturing 
lead acid batteries is plate oxide—our nearest 
oxide manufacturer is in Ontario. Our opera
tion in Springhill produces many types of 
lead acid batteries, Industrial, Commercial, 
Marine and Automotive. To stock and freight 
in the many different densities of oxide has 
proven to be costly. To overcome this costly 
item, it was necessary for Surrette Battery 
Co. Ltd. to build an Oxide Mill in Springhill 
so this item could be blended in quantities 
and densities as required. To supply this 
operation, it is necessary to bring in non- 
corroding pure lead from Trail, B.C. (40 to 50 
ton lots) each shipment. Expander which is 
blended with this lead is brought in from the 
Quebec area. 8—Lead shipments per year (50

voir déterminer les quantités à produire et 
d’apporter de nouvelles raisons d’être à notre 
usine de Springhill.

La population des quatre provinces atlanti
ques s’élève à 2,001,000, dont 549,111 ont fait 
immatriculer un véhicule, d’après les statisti
ques de 1966 du Bureau fédéral de la statisti
que. Donc, pour satisfaire à la demande de 
ces quatre provinces, il faut, en moyenne, 
150,000 accumulateurs de rechange. Nous 
avons pu, jusqu’ici, occuper 30 p. 100 de ce 
marché. Situés à l’épicentre des quatre pro
vinces, nous croyons pouvoir, de façon géné
rale, accaparer 60 ou 70 p. 100 du marché. 
Bien des facteurs viennent contrecarrer nos 
efforts dans ce sens. Nous devons faire face à 
la concurrence des fournisseurs du Québec 
(Sherbrooke, Drummondville et Saint-Jean) et 
de l’Ontario (Toronto métropolitain). Ces con
currents, qui peuvent vendre chaque année 
environ 1,400,000 unités, sans compter le 
matériel original (fabricants d’automobiles et 
d’accessoires qui font la fabrication et le mon
tage dans leur voisinage immédiat) peuvent 
donc écouler sur leur vaste marché une forte 
production et versent des frais de transport 
minimes.

Les concurrents québécois et ontariens qui 
expédient leurs produits vers les provinces 
atlantiques ne paient qu’une fois les frais de 
transport sur le produit fini. Ces concurrents 
peuvent absorber les frais de transport et 
peuvent vendre les marques de distributeurs 
et les marques privées (commerces nationaux) 
à l’intérieur des provinces de l’Atlantique aux 
prix en cours dans le centre du pays. Pour 
combattre cette concurrence, la Surrette Bat
tery Co. doit, dans certains cas, absorber les 
frais de transport interprovinciaux pour l’ex
pédition des produits complets et assumer 
aussi les frais des matières brutes qu’elle doit 
commander à l’extérieur.

L’un des éléments qui contribuent à faire 
hausser le prix de revient des accumulateurs 
au plomb, c’est l’oxyde-puce—les producteurs 
les plus proches de nous sont en Ontario. Nos 
établissements de Springhill produisent diffé
rents modèles d’accumulateurs au plomb, 
industriels, commerciaux, maritimes et auto
mobiles. Entreproser et faire venir les diffé
rentes densités d’oxyde s’est révélé un 
procédé coûteux. Pour y obvier, la Surrette 
Battery Co. Ltd. a dû construire un établisse
ment pour la production de l’oxyde, à Spring
hill; on pouvait alors obtenir, par mélange, 
les quantités et les densités d’oxyde voulues. 
Cette opération nécessite du plomb pur non 
corrosif que l’on commande de Trail (C.-B.) 
par contingent de 40 ou de 50 tonnes. Le
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to 55 tons per shipment). 8—Expander ship
ments per year (2000 to 2400 lbs. per ship
ment).

Cases, covers and vent caps (for Automo
tive and Commercial batteries) are purchased 
in Welland and Toronto area F.O.B. suppliers 
Ontario plants. When possible we purchase in 
piggybackloads to cut freight costs, however 
fill in stock (Which is considerable) comes in 
L.C.L.

diluant, qui doit être mélangé au plomb, nous 
provient de la région de Québec.
8 envois de plomb par année (chacun de 50 à 
55 tonnes).
8 envois de diluant par année (chacun de 
2,000 à 2,400 lbs.).

