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ABSTRACT

The effects of transportation systems on community development is
controversial and the use of transportation systems by governments is a
sensitive area in public policy. This thesis examines the Arctic Air
Facilities Policy of the federal government and analyses its relationship
to the Keewatin Region of the Northwest Territories. Essentially the
thesis tests the hypothesis that the Arctic Air Facilities Policy is bene-
ficial to the communities of the Keewatin.

Air transportation has been a major element in life in the Canadian
Arctic for many years and has been subject to a number of determinants -
technological, commercial, military and industrial. Government involve-
ment in the Arctic has shifted in the past few decades to a more inter-
ventionist stance towards comprehensive Arctic development. The evolution
of governmental air transport policy and the nature of overall Arctic
public policy was described to place the Arctic Air Facilities Policy in
its proper context.

The social-economic milieu of the Keewatin was examined to identi-
fy its essential community characteristics. The importance of external
forces to the development of the region was seen to be substantial and
the strategic importance of air transportation with its year-round useful-
ness emerged. The difficulties of air transport operation in a northern
region of this type were shown to be considerable. The communities of
the Keewatin are populated by Inuit and white people. While the inuit

are relatively disadvantaged in the -ocio-economic sense their culture re-



mains a vital part of Keewatin life and their way of life has a long his-
tory of response to a variety of external impacts. The white population,
although small in number dominates the highly skilled employment in the.
region and is characterized by short-term residency.

The relationship between the Arctic Air Facilities Policy and the
communities in the Keewatin was viewed from a number of perspectives but
emphasis was placed on the public interest in terms of the Keewatin com-
munities. With regard to the effects that the Policy would have on the
Keewatin a three-pronged evaluation was conducted. The Policy was evalu-
ated in terms of its impact on air transportation performance, economic
activity, and the quality of life in the Keewatin.

The analysis conducted revealed a wide range of results. The
Policy provides the potential for significant improvement in.the dependa-
bility, capacity and efficiency of the air transportation available in
the Keewatin. However, the policies and practices of the air carriers
in the region have often been determined independently of the Policy.
Also, the situation of the third level air carriers operating in the Kee-
watin is critical in terms of competitive conditions and escalating oper-
ating costs.

With respect to direct economic effects the Policy is not likely
to have a large quantitative impact on the region. However, the focus on
training and local hiring appears to be well suited to the needs of the
Keewatin. While the Policy is Ijmited in terms of providing direct bene-
fit in areas such as income generation and reduction in the cost of living
it has additional implications for significant economic activity in the
region such as pipeline construction or mineral development. With regard

to the quality of life the Policy offers significant promise for the resi-



dents of the region. Improvements in medical care, the potential for in-
creased participation in the education system are two obvious advantages.
Furthermore the prospects for the future of the Keewatin would be enhanced
through the potential that would exist for increased social, cultural and
political contacts between the scattered communities in the Arctic. It
is likely that the Arctic Air Facilities Policy will encourage the reso-
lution of a land claim settlement between the federal government and the
Inuit in the Keewatin. Besides quaranteeing the material needs of the
white population the Policy would encourage more white people to consider
long term residence in the region. A comparison of the probable community
development effects of the Policy with those which could be expected to
evolve in the absence of the Policy was overwhelmingly in favour of the
application of the Policy.

In conclusion the hypothesis of the thesis was supported; the
Arctic Air Facilities Policy appears on balance to be po;itive in its
probable effects on the communities of the Keewatin. For best implementa-
tion it needs to be integrated with other public policies supportive of

the Keewatin and the Arctic.
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CHAPTER |
INTRODUCTION

The relationship between transportation and development is funda-
mental in Canada's history. This relationship is especially vivid in the
Canadian Arctic where transportation has always been an integral part of
the way of life. During the past few decades, people in the Arctic have
experienced a number of impacts and the federal government has responded
with several policies aimed at controlling the development taking place.
In 1974 the federal government instituted the Arctic Air Facilities Policy]
to upgrade airport facilities in the Yukon and Northwest Territories,

This policy, while directed primarily to guarantee each Arctié s;tt]ement
containing at least one hundr%d residents, a year round, regulaf and reli-
able air service is also intended to achieve other objectives of a wide
ranging nature. This thesis‘examineé the relationship between the Arctic
Air Facilities Policy and community development in the Keewatin Region of
the Northwest Territories. Essentially the thesis examines the hypothesis
that the Arctic Air Facilities Policy is beneficial to the communities of
the Keewatin. The thesis will not only seek to determine fact but also
will attempt to evaluate the benefits with consideration to their nature
and direction and with sensitivity to the possibly conflicting value
systems of the populations involved.

In areas such as the Canadian Arctic - lying north of the sixtieth

]The Arctic Air Facilities Policy is described in Appendix A.



degree of latitude, terms such as transportation and development assume
special dimensions. The chief constraint in the Arctic is the climate
which has always exercised a major influence on northern life. The Arctic
climate is characterized by long, cold winters and short, cool summers.
As one proceeds north, the hours of daylight are reduced during the winter
months and increased during the summer to the extent that beyond the
Arctic Circle there is a period of continuous daylight and of continuous
darkness near the two so]stices,2 Also the Arctic is far more vulnerable
to atmospheric disturbances than southern areas.3 Weather has always
been one of the major factors hindering Arctic development and any plans
for future development will require a detailed knowledge of its charac~
teristics and its effect on man and his activities.

In an ecological sense the Arctic environment is extremely fragile.
The presence of permafrost has created a number of construction;challenges
which can only be overcome with a substantial increase in costs. In fact,
the environment, especially in the Eastern Arctic, is a limiting one which
permits little or nothing in the way of forestry or agricultural development.

In the Arctic, the majority of the people are of Indian, Metis and
Inuit origin. Many of these people are deprived in an economic and social
sense in comparison with the rest of the Canadian population. Issues

such as the need to retain their identity through the maintenance and

2F° Ken Hare, '"The Atmospheric Environment of the Canadian North,!!
in Arctic Alternatives, ed. Douglas H. Pimlott et al (Ottawa: Mail-0-Matic
Printing, 1973), p. 253.

3

hF,W. Benum, '"Meteorotogical Services in the Arctic," in Arctic
Transport: Proceedings of the Arctic Transportation Conference - Yellowknife,
N.W.T. Decempber 8 & 9, 1970, 3 vols. (Ottawa: Information Canada, February 1,

1971), 2:4i5,

Ibid.
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strengthening of their cultures plus the desire of the native people to

play a meaningful role in northern development have yet to be fully resolved.
The white population in the Arctic provides much of the expertise essential
to present economic development. The adjustment of both the native and
white populations to current circumstances in the Arctic is an issue of
major consequence.5 The fact that the population is small and largely dis-
persed among a number of widely scattered settlements has presented a number
of additional challenges to development along with those previously men-
tioned.

The problem of imbalances and distance in the Arctic accentuates
the importance of transportation. The dependence of the area on the flow
of goods and expertise from the south has been gradually increasing. This
flow largely moves in one direction only, as there hasAnot yet been a cor-
responding increase in the amount of goods being shipped from tEe north to
the south. The resultant excess capacity, when combined with tbe lack of
a substantial market and the ﬁatural constraints of the region, has helped
to make Arctic transportation a very complicated concern. The dependence
of the Arctic on transportation has increased demands for an improved
transportation infrastructure in the Arctic. The pressure has been great-
est for an upgrading of air transportation in the Arctic on account of the
fact that this is the only mode which can guarantee a year-round, regular
and reliable transportation service to a vast majority of the communities
located in the region. The issue of improving transportation infrastruc-
ture is one that has critical significance for the future of the area and

its people.

5A.A° MacKinnon and é]Fred H. Neufeld, Project Mental Health: A
Study of Opinion North of 60°. (Saskatchewan: Marcotte Research Center,
1972), p. 1.
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Increased transportation capacity may have widely divergent effects
on development in a particular area. In the past, the most desired effect
often revolved around the issue of economic development. Based on this ob-
jective, one could calculate the economic potential in terms of present
value, of rather narrowly defined regions in order to put an upper bound on
justifiable capital expenditures needed to realize the calculated poten-
tial.6 Economic impacts such as employment creation, income generation and
amelioration of the cost of living could provide the criteria needed to
assess the worth of transporéation investment in a particular area. More
recently, transportation improvements have been cited as having important
positive effects on political unity, social cohesion, and development,
occupational specialization and human attitudes.7 However, the extent and
scope of external or developmental effects of transport have been increasing-
1y questioned.8 There is an increased awareness that, besides the possibi-
ity of waste inherent in transport projects, an improved transportation
system might have adverse effects on overall development, espedfai]y in
environmental terms, in a particular area. Also, transportation expendi-
ture may be a necessary but not sufficient basis for development and may re-
quire supportive measures and policies. VWhile there is much disagreement
about the benefits that transportation can bring to an area, there seems to
be a consensus that in developing regions or tountries, transportation re-

9

quires more precise and comprehensive analysis and planning effort.

6G. Wilson, ''The Role of Transportation in Regional Economic Growth,"
in Transportation and Regional Development, eds. E.W. Trychniewicz and P. Tangri
(Winnipeg: Center for Transportation Studies, University of Manitoba, 1970), p. 55.

Tibid., p. bh.

8K.w. Studnicki - Gizbert, Transport Policy - Theory and Practice (n.p.,
1975), p. 7.

9J. Heads, The Economic Basis for Transport Studies (n.p., 1975),
pp. 40-41.
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Transportation and Development in the Northern Regions of

Circumpolar Countries

The important consideration in an analysis of the relationship
between transportation and development seems to lie with the particular
social, economic and political realities which exist in an area. It is
widely acknowledged that the U.S.S.R. has the most extensive planning
relative to northern development and transportation in the world. Vast
improvements are being made in the road, rail, marine and air facilities
in the north. It is the intention of the Russian government to utilize
aircraft as the prime mover of commodities from the Arctic region into
the central Siberian area, including the movement of ore and concentrates
with aircraft such as the Antanov 22, a large turbo-freighter. The U.S.S.R.
has a number of objectives for Siberia ranging from defence, resource ex-
ploitation and population settlement.lo One objective of their national
policy is to attempt to move people across the Urals into Siberia. By
the year 2000, forty per cent of the population is to be shifted east of
the Ura]s.]]

In so far as the Fennoscandanavian countries are concerned, there
has been a wide rénge of achievement with respect to transportation and
development. In Norway, the transport network is well developed on a
north-south basis with superior air services and facilities.]z Rail,
marine and certain highway movements are subsidized to support commodities

in the export market or to equalize transportation costs throughout the

IOArthur V. Mauro, ''Transportation and Northern Development,'!
(Winnipeg: Northern Transportation Commission, 1971), p. 13.

Mipid., p. 12.

1214id., p. 7.
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country. This transport infrastructure has helped to make possible a
situation where the northern population has remained relatively stable
for many vears.

In Finland, the entire country lies beyond the 60th degree of
latitude. The transportation system is well developed, especially the
rail and road networks. However, from the south of the country north-
wards, the pre-conditions for economic activity in general deteriorate.lq
Northern Finland has been overpopulated for its level of economic develop-
ment.]5 The development of Northern Finland revolves around the question
of whether or not the government will support increased economic expan-
sion in the area. The transportation system in Northern Sweden is also
well developed especially in regard to rail, road and marine facilities.
However, like the situation in Finland, there is a need for policy formu-
lation with regard to northern.development. In the absence of ﬁhis direc~
tion, the situation in Northern Sweden can be characterized as one of
"encouraged depopulation."]6

In Greenland, both marine and air transportation services are

17

operated at a considerable deficit which is increasing annually. The

BBibid., p. 5

IAMarui Polomaki, '"The Development of Economy and Population in
Subarctic Finland Since World War!!," in Developing the Subarctic,
ed..John Rogge, (Winnipeg: Department of Geography, The University of
manitoba, 1973), p. 35.

ISReyo Helle, '"The Correlation Between Service Facilities and
Population Growth in a Sparsely Settled Region,'" in Developing the
Subarctic, ed. Rogge, p. 125,

]6Peter Laut, "Agricultural Research in the Northern Margins of
the Ecumem,' in Developing the Subarctic, ed. Rogge, p. 66.

]7Department of the Secretary of State, Translation Bureau,
Briefing to the Minister of Greenland, from the Greenland Council, 1976.
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transportation system is faced with an immense problem trying to supply
essential services to a number of small, widely dispersed communities.

To alleviate this difficulty, the government is planning on replacing
expensive helicopter operations with the more economical Dash 7 aircraft.
The overall objective is the concentration of population in the larger
centres.

In Alaska, air transportation is highly developed and perhaps taken
for granted in their way of life in much the same fashion as public uti-
lities such as telephone and sewage service.]8 There are abdut fifteen
hundred airfields used on a reqular basis throughout the state. Heli-
copters are widely used especially for resource exploration and develop-
ment work. Alaska has adopted a system for priorizing the selection of
airport projects to be provided by the state. The system involves a
number of variables which are then weighted for each community being eval-
uated - communities having a population of seven hundred and fifty people
or more are not included because these particular places already have
adequate airport facilities. The criteria for weighing the variables is
based on the level of dependence on air transportation shown by the par-
ticular community. The variables include the following: population,
alternative-year round methods of t;;nsportation, distance to the nearést
trunk airport, industry in the community, school attendance, class of
post office, status of the community, air carrier service, a tie variable,
and a percentage change in population over the past decade. These ten

variables form the basis for a ranking of communities on the basis of

]8James Moody, Chief Planning Engineer, Department of Public
Works, State of Alaska, 6 January, 1977, personal letter.
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expressed dependency on air transportation. The following quotation
explains the objective:

It is felt that with such a pfiority system established, it will

be more possible to plan for balanced economic development through-

out the state. The construction and improvement of secondary

airports in remote areas will have the immediate effect of pro-

viding adequate emergency and dependable transportation for all

peoples of the state. This will in turn stimulate the local economy

by making feasible input and output of goods and services, thereby

integrating otherwise subsistence economies into the more poten-

tially productive state economy.20

In Canada, geography dictated from the beginning that transpor-
tation was to be a vital concern. The Canadian Pacific Railway was built,
along with other railroads, in the first part of the 20th century to ful-
fill Canada's promise as a political, economic and social union. In so
far as the regional problem - that is the relative economic health of the
~ different regions of the country - was regarded as a factor of distance,
transportation and transportation rates both become a cause of and a cure
for regional weaknesses.ZI In the Arctic, the vastness of the land com-
{

bined with a harsh unpredictable climate has made transportation an im-
portant if hazardous operation. This was reflected in the early history
of the Inuit when mobility really meant the difference between life and
death. In the 20th century, the saga of the bush pilot helped to roman-
ticize a vital component of Arctic life. The installation of airport

facilities for defence purposes during and after World War 11 provided

the essential boost that air transportation needed in the Arctic. Besides

]9State of Alaska, Department of Public Works: Division of
Aviation, Alaskan Community Ranking for the Development of an Air
Transportation System, November 1974 ed., with an Introduction to the

1971 ed. (n.p. 1974), p. 2.
' 2

Otbid., p. 2.

2]Howard J. Darling, An Historical Review of Direct Transport
Subsidies in Canada (n.p., 1975}, p. 10.
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allowing for intensive resource exploration and development work, air

transportation began to play an important role in northern 1ife styles.