On achète étuis, housses, couvercles d’évent 
(pour les accumulateurs d’automobiles et les 
accumulateurs commerciaux) à Welland et à 
Toronto f. à b. usine du fournisseur de l’Onta
rio. Pour réduire les frais de transport, nous 
utilisons pour nos commandes, si possible, le 
mode de transport rail-route, mais les com
mandes de réapprovisionnement (qui sont 
considérables) nous parviennent en charge
ments incomplets

Sample rate Welland to Springhill minimum wt. 20,000 Iba. $2.37 per C

“ “ 7,500 lbs. 2.83 “
L.C.L. “ “ 300 lbs. 4.40 “
L.C.L. “ “ 500 lbs. 4.35 “
L.C.L. “ “ 1,000 lbs. 4.30 “

Separators come from Montreal F.O.B. supplier’s plant:
300 1b. lots $3.40 Per C 
500 “ 3.35 “

Tarif moyen de Welland à Springhill, poids minimum 20,000 lb., $2.37 par ch.

7,500 lb., 2.83 “
300 lb., 4.40 “
500 lb., 4.35 “

1,0001b., 4.30 “

Les séparateurs viennent de Montréal, f.à b. usine du fournisseur:
300 lb. $3.40 le charg.
500 lb. 3.35

Charg. inc. “

It is necessary to purchase electrolyte from 
Montreal (required at 1800 S. G. for plate 
pasting) in 30 ton car lots. This creates heavy 
stock conditions, but tank trucks (smaller 
lots) cost an additional 50%. It is necessary 
for Surrette to maintain their own equipment 
to unload Tank cans and transport in acid 
truck from nearest rail point Springhill Jet., to 
the plant in Springhill. Due to our location all 
of the above items have to be purchased in 
larger lots than would be the case if located 
in Central Canada and nearer supplies, hence 
the cost of maintaining inventories is an addi
tional cost factor. Each additional cost above 
plus additional freight costs on finished prod
uct generally has to be absorbed on our com
petitive lines as it is necessary to meet out-of- 
Atlantic producers selling price.

Il faut acheter à Montréal, par chargements 
de 30 tonnes, l’électrolyte nécessaire à l’empâ
tage des plaques (à 1800 g .s.). Ces envois 
encombrent notre entrepôt mais les expédi
tions par camions-citernes, donc en plus peti
tes quantités, coûtent 50 p. 100 de plus. La 
Surrette doit entretenir son propre matériel 
pour décharger les camions-citernes et faire le 
transport par camion à acide depuis la gare 
de chemins de fer la plus rapprochée, soit 
Springhill Jonction, jusqu’à l’usine de Spring
hill. Vu notre emplacement, nous devons 
acheter tous ces produits en quantités plus 
grandes que si nous étions établis dans le 
centre du Canada plus près des fournisseurs; 
le coût de renouveillement du stock est un 
élément supplémentaire qui s’ajoute au prix 
de revient. Il faut donc absorber chaque élé
ment du coût cité plus haut, plus les frais de 
transport pour les produits finis où il y a 
concurrence, car il faut concurrencer le prix 
de vente des producteurs hors Atlantique.
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Listed below are C.N.R. published L.C.L. 
rates per 100 lbs. in minimums of 300, 500, 
750 and 2000 lbs. shipments, Springhill to 13 
points within the Atlantic Provinces, also fol
lowing the C.N.R. rates are truck rates that we 
find necessary to ship by to overcome, where 
possible, freight costs. Our breakdown of ship
ments from the plant on the average run 
approximately 50% of shipments that go in 
the 300 lb. classification; approximately 25% 
in the 500 lb. classification and the balance of 
25% would be 1000 to 2000 lbs. and over. 
Piggyback shipments within the Atlantic 
Provinces are not used.

Le tableau ci-dessous donne les tarifs du 
Canadien National pour le trafic de détail, 
pour des envois minimaux de 300, 500, 750 et 
2000 lb., de Springhill jusqu’à 13 points des 
provinces atlantiques. Après les tarifs du 
C-N., on donne les tarifs par camion, là où 
c’est nécessaire d’utiliser ce mode de trans
port pour réduire les frais de transport quand 
c’est possible. Nos envois de l’usine se décom
posent comme suit en moyenne: 50 p. 100 
dans la classe de 300 lb., 25 p. 100 dans celle 
de 500 lb. et 25 p. 100 de 1000 à 2000 lb. et 
même plus. On ne se sert pas du transport 
rail-route à l’intérieur des provinces de 
■l'Atlantique.

C.N.R. L.C.L. 300 lb. lots
npnngnin to:

May 1966 
rate Cost

May 1967 
rate Cost

Feb. 1968
rati- Cost

St. John’s, Nfld.......................... ................. 2.33 6.99 2.47 7.41 3.88 11.64
Cornerbrook, Nfld.................... ................. 1.76 6.28 1.87 6.61 2.92 8.76
Sydney, N.S............................... ................. 1.45 4.35 1.60 4.80 2.22 6.66
Yarmouth, N.S.......................... ................. 1.70 5.10 1.87 5.61 2.40 7.20
New Glasgow, N.S................... ............................ 97 2.91 1.07 3.21 1.57 4.71
Lunenburg, N.S.......................... ................. 1.32 3.96 1.45 4.35 2.04 6.12
Truro, N.S.................................. ............................ 76 2.28 .84 2.52 1.41 4.23
Halifax, N.S............................... ................. 1.16 3.45 1.27 3.81 1.57 4.71
Moncton, N.B............................. ............................ 84 2.52 .92 2.76 1.41 4.23
Saint John, N.B......................... ................. 1.18 3.54 1.30 3.90 1.67 4.71
Woodstock, N.B........................ ................. 1.74 5.22 1.91 5.73 2.04 6.12
Campbellton, N.B..................... ................. 1.37 4.11 1.51 4.53 2.04 6.12
Chipman, N.B......................... ................. 1.32 3.96 1.45 4.35 1.67 4.71

Canadien National, charg. inc., par 300 lb.

De Springhill à:
Tarif 

mai 1966 coût
Tarif 

mai 1967 coût
Tariff 

fév. 1968 coût

St John’s (T.-N.)........................ ............ 2.33 6.99 2.47 7.41 3.88 11.64
Cornerbrook (T.-N.).................. .............. 1.76 6.28 1.87 6.61 2.92 8.76
Sydney (N.-É.)........................... ............ 1.45 4.35 1.60 4.80 2.22 6.66
Yarmouth (N.-É.)...................... .............. 1.70 6.10 1.87 5.61 2.40 7.20
New Glasgow (N.É.)................. ........................ 97 2.91 1.07 3.21 1.57 4.71
Lunenburg (N.É.)....................... .............. 1.32 3.96 1.45 4.35 2.04 6.12
Truro (N.-É.)...................................................... 76 2.28 .84 2.52 1.41 4.23
Halifax (N.-É.).......................... .............. 1.16 3.45 1.27 3.81 1.57 4.71
Moncton (N.B.)......................... .............. .84 2.52 .92 2.76 1.41 4.23
Saint John (N.-B.).................... .............. 1.18 3.64 1.30 3.90 1.67 4.71
Woodstock (N.-B.)................... .............. 1.74 5.22 1.91 5.73 2.04 6.12
Campbellton (N.-B.)................ .............. 1.37 4.11 1.51 4.53 2.04 6.12
Chipman (N.-B.)...................... .............. 1.32 3.96 1.45 4.35 1.67 4.71
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C.N.R. L.C.L. 500 lb. lots