The Keewatin Region

The area under study in this thesis is the Keewatin Region in the
eastern part of the Northwest Territories. This term normally refers to
one of the four political divisions of the Northwest Territories; however
for our purposes, the term Keewatin Region is outlined in Figure 1 on the
previous page. In this study, the names Keewatin and Keewatin Region will

be used synonymously. In comparison with the other regions of the North-
west Territories, the Keewatin while a distinct region, faces similar
problems; for example, extreme climate and scattered population have also
worked to the detriment of transportation and development in the area.
The proximity of Hudson Bay has had a major impact on Eoth deve}ppment aﬁd
transportation in the Keewatin. All of the settlements in the region are
located on Hudson Bay with the exception of Baker Lake which isfconnected
to it by the Chesterfield Inlet as outlined in Figure 2. The access to
water allows marine resupply to take place from Churchill, Manitoba for
about three months of the year. The Hudson Bay has had on occasion, an
adverse impact on the weather thus disrupting transport navigation in the
area,

The Keewatin is somewhat isolated. One reflection of this is the
fact that the area has not yet been exposed to significant resource ex-
traction. The population of the area is relatively homogeneous in that over
80% of the population in the settlements of the Keewatin are of lnuit ex-
traction (See Table 1 ). The population of the region is almost totally

contained in eight settlements, namely Baker Lake, Chesterfield Inlet,
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Coral Harbour, Eskimo Point, Rankin Inlet, Whale Cove, Repulse Bay and
Saqiki]uaq. This thesis will be concerned with the first six of these
communities. The explanation for the omission of Repulse Bay and Sanikiluag
lies in the fact that both are located a considerable distance from the rest
of the Keewatin and are thus isolated from them. In an economic sense,

the six communities have a great deal in common. To an overwhelming degree,
the economic livelihood of the communities revolves in a direct and in-
direct fashion around government expenditure. The best available illustra-
tion of this fact is a breakdown on the type of employment available in

the various settlements of the Keewatin.22 While a number of cottage in-
dustries, private business concerns, co-operatives, fishing enterprises

do operate, few could do so without direct government assistance. The
Keewatin region is future-orientated in the sense that many local residents
are anticipating a time of unprecedented prosperity. Some of the people
point to the prospect of the Polar Gas Pipeline being constructgd through
the western part of the regioh.z3 Others stress the tremendousjmineral
potential lying in the interior of the Keewatin Region.zq One cause for
optimism, especially with young Inuit Leaders, is the prospect of a Native
Land Claims Settlement.25 These people point with enthusiasm to the huge
quantities of gas discovered in the High Arctic Islands reflecting in turn

on the gas shortages in the United States. The fact that the Federal

22506 Table 11 in Appendix B.

23

‘ ZQW.W. Shilts, Geologist for the Keewatin Geological Survey of

Canada, personal letter.

25Northwest Territories, Legislative Assembly, Legislative Assembly
Debates, 59th Session, 8th Assembly, 28 May, 1976, p. 532.

Rankin Inlet Times, 17 November 1975, p. 1.
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Government has agreed that a land claim settlement will be made26 with
the Inuit has encouraged many of the Inuit. The precedent set in Alaska,
where a large financial settlement was made with the native people prior
to the development of the oil resources in the state, is the basis for
further enthusiasm.

The Keewatin Region has a number of problems and prospects which
are quite unique to the area, yet the Region is, nevertheless, illustra-
tive of Arctic realities. These facts plus the author's opportunity to
spend time in the area explain the choice of the Keewatin communities

as the basis for this thesis.

The Arctic Air Facilities Po]icy

This po]i’cy27 prescribes a system for c]assifying Arctic airports
according to their community néeds. Classification levels of A;'B and C
are based on the population and anticipated economic potential of the
affected community, plus the present structure of air service belng pro-
vided and the availability of other means of transport to the area. For
each classification level, a detailed package of airport facilities is
described which can be further refined to suit the special needs of a
particular site. The development of the Arctic Ajr Facilities Policy
was in direct response to the need expressed for an upgrading of the
level of Arctic air transportation by residents of the north, air carriers

and users of the air transport system.

The Arctic Air Facilities Policy is very significant for a number

6Nunavut A Proposal for the Settliement of Inuit Lands in the
Northwest Territories (n.p., 27 February, 1976).

27

See Appendix A.
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of reasons. The Policy represents the largest single investment of funding
ever made in the Northern Territories’28 It is especially significant
that major funding has been provided for the installation of air trans-
port infrastructure to realize government objectives in the Arctic. In
fact, the policy describes a major committment of Transport Canada funding
and energies to provide a transportation infrastructure which will be
superior to that which exists in many other parts of Canada. The Arctic
Air Facilities Policy provides a necessary basis for further government
efforts tc ensure "a regular and reliable air service' to communities in
the Northern Territories. Finally while the policy represents an approach
to the realization of federal government objectives for the Northern
Territories, the Arctic Air Facilities Policy has obvious applicability

to other remote regions of Canada.

The thesis is organized in the following way: The first:chapter
outlines the essentials of the issue namely: an overview of the;relationﬂ
ship between transportation and development; introduction to thé region
being studied plus a brief description of the Policy itself; and finally
a rationale for the thesis itself. Chapter Il will provide a perspective
for the Policy by describing its evolution. Chapter 111 will detail the
socio-economic situation as it presently exists within the six communities
of the Keewatin Region. Chapter !V will discuss the relationship between
the Arctic Air Facilities Policy and community 1ife. Chapter V will evalu-
ate the Policy in terms of air transportation performance. Chapter VI
will evaluate it with regard to its economic impact on the Keewatin while
Chapter‘VlI will analyze it in terms of its impact on the 'duai?ty of lifet

in the region. Chapter VIIi presents an analysis of developmental alter-

28G. Elliott, Transport Canada, personal letter.
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natives to meet the needs of the communities of the Keewatin. Finally
Chapter IX will give a concluding assessment of the Policy and its appli-

cability to remote areas like the Keewatin.
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CHAPTER 11

THE EVOLUTION OF THE ARCTIC AIR

FACILITIES POLICY

Air transportation in the Arctic reflects a number of determinants
in its development. Also the Arctic Air Facilities Policy is a relatively
new type of ingredient in Arctic development. A concise historical account
of these relationships will be presented in this chapter. In this way

the Arctic Air Facilities Policy may be seen in proper perspective.

The Arctic and Transportation Deve!opment29

The Arctic Air Facilities Policy was instituted in response to
criticism of an air transportation system that had evolved by Ehe 1970's
into a major force in the deveiopment of the Northwest Territories and
the Yukon. The growth in Arctic air transportation, especially in the
Western Arctic, was due to several influences. A number of technological
advances allowed air transportation to overcome some of the natural con-
straints of the Arctic. Resource exploration and development had pro-
vided an important impetus to the expansion of Arctic air transport.
Defence considerations had resulted in the constructfon of a sizable part
of the air transport infrastructure presently in existence in the Arctic.

Commercial aviation had long played a significant role in opening up the

29See Appendix C for Chronology of Transportation Development
in the Arctic. :
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Arctic. Finally the Fedéral Government especially, in the last few de-
cades, had developed into the key influence behind the air transportation
system as it presently exists in the Arctic.

Techonological innovation has accomplished a great deal in over-
coming constraints such as the climate, distance, inaccessibility, rough
terrain and the sparseness of settlement which have always been key con-
siderations in the Arctic. The fact that in the 1920's airplanés could
be equipped with floats and skis made the Arctic accessible during both
the summer and winter months.30 The use of heavy piston-engined freighters
after the Second World War with large carrying capacity, increased range
and four-engined power increased the pétentia] of Arctic air transport
to carry more people and freight on longer journeys with greater safety
than had ever been possible in the past. The introduction of turboprops
and jets in the late 1960's and 70's has further increased the advantages
of the heaVy piston-engined freighter with the additional benefit that
these tybes of airplanes do not have the trouble starting in inclement
weather that earlier types sometimes faced. The De Havilland Twin Otter
with its ruggedness and STOL (Short Take-off and Landing) capabilities
has seen a great deal of service in the Arctic. '

In an area like the Arctic the development of navigation and
approach aids is critical for air transport safety. The availability of
private, portable approach and navigation aids during the 1970's increased
the safety factor. Also the introduction of the Global Navigation System

has allowed aircraft to fly longer routes with reliable accuracy. In the

3OJoe L. Courtney, Northern Air Transportation Study, 2 vols.
(0Ottawa: Government of Canada, May 1971), vol. 2: System Analysis,
p. 14,
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near future a number of possibilities exist. The Omega Navigation System
will provide a navigation system with increased accuracy and lower costs.
Aircraft with longer ranges, greater carrying capacity and STOL charac-
teristics seem likely in the next several years.

Resource exploration and development was an important element in
the early development of Arctic air transport and has again become signi-
ficant during the last several years as a major reason for the use of air
transportation. In 1921 Imperial 0il used the first airplanes in the
Arctic when it commissioned two Junkers ajrcraft to explore for oil in

31

the Western Arctic. Further explorations for oil and minerals financed
the beginnings of a rudimentary air transportation capability in the
Arctic. One of the facets.of this capability was the creation of a new
breed of pioneer, the "bush pilot' who later played a critical role in
the provision of services such as mail to northern residents and was in-
strumental in the growth of commercial aviation in the north. Resource
companies stepped up their use of air transportation in the Arctic during
the late 1960's in their search for minerals and fossil fuels. Many of
these companies have purchased or leased their own aircraft to the detri-
ment of the commercial air carriers operating in the Arctic. However,
despite this, the resource companies have provided a major impetus to the
economy of the north and have contributed to the demand for an expanded
transportation infrastructure in the Arctic.

In the past, military considerations have had an important in-

fluence on the establishment of air transportation facilities in the Arctic.

3]Lawr’ence F. Jones, George Lonn and Specialists of the North,
Pathfinders of the North, (Toronto: Pitt Publishing Co. Ltd., 1970),
p. 139.
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The construction of airports in northern Canada to form staging routes
during the Second World War provided the potential for year round air
transportation into many settlements. Airport installations bujlt at
Churchill, Coral Harbour, Fort Chimo and Frobisher Bay were later to be-
come the focal points of air transportation development in the Eastern

32 ‘

Arctic. In the 1950's the frontiers of air transport were rolled back
further when a number of Arctic airstrips were constructed for the Dis-
tant Early Warning defence instaliation,33 This project served as a cata-
lyst for Canadian aviation as two-thjrds of the total air freight tonnage
was transported by Canadian commercial aviation.34 The role of the mili-
tary in»the development of transportation infrastructure for the Arctic
has undergone a significanf decline as military elements in public policy
generally have been minimized.

Commercial aviation began in the Arctic in 1924 and by 1929 was
firmly established in the north.35 By the 1950's three air routes into
the north had been developed in a north-south direction; following the

natural lines of supply from Southern manufacturing or population centres

to distribution centres in the north.36 Each of the following cities

32Courtney, System Analysis, p. 15,

33Jones, Lonn and Specialists of the North, Pathfinders of the
North, p. 149,

3l“Courtney, System Analysis, p. 15.

3 Frank H. El1is, "Commercial Flying Hits Its Stride, 1924-1929,"
in Canada's Flying Heritage, (Canada: University of Toronto Press, 1954),
p. 235,

36K° P. Peiffer, "Air Transport in Northern Canada,' in Arctic
Transport: Proceedings of the Arctic Transportation Conference -
Yellowknife, N.W.T. December 8 ¢ 9, 1970, 3:286.
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were established as route supply points: Montreal served Fort Chimo,
Frobisher Bay and Resolute Bay; Edmonton served Yellowknife, Inuvik and
Cambridge Bay; while Winnipeg served Churchill and the communities of the
Keewatin. All three routes developed to the point where they are an in-

tegral and important part of life in the north and are essential to North-

37

ern development. Each one of the routes is served by a regional air
carrier plus a number of smaller operations. Each of the regional air
carriers, namely Pacific Western Airlines, Nordair and Transair, grew from
a charter operation into a substantial regional airline. However by the

end of the 1960's their operations into the Arctic were restricted by the

lack of airport facilities located in the region.

Government Intervention in the Arctic

Government intervention on a substantial scale is a recent pheno-
menom in the Arctic. This new policy was reflected in a speech, made in
1972, by Jean Chretien, then Minister of Indian Affairs and Northern Develop-
ment. In his speech Mr. Chretien discussed some of the changes that have
taken place in federal government objectives for the Arctic.

During the past two decades the emphasis has moved from defence
to people programs, to resource development to ecological problems.
Today there is a new requirement for shifting emphasis toward
people programs but by a smooth adjustment of all programs rather
than an abrupt change from one set (say resource-orientated to
another).
While certain objectives such as the protection of Canada's sovereignty
and northern economic development will always be important, the issue of

government priorities among its numerous objectives for an area such as

the Arctic is critical. The amount of funding, the emphasis given a cer-

37\bid., p. 290.
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tain government department or policy, and the manner in which a certain
program is to be implemented are all directly related to the priorities
which the government has established for the area. With regard to the
Arctic, the role of the federal government has grown from one of minimal
involvement to that of policy implementation aimed at basic alterations

in the way of life in the region. This changing role is clearly re%]ect—
ed in the field of air transportation where the role of the federal gov-
ernment has evolved from that of a limited input, to one, whereby the gov-
ernment instituted the Arctic Air Facilities Policy which is expected to
have a major impact on life in the Arctic.

Besides the installation of military facilities and weather sta-
tions in the Arctic, the federal government did not participate in Arctic
air transportation in a significant way until the early 1960's. Until
this time, funding for needed air transport infrastructure sucb as run-
Ways, navigation andiapproach aids competed with similar demands from
other parts of Canada with the result that little attention was paid to
the provision of air transport facilities in the Arctic. This attitude
started to change when a number of resource companies started to make use
of air transportation for exploratory work in the 1960's. Also, by this
time the federal government was involved in a number of social service
programs in the settlements of the Arctic.

in an attempt to define air transportation needs for the Arctic a
survey was done in 1966 of air transport in the region. By this time the
Department of Northern Affairs and Natural Resources and the Department of
Transport established some basic policies to upgrade the level of air
transport facilities located in a number of Arctic settlements,38 There

was an increased federal readiness, particularly during the 1960's,

38

Elliott, personal letter.
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to invest in northern transportation facilities as a means of encouraging
economic development in general and resource development in particu]ar.39
In a statement of policy concerning regional air carriers, the Department
of Transport established a framework to allow the three regional air car-
riers to push forward with purchases of new equipment and with an expan-
sion of their services.ho Also this position was reaffirmed when the Air
Transport Committee of the Canadjan Transport Commission emphasized the
benefits of scheduled air services and contrasted them with charter oper-
ations by suggesting that departments and agencies of government should
wherever possible use reqular air services in the north.hl However, at
this stage the air carriers continued to be limited by both underused air-
plane capacities plus severe restrictions on expansion due to the inade-
quacy of Arctic airport facilities. Furthermore the National Transporta-
tion Act and its emphasis on "efficiency" and ""competitiveness' on the
countrY's system of transportation seemed to disregard areas such as the
Arctic with its underdeveloped transportation facilities and services.
Finally in 1970 a special policy was set up to build airstrips at
ten Arctic locations. This Remote Airports Policy provided for the parti-
cipation of the Department of Indian Affairs and Northern Development, the

Department of National Defence and the Department of Transport. The com-

39K. Wyman, "Transportation Facility Costs and User Charges', in
Arctic Transport: Proceedings of the Arctic Transportation Conference -
Yellowknife, N.W.T. December 8 & 9, 1970, 3:102.

ORobert P. Engle, "Air Transport and Northern Development', in
Arctic Transport: Proceedings of the Arctic Transportation Conference -
Yellowknife, N.W.T. December 8 & 9, 1970, 3:333.

h]PeifFer, "Air Transport in Northern Canada'', p. 292,

2Canada, Department of Transport, Statement on Transportation
Policy, by the Hon. Jean Marchand, (Ottawa: Transport Canada, June 1975),
: p ° L
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munities affected were Eskimo Point, Pangnirtung, Fort McPherson, Aklavik,
Chesterfield Inlet, Pond Inlet, Whale Cove, 0ld Crow, lgloolik and Cape
Dorset. The stated objectives for the policy were to improve health, jus=-
tice and education facilities, to encourage the establishment of reqular
air services and, finally, to equalize opportunity and cost of fiving be-
tween the north and the south.h3 However the Remote Airports Policy came
under a great deal of criticism during its existence. The program only
provided for airstrips thus ignoring the need for improved passenger, nav-
igation, communication or meteorological aids essential to air transport
in the Arctic,qh Also, the Department of National Defense as part of its
general withdrawal from direct participation in the operation of Arctic air-
ports gradually reduced its commitment to the policy. Another policy in
operation at this time provided assistance to resource companies building
airstrips in the Arctic as part of their exploration and development work.
However both this program, the Remote Airports Program, and expendi tures
from the Canadian Air Transportation Administration itself were criticized
as being inadequate to meet the need for a safe, reliable air transporta-
tion system in the Arctic.