May 1966 May 1967 Feb.1968

Springhill to: Rate Cost Rate Cost Rate Cost

St. John’s, Nfld................................. .......... 2.33 11.05 2.47 12.35 3.66 18.30
Cornerbrook, Nfld............................ .......... 1.76 8.80 1.88 9.40 2.76 13.80
Sydney, N.S...................................... .......... 1,36 6.80 1.50 7.50 2.10 10.50
Yarmouth, N.S................................. .......... 1.56 7.80 1.72 8.60 2.26 11.30
New Glasgow, N.S.......................... .......... 1.05 5.25 1.16 5.80 1.51 7.55
Lunenburg, N.S................................. .......... 1.26 6.30 1.39 6.95 1.94 9.70
Truro, N.S.......................................... .......... 1.05 5.25 1.16 5.80 1.34 6.70
Halifax, N.S....................................... ......... 1.11 5.55 1.22 6.10 1.51 7.55
Moncton, N.B.................................... .......... 1.05 5.25 1.16 5.80 1.34 6.70
Saint John, N.B................................ .......... 1.16 5.80 1.28 6.40 1.51 6.55
Woodstock, N.B................................ .......... 1.46 7.30 1.61 8.05 1.94 9.70
Campbellton, NB............................. .......... 1.41 7.05 1.55 7.75 1.94 9.70
Chipman, N.B................................... ......... 1.21 6.05 1.33 6.65 1.51 7.55
Charlottetown, P.E.I...................... .......... 1.08 5.40 1.19 5.95 1.34 6.70

C.N.R. L.C.L. 750 lb. lots No longer 75C# min.
On 1000 lbs. On 1000 lbs. This column 1000# min.

May 1966 May 1967 Feb.1968

Springhill to: Rate Cost Rate Cost Rate Cost

St. John's, Nfld................................. .......... 2.33 23.30 2.47 24.70 3.34 33.40
Cornerbrook, Nfld............................. ......... 1.76 17.60 1.88 18.80 2.52 25.20
Sydney, N.S...................................... ......... 1.22 12.20 1.34 13.40 1.91 19.10
Yarmouth, N.S................................. ......... 1.42 14.20 1.56 15.60 2.06 20.60
New Glasgow, N.S............................ .................... 83 8.30 .91 9.10 1.35 13.50
Lunenburg, N.S............................................ 1.11 11.10 1.22 12.20 1.70 17.00
Truro, N.S........................................... .................... 83 8.30 .91 9.10 1.20 12.00
Halifax, N.S........................................ .................... 96 9.60 1.06 10.60 1.35 13.50
Moncton, N.B............................ ............................. 83 8.30 .91 9.10 1.20 12.00
Saint John, N.B.................................. ......... 1.02 10.20 1.12 11.20 1.35 13.50
Woodstock, N.B................................. ......... 1.32 13.20 1.45 14.50 1.70 17.00
Campbellton, N.B....................................... 1.26 12.60 1.39 13.90 1.70 17.00
Chipman, N.B..................................... ........ 1.06 10.60 1.17 11.70 1.35 13.50
Charlottetown, P.E.I........................ .................... 80 9.00 .99 9.90 1.20 12.00

C.N.R.—L.C.L. 2000 lb. lots

May 1966 May 1967 Feb. 1968

Springhill to: Rate Cost Rate Cost Rate Cost

St. John’s, Nfld................................... ....... 2.33 46.60 2.47 49.40 3.17 63.40
Cornerbrook, Nfld............................. ........ 1.76 35.20 1.88 87.60 2.40 48.00
Sydney, N.S........................................ ....... 1.08 21.60 1.19 23.80 1.77 35.40
Yarmouth, N.S.................................. ....... 1.26 25.20 1.39 27.80 1.92 38.40
Now Glasgow, N.S............................ ...................79 15.80 .87 17.40 1.24 24.80
Lunenburg, N.S.................................. ....... 1.00 20. (X) 1.10 22.00 1.58 31.60
Truro, N.S........................................... ...................79 15.80 87 17.40 1.10 22.00
Halifax, N.S........................................ ...................86 17.20 .95 19.00 1.24 24.80
Monoton, N.B...................................... ...................79 15.80 .87 17.40 1.10 22. (X)
Saint John, N.B.................................. .................. 91 18.20 1.00 20.00 1.24 24.80
Woodstock, N.13................................. ........ 1.18 23.60 1.30 26.00 1.58 31.60
Campbellton, N.B.............................. ....... 1.13 22.60 1.24 24.80 1.58 31.60
Chipman, N.B.................................... .................. 96 19.20 1.06 21.20 1.24 24.80
Charlottetown, P.E.I........................ ...................83 16.60 .91 18.20 1.10 22.00
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De Springhill à:

Canadien National, charg. inc., par 500 lb.

Tarif 
mai 1966 coût

Tarif 
mai 1967 coût

Tarif 
fév. 1968 coût

Saint-Jean (T.-N.).......................... ........... 2.33 11.05 2.47 12.35 3.66 18.30
Comerbrook (T.-N.)..................... ........... 1.76 8.80 1.88 9.40 2.76 13.80
Sydney (N.-É.)............................. ........... 1.36 6.80 1.50 7.50 2.10 10.50
Yarmouth (N.-É.)........................ ........... 1.56 7.80 1.72 8.60 2.26 11.30
New Glasgow (N.-É.).................. ........... 1.05 5.25 1.16 5.80 1.51 7.55
Lunenburg (N.-É.)........................ ........... 1.26 6.30 1.39 6.95 1.94 9.70
Truro (N.-É.)................................... ........... 1.05 5.25 1.16 5.80 1.34 6.70
Halifax (N.-É.)................................ ........... 1.11 5.55 1.22 6.10 1.51 7.55
Moncton (N.-B.).............................. ........... 1.05 5.25 1.16 5.80 1.34 6.70
Saint John (N.-B.).......................... ........... 1.16 5.80 1.28 6.40 1.51 6.55
Woodstock (N.-B.)....................... ........... 1.46 7.30 1.61 8.05 1.94 9.70
Campbellton (N.-B.).................... ............ 1.41 7.05 1.55 7.75 1.94 9.70
Chip man (N.-B.).......................... ............. 1.21 6.05 1.33 6.65 1.51 7.55
Charlottetown (I.P.-É.).............. ............. 1.08 5.40 1.19 5.95 1.34 6.70

De Springhill à:

C.-N., charg. inc.

Pour 1000 lb.

Par 750 lb.

Pour 1000 lb.
Min.: 1000 lb.

(et non plus 750 lb.)

Mai 1966 Mai 1967 Février 1968

Tarif Coût Tarif Coût Tarif Coût

Saint Jean (T.-N.).......................... 2.33 23.30 2.47 24.70 3.34 33.40
Comerbrook (T.-N.)...................... 1.76 17.60 1.88 18.80 2.52 25.20
Sydney (N.-É.)............................... 1.22 12.20 1.34 13.40 1.91 19.10
Yarmouth (N.-É.).......................... 1.42 14.20 1.56 15.60 2.06 20.60
New Glasgow (N.É.).................... .83 8.30 .91 9.10 1.35 13.50
Lunenburg (N.-É.).......................... 1.11 11.10 1.22 12.20 1.70 17.00
Truro (N.-É.)................................... .83 8.30 .91 9.10 1.20 12.00
Halifax (N.-É.)................................ .96 9.60 1.06 10.60 1.35 13.50
Moncton (N.-B.)............................. .83 8.30 .91 9.10 1.20 12.00
Saint John (N.-B.).......................... 1.02 10.20 1.12 11.20 1.35 13.50
Woodstock (N.-B.)......................... 1.32 13.20 1.45 14.50 1.70 17.00
Campbellton (N.-B.)..................... 1.26 12.60 1.39 13.90 1.70 17.00
Chipman (N.-B.)............................ 1.06 10.60 1.17 11.70 1.35 13.50
Charlottetown (f.P.-É.)................ .90 9.00 .99 9.90 1.20 12.00

De Springhill à:

C.-N. , charg. inc., par 2000 lb.