In 1970 a conference of considerable significance for Arctic trans-
portation was held in Yellowknife, Northwest Territories. The Arctic Trans-
portation Conference attracted over two hundred and fifty individuals both

knowledgeable and concerned about the issue of transportation in the Arctic.qs

43

hhlbid.

Elliott, personal letter.

hs”Appendix B, in Arctic Transport: Proceedings of the Arctic
Transportation Conference - Yellowknife, N.W.T. December 8 & 9, 1970,

3:338 - 347.
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Through the conference proceedings a number of salient points were made.
It was emphasized that the north was at a critical stage in its develop-
ment because irreversible decisions would soon be required which would re-
late to the kind of development Canadians and northern residents wanted
for the Arc:tic.h6 Also on a number of occasions it was affirmed that the
Arctic was a part of the country with unique problems on account of its
climate, topography and socio-economic development. Furthermore, it was
suggested that one reflection of this uniqueness was the significance of

b7

air transportation to the Arctic in that it was the only form of trans-
portation which could guarantee year-round provision of essential services
such as medical care and education to isolated settlements, in addition to
year-round operation of resource exploration and development. However, it
was stated that the establishment of an 'adequate' system of air transpor-
tation in the Arctic would require a heavy expenditurevof public funds
especially in relation to the region's small popu?ation.h8 Additionally
the point was made that aid given in the form of an upgraded tr;nsporta-
tion system might not be the best way of raising the living standards of
that part of the Northern population which was most in need.49

In the Conference's closing address, the then Minister of Transport,

Don Jamieson underlined certain policy positions. He suggested that the

6Peiffer, Y"Air Transport in Northern Canada,’ p. 299.

47Arctic Transport: Proceedings of the Arctic Transportation
Conference - Yellowknife, N.W.T. December 8 & 9, 1970, with an Opening
Address by The Hon. Jean Chretien, 1:5.

) pid. p. 12.

hsArctic Transport: Proceedings of the Arctic Transportation
Conference - Yellowknife, N.W.T. December 8 & 9, 1970, with closing
address by The Hon. Don Jamieson, 1:307.
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government had the responsibility to provide transportation facilities
'so that enterprisers of one kind or another can move in and spend their
own dollars'. Mr. Jamieson said that the government would base its deci-
sion on whether or not to locate transportation infrastructure in a parti-
cular area on the "ultimate returns' which the facilities would provide.
The Arctic Transportation Conference had a number of profound
effects on development in the Arctic. Most significantly the Conference
led to the establishment of the Arctic Transportation Agency and the Arc~
tic Air Facilities Policy which seemed to confirm the important role that
air transportation was expected to play in future Arctic development. Un-
til a special programme for the Arctic could be organized the federal gov-
ernment authorized financial assistance for Arctic airports on an interim

basis for the years 1972/73 and 1973/74.

The Arctic Development Policy

In 1971 the federal government approved an Arctic development pol-
icy which established seven National Objectives for Northern Canada. The

following is a list of the objectives along with a brief description of

50

each one.

1. Quality of Life - To provide for a higher standard of
living, quality of life and equality of opportunity
for northern residents by methods which are compatible
with their own preferences and aspirations.

2. Economic Growth - To encourage viable economic develop-
ment within the regions of the northern territories so
as to realize their potential contribution to the
national economy and the material well being of Canadians.

50Canada Department of Indian and Northern Affairs, Advisory
Committee on Northern Development North of 60° “'Allocations by Northern
Objective' in Annual Northern Expenditure Plan 1976-1977, (Ottawa:
Minister of Supply and Services Canada, 1976), p. 16.
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Fig. 3 DISTRIBUTION OF 1976/77 PLANNED
EXPENDITURE BY NORTHERN OBJECTIVE

Source: Annual Nerthecn Expenditure Plan 1976/77
Advisory Committee Nertharn Developmeat Nerth of 60°
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3. Sovereignty and Security - To maintain Canadian sovereignty
and security in the north.
L. Protection of Environment - To maintain and enhance the
northern environment with due consideration to economic and

social development.

5. Evolution of Government - To further the evolution of self-
government in the northern territories.

6. Social and Cultural Development -~ To realize the potential
contribution of the northern territories to the social and
cultural development of Canada.

/. Leisure and Recreation - To develop fully the leisure and
recreational opportunities in the northern territories.

Prior to the articulation of these objectives, development often
was not considered in terms of its ultimate impact on the land and people
of the Arctic. Also a clear rationale did not exist for increasing govern-
ment involvement in the Arctic beyond the view that development Ead to be
controlled. In light of the increased development activity of the 1960's
and 1970's in the northern territories, the seven National Objeé%ives for
Northern Canada were worked out to guide development in the Arctic and
provide a policy framework for the organization of government programs
for the decade of the 1970's. In this way the diverse interests involved
in the development in the Arctic - as represented at the Arctic Transpor-
tation Conference - would have a common basis on which to formulate thejr
plans. In 1972, the then Minister of Indian Affairs and Northern Develop-
ment, Jean Chretien, while defending the seven objectives said that the
government was affirming that the needs of the people in the Arctfc were
more important than resource development and that the maintenance of eco-

logical balance was essential.sl This view is reflected in Figure 3 on

SICanada, Department of Indian Affairs and Northern Development,
Report to the Standing Committee on Indian Affairs and Northern Development:

The Government's Northern Objectives, Priorities and Strategies for the 70's

by The Hon. Jean Chretien, (Ottawa: n.p. 1973).
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Page 27 which illustrates the relative importance of the various objec~
tives in the 1976/77 Planned Expenditures for the northern territories by
the federal and territorial governments. A breakdown of how each objec-
tive will be implemented during the 1976/77 fiscal year is revealed by
Table 2 on Page 29.

Since the National Objectives for Northern Canada were first im-
plemented there has been a large increase in total government spending in
the Arctic as revealed by Table 3 and Figure 4. Increased government
spending meant an increase in the number of government services being pro-
vided and also in the number of people being emp]oyed as illustrated by
Table 4 and Figure 5.

Another consequence of the statement of Northern Objectives was
the recognition of the need for a co-ordinated approach to planning in the
Arctic. With this view in mind the Advisory Committee on Northern Devel-
opment was set up to provide for joint planning and co-ordination of all
federal policies and programs relating to the Arctic.52

As promised during the Arctic Transportation Conference and re-
flected by the need for an organized approach toward the northern objec-
tives, the Arctic Transportation Agency was set up to determine and con-
trol development of the transportation infrastructure in the Arctic, which
comes under the authority of Transport Canada. The Arctic Transportation
Agency aims to provide multi-modal transportation systems whfch will con-

tribute to the achievement of the national objectives for Arctic Canada.s3

SZCanada, Department of Indian Affairs and Northern Development:
Advisory Committee on Northern Development 'Federal Departments, and
Agencies,' in Government Activities in the North 1975-1976, (Ottawa:
Minister of Supply and Services Canada, 1976), p. 0.

531bid., p. 165.



TABLE 3

Total Northern Spending by Government-1973/74 to 1§76/77

Government 1973/74 (Actual) 1974/75 (Actual) 1975/76 (Forecast) 1976/77 (Planned)

($ millions) (%)  ($ mililons) (%) ($ millions) (%) ($ mItlions) (%)
Federal 188.8 54,8 219.8 53.9 26927 52.5 301.7 51.7
Northwest Territories 15,4 33.4 134.8 33.1 174.7 34,1 216.1 37.0
Yukon Territory 4o.7 11.8 53.0 13.0 68.7 13.4 65.6 11.3
Total 344.9 100.0 407.6 100.0 513.1 100.0 583.4 100.0

As noted earlier, certain activities, relating to National Defence forces
stationed in southern Canada, investments in Panarctic Oils Limited and
long-range research projects, are excluded from the aggregate data because
of their special nature. Planned resource allocations for these |tems in
1876/77 total $60.6 million and 1,872 man vears.

Source: Annual Northern Expenditure Plan 1976/77 o
Advisory Committee Northern Development North of 60

TABLE 4

Total Northern Employment by Government - 1973/74 to 1976/77

Government 1973/74 (Actual) 1974/75 (Actual) 1975/76 (Forgcast) 1976/77 (Planned)

(No.) (%) (No.) (%) (No.) (%) (No.) (%)
federal 4,233 50.5 4,312 4g.2 4,632 50.2 4,754 49.9
Northwest Territories 2,911 34.7 3,117 35.6 3,227 34.9 3,353 35.2
Yukon Territory 1,238 14.8 1,334 15.2 1,377 14.9 1,421 14,9
Total 8,382 100.0 8,763 100.0 9,236 100.0 9,528 100.0

Source: Annual Northern Expenditure Plan 1976/77 °
Advisory Committee Northern Development North of 60
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This agency, through a direct link to the Advisory Committee on Northern
Development and Transport Canada, along with indirect contacts with the
territorial governments and federal agencies involved in the Arctic, has
an excellent perspective from which it can formulate and implement trans-
portation pregrams which will have a positive impact upon the Arctic. By
concentrating on transportation in the north the Arctic Transportation
Agency has had the opportunity to evaluate and assess various transpor-
tation options open to the Arctic. The result of é great deal of research
and the most notable achievement of the agency to date has been the pre--

paration of the Arctic Air Facilities Policy.

The Arctic Air Facilities Policy

The formulation of the Arctic Air Facilities Policy began soon
after the close of the Arctic Transportation Conference in Yellowknife.
A working group was set up to review the air transportation system as it
then existed in the Arctic. The committee concentrated on gathering in-
formation about existing air service, air traffic trends, and discernible
gaps between services and facilities in Arctic air transportation. The
research was based on interviews with concerned government officials, a
detailed account of the transportation infrastructure in the Arctic and a
study of the findings of the Arctic Transportation Conference. The fol-
lowing provides some of the findings of the working group taken from the
publication of their results, ''A Review of Air Transportation in the
North''. With regard to air service there were a number of identified
difficulties. There was a wide variety of aircraft operating in the north
which Ted to increased operation and maintenance costs. There was a spe-

cial need to replace the piston-engined aircraft with their high operating
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costs and inherent problems of cold weather operation. Also there was a
need to consolidate traffic on some air carrier routes with associated
upgrading of the type of aircraft being used. In the area of terminal
and airway aids to navigation a number of concerns were also identified.
The use of non-directional radio beacons to form the basis of the gen-
eral air navigation system in the Arctic was found to be unsatisfactory
because of their terrain problems, atmospherics, precipitation static

and night effect. The working group also noted the fact that four groups
namely the Department of Indian Affairs and Northern Development, the
Department of National Defense, the Ministry of Transport and the North-.
west Territories Government separately were involved in funding and super-
vising the construction of aerodromes in the Arctic. In addition, the
working group observed £hat most communities in the Northwest Territories
with a population of over seventy-five persons were licensed for some form
or other of unit toll air services.

Based on the above observations, the working group recommended
that the Ministry of Transport implement a program to upgrade aerodromes
ahd, both approach and en route navigational aids at most Arctic airports.
Specifically it recommended that aerodromes be developed to three stan-
dards to accommodate the three groups of aircraft needed to provide eco-
nomic reliable air transportation in the Arctic. The decision as to a
particular standard would depend on the class of aircraft required to
serve the settlement's needs. The Type A aerodrome with a 6000' x 200°'
runway would accommodate aircraft such as the Boeing 737 jet. The Type
B aerodrome with a 4200' x 150' airstrip would accommodate medium turbo-
prop such as the HS-748 and YS-11. Finally the Type C aerodrome would

suit STOL aircraft with its 2000' x 90' airstrip. Also, navigational and
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weather aids would be provided to enable safe and reliable air service.
The working group felt that their recommendations would be advantageous -
from several points of view. The Arctic would benefit from the expanded
use of jet and turbo prop aircraft. Furthermore, it would help to homo-
genize air carrier fleets thus reducing maintenance costs and increasing
operating potential.

While the recommendat?ons of the working group would benefit the
regional carriers operating in the Arctic there was also the view that
the people of the Arctic would benefit both through the provision of a
less expensive, more reliable system of ajr transportation and through
economic side effects as g result of the improved transportation system.
While the terms of reference did not call for an analysis of the impact
that an upgrading of airport facilities would have on the economy and
people of the Arctic it was assumed that there would be econoﬁic benefits
such as jobs especially in the resource sector.

The Policy for the Provision of Air Transportation Facilities and
Services in the Yukon and Northwest Territories was announced over three
years after the Arctic Transportation Conference had ended.54 During the
time the policy was being developed it underwent a number of influences.
While some of the basic concepts developed by the working group described
above were retained, the Arctic Air Facilities Policy was very much in-
fluenced by the federal government's confirmation of seven National Objec-
tives for Northern Canada. An attempt was made to ascertain from the users
of air transportation such as the Territorial Governments, native assocja-

tions and northern Chambers of Commerce their points of view concerning

54

The Edmonton Journal, 31 July, 1974,
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Arctic air transportation.55 Also, it was stated that an effective system
of air transportation facilities was expected to contribute significantly
to the resident's ability to obtain a higher standard of living, quality
of life and equality of opportunity.,56 Prior to the actual anﬂouncement

of the new facilities policy the Arctic Transportation Agency initiated

a major study of the entire Arctic ajr transportation system from a service
point of view. The hope was that this new study called the Northern Air
Policy Study would complement the new facilities policy.

The Arctic Air Facilities Policy is aimed at providing the neces-
sary airport facilities, weather services, and communications that would
allow carriers to provide a regular, reliable level of air service to all
communities in the Territories having a population of at least one hundred
people. Arctic settlements are classified according to population, com-
munity role, air service route‘structure, and availability of other means
of transportation. For each one of the airport classifications - Arctic
VAT, VB op gt g package of facilities has been described57 which is
aimed at meeting the identified needs of the settlements categorized in a
particular classification. While the opinions and plans of air carriers
will always be important considerations the key issue with regard to the
categorization of the Arctic communities according to the Arctic Air Facil-
ities Policy is the present and future prospects for usage of the air
transportation facilities in a particular area. This view is supported

by the fact that the facilities policy calls for a great deal of planning

55Canada, Department of Transport, Newsletter, (Ottawa: Transport
Canada, 14 May, 1973).

56lbidq

57See Appendix A, pp.



...37..

and consultation between several concerned agencies and levels of govern-
ment. The hope is that through the provision of an extensive consulta-
tion process there will be better opportunities for the implementation of
the Policy to be more responsive to community needs.

The facilities policy also prescribes that the Ministry of Trans-
port will operate and maintain Arctic VA airports while the Territorial
Governments will operate and maintain the Arctic 'B' and ‘¢! airports.
‘While Transport Canada has major funding and regulatory responsibilities
under the Policy the considerable role of the Territorial Government is
also significant. With regard to the facilities packages themselves the
Policy provides for passenger-cargo shelters for each airport category.
Also the Policy allows for auxilliary facilities such as garages, main-
tenance equipment, fuel dispensing and storage, plus other servicing fa-
cilities.

Since the Arctic Air Facilities Policy was first announced a great
deal of energy has been expended organizing an implementation procedure
for the policy. New policy procedures for example in the areas of weather
observation and telecommunications had to be'developed to meet the special
needs of the Arctic. Also much time has been spent consulting with var-
ious organizations such as the Territorial Governments, federal departments
such as the Department of Indian Affairs and Northern Development, and
the Department of Atmospheric and Environmental Services. 0On account of
the Arctic Air Faci]ities Policy's commitment to '"local involvement! a
number of consultation and settlement workshops have been held throughout
the north. With regard to employment, training sessions have been held
to prepare some Arctic residents for direct employment at the various air-

ports. The Arctic Air Facilities Policy is being administered by the
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three regions of Transport Canada namely the Western, Central and Quebec
regions under the guidance of the Arctic Transportation Agency. While the
policy has only been in effect since 197L, there seems to be little doubt
that if it is fully implemented, it will have a profound impact on the
Arctic way of life.