Mai 1966 Mai 1967 Fév.1968
Tarif Coût Tarif Coût Tarif Coût

St. John’s (T.-N.)........................... ......... 2.33 46.60 2.47 49.40 3.17 63.40
Comerbrook (T.-N.)...................... ......... 1.76 35.20 1.88 37.60 2.40 48.00
Sydney (N.-É.)............................... ......... 1.08 21.60 1.19 23.80 1.77 35.40
Yarmouth (N.-É.)......................... ......... 1.26 25.20 1.39 27.80 1.92 38.40
New Glasgow (N.-É.)................... ................... 79 15.80 .87 17.40 1.24 24.80
Lunenburg (N.-É.)......................... ......... 1.00 20.00 1.10 22.00 1.58 31.60
Truro (N.-É.)................................. .....................79 15.80 .87 17.40 MO 22.00
Halifax (N.-É.)....................................................86 17.20 .95 19.00 1.24 24.80
Moncton (N.-B.)..................................................79 15.80 .87 17.40 1.10 22.00
Saint John (N.-B.)......................... .....................91 18.20 1.00 20.00 1.24 24.80
Woodstock (N.-B.)....................... .......... 1.18 23.60 1.30 26.00 1.58 31.60
Campbellton (N.-B.).................... .......... 1.13 22.60 1.24 24.80 1.58 31.60
Chipman (N.-B.j.......................... .....................96 19.20 1.06 21.20 1.24 24.80
Charlottetown (I.P.-É.)............... .....................83 16.60 .91 18.20 1.10 22.00
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There are points that are quoted above 
where we have found it much to our advan
tage to use truck transportation and the fol
lowing are rates to some of the same points 
as above:

Pour certains des endroits indiqués ci-des
sous, nous avions avantage à utiliser le trans
port par camion. Voici donc quelques-uns de 
ces tarifs:

Indépendant truck rate per 100 lbs. baaed on 300 lb. min.

May 1966 May 1967 Feb. 1968

Springhill to: Rate Coat Rate Cost Rate Cost

Truro, N.S...........................................................72 2.16 . 72 2.16 . 96 2.88
Halifax, N.S.......................IV.v............. 1.08 3.24 1.06 3.24 1.14 3.42
Moncton, N.B...................................................... 45 1.35 . 45 1.35 . 45 1.35
Saint John, N.B......................   1.00 3.00 1 00 3.00 1.20 3.60
Fredericton, N.B.........................  1.11 3.33 1.11 3.33 1.30 3.90
Charlottetown, P.E.1............................... 1.00 3.00 1.00 3.00 1.20 3.60

Indépendant truck rate per 100 lbs. baaed on 750 lb. to 5000 lb.
1000 lbs.

Springhill to:
Sydney, N.S.............
Yarmouth, N.S........
New Glasgow, N.S.
Truro, N.S................
Halifax, N.S.............
Monta». N il..........
Saint John, N.B. 
Charlottetown, P.E.I

Feb.1968

Rate Cost

1.40 14.00
1.65 16.50
.91 9.10
.91 9.10

1.02 10.20
.45 4.50

1.20 12.00
1.20 12.00

Moncton, N.B. Saint John, N.B. Charlottetown. P.E.I.
Min. charge $1.25 Min. charge $2.00 Min. charge $2.00

Tarifa des camionneurs indépendants, par 100 lb., min. de 300 lb. 

Mai 1966 Mai 1967 Février 1968

De Springhill à: Tarif Coût Tarif Coût Tarif Coût

Truro (N.-ÊJ......................................................72 2.16 . 72 2.16 . 96 2.88
Halifax (N.-E.)......................................... 1.08 3.24 1.08 3.24 1.14 3.42
Moncton (N.-B.)................................................. 45 1.35 . 45 1.35 . 45 1.35
Saint John (N.-B.).................................... 1.00 3.00 1.00 3.00 1.20 3.60
Fredericton (N.-B.).................................. 1.11 3.33 1.11 3.33 1.30 3.90
Charlottetown (Î.P.-É.)........................... 1.00 3.00 1.00 3.00 1.20 3.60

Tarifs des camionneurs indépendants, par 100 lb., envois pesant entre 750 lb. et 5000 lb.
Par 1000 lb.