While the Northern Air Policy Study was mainly concerned with the
issue of air service in the Arctic, it focused on three main concerns
which would not be fully resclved with an upgrading of airport facilities.
The cost and quality of air service in the north was an issue that had
been the subject of a number of comp]aints°58 The issue of air safety in
the Arctic was due partially to the publicity engendered by the Martin
Hartwell crash during 1972, Finally, the growing trend by corporate and
government agencies to develop and operate their own ajr transportation
services was the subject of a'great deal of complaint from noftﬁern air
carriers. The Northern Air Policy Study was conducted by a mui;i-discf*
plinary working group which spent a great deal of time researchfng and in-
terviewing users and air carriers throughout the Arctic. In a policy dis-
cussion paper called "Air Services For Arctic Communities" the working
group identified a number of key points. In their estimation a large
number of user complaints about Arctic air transportation would be allevi-
ated by the implementation of the Arctic Air Facilities Policy. However,
the issue of what is an adequate level of service varies from community to
community. The high cost of air transportation arises from the constraints

to transportation posed by the Arctic. Many air carriers expressed the

58Canada, Department of Transport, “‘Background', in Discussion
Paper: Air Services for Arctic Communities, (Ottawa: Ministry of Transport-
Arctic Transportation Agency, December 1973), p. 1.
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desire for the development of a Third Level Air Carrier Policy in light of
the above mentioned concerns. In this regard the possibility of financial
subsidies to northern airlines has often been proposed.59 The findings of
the Northern Air Policy Study and an extensive study of third level air
carriers across Canada called ''Local Service Air Carriers' seem to point
toward the need for new policy guidelines to define and improve the level
of service provided by Third Level Air Carriers in Canada.

In 1976 the Arctic Transportation Agency presented an analysis
which illustrated the potential for joint government and industry air ser-
vices planning for the Arctic region. The study which was called the
Joint Air Service Planning and Evaluation Review (JASPER) suggested that
if the Dash 7 STOL aircraft were to be used as the 'critical’ aircraft in
a number of air service networks in the Arctic after 1978, long term
savings would result from the fact that under normal oﬁerating-épnditions
the Dash 7 requires less than a 3000 foot runway while conventional take-
off and landing aircraft require more than 4000 feet to operatej Further~
more, the JASPER analysis suggests the savings in costs which would be
considerable - considering the high cost of construction in the Arctic -
could be achieved while providing a higher level of air service to most
communities in the region.

The JASPER study is significant to this thesis from a number of
points of view. The analysis seeks to rationalize air transportation
planning in the Arctic to the extent that government and facets of Arctic
air transportation would work together to achieve similar aims. Under

this arrangement government no longer would provide air facilities which

59Canada, Department of Indian Affairs and Northern Development,
""Community Hearings Before Pipeline: Allman," in Dialogue North 1-77,
(Yellowknife, N.W.T.: Dept. of Indian and Northern Affairs - Regional
Public Affairs, January 1977), p. 9.
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simply reacted to the requirements of the air carrier which in turn often
bore little relationship to the socio-economic situation existing in a
particular settlement or region. The JASPER study also points out that
around the year 1978 most air carriers will have to replace their piston=
engined aircraft, due to high operating costs and inadequate carrying ca-
pacities, with new equipment purchases. Overall, the JASPER analysis pre-
sents a view of air transportation in the Arctic which suggests that the
complexity of the issue requires a comprehensive approach to the provision
of air service in the region.

A critical issue with regard to the future of transportation and
development in the Arctic is the direction which federal government trans-
portation policy seems to be taking. Policy has evolved a great deal
since 1967 when the Nationa]»Transportation Act assigned a rather passive
role to government.60 In separate statements to the House of Eommons
during 1974, the Minister of Finance emphasized the special needs of the
north and his desire to see ﬁransportation used as an instrument of natjon-
al purpose.6] In 1975 the Minister of Finance announced a new transpor-
tation policy in the House of Commons. He stressed that the transporta-
tion system must develop in a way that is consistent with public policy
objectives. Also the need for a total transportation system providing ac-
cessibility and equity of treatment for users was emphasized.62 With re-
gard to this concern the government expressed its desire to work with pro-

vincial governments to develop a policy to improve access to and from re-

60Hon° Jean Marchand, Statement of Transportation Policy, p. 4.
6]Ibid, p. |
62

Ibid., p. 9.
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63

mote areas. These policy statements indicate an increased desire for
government to use transportation as a tool to achieve desirable ends in
remote parts of the country such as the Keewatin Region of the Northwest

Territories.
Conclusion
roncidsion

Air transportation policy in the Arctic has been subject to a
number of determinants - commercial, military and industrial. Also tech-
nological advances have supported the role of ajr transportation in the
development of the north. Government involvement has shifted to a more
interventionist stance especially concerning the lives of the people
living in the north. In fact, government objectives of a socio-economic
nature have become an important influence on the type of development
taking place in the Arctic. The Arctic Air Facilities Policy represents

a culmination in policy of these influences.

3Canada, Department of Transport, Background Paper on Transpor-
tation Policy: Access to and from Remote Areas. (Ottaw O nada
June 1975).
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CHAPTER 111

THE SOCI0-ECONOMIC REALITIES

OF THE KEEWATIN REGION

Development in the Keewatin has been shaped by the topography,
natural resources and a number of forces external to the area. This chap-
ter will trace the way that these influences have affected the region, in
terms of four time periods.éh The first period, the aboriginal era, pre-
cedes the time of direct contact between the Inuit and the whites. The
transitional period describes an era of developing contact between the
two groups. In the contact traditional period, the trader-missionary-
police complex established itself in the Keewatin. In the Fiﬁaiwperiod,
the centralizing era, the Keewatin population concentrated itself in seven
communities. The second part of the chapter will discuss a number of cri-
tical issues which are significant for the future development of the Kee-
watin region. Finally the chapter will examine the role that transporta-

tion in the Keewatin has played in the past and is expected to play in the

future.

Development Patterns in the Keewatin Region

During the aboriginal period the ancestors of the present-day-
Inuit, the people of the Thule culture, pushed eastward from Alaska through

the Canadian Arctic to Greenland. These people dispersed over large areas

David Dumas, '"The Eskimo,' Science, History and Hudson Bay, eds.
C.S. Beals and D.A. Shenstone (Ottawa: Queen's Printer, 1968), p. 15.
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due to the unproductive nature of the land and established twelve differ-
ent fnuit groups and dia]ects;65 a number of the groups located in the
Keewatin region (See figure 6 on Page 43). These groups developed cultural
differences which, reinforced by vague territorial boundaries, alienated
the groups from one another. Within each of the groups, dependencies tend-
ed to encourage the development of close ties especially among members of
the same family groupings. In féct, these kin relationships can help to
explain a great deal about Inuit migration patterns both at the present
time and in the past.66 Apart from cultural differences, varied ways of
obtaining food were significant; this fact was reflected by the prosper-
ity of fhe coastal Inuit who hunted the huge Greenland wha1e67 as opposed
to the tougher iife that the inland lnuit had to lead on account of their
dependence on the caribou. The large amount of food and materials that

an individual whale represented permitted the establishment of large pros-
perous settlements along the coast.68 However because of intensive whale
hunting by the European nations the whale became scarce and the lnuit com-
munities were forced to scatter into smaller bands in the 18th century to
search for their food.69

During the transitional period the Inuit slowly grew dependent on

6SA]ex G. Gordon, Housing and the Social Environment (Yel]owknife,
N.W.T.: Special Projects, July 1971), p. 3%.

660r. Robert G. Williamson and Terrence W. Foster, Eskimo
Relocation in Canada (Saskatoon, Institute for Northern Studies, University

of Saskatchewan, 1972), p. 86.

67Fred Bruemmer, "Whalers of the North," The Beaver, gen. ed.
Malvina Bolus (Winnipeg: Hudson's Bay Co., Winter 1971), p. 47.

68

Ibid., p. 47.

69Farley Mowat, A Whale for the Killing (Toronto: McClelland and
Stewart, 1972), pp. 1-240.
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the trade goods offered by the whites. Although the Hudson's Bay Company
was formed in 1670 and established its base of operations, Fort Prince of
Wales, at Churchill in 1718 the first real contacts in the Keewatin region
did not take place until ships were sent northward from Churchill to Inuit

70 These trips were stopped in 1790 following which the

coastal areas.
Inuit had to make their way hundreds of miles to Churchill in order to
trade for the goods upon which they had become dependent,7] A great deal
more time had to be spent travelling and trapping to obtain goods such as
rifles from the Hudson's Bay Company. After 1860 American whalers in large
numbers entered Hudson Bay. The entry of the whalers brought about a majof
locational change in the Inuit settlement pattern in the Central Arctic.72
The whaling ships sometimes hired lnuit as guides, pilots and labourers
which required that some families disrupt their normal annual cycle and
become relatively sedentary. Another major change in the settlement pat-
tern occurred when some Inuit wintered close to the ships spending the

73

winter in the region. A whaling station on Southampton lsland was ap-
parently instrumental in the extinction of the Sadlirmiut people by dis-
ease during 1902-03.74 Through the transitional period both trading and

whaling brought the Inuit and the whites into contact with one another re-

sulting in some basic changes to the lnuit way of life.

70W. Gillies Ross, 'Whaling in Hudson Bay: Part 1-1765 to 1772,
The Beaver, gen. ed. Helen Burgess (Spring 1973), p. 5.

7'w. Gillies Ross, '"Whaling in Hudson's Bay: Part 11-1866-67,"
The Beaver, gen. ed. Helen Burgess (Summer 1973), p. 40.

72Wi]]iamson and Foster, Eskimo Relocation in Canada, p. 9.
"31bid., p. 9.
7k

Doug Schweitzer, Keewatin Regional Dynamics (Regina: Faculty
of Engineering, University of Saskatchewan, April 1971), p. 20.
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In the contact traditional period, the inuit way of 1ife was fund-
amentally altered by the ”trader-missionary—police complex''. While the
whaling industry collapsed after the turn of the century the Hudson's Bay
Company established trading posts at Chesterfield Inlet in 1912, at Baker
Lake in 1913 and at Coral Harbour and Eskimo Point in 1924, The white
population that settled in the Keewatin at this time was characterized by
the fact that it was small in number and experienced a large turnover
rate. It was trapping for the fur trade that broke the lnuit's economic

75

self-reliance. In order to obtain supplies such as rifles and ammuni-
tion the Inuit needed to trap as many furs, mainly fox, as he possibly
could. vThis situation forced the Inuit greatly to increase their mobjl~
ity by adding substantially to the dog population. With the rifle the
tnuit found it easier to kill large numbers of caribou which they sold to
the whites or used to feed the increased dog population. The resul tant
depletion of the caribou population later contributed to serious famines
in the region especially during the 1920's and ]950'5.76 The new modes

of hunting altered the Inujt economic and social system in a number of
ways. Hunting became more individual and did not require the mutual assis-
tance and co-operative effort of former years.77 The provision of easy
credit at the Hudson's Bay Company stores and a developing market in lnuit

artwork also served to increase the dependence of the Inuit on trade with

the whites.

75Hugh Brody, The People's Land (Canada: Penguin Books Ltd., 1975),

p. 133.

76F.,G° Vallee, Kabloona and Eskimo in the Central Keewatin (Ottawa:
The Canadian Research Centre for Anthropology, St. Paul University,

1967), p. 38.

77Ibid., p. 35.
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Another agent of change during the contact traditional period was
the Royal Canadian Mounted Police. Since the turn of the century the force
has established posts at Baker Lake, Rankin Inlet, Eskimo Point and Cape
Dorset to serve the people of the Keewatin as administrators,'registrars,
census takers, ambulance operators, allocators of relief, mailmen, res-
cuers and law enforcement officers,78 As local government became estab=~
lished in the region many of these duties were taken away, and, as a re-
sult, the force has become more directly involved with law enforcement.

Finally, the missionary was the third initiator of change during
the contact traditional period. Roman Catholjc missions were established
at Chesterfield Inlet, Baker Lake and Eskimo Point while the Anglican
Church settled at Eskimo Point and Baker Lake. Traditional religion in
the Inuit culture had an immense significance which pervaded most aspects
of their daily life such as getting a living, conserving resources, and
curtailing disease. This is illustrated by the following comment :

The taboo on pursuing one kind of activity while another is going

on, for instance, trout fishing and sewing while the fall caribou

hunt was underway, resulted in a channeling of effort into the

most crucial activity; the displeasure of Nuliajuk at seeing un-

used carcasses on the tundra acted as a check on over-hunting;

the taboo requiring people to vacate the dwelling where a death

had occurred and preventing people from wearing the clothing of

the dead probably curtailed the spread of disease.
The Christian religion undermined the traditional beliefs with its efforts
at conversion80 to the extent that by the 1950's g majority of the Kee-

watin Inuit were Christian. The impact of the trader-missionary~police

complex was a very pervasive one which besides influencing the Inuit to

78Ibid,, p. 100.

"Nbid., p. 170.

804. Brody, The People's Land, p. 16.
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repudiate much of their culture encouraged them to adopt a very different
one.

During the centralizing period the people of the Keewatin became
concentrated in seven settlements. This phenomenon has a variety of ex-
planations. The era started when the lnuit began to locate in places
where they could capitalize on the attractions provided by the early
whalers and traders. This is reflected in the fact that the settlements
of the Keewatin are located on Hudson Bay with the single exception of
Baker Lake which is connected to it by a water route. Although the official
policy of the trader-missionary-police complex was to keep the people on
the land, their presence at locations in the Keewatin served as a strong
centralizing force.gl Coral harbour became a settlement when the Hudson's
Bay Company and two Christian missions located there82 and Chesterfield
Inlet also developed into a community after the Hudson's Bay Company and
a church mission were established there.83 The settlement of Baker Lake
prospered after two Christian missions and a number of fur trading com-
panies, notably the Hudson's Bay Company, had established themselves.84

The promise of economic betterment has also served to attract pop-
ulation. During the 1950's large numbers from the Keewatin went to work
on construction for the Distant Early Warning System. Also, when a nickel
mine opened at Rankin Inlet it attracted people from all over the Arctic

so that by 1958 about eighty Inuit men were employed full-time at the

]$chweitzer, Keewatin Regional Dynamics, p. 23.

82W.0. Kupsch, gen. ed., Settlements of the N.W.T., 4 vols.
(Ottawa: Government of Canada, 1986), p. 193.

83

Ibid., p. 139

84lbid., p. 5h.
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85

mine ~ while numerous others found jobs within the settlement. Both ma-
terial attractions and improved social services in the fields of medical
care, education and welfare served to attract Keewatin people from the
Tand into the settlements.86

Shortages of food in the Keewatin created an impetus to move the
people living in the interior to the region's established communities.
During the latter 1950's the increasing scarcity of the caribou resulted
in a severe reduction in the yield of fox peits=87 As a result of this
situation forty-five per cent of the population of the region around
Baker Lake had moved to the settlement by 7959,88 in the Garry Lake area
(See figure 2 on Page 11) after a number of Inuit had starved to death
the government decided to transport the rest of the band to Baker Lake.89
The government at this time persuaded two other groups of Inuit to allow
themselves to be transported to the coast of Hudson Bay despite the fact
that they were hot faced with famine. One group was from Back River -
Garry Lake area while the other, a chronic problem group with a history
of mental and physical illness was from the Kazan River district.9o
Another famine in the Ennadai Lake area resulted in the survivors being

transported to Eskimo Point and Rankin lnlet.9I

Government sponsored relocation projects have also been instru-

85

Vallee, Kabloona and Eskimo in the Central Keewatin, p. 50.

6Schweitzer, Keewatin Regional Dynamics, p. 23.

87

Vallee, Kabloona and Eskimo in the Central Keewatin, p. 39.

85chweitzer, Keewatin Regional Dynamics, p. 22

89

Kupsch, Settlements of the N.W.T., p. 57.

90

Vallee, Kabloona and Eskimo in the Central Keewatin, p. 50.