Fév. 1968

De Springhill à: Tarif Coût

Sydney, N.Ê...................................................................................................................... 1.40 14.00
Yarmouth, N.É....................,........................................................................................... 1.65 16.50
New Glasgow, N.Ê................................    .91 9.10
Truro, N.É. ............................................................................................. 91 9.10
Halifax. N.Ê...................................................................................................................... 1.02 10.20
Moncton, N.B................................................................................................................................ 45 4.50
Saint John, N.B................................................................................................................. 1.20 12.00
Charlottetown, I.P.É..............................   1.20 12.00

Moncton (N.-B.) Saint-Jean (N.-B. Charlottetown (I. P.-Ê.)
Frais min. $1.25 Frais min. $2.00 Frais min. $2.00
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Taking the above 300 lb. rate over the three 
periods quoted and working it out against 
average shipment in units of 8 per shipment, 
a few examples of increased cost over this 
period follow on shipments of finished prod
uct to distributors.

Considérant le tarif pour 300 lb. au cours 
des trois périodes indiquées et l’appliquant à 
un envoi moyen de 8 imités, voici quelques 
exemples de l’augmentation des frais durant 
cette période pour l’envoi de produits finis au 
distributeur.

C.N.R.—L.C.L.

St. John’s, Nfld..................
Sydney, N.S........................
Halifax. N.S........................
New Glasgow, N.S............
Moncton, N.B.....................
Saint John, N.B.................

By Truck Arrangement
Truro, N.S...................
Halifax, N.S................
Moncton, N.B..............
Saint John, N.B..........
Charlottetown, P.E.I,

May 1966 cost Feb. 1968 cost
per Battery per Battery

87}< per unit 
51* per unit 
44# per unit 
36ii per unit 
31}é per unit 
46Jc per unit

271 per unit 
40)1! per unit 
17é per unit 
37}i per unit 
37}< per unit

1.45} per unit 
.83} per unit 
.58} per unit 
.58} per unit 
.52} per unit 
.58} per unit

.36 per unit 

.42} per unit 

. 17 per unit 

.45 per unit 

.45 per unit

C.-N.—Charg. inc.
Mai 1966, coût 

unitaire
Février 1968, coût 

unitaire

St-Jean (T.-N.)......................
Sydney (N.-É.).................. .
Halifax (N.-É.)......................
New Glasgow (N.-É.)..........
Moncton (N.-B.)....................
Saint-Jean (N.-B.)...............

Par camion
Truro (N.-É.).................
Halifax (N.-É.).............
Moncton (N.-B.)...........
Saint-Jean (N.-B.).......
Charlottetown (I.P.-É)

87 }c. par accu. 1.45} par accu
51c. .83}
44c. “ .,58}
36}c. U .58}
31 }c. “ .52}
46 }c. “ .68}

27c. par accu. .36 par accu.
40jc. .42}
17c. u .17
37 }c. .45 "
37 }c. ** .45 “

Average additional cost per unit May 1966 
to Feb. 1968 would be 350 per unit. Taking all 
points into consideration against all prepaid 
shipments within the 4 Provinces have cost us 
approximately $11,550.00 from September 
1967 to September 1968. This is a net result of 
the freight increase to this firm. This will 
further increase as volume escalates. This 
extra cost cuts directly into potential net 
income, creates less reserve for expansion of 
facilities and certainly discourages wage 
increases, which drive us further from the 
competitive market.