91

Schweitzer, Keewatin Regional Dynamics, p. 26.
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92 In 1958 the gov-

mental in changing the traditional settlement pattern.
ernment set up the Keewatin Re-establishment Project for the migrants from
the interior at a place called ltivia, about a half mile from Rankin Inlet.
This settlement faced a number of difficulties many resulting from the

93

fact that the group from the Kazan River required special help. While

this project did achieve some success in rehabilitating some of the Inuit

94 In 1959 the community

from the interior, ltivia was abandoned by 1962.
of Whale Cove was established because of a reputed abundance of wildiife
in the area, as a rehabititation project for migrants from the Garry Lake -

95

Back River area and the Ennadai Lake region. In a number of respects
the Whale Cove experiment has proved to be a success. The people of the
community have expressed a preference for their lifestyle at Whale Cove
which has allowed them to hunt and fish at wi11.96 The population while
97

growing at the slowest rate of any community in the Keewatin”’ has achieved
a level of self-sufficiency - a manifestation of this is the fact that

the people own and operate their own co-operative store.98 fn 1965 the
government attempted to establish a small cannery operation at Daly Bay

located north of Chesterfield Inlet. With this intention ih view a total

of fifty-four people from Rankin Inlet and Chesterfield Inlet were moved

92!bid., p. 26.

93Kupsch, Settlements of the N.W.T., L:24,

9l*Sc:hwei'tzer, Keewatin Regional Dynamics, p. 26.

95Kupsch, Settlements of the N.W.T., 4:182.

9% hid., p. 182.
97

98

See Table 1 on page 12.

Kupsch, Settlements of the N.W.T., p. 183,
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to the location. However, this project had to be abandoned because of
a dwindling supply of fish in the region. Since the demise of the North
Rankin Nickel Mines there have been many efforts made to find employment
for the displaced workers throughout the Arctic and in the northern parts
of a few provinces but with little succ:ess.]OO Nevertheless it has been
recognized that relocation of Inuit to Euro-Canadian communities may be-
come more important in the future to cope with an expanding population
with Tittle hope of economic expansion.]OI |
It is clear from this historical sketch of the Keewatin region
that, while much change has taken place over the past few hundred years,
there is a common pattern. Forces external to the area still exert a ma-
jor influence on life in the Keewatin. The Inuit while reacting to these
influences still retain a great deal of their cultural uniqueness. The
role of the white population is reflected not so much by their numbers
but through the influence of their technology, institutions, and policies.

A closer look at the Keewatin will describe the specific issues which

will determine the course of its future development.

Characteristics of the Keewatin Communities

The success or failure of any significant development in the Kee-
watin will depend in large measure on its ability to meet the socio-economic
needs of the people in the region. The vast majority of the people of the

Keewatin are Inuit and this situation does not seem to be changing to any

99

Schweitzer, Keewatin Regional Dynamics, p. 27.

'OOWilliamson and Foster, Eskimo Relocation in Canada, p. 111.

107 pid., p. 1.
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appreciable degree.]o2 This fact has important social, economic and po-

litical implications for development in the Keewatin. The high birth rate

03

in the Keewatin! is significant from a number of points of view. This
situation will put increased demands on the present medical, educational
and recreational facilities located in the settlements. It will also re-
sult in an increased need for both social and economic assistance. In the
future there will be an increased need to find employment opportunities
for the increasing number of young people. The region does face a large
unemployment problem among the lnuit.iou This situation is in marked con-
trast to that of the white people living in the Keewatin. This suggests
that there is a critical need for economic development which will provide
jobs for the Inuit. In addition there is an obvious need for increased
efforts in the area of adult education and retraining. In light of the
increasing consciousness by the Inuit of their cultufa] heritége, means
will have to be found to shore up Inuit traditions and also provide a sig-
nificant role in deveiopment for Inuit organizations. |

The white population for the foreseeable future will have an im-
portant part to play in development in the Keewatin. This is reflected
by the significant positions which they occupy in the Keewatin.]os There
ié a problem with the high turnover rate among the white population which,
besides being very costly, also restricts continuity in terms of policy

and program implementation in the region. The fact that a majority of the

]OZSee Table 1 on p. 12.

103See Table 12 in Appendix B.

]OQSee Table 13 in Appendix B.

]OSSee Table 11 in Appendix B.
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white population in the Keewatin has not been resident in the region for
more than one yearw6 illustrates the seriousness of the situation. The
consequence of the continued need for whites in the Keewatin is found in
efforts to raise the standard of living so that white people will be en-

07

couraged to remain for longer periods in the Keewatin.] In turn, care
will have to be taken to avoid a stratification of society in the Keewatin
based on either race or standard of living.

In view of the population centralization which has already taken
place in the Keewatin, it has been suggested that this process is con-

1o8 While population

tinuing and should be encouraged by government.
growth has tended to fluctuate widely in the past, the rate of change
from 1971 to 1976 provides a good measure of the population concentration
that is taking place in each of the communities of the Keewatin.lo9 With
regard to the issue of economic development in each of the settlements of
the region, a study of the percentage increase in sales volume for the
Hudson's Bay Stores located in the Keewatin provides a good indication of
the actual growth taking p]ace.”O Also a look at the total value of the
furs sold in the communities of the region gives an illustration of both

the income that can be earned through the pursuit of traditional activi-

ties and the significance it may have in a particular sett]ement.]]]

106See Table 14 in -Appendix B.

]O7MacKinnon and Neufeld, Project Mental Health: A Study of
Opinion North of 60°, p. 63.

108N.W.T. Legislative Assembly, Council of the N.W.T. Debates,
51st Session, 7th Council, 18 January, 1974, p. 3,

109

See Table 1 on p. 12,

‘IOSee Table 15 in Appendix B.

]]]See Table 16 in Appendix B.
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By analyzing this information a number of trends are obvicus.
The population and growth prospects for Rankin Inlet, Baker Lake and Eski-
mo Point seem assured. The prospects for both Whale Cove and Chesterfield
Inlet seem to be decreasing. The question of whether or not government
should actively pursue further centralizing of population is a very con-
troversial one. Proponents of further centralization suggest that great
savings could be achieved by reducing the wasteful duplication of services
being provided in the communities of the region. Besides economies of
scale being achieved in the provision of services the proponents suggest
that the same type of saving could be accomplished in the cost of tiving
in the Keewatin. The argument that population centralization should not
be actively pursued in the Keewatin can be presented in a number of ways.
The fact that many native people express a preference to return to the
]and”2 is at least partially due to the increasing urbanization which is
taking place in the Arctic. It would seem, that a fundamental comsidera-
tion such as population centralization should wait until an economic and
social strategy has been articulated for the region.

The Keewatin economy is almost totally dependent on government
financing. Unfortunately the information to support this assertion is
not available for publication. Finance in the Keewatin js provided by
government to individuals, organizations and companies in an effort to
generate employment and income in the Keewatin. In one form of other

government is responsible for much of the employment in the Keewatin.”3

]IZN.W.T;, Legislative Assembly, Council of the N.W.T. Debates:

Official Report, with an Opening Address by Commissioner S. Hodgson,
5lst Session, 7th Council, 18 January, 1974, p. 3.

113

See Table 11 in Appendix B.
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Investment by the private sector is particularly lacking in the Keewatin.
The constraints to Arctic development that have already been described
apply especially well in the Keewatin. The solution often presented as
the significant first step needed to overcome the natural constraints of
the Arctic and to encourage development is an improved transportation sys~-

tem for the Keewatin Region.

Transportation in the Keewatin

From the description of the Keewatin already given, it is clear
that for every development of significance in the area transportation has
directly or indirectly played a major role. Since the Keewatin has grown
more dependent on southern Canada during the past several years the sig-
nificance of transportation in the region has actually grown. The Kee-
watin is totally dependent on the marine and air modes, for most- trans-
portation within the region and al]l transportation connecting with points
outside the Keewatin. Although the region does supply some of its own
food from the land and sea, the Keewatin is dependent on southern markets
for most of its food supply. With regard to items of clothing, household
operation, personal care, hunting and trapping supplies, the area is to-
tally reliant on southern distribution centres and on the transportation
system. In 1973, a major study of the cost of living in the Northwest
Territories was conducted. Market Information Services Ltd., the organ-
ization which carried out the research came up with a number of results
which willustrated the significance of transportation to the Keewatin re-
gion.

Consumer goods in the Keewatin cost more than they do in Winnipeg
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or in the rest of the Northwest Territories.llh The much higher costs in
the Keewatin for the basic necessities of life as opposed to those for
Winnipeg underline the potential that exists for a much lower standard of
living in the Keewatin. By examining the costs per pound, to ship goods
by air and by water from their supply points in 1973 it is possible to
realize the great expense involved in providing the Keewatin with consumer

s Also by reviewing the Tiving costs in

goods on a year round basis.
each settlement of the Keewatin in reference to both Yellowknife and Win-
nipeg it is obvious from the higher costs which exist at Whale Cove that

economies of scale do influence the cost of consumer goods in the Keewa-

tin‘,”6 However, it is widely accepted that both marine and air transpor-~
tation are key influences in the higher cost of living in the Keewatin re-
gion.

Marine transportation along Hudson Bay has always been the tradi-
tional freight carrier in the Keewatin. Previous to 1975 most of freight
to supply the Keewatin was t}ansported from Montreal in a sea—jift.]]7
Air freight was shipped to the Keewatin from Winnipeg via Churchill. Bulk
fuel for the Keewatin was shipped from Churchill after it had been trans-
ported there by oil tanker‘,”8 In 1975 the Northern Transportation Com-

pany (NTCL) was granted a five-year contract to supply the communities of

]]hSee Table 17 in Appendix B.

115

]]6See Table 19 in Appendix B.

See Table 18 in Appendix B.

]]7See Table 20 in Appendix B.

]]8Canada, Department of Indian and Northern Affairs North of
600, Benefits and Costs lnvolved in Eastern Arctic Resupply Through Churchill,
by G. Brett Maxwell, (Ottawa: Department of Indian Affairs and Northern
Development, May 1973), p. 6. :
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the Keewatin through the port of Churchill. While this decision did have
policitical undertones”9 part of the explanation was based on the view
that over the long term it would be cheaper to ship freight through the
port. On this basis the federal government promised to pay an operating
subsidy. During the first year of operation the subsidy amounted to

$771,108 while in 1976 it fell to $202,042.120

The freight rates as il-
lustrated in Table 5 have not risen appreciably since 1975.
TABLE 5

Rate Structure (Per Short Ton) from Churchill
to all points in the Keewatin

1975 1976 1977
Government
Bulk (fuel) Lk, 00 k5,40 n/a
Government
Deck - 221.00 210.40 n/a
Non-Government

Deck ‘ 165.00 174.00 183,p0
Source: Personal Communication,
' D.S. Robinson, Traffic Manager,

Northern Transportation Company Limited
The present marine operation is composed of a single three-engined tug
plus four barges each having a capacity of nineteen hundred tons apiece.
The company expects a three per cent increase in the cargo tonnage and a
six per cent increase in the demand for bulk fuel in the upcoming 13977 -

2 . . . .
season.] ] It is anticipated that after this season the Northern Trans-

portation Company will have to increase its carrier capacity plus provide

]]9Capt. Hampton, personal letter.

IZOD.S, Robinson, personal letter.

IZICapt. Hampton, personal letter.
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refitting facilities at Churchill. Since this company has a five-year
monopoly on all freight transportation to the Keewatin, and this contract
is likely to be renewed, there is a basis for the expectation that the
federal government, owned company will upgrade the present level of ser-
vice in the region.

Air transportation in the Keewatin grew slowly after men like
Charles Lindbergh visited the area in the 1920's and early 1930's in
search of mineral wealth.]22 It was not until after the construction of
airports at Churchill and Coral Harbour that ajr transportation became a
regular feature in the Keewatin. During the 1960's Transair started as
a small air carrier providing scheduled service to the region through
Churchill. By the early 1970's all communities in the Keewatin were re-
ceiving air service on a regular basis supplied by either Transair or a
number of charter air carriers. Based on the present service patterns in
the Arctic (See figure 7 on page 58) the communities of the Keewatin make
up a separate air network. The Keewatin air network revolves around two
hubs, namely Churchill and Rankin Inlet (See figure 8 on page 60). The
designation of Rankin Inlet as a hub is due mainly to its significance as
the regional administrative centre for the Territorial government in the
Keewatin. Also Rankin Inlet does occupy a predominant position in the
Keewatin with regard to both passenger and freight traffic.lz3

The structure of the air transportation system in the Keewatin
has been undergoing a number of significant changes in the past few vyears.

With regard to the air service being provided}24 Calm Air Ltd. operates a

]22Elliott, personal letter.

IZBSee Tables 21 and 22 in Appendix B.

IZQSee Table 24 in Appendix B.
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scheduled Twin Otter service to Chesterfield Inlet, Coral Harbour, Eskimo
Point and Whale Cove from Rankin Inlet while Transair provides a YS11 ser-
vice into Eskimo Point, Rankin Inlet and Baker Lake from Churchill. The
implementation of the Arctic Air Facilities Policy is proceeding in the
region and this program has implications for air service in the Keewatin.

However, at present, air service in the region can be characterized
in a number of ways. A major concern is the high costs involved; these
are illustrated in Table 6 on page 62. The upper half of the matrix
(above the diagonal) is the cost of an air fare between each pair of settle-
ments in cents per seat-mile while the lower half of the matrix is the cost
of shipping goods by air freight in dollars per ton-mile. The rates for
passenger travel varied from a low of 32.5 cents per seat-mjle between
Baker Lake and Rankin Inlet to a high of 65.4 cents per seat-mile between
Baker Lake and Chesterfield Inlet. The rate for a comparable distance on
a route operated by Transair between Dryden and Thunder Bay is 23.4 cents
per seat-mile. Air freight rates varied from a low of $3.13 per ton-mile
between Baker Lake and Eskimo Point to a high of $6.75 per ton-mile be-
tween Baker Lake and Rankin Inlet. The comparable rate for the routevin
Southern Canada, referred to above, is $1.67 per ton-mile.

Another major transportation concern in the Keewatin is the de-
pendability of the ajr service particularly with regard to its regularity
and reliability. The factors which are involved in determining the de-
pendability of the air service are the weather, airport facilities, air
carrier equipment and the sense of responsibility that an air carrier has
toward meeting its commitments. Either improved airport facilities or
aircraft equipment will reduce the influence that weather could have on

delaying or cancelling flights. An improved attitude on the part of the
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air carriers reflected either in an air service committed to fulfilling
user needs or, at least, in the use of equipment which is suitable for

the Keewatin air network, would very much improve the regularity aqd re-
liability aspects of air service in the Keewatin. The irregularity of
service in the region can be represented by an illustration showing for
three Keewatin settlements the percentage of flights flown the same day
they were scheduled (see figure 9 on page 64). Besides being an incon-
venience to users such a service can also result in increased costs and
problems of a more serious nature to settlements which depend on air trans-
portation as their only means of year-round transportation. Given the
sparse nature of settlement in the Keewatin and the dependency of the
ksettlements on the rest of Canada, air transportation and its infrastruc-
ture has become a key element in the existence of the region. Based on

its present significance the upgrading of facilities oQt]inedkiﬁvthe Arctic

Air Facilities Policy has important implications for the future development

of the Keewatin.

Current Circumstances in the Keewatin

There are a number of prospects for the Keewatin region which will
require an improved transportation infrastructure along with a sensitivity
to the special needs of the area. The growing self-awareness of the Inuit
as reflected by the emergence of a number of native Arganizations‘such as
the Inuit Tapirisat of Canada, the Inuit Cultural Centre and the Keewatin
Inuit Association indicate a new militancy with regard to a land claim
settlement for the Inuit. There is cause for optimism concerning the po-

25

tential for a land claim settlement within the next decade.] Since the

]ZSSee Chapter 1, p. 13-14,
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Inuit do have a strong commitment to development in the Arcticlz6 it is
likely that any funds realized in a land settlement would be invested in
the Arctic. The fact most of Canada's Inuit live in the Keewatin would
indicate that a large part of their investment efforts will be made in
the region.

With regard to resource development it is considered unlikely
that fossil fuels will ever be found within the boundaries of the Kee-

27

wa‘cin.‘g There does exist a strong potential for mineral development
in many paris of the region. The most promising .is the so-called Rankin
Inlet-Ennadai belt which stretches for four hundred miles from Hudson Bay
to Ennadai (See figure 2 on page 11) and is at least one hundred and
fifty miles wide.]28 Furthermore the rise in mineral prices recently,
the increase in basic geologic information on the belt, and the increasing
tempo and degree of sophistication of exploration are increasiné.the cer-
tainty of and decreasing the time before a major d'i’scovery.]29

Another prospect which would bring prosperity for a shoft term to
the area would be the construction'of the proposed'Poiar Gas Pipeline
through the western part of the Keewatin.  This route is tonsidered the
most likely one to be followed jf a pipeline is actually built to trans-

port gas from the High Arctic to southern markets. Although Polar Gas

has invested a lot of funds and energy to support a pipeline route a num-

6Nunavut: A Proposal for the Settlement of lnuit Lands in the
Northwest Territories, p. 19, '

127

Shilts, personal letter.

]28R.H. Ridler and W.W. Shilts, Mineral Potential of the Rankin
Inlet, Ennadai Belt (n.p., reprinted ed. Canadian Mining Journal, July

1974).

1231 bid.
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ber of constraints have arisen. The new urgency with regard to the need
for natural gas suggests that a quicker method will have to be found to
transport gas to southern markets. Also it is questionable whether Canada
could afford to build a Polar Gas pipeline along with a Mackenzie Valley
pipeline - although no decision has yet been reached on this project.

The alternative method to transport gas from the High Arctic to southern
markets would involve liquification of the gas and shipment by tanker.

The fact that an inuit land claim is not settled also militates against

the development of a pipeline route. Because the prospect of pipeline con-
struction Is at best a tentative proposition and the fact that most of the
benefits would accrue during the construction period, the prospect of a
Tand claim settlement and mineral development offers more long term promise
for the Keewatin region although development with all three elements is
possible.

Given the pressing concerns of a social nature that face the people
of the Keewatin it appears that the quality of life of the people of the
region depends on the economic development of the region. This vieW‘dées
have some justification if one considers the fact that the size of the
Keewatin population and the tastes and preferences to which it has become
accustomed preclude a major 'back to the land movement" among the lnuit.
Even if this movement did occur there is no doubt that the resources of
the land and the sea would do little more than support a fraction of the
population which presently exists in the region. The alternative to eco-
nomic development could be encouraged depopulation or increasing subsidi-
zation. Both of these solutions could bring new problems which would
serve to do little but aggravate the existing situation.

In the Keewatin:the federal government and the ‘Hudson Bay Company
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are major influences on development. Both of these institutions, the
Company for a very long period and the government in modern times, have
conditioned in a fundamental manner the way of life as it has evolved in
the Keewatin. Certainly if there is to be a transition of Keewatin society
from its present welfare orientation to that of greater viability and self-
determination, changes in both the attitudes and structures of government
and the Hudson Bay Company will be needed.

The Keewatin region is an area with a potential for economic devel-
opment while posing a number of social concerns which will require atten-
tion in the near future. Economic development in the Keewatin will be
largely decided by forces external to the region. Transportation has played
a major role in the past; air transportation because of its potential for
year-round accessibility is expected to play a major role in the future
of the region. The Inuit ih the Keewatin have a long history of response
to a varietyuof external impacts. While the lnuit way of 1ife has certain-
ly been shaped by these influences, lnuit culture still remains a vital
part of Keewatin life. Most of the changes that have taken place inlthe
Keewatin have been transmitted by the white population of the region.

The white population has always been characterized by its short period of
residency in the Keewatin. It is within this milieu presented by the Kee-
watin region, that the Arctic Air Facilities Policy is being anticipated

as to its impact.
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CHAPTER 1V

THE RELATIONSHIP BETWEEN THE ARCTIC AIR
FACILITIES POLICY AND COMMUNITY

LIFE IN THE KEEWATIN

The special features of the Keewatin regicon have alreédy been
given definition. The Inuit“popu]ation is seen to have evolved through a
series of external influences and internal interactions. The role of the
white population has been a growing one as the region has developed rela-
tionships with external regions. The Arctic Air Facilitjes Policy is the
product of a somewhat complex series of air transportation development
phases and a variety of public pd]icy statements of the federal government.
In fact the major influences involved in the shaping of the Arctic Air Fa-
cilities Policy anticipate the relationship that does exist between the
Policy and community life in the Keewatin. Of key importance in the evo-
]ut}on of the Arctic Air Facilities Policy was the recognition of the im-
portance of air transportation in Arctic development and the role that
technology could play in increasing that potential. In addition there was
the realization that air transportation could be used to accomplish objec-
tives of a non-economic nature such as the improvement in the quality of
life in the Arctic. Another influence which was instrumental in the forma-
tion of the Policy was a growing awareness of the significance of the Arc-
tic. While its strategic location with regard to defence was somewhat de-~
emphasized, there was an increasing rea1ization:during the 1968*s and 70's

of the important resource potential of the area. At the same time there
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was a growing recognition by the general public of the disadvantaged con-
dition of its native population with resultant pressure on government to
attempt to alleviate this situation.lBO The Arctic Air Facilities Policy
is a response to these influences. In effect the Policy seeks to exploit
the use of air transportation in the Arctic not only to meet the expecta-
tions of the users and air carriers but also to ensure life in the commun-
ities of the Arctic will be more fully supported and improved.

The relationship between the Policy and community life in the Kee-
watin is underlined by the objectives of the Policy. The framework into
which the objectives of the Policy have been officially placed is the fed-
eral government's Nationali Policies for Northern Canada;]3] the Policy
thereby becomes part of a massive federal government involvement in the

Arctic.]32

Also the federal government's jurisdictional authority grants
it an overwhelming influence on the future course of development in the
Arctic. These considerations are especially significant with regard to
the Keewatin. This region although offering some prospects for economic
development has never been able to attract sufficient government or pri-
vate sector interest fully to realize its potential. Also the dependence
of the Keewatin on various forms of government assistance makes the region
especially susceptible to the proposed policies and objectives of the fed-

eral government.

The Arctic Air Facilities Policy encompasses almost all of the

]30Max Ward, “Air Transportation in the Canadian North', in Arctic
Transport: Proceedings of the Arctic Transportation Conference Yellowknife,
N.W.T., December 8 ¢ 9, 1970, 1:247, '

131
132

See page 26 of Chapter 2.

See Table 2 on page 29.



..70..

federal government's spending on air transportation in the Arctic and in
fact dominates the whole Transport Canada effort in the Arctic (See Table 7
on page 71). Table 7 also indicates that the Transport Canada effort is
aimed at the realization of the objectives of economic growth and quality
of life. Transport Canada has an extremely important function in relation
to the total effort involved in the realization of these two objectives.]33
With regard to the objective of economic growth Transport Canada spends
more than any other federal government department. Second to the planned
expenditure of the Department of National Health and Welfare, Transport
Canada has the largest expenditure aimed at the realization of the objec-
tive of quality of life for the 1976/77 fiscal year.

In announcing the National Policies for Northern Canada -Jean Chretien,
the Minister of Indian Affairs and Northern Development, made a number of
remarks of a general nature about the Keewatin region and its fnuit popu-

134

lation. He stated that the restricted opportunities for developing the
economy in regions such as the Keewatin aﬁd the rapid rate of natural in-
crease in the Inuit population could stimulate migration to more favoured
regions particularly by educated and trained people. Mr. Chretien also
suggested that, when possible, both non-renewable and renewable resource
extraction should be encouraged along with the growth of co-operatives

and distinctive Inuit organizations. In summary, Mr. Chretien added that

the real need was to concentrate on means of enhancing the self-respect

and livelihood of the Inuit through diversified education and vocational

]335ee Table 2 on page 29,

]34Canada, Department of Indian Affairs and Northern Development,
Report of the Standing Committee on Indian Affairs and Northern Development:
The Government's Northern Objectives, Priorities and Strategies for the
/0's by the Hon. Jean Chretien, (Ottawa: n.p. 1973).
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TABLE 7

Transport Canada Spending by Program and Air Transportation
Spending by Northern Objective

Actual Actual Forecast Planned
1973/74 1974/75 1975/76 1976/77
($0007s)
Financial Summary by Program:
Alr Transportation Pragram 17,896 21,986 27,953 37,941
Marine Transportation Program 16,253 18,508 19,855 23,218
Surface Transportation Program 85 60 35 -
Headquarters Program 2,154 808 1,232 1,893
Total Main Estimates 36,388 41,362 49,075 63,052
Add (Peduct) Net Adjustments (7,834) (7,448) (6,467) (7,758)
Annual Northern Expenditure Plan 28,554 33,914 42,608 55,294
Detail by Program:
Air Transportation Program-to provide
facilities and to foster the optimum
development of the alr mode of transport,
consistent with the protection of the
environment, on a cost-recoverable basis
to the maximum practicable extent.
Main Estimates 17,896 21,986 27,953 37,941
Add (Deduct) - Sales to Other
Reporting Agencies (1,103) (1,282) (1,410) (1,629)
Annual Northern Expenditure Plan 16,793 20,704 26,543 36,312
Expenditure by Northern Objective:
Economic Growth 11,755 14,493 18,580 25,419
Quality of Life 5,038 6,211 7,963 10,893
16,793 20,704 26,543 36,312

Source: Annual Northern Expenditure Plan 1976/77
Advisory Committee on Northern Development
Minister Indian and Northern Affairs
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training and fundamentally to give them mobility and freedom of choice.

Community Characteristics of the Arctic
Air Facilities Policy

In the light of the preceeding comment on the basis for the rela-
tionship between the Arctic Air Facilities Policy and community life in
the Keewatin it is useful to identify the actual linkages which exist be-
tween the Policy and the Arctic communities it is meant to serve. Essen-

tially the Policy '3’

provides for an upgrading of airport facilities to
improve the quality of the air service received at most settlements in
the Arctic. The Policy recognizes the harsh climate which is part of the
Arctic reality by providing facilities such as extensive runway lighting,
rotating beacons and weather services. Also the Arctic Air Facilities
Policy allows, at many sites, the use of larger, more efficient aircraft
by providing increased runway lengths. By supplying improved n;vigation
and landingiaids the Policy increases the potential for a safe; reliable
and less costly, air transportation system. Finally by supplying facili-
ties such as passenger terminal buildings, the Policy provides for the com-
fort of the users of the air transportation system.

While these Improvements obviously are of benefit to Arctic air
carriers they also offer the potential for a wide range of advantages to
accrue to the people living in the Arctic. In fact a number of provisions
of the Policy take as their main focus the communities in the Arctic .

rather than other points of view such as those of the air carriers. This

is illustrated by the fact that the Policy provides for a complete pack-

]355ee Appendix A for details of the Arctic Air Facilities

Policy.
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age of airport facilities for all Arcti; settlements containing over one
hundred people and having no means of regular transportation other than
air. The Policy supplies these facilities to ensure that the communities
may be provided with reliable, reqular and efficient ajr services. This
provision is significant in that it promises facilities which are often
costly to Arctic settlements regardless of their economic prospects; the
emphasis is thereby placed on community rather than other considerations.
Also the package of facilities that a prospective community receives for
its a?rport is determined by several community considerations such as
population, community role, air service route structure and availability
of other means of transportation. The stress is on the community rather
than the air carriers or considerations of a purely economic nature,

The actual package of facilities that a settlgment receives under
the terms of the facilities pblicy is significant to that settiement in
several respects. An Arctic "A'" facilities package is provideg for com-
munities which are especia]]& important to a particular region in either
a resource, government or strategic sense. With regard to air transpor-
tation Arctic "A" airports have a special significance which is reflected
in a number of ways. Firstly, these airports are to be operated and main-
tained by Transport Canada as opposed to the Territorial governments.
Also the facilities supplied in an Arctic "A! package are superior, in
the sense of the operational efficiency of air transportation itself, to
those available in either an Arctic “B" or 'icM facilities package. Speci-
fically the Arctic "A" package provides for a longer runway, higher in-
tensity runway lighting and improved weather forecasting along with an
Instrument Landing System. The longer runway permits the operation of

aircraft in the class of the Boeing 737. This class of aircraft in com-
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parison with the aircraft designated for the "B and 'C' packages offers

a number of advantages such as lower operating costs, longer ranges,
greater carrying capacities and user features such as greater comfort,
less travelling time and in general, a more reliable operation. However,
the introduction of aircraft in the class of the Boeing 737 offers the po-
tential of a less frequent air service and in fact this class of aircraft
cannot be economically operated over short distances with small lToads.

In addition, the superior weather, lighting andiapproach aids described
for an Arctic "A" airport increase the potential for a high level of air
service from the standpoint of "regularity' and ''reliability'".

An Arctic "B'" facilities package is designed for settlements with
potential for economic growth and having some regional significance.
Arctic "B'' and "C"' airports are to be operated and maintained by the Ter-
ritorial Government. An Arctic “'BY package essentially is different from
a ""C'" facilities package with regard to the longer runway provjded for
Arctic '"B'" airports. This rﬁnway allows the operation of turbine-engined
aircraft in the class of the YS11 which when compared to the class of air-
craft permitted under the terms of the Arctic ''C" facilities package
offers the potential for lower operating costs, greater weight capacities
and increased user features. In summary the three facility packages avail-
able under the terms of the Arctic Facilities Policy determines the tYpe
of aircraft and operational flexibility permitted for each Arctic site.

The Application of the Arctic Air

Policy to the Communities
of the Keewatin

By applying the Arctic Air Facilities Policy to the communities

of the Keewatin it is possible to illustrate the fit that exists between



._75..

the Policy and the realities of the Keewatin region. Rankin Inlet meets
all of the classification characteristics for a "B'" categorization with
the exception that the community does not Plan an active role in resource
development. However due to jts designation as the centre of government
for the Keewatin its future does seem assured. This optimism seems to be
supported by the fact that Rankin Inlet may be selected as the site for
the high school to be built in the Keewatin and also the community could
become the proposed capital of the Nunavut. With regard to the future |
use of air transportation in Rankin Inlet, forecasts are very optimistic.
Based on these considerations there has been some discussion, most nota-
bly by Transair, about the possibility of Rankin InTet being designated
as an Arctic ''AY airport. This Possibility may become more substantial
in the future if the Keewatin region as @ whole should become more signi-

ficant either in g resource or governmental sense,

not function as an area administratjve centre. From a developmental

point of view the location of Baker Lake is significant. There are a num-
ber of mineral pProspects that are being actively explored in the area.
Also Baker Lake would probably function as a major staging and distribu-
tion centre if the proposed Polar Gas Pipeline was constructed through

the western part of the Keewatin. Forecasts concerning the future use of
air transportation Suggest a moderate rate of increased usage. Coral
Harbour also meets al] of the classification characteristics for 3 cate-
gory "B" facilities package with two exceptions, it does not function as
an area administrative centre or play an active role in resource develop-

ment. The well equipped airport facilities at Coral Harbour are dye to
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its strategic location for the purposes of defence, which saw the construc-
tion of the airstrip during the Second World War and the use of the air-
port during the Dew Line Operation. The fact that Coral Harbour has al-
ways had the most highly developed airport facilities in the Keewatin was
probably instrumental in its categorization as an Arctic "B facility. In
addition, forecasts do suggest that there will be a moderate increase in
the use of air transportation at Coral Harbour.

Eskimo Point is classified as an Arctic ''C" airport site. How-
ever Eskimo Point fits the classification characteristics for an Arctic
"B" facility with the exceptions being that the settlement does not serve
as an area administrative centre or play an active role in resource devel-
opment. This situation could change in the future if either mineral devel-
opment was to take place in the interior or even |f the Polar Gas Pipeline
was constructed through the Keewatin. An optimistic view of the future
of Eskimo Point seems to be supported by forecasts made of future use of
air transportation in the settlement. The major constraint to the desig-
nation of Eskimo Point as an Arctic "B airport is the fact that the com-
~munity lies within one hundred and fifty miles from Churchill, Manitoba.
The airports at both Chesterfield Inlet and Whale Cove have been desig-
nated as Arctic ''C" facilities. The population at both of these centres
is not increasing at the same rate as it is at the other communities of

136 Also both of these settlements ]je within fifty miles of

the region.
Rankin Inlet. Whale Cove seems to be especially vulnerable in that its
population is declining and the airport is located several miles from the

actual settlement. The 1imited prospects for the future use of air trans-

portation in both Whale Cove and Chesterfield Inlet can be supported by

]36See Table 1 on page 12.
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actual forecasts of projected passenger traffic. Although the Policy pro-
vides flexibility in the interpretation of the particular package of facil-
ities that a community should receive, the de§ignations just attributed in
this thesis to the Keewatin settlements are considered reasonably secure.
With the exception of Coral Harbour and Eskimo Point jt appears that the
various designations are a reasonable representation of the socio-economic
situation which exists in the settlements of the Keewatin. The Arctic Air
Facilities Policy has been implemented to a partial extent in the Keewatin137
- although its impact has yet to be realized. The fully implemented poiicy]38
will result in a number of changes in the airport facilities which present-
ly exist in the Keewatin. These changes in turn, could potentially impact
community life in the region in a number of significant ways.