We have been requested by distributors to 
quote batteries for the Churchill Falls project. 
All quotations must be landed St. John’s, 
Nfld. (dockside) or Montreal, Que. (dockside). 
To compete in this market we have to absorb 
freight to either point against our competitors

Les frais supplémentaires, de mai 1966 à 
février 1968, seraient en moyenne de 35c. 
l’unité. Le paiement d’avance des envois 
expédiés sur tous les points d’expédition des 
quatre provinces nous a coûté environ $11,550 
de septembre 1967 à septembre 1968. C’est la 
hausse nette des frais de transport que la 
firme doit assumer. Et ils continueront d’aug
menter en proportion du volume. Ces frais 
supplémentaires grugent directement notre 
revenu net éventuel, diminuent les réserves 
qui pourraient être affectées à l’expansion de 
nos établissements et nous dissuade évidem
ment d’augmenter les salaires, ce qui nous 
écarte davantage du marché compétitif.

Des distributeurs nous ont demandé de sou
mettre des prix pour accumulateurs pour le 
projet des chutes Churchill. Pour toute sou
mission, il faut tenir compte du transport jus
qu’au port de Saint-Jean (T.-N.) ou de Mont
réal (P.Q.). Pour soutenir la concurrence, il
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absorbing freight from Toronto (Metro) or 
Drummondville or Sherbrooke to Montreal. 
This is a direct loss of potential profit.

C.N.R. rail has advantages over trucks at 
many points as they have direct handling in 
areas within the Atlantic Provinces. There 
are quite a few points to which we have not 
been able to obtain trucking as an alternative, 
Newfoundland being one area, Northern New 
Brunswick also is very difficult to obtain any 
trucking services. C.N.R. service has im
proved considerably to Newfoundland points 
in the past 12 months, although to other 
points such as Northern New Brunswick, we 
have not noticed any appreciable cut in time 
lag on shipments.

To points such as Moncton, Saint John, 
Fredericton, Truro and Halifax we have 
found it much to our advantage to ship via 
truck. Generally to all these points the truck
ers pick up in the late afternoon and delivery 
is prior to noon the next day. Also our com
parison sheet shows a price advantage via 
truck so we have a cost factor plus time sav
ing, to our customers.

Any consideration to stabalize the freight 
rates at the 1966 or mid-point 1966 to 1976 
rate for shipments within the Atlantic Prov
inces would certainly assist small businesses 
in competing for our local Atlantic market.

Respectfully submitted by: 
SURRETTE BATTERY CO. LTD. 

P.O. BOX 2020, SPRINGHILL, N.S.

Feb. 18, 1969.

faut ici absorber les frais de transport jusqu’à 
l’un ou l’autre point contre nos concurrents, 
de Toronto (et banlieue), Drummondville ou 
Sherbrooke à Montréal.

Le Canadien-National l’emporte sur les 
camions à bien des endroits puisqu’il peut 
manutentionner directement les marchandises 
à certains points des provinces atlantiques. A 
plusieurs endroits, nous n’avons pu nous 
rabattre sur le camionnage comme solution de 
rechange, à Terre-Neuve, notamment. Le 
transport par camion est également difficile à 
obtenir dans le nord du Nouveau-Brunswick. 
La Canadien-National a amélioré considéra
blement son service qui dessert certaines 
localités de Terre-Neuve, au cours des douze 
derniers mois, bien que pour le transport à 
certains autres points, comme dans le nord du 
Nouveau-Brunswick, nous n’avons relevé 
aucune réduction sensible des délais 
d’expédition.

Pour Moncton, Saint-Jean, Fredericton, 
Truro et Halifax, par exemple, nous avions 
avantage, avons-nous constaté, à expédier par 
camion’. Pour toutes ces villes, en général, les 
camionneurs prennent leur chargement à la 
fin de l’après-midi et la livraison se fait avant 
midi le lendemain. Nos tableaux comparatifs 
dénotent aussi un meilleur prix par camion; il 
y a donc économie de prix et économie de 
temps pour nos clients.

Toutes mesures visant à stabiliser le tarif 
des frais de transport au taux de 1966 ou à ce 
qu’il était entre 1966 et 1967 sur les envois 
faits à l’intérieur des provinces de l’Atlanti
que aideraient certainement les petits com
merces à supporter la concurrence pour le 
marché local de l’Atlantique.

SURRETTE BATTERY CO. LTD., 
Boîte postale 2020, Springhill (N.-É.)

Le 18 février 1969