Evaluation of the Effect of the Arctic

Air Facilities Policy on the
Communities of the Keewatin

To fairly evaluate the Arctic Air Facilities Policy as applied to
several settlements in the Keewatin, it is necessary to view the situation
from a number of different perspectives. The primary task of the Policy
upon which all others depend is to improve the quality of air transporta-
tion in the Keewatin. The Keewatin air carriers with their intimate con-
tact and experience with air transportation in the region should be highly
qualified to comment on the possible effect that the fully implemented
facilities policy would have on the reliability, regularity and efficiency

of air service in the region. An additional but related issue concerns

]37See Table 26 in Appendix B.

]385ee Table 27 in Appendix B.
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the opinions of the ajr carriers about whether or not additional policies
are needed to augment those enunciated in the Arctic Afr Facilities Policy.
A second perspective about the Policy can be gained by identifying the
users and ascertaining their views concerning air transportation in the
Keewatin. Since air service is the only means of year round transporta-
tion available, it is vital that the needs of users be given special con-
sideration. In addition to serving users, such an emphasis would improve
the utilization of ajr facilities. Finally, it is worthwhile to attempt
to anticipate future users of the air transportation system and suggest
ways that the Policy could meet previously unfulfilled needs.

A second major criterija for the assessment of the Arctic Air Fa-
cilities Policy concerns its impact on the economic growth and quality of
life in the Keewatin. With regard to economic growth there are a number
of approaches which can be used to judge the impact of the Policy. The
construction and operation of the airport along with air carriers and air-
port tenant activities are expected to be the potential source of any em-
ployment directly generated by the Air Facilities Policy. Also the Policy
could stimulate economic activities apart from the airport. The Arctic
Air Facilities Policy could serve as a catalyst for economic development
in the region. It is possible to estimate in an approximate manner the
amount of income that the Policy might generate in a particular year for
the Keewatin to provide another measure of the contribution of the Policy
to the area. Another perspective from which the Policy can be studied is
that of the Cost of Living in the Keewatin. By analyzing the impact that
the Policy may or may not have on this critical aspect of Keewatin lijfe
one is provided with an excellent measure of the Arctic Air Facilities

Policy. With regard to the quality of life in the Keewatin the Policy can
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be evaluated with several aspects in view. The impact of the Policy on

the way of life that presently exists in the Keewatin is a most useful cri-
terion. Central to this criterion are the differing views of the Inuit

and white population of the Keewatin. Finally an assessment of the poten-
tial impact that the Policy could have on the psychological needs of both
the white and Inuit populations is useful in defining the merits and lim-
itations of the Policy in human terms.

Evaluation of the Policy in the Keewatin is complicated by‘several
factors. Of critical importance is the fact that there is a variety of
perspectives from which the Arctic Air Facilities Policy can be evaluated.
The points of view represented by the federal government, the Inuit and
white populations are sometimes difficult to ascertain as well as coalesce
into a suitable evaluation framework despite their obvious relevance.
Another factor which makes an evaluation of the Policy'difficu]f in the
Keewatin is the variety of the effects which could possibly ehsge and
the diffuse nature of some of these effects. Finally, this evaluation is
complicated by the fact that there are several prospects for the region
such as a land claim settlement, the construction of the proposed pipeline
through the Keewatin and significant mineral development which, while it‘
is of critical concern to the future of the area, will largely be deter-
mined outside the region.

The Evaluation presented in the next three chapters will be con-
cerned with the following issues: the performance of the air transporta=-
tion system, economic impacts and the impact of the Policy on the quality
of life. The evaluation itself will be based on the criteria identified
in this chapter. 1In trying to assess the Arctic Air Facilities Policy in

terms of its applicability to the Keewatin it is important to remember
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that the Policy has been partially implemented in the region. In fact
139

the analysis was conducted with two settings in mind so the effects
could be clearly identified. The first is based on the air transporta-
tion system as it presently exists and the other views the Keewatin ajr-
ports with the Arctic Air Facilities Policy fully implemented. The con-

sequence of this approach will be a clear assessment of the impact of the

Policy on the way of life which exists in the Keewatin.

]39See Tables 26 and 27 in Appendix B.
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CHAPTER V

ARCTIC AIR FACILITIES POLICY EVALUATION:
AIR TRANSPORATION PERFORMANCE
The air transportation system in the Keewatin offers several cri-
teria by which the Policy can be evaluated. One of the most critical is
the operation of air transportation in the Keewatin where various con-
straints are posed by the region. Also, the positions of both the air
carriers and the users in the Keewatin are significant components of the

total air transportation picture.

The Operation of the Air Transportation System in the Keewatin

In an operational sense the airport facilities presently located
in the Keewatiniqo are inadeduate in a number of respects. Due to the
often adverse weather conditions and the difficulty of finding direction
by visual reference to the ground there is an essential need for both en-
route and approach navigation aids. The Non-Directional Radio Beacon
(NDB) coverage‘ql which can serve as both an enroute and approach aid for
aircraft has only a Timited range in the Keewatin. The Very High Fre-
quency Omnidirectional Radio Range (VOR) is a more sophisticated naviga-

tion aid which has a limited coveragew2 in the region especially at

IAOSee Table 26 in Appendix B.
IAISee Figure 10 on p. 82.
142

See Figure 11 on p. 83,
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lower altitudes. 1In addition the lack of aeradio facilities, dependable
weather information, and runway lighting all combine to Timit air trans-
portation in the Keewatin resulting in flight cancellations, delays, ex-
tra flying time, or the inability of the air service to operate‘,m3
These situations in turn mean higher operating costs for the air carriers,
inconvenience and increased costs for the users and a greater potential
for accidents. With regard to airstrip length there has been a consider-
able amount of work already accomplished under the terms of the Policy,
especially at Rankin Inlet, while further work is required at Baker Lake.
Longer runways lower the possibility of accidents and also allow aircraft
with heavier load capacities to use the airstrip, thus increasing both
. the potential uses of air transport and the possibility of lower over-
head costs for the air carriers. As far as ground facilities for the
users of the air transportation system in the Keewatin are concerned there
is practiéal]y no provision whether for passenger or other potential users
of the system.

If one compares the facilities which would be provided of the
Policy is fully implemented with those which presently exist, several
improvements in both the number and the quality of these facilities are
evident. With regard to navigational aids the Policy provides NDB's at
each site and VOR/DME's to upgrade navigation information along major
airways and air routes.]bh These facilities will provide both a higher
level of enroute coverage and the potential for a greater approach ca-
pability for aircraft operating in the Keewatin. While it would be dif-

ficult to quantify the impact that these facilities would have on the

h3$ee Figure 9 on p. 6k,

thee Appendix A, p. 151.
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regularity, reliability and safety aspects of air transportation it is
clear that a significant improvement would take place. However, in view
of the fact that a fully installed VOR/DME facility costs at least

$275,000*

and the fact that a number of technologically superior navi-
gation systems are available, it may be unwise to install VOR/DME's to
fill the large gaps which presently exist in the Keewatin.]46 Haowever
with an improved weather service, airport lighting and aeradio capability,
the potential for an improved air transportation operation in the Keewatin
exists. While the implementation of facilities such as an Instrument
Landing System at every airport site would further increase approach
capabilities for suitably equipped aircraft, the fact that such a facility
costs over $450,OOOM7 to install precludes such an eventuality.
The provision of increased runway lengths especially at Rankin
inlet and Baker Lake, the Policy permits aircraft in the class of the
YS11 and F28 to replace the Twin Otter at these locations. Since aircraft
in the class of the YS11 have greater weight capacities, longer ranges
and an improved fuel utilization in comparison with the Twin Otter, the
poténtia] for additional cost efficiences is present. Also, the provision
of fire fighting equipment, maintenance equipment, maintenance garage,
fuel dispensing and storage facilities at each Keewatin airport, under
the terms of the Policy, will support the air transportation operation.
The classification system used in the application of the Arctic

Air Facilities Policy recognizes the existence of air transportation net-

MSCanada, Dept. of Transport, Five Year Plan, (Ottawa: Canadian
Air Transportation Administration, November, 1976), p. 328.

146

See Figure 11 on p. 83.

]47Canada, Dept. of Transport, Five Year Plan, (Ottawa: Canadian
Air Transportation Administration, November, 1976), p. 345.
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works such as the Keewatin air system.]48 The varied facilities packages

available under the terms of the A, B, C designation system permit the
establishment of air network patterns such as the hub-spoke arrangement.
Under this arrangement the Keewatin air network would be organized in a-
fashion whereby Rankin inlet would receive an Arctic "A" facilities pack-
agefw9 thus allowing aircraft in the class of the Boeing 737 to operate
in the community. This class of aircraft would in turn provide Rankin
inlet with potential advantages in comparison with the other settlements
in the Keewatin in terms of lower transportation costs and an increased
transportation capacity. The hub-spoke arrangement does seem to have
special applicability for the Keewatin due to its limited market and
scattered settlement pattern. Furthermore, a number of authoritieslSO
looking toward the future have predicted that the hub-spoke air network
will continue to be the most effective approach to air transportation in
the Eastern Arctic, with Rankin Inlet and Frobisher Bay becoming the major
hubs. The hub-spoke arrangement could thwart the classification system
outlined by the Policy inasmuch as the major hub Rankin Inlet would jn-
crease its regional significance while the air transport needs of the
smaller centres would be reduced.

Economics of scale could also work to reduce the number of air-
craft, air carriers and air flights thus decreasing the need for facilj-

ties, especially in the smaller centres. The consequence of these devélop—

ments would be pressure for the institution of a land based, all-weather

11*8See Figure 8 on p. 60,

95ee Table 27 in Appendix B.

ISOCanada, Department of Transport, Future Requirements of Trans-
portation in Canada (1990), (Ottawa: Transportation Management Training
Center, 1976), p. 3.
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transportation system to replace the airport facilities at the smaller
centres in the Keewatin. As far as the future‘of air transportation in
the Keewatin is concerned it has been predicted that, while passenger
figures will level off in the Arctic, the demand for air cargo will signi-
ficantly increase due to a growing demand for consumer goods.ls] Thus,
there will be a greater need for heavy carrying capacity aircraft with
built in flexibility for either cargo or passenger loads. The use of this
type of aircraft would likely increase the tendency toward a more central-
ized transportation operation in the keewatin.

In summary, the Arctic Air Facilities Policy supplies a number
of very expensive facilities which will encourage the development of an
air service in the Keewatin with potential for improvement in its relia-
bility and 'quality of service' aspects. The deéignatjon of Rankin Inlet
as an Arctic "A" facility cannot be warranted on the basis of the classi-
ficatioﬁ criteria outlined in the Policy although from either ap air ser-
vice perspective or an air network point-of-view, a strong case could be
presented for such a designation. The Policy as presently defined outlines
facilities such as navigation systems which may be outmoded in terms of
the demands of the air carriers and new technological developments.
With regard to 'point to point' navigation the Omega or a Very Low Fre-
quency (VLF) based system is expected to replace the VOR/DME as the accepted
form of navigation in the Arct‘ic.]52 Clearly the Arctic Air Facilities
Policy provides a number of improvements which could upgrade the present
air transportation operation. However there appears to be some incom-

patability with the policies and practices of the air carriers operating

5Nbid., p. 22.

lszlbid., p. 27.
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in the Keewatin and this aspect of the air transport situation will now
be discussed.

While the upgrading of airport facilities described by the Policy
is clearly aimed of improving air transportation services, the magnitude
of the improvement in the Keewatin is somewhat more difficult to estimate.
For obvious reasons air carriers operating in the Keewatin were elated
with the first public announcement153 of the Arctic Air Facilities Policy.
In fact the view of the regional carrier, Transair, is that '‘more and
better' air and way facilities are highly desirable for the Keewatin.
Furthermore, the Arctic Air Facilities Policy, according to Transair,
should be implemented at a much faster rate.lgh The third level air
éarriers Calm Air, Lambair and Keewatin Air are mainly concerned with the
'day-to-day' profitability of their smaller operation. While they wel-
comed the impetus to air transportation provided by the Policy and the
opportunity it gave the air carriers to upgrade their level of service,
the implementation of the facilities policy in the Keewatin was expected
to force the third level air carriers to improve their own equipment, thus
placing financial pressure on the smaller carriers.]55 The precarious~
ness of the profit position of the third level carriers makes them very
sensitive to route structure pressures, operational regulations and the
potential for subsidies.

Transair has a number of concerns about the application of the

]53The Winnipeg Free Press, 31 July, 1974.

]5qlnterview with David 0'Brien, Transair, Manager of Regulatory
Affairs and Route Development, Winnipeg, Manitoba, 9 March, 1977.

155Interview with Al Craig, Transair, Winnipeg, Manitoba,
17 February, 1977.
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Arctic Air Facilities Policy to the airports in the Keewatin. The air
carrier questions the criteria used to determine the facility classifi-

156

cations in terms of how it could work out in the Keewatin. The

classification of Eskimo Point as an Arctic ''C'" airport does not coincide

157

with Transair's position; according to Transair in terms of route

rationalization and profitability, Eskimo Point should continue to be part
of their Keewatin operation along with Rankin inlet and Baker Lake.]58
If Eskimo Point is to remain as a '"'C'' category airport, the community
will Face a future of much higher air transportation costs and a lower
level of service in comparison with those Keewatin settlements which will
receive "B category airports. This opinion is further underlined by
the fact that Coral Harbour, which will receive an Arctic "B! facilities
package, has less than half the population which live; at Eskimo Point
and, also, has experienced less than half the percentage change-in popu-
lation that Eskimo Point has experienced since 2971.]59 AIso,;the com-
munity of Eskimo Point, alond with Whale Cove, presently has a four thou-
sand foot airstrip.

Transair operates a YS11 service in its Keewatin route but plans
to replace this operation with Boeing 737 service within the next few
years despite the fact that no community in terms of the Arctic Air Faci-

lities Policy has an airport streamed to receive the facilities necessary

to license this aircraft. The plan of Transair at this time is to stand-

156

0'Brien, interview.

157

0'Brien, interview.

158

0'Brien, interview.

]59See Table 1 on p. 12,
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ardize its equipment by purchasing new Boeing 737 aircraft to operate its
Arctic service. This commitment to equipment procurement precludes fur-
ther consideration of Dash 7 service within the Keewatin, according to

60 With regard to navigation, Transair is operating a Global

Transair.]
Navigation System Facility called GNS500 on one of its Boeing 737's oper-
ating within the Arctic. This device, costing over $48,000, provides
excellent navigational accuracy in all kinds of weather by taking advan-
tage of both the Global Navigation System and the Omega Navigation System.i6]
In summary, Transair has a number of plans which will set the pace for its
future involvement in the Keewatin. The Arctic Air Facilities Policy,

while playing a minimal role in these projected developments, could be
affected in a negative fashion. This is reflected by the planned insti-
tution of Boeing 737 service in the Keewatin which, while offering some

of the benefits to the region, would likely result in a reduction in the
frequency of air service, thus defeating one of the major objectives of the
Arctic Air Facilities Policy.

The market in the Keewatin for third level carriers is a very
competitive one.i62 The air carriers involved are the charter carriers
Lambair and Keewatin Air, and Calm Air which operates a scheduled Twin
Otter service between Eskimo Point, Whale Cove, Chesterfield Inlet, Coral
Harbour and Rankin Inlet. This scheduled service, initiated during the

winter of 1976, has been plagued by a number of difficulties. The in-

adequate airport facilities at Eskimo Point, Whale Cove and Chesterfield

]6OCraig, interview.

161

Craig, interview.

]62lnterview with Jack Lamb, President of Lambair, Winnipeg,
Manitoba, 16 March, 1977.
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Inlet resulted in numerous, cancelled flights. Also, Twin Otter service
is costly; an illustration of this is the fact that the fuel for the plane
is purchased in Rankin Inlet at triple the rate at which it is sold in
Churchi]].]63 Furthermore, since a widely accepted slogan of Arctic air
transportation is that increased safety means higher costs, the large
overhead faced by air carriers such as Calm Air could place intolerable
pressure on the ability of the air carrier to provide the safest possible
service. The potential in such a situation was highlighted during late
1976 when one of Calm Air's Twin Otters crashed in the Keewatin due mainly
to pilot inexperience. The very high operating costs involved in their
Twin Otter service has forced Calm Air to raise its tariffs to a level
which is substantially higher than those previously charged by Transair,i64
In Tight of the very high costs that are involved in purchasing equipment,
such as navigational receivers; upgraded aircraft; to keep pace‘with the
facilities being provided under the terms of the Arctic Air Faciiities
Policy, Calm Air strongly believes that subsidies will have to be pro-
vided if third level air carriers are to remain viable in the regiom]65
Calm Air suggests that subsidies could be specifically provided for air-
craft fuel.

While the third level air carriers operating in the Keewatin agree
on the need for some form of subsidy, there is enthusiastic support for
the establishment of a special policy for the third level air carriers

166

operating in the Arctic. The need for this policy may become more

163
164

Craig, interview.
See Table 28 in Appendix B.

]65Interview with Arnold Morberg, President of Calm Air, Rankin
Inlet, N.W.T., 10 September, 1976.

166

Lamb, interview.
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apparent if the improved facilities in the Arctic begin to attract an
increased number of air carriers to the region and thus heighten air
carrier competition in the Arctic. A proposed third level policy, be-
sides recognizing the unique constraints that an Arctic air carrier must
face, could also rationalize the whole structure of alir transportation
that presently exists in the Arctic. The view of the third level air
carriers in the Keewatin is that air transportation in the Arctic should
be guided more by the principles of transportation economi’c;s‘67 than by
objectives of a humanitarian nature. From this perspective it is arqued
that socially desirable objectives could then be realized in a more effi-

cient manner. It is a position that Transair is likely to support.

The Users of Air Transportation in the Arctic

The users of air tranéportation in the Keewatin are an essential
ingredient in the evaluative process. In general, users in the, Keewatin
support the facilities upgrading taking place throughout the region.] 8
Organizations such as the Inuit Tapirisat of Canada have taken the official
position that airport facilities in the Keewatin must be ‘improved.]69
However, in the past a number of bjtter complaints have been made about
the quality of the air service. One such opinion was reflected by an
editorial in the April 5, 1974 edition of the newspaper '"The Rankin Times't

which was entitled '"Curse you Transair??? No, Lambair." Evaluation of

]67lnterview with Stan Caldwell Lambair, Winnipeg, Manitoba, 16
March, 1977.

]68Williamson, interview held during Seminar, '""A Remote People in
the Path of a Pipeline', University of Manitoba, Winnipeg, Manitoba,
21 April, 1977.

169Ms. Annie Lock, Information Officer, inuit Tapirisat of Canada,
(Ottawa, February 1977), personal letter.
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the Arctic Air Facilities Policy from the user's point of view requires

a number of assumptions, as specific information is somewhat lacking.

It is assumed that the views of the residents of the Keewatin at the
present time are reasonably represented in the results of a user survey
done in ]973/74.]70 Also, this information, although it is fragmentary
can be used as a basis for assessing the Arctic Air Facilities Policy from
the perspective of the Keewatin user.

171

The survey results presented the following user concerns in
order of their importance to the residents of the Keewatin: reliability
and regularity, passenger and freight rates, information, facilities,
equipment capacity, mail service, medical evacuations, competition and
safety. It is significant that the major concern of Keewatin residents
involved the quality of air service as opposed to the cost of the service.
This indicates the importance of the 'regularity and reliabitity! aspects
of air transport to the residents of the area and the fact that much of
the traffic, especially passenger business, in the Keewatin receives some
form of subsidization from either government or private business. High
costs affect air transportation in the region by discouraging traffic of
a non-subsidized nature, such as tourist travel and intercommunity trans-
portation. As a group, the Inuit would most likely be adversely affected
by the high cost of air transportation. The remaining concerns of the

Keewatin users are tied either to the air service available or the pro-

vision of airport facilities,

]70Canada, Dept. of Transport, Joint Air Service Planning and
Evaluation Review (Jasper), (Ottawa: Arctic Transportation Agency, March
1976) Appendix B-4,

171

See Table 8 on p. 94.
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The implementation of the Arctic Air Facilities Policy is likely to provide
a constructive response to the user concerns already identified for the

172 The 'reliability and regularity' aspects of the air service

Keewatin.
could be improved to a large extent by the provisions of the F‘o!icy.l73
While the potential for lower transportation costs does exist this issue

174

is dependent on a number of issues. With regard to competition among
the air carriers, the Policy might initially increase it but reduce it
over the long term. The other user concerns of Keewatin residents are
likely to be resolved to varying degrees through the impiementation of

the Policy. By encouraging the development of improved air transportation
the Policy would probably increase both the uses of the air transporta-
tion system and the number of users of the system. An improved air service
would result in greater use of the system for the transport of mail,
purchase of various types of food and other provisions from other areas
and the shipment of local produce to external markets. The Policy would
likely encourage the growth of an éast—west regular air servicé and also
greater intercommunity contacts. These measures would increase traffic

in the Keewatin by inviting increased participation by the fnuit. The
most obvious way that the Policy provides for the users of the Keewatin

is by provision of passenger/cargo terminal buildings at each airport
location in the region. While these structures are important, user con-
cerns are mainly centered on the issues of the regularity and reliability
of service or the costs involved in ensuring that service. This fact

suggests that the fulfillment of user needs in the Keewatin will largely

]72|bid,
]73See p. 61.
174

See p. 63.
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be decided by the performance of the air carriers.
Conclusion

The performance of air transportation in the Keewatin will be
affected in a number of ways by the implementation of the Arctic Air
Facilities Policy. In an operational sense the Policy will provide the
potential for a significantly improved air service in terms of dependa-
bility, capability and cost efficiency. However the policies and prac-
tices of the air carriers have been determined independently of the Policy.
In fact, in a number of respects Transair's future plans are at variance
with the provisions of the Policy. With regard to the third level air
carriers their situation is a somewhat tentative one in that the air
transportation market in the Keewatin is both competitive and also faced
with rapidly escalating costs. While the Policy provides in a number of
ways for the needs of the Keewatin user, the realization of theﬁe needs

will ultimately depend on the air service which will actually be supplied.
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CHAPTER VI

ARCTIC AIR FACILITIES POLICY EVALUATION:

THE ECONOMIC IMPACT ON THE KEEWATIN

A major function of the Arctic Air Facilitijes Policy is to provide
economic and social improvement in the Keewatin. In an economic sense
the Keewatin is an area lacking in viable developments and having an
fnuit unemployment problem aggravated by a high birth rate along with
a low skill and achievement level for wage employment. The employment
that the Arctic Air Facilities Policy is expected to produce will result
either directly from the implementation of the Policy in the various
settlements or indirectly through economic activities generated because
of the existence of the Policy. The construction and operation of the
airport, the air carriers, and proposed airport tenant activities are
expected to be the sources of any employment directly generated by the
implementation of the Air Facilities Policy. Since the Policy represents
a sizable investment of funds the Keewatin is likely to be affected in a
financial way. Also the Air Facilities Policy is expected to have a posi-
tive effect on the cost of living in the Keewatin region. This chapter
will cohcentrate on the economic aspects of the Arctic Air Facilities

Policy namely: employment generated, financial impact, cost of Tiving

and, finally, economic development.
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Employment Generated

The employment that the Arctic Air Facilities Policy is likely to
produce will affect all of the settlements in the Keewatin. The construc-
tion and operation of the airports along with the activities of airport
tenants such as the air carriers is expected to be an important source of
new jobs which will directly result from the implementation of the Policy.
While predictions of actual man years generated is a somewhat tentative
exercise, especially for air carrier operations and airport tenant acti-
vities, such an attempt has been made.]75 The number of jobs that the
Policy will be responsible for generating in each of the settlements will
be somewhat limited. However those positions concerning both airport
and air carrier operations are significant in that they offer the poten-
tial for the hiring and training of local residents for permanent employ-
ment. m

With regard to airport operations, Transport Canada has organized
programmes176 to train northerners so they will be able to assume tasks
which will be needed to operate Arctic "B'' and ''¢! airports. Training
is provided in the areas of airport maintenance, airport administration,
weather observation and radio communication. The objective is to ensure
that Arctic ''B" and ''C" airports will be fully operated by northerners.
The fact that admittance to these training programs is limited to Tong-

term northern residents preferably those of Inuit extraction illustrates

]7SSee Table 9 on p. 99.

]76Dona?d Bedier, Western Region, Transport Canada, '"Report on
Arctic 'B'" and ‘''c* Alrport Maintenance Course Held at Cora] Harbour, N.W.T.,
October 31 - November 10, 1976", Edmonton, Alberta, 18 November 1976
(Typewritten)
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the intent of the program. Also, the training itself has been especially
geared to meet the needs of Inuit students by featuring such methods as
practical on-the-job instruction.

The program has been well received in the settlements of the
Keewatin as evidenced by the large number of applications received for

177 Clearly this program is a highly significant

the training courses.
endeavour for the Keewatin inasmuch as it seeks to train local residents
for jobs which will actually be available in the communities and also
the training is specially tailored to the people of the region. The
results of this program are being montitored cTose]y]78 as to their ap-
plicability to other employment areas both related and non-related to
the airport.

While the Arctic Air Facilities Policy generates a certain amount
of employment in its construcfion, operation and maintenance'pﬁases,
very often Inuit employment is limited to relatively unski1]ed:positions
such as those of truck drivers and labourers while 'southerneré' occupy
the skilled, higher paying positions. The explanation for this situation
lies in the fact that the Inuit population in the Keewatin lacks a great
deal of the experience and training needed to perform jobs of a skilled
nature. Also, the short térm, seasonal nature of construction work in the
region has tended to discourage the development of training or apprentice-

ship programs. The training program instituted through the Arctic Air

Facilities Policy is a significant departure in this regard.

177

Lynn Bishop, Transport Canada, Edmonton, November 1976, personal
letter.

178Ibid.
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Financial Impact

The Keewatin is bound in a financial sense to be affected by the
fact that the Arctic Air Facilities Policy represents an investment of over
$15,600,000.00 in the region,”9 Almost 95% of this amount is devoted to
capital expenditures for items such as structures, vehicles and special-
ized equipment which are transported to the region from southern Canada.
Also included in the amount of money spent on capital expenditures is
the cost of construction or installation of the various items involved.

In terms of employment or income created, capital expenditures provide
very little direct benefit to the Keewatin region. Since operating costs
resulting from the Policy totals less than $800,OOO.OO]80 the direct
financial impact of the proposed facilities policy is likely to be some-
what limited especially since the Keewatin is lacking in both the resources
and the capability to be a significant supplier of the materiais”needed

to operate an endeavour such as the Arctic Air Facilities Policy. While
much greater efforts could be made to use locally produced goods such as
clothing, fish and meat products it is likely that the use of local em-
ployment is the most significant way that the Policy as budgetted could
financially affect the communities of the Keewatin in a direct fashion.

As illuﬁtrated in the preceeding paragraph there is a critical need for
employment training in the Keewatin. Without a concerted effort in this
regard a large part of the income available through the implementation

of the Arctic Air Facilities Policy will continue to be earned by southern

workers who are more likely to save their income rather than have it be-

]79See Table 10 on p. 102 and Tables 29, 30, 31, 32, 33 and 34 in

Appendix B.

]80$ee Table 10 on p. 102.
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come part of the economic base of the settlements in which they are em~

ployed.

Cost of Living

There has always been an expectation that the implementation of
the Arctic Air Facilities Policy in the Keewatin would reduce the high
cost of living which exists in the region. The view that the upgraded
facilities would result in lower air freight rates was based on the fact
that the provisions of the Policy would considerably reduce the operating
costs of the air carriers and encourage them to purchase larger, more
efficient aircraft. The view was that the savings would be passed on to
the consumer. Despite the existence of the Policy there is evidence that
living costs in the Keewatin may not be reduced materially by the policy.
The fact that three communities in the Keewatin under the terms .of the
Policy will continue to receive Twin Otter service should result in in-
creasing rates at these locations. In addition, Baker Lake, Coral Harbour
and Rankin Inlet are streamed to receive Arctic "B" facilities and this
will not in the forseeable future allow aircraft to operate which will
achieve significant economics compared to the YSI1 service that presently
serves these centres. These economics could be achieved if Rankin Inlet
was elevated to an "A'" category airport or if a sort of STOL Boeing 737
is developed to use 5000 foot runways. However, at this time, the costs
of air transportation will probably continue to rise as evidenced by the

181

Calm Air Tariff Proposal which was recently approved.

lngee Table 28 in Appendix B.
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The Hudson's Bay Company, which is the largest retailer in the
Keewatin with a store in every community of the region wifh the exception
of Whale Cove, sends a majority of its freight by the sealift. Perish-
ables such as bread, dairy products and so-called 'junk food' - potato
chips, pop, chocolate bars etc... are flown into the Keewatin under a
contract with a Churchill based company called Rand Expediting Ltd. which
in turn sub contracts the transportation of the freight with an air carrier.
The consumer in the Keewatin pays the full cost price for any 'junk food®
which is flown into any Hudson Bay store in the reg‘ion.]82 Other goods
flown into the settlement are priced at the same rate as that charged
supplies brought in by the sealift. From the analysis presented above
it appears unlikely that the cost of living will be affected in a signi-

ficant way by the provisions of the Arctic Air Facilities Policy.

Economic Development

With regard to economic development in the Keewatin a ﬁumber of
prospects are possible. The exploration and development of the mineral
potential of the area could be encouraged through the provision of the
Arctic Air Facilities Policy. The Policy states that the application of
the classification criteria for designating facilities for airports must
be flexible due to changing circumstances such as resource exploration

183 The facilities policy could thereby encourage mineral

and exploitation.
development in two ways. Firstly, through the upgrading of facilities

at airports that already exist in the Keewatin there is the potential for

]825nterview with Mr. Spracklin, Manager of Northern Stores,
Hudson's Bay Company, Winnipeg, 15 February, 1977.

]835ee Appendix A, p. 143.
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the establishment of infrastructure which could intensify exploration

work in the region. These upgraded airports could serve as integral

parts of a Keewatin transportation system set up to transport mineral

ore, equipment and people either to or from mineral operations taking place
in the interior. Secondly, the Policy, as specified earlier, could piro-
vide airport facilities in the Keewatin interio} to allow mineral develop-
ment to take place. During the last few years ten major mining companies
have become involved in mineral exploration work in the Keewatin. Partici-
pation of the Inuit in these deVeiopment§?84 has become a matter of some
contention between the companies, Inuit organizations and the various gov-
ernments involved. The issue has abated temporarily as a result of a
government moratorium on mineral exploration and development in the Kee-=
watin effective until 1978. Until that time discussions among the in-
volved parties are expected to concentrate on the estab]?shmenf-of a mean-
ingful role for the Inuit in the future development in the Keewatin.

Since it is likely that the Polar Gas Pipeline, if approved by the

federal government, will be constructed through the western part of the

85

Keewatin] ; the Arctic Air Facilities Policy could serve in the same man-
ner as it would to facilitate mineral development in the region. Addition~
ally the consortium involved in promoting the Polar Gas Pipeline has placed
a great deal of emphasis on nurturing close working relationsﬁips with the

186

various Inuit organizations in the Keewatin.' in fact the Polar Gas

lgqlnterview with L.R. McDonald, Assistant Manager of Exploration
for the Eastern District, Cominco Ltd., Toronto, 31 May, 1977.

]85John D. Houlding, President and Chief Executive Officer, Polar
Gas Project, 'Notes for a Statement to Sub-Committee on Indian Affairs and
Public Lands Committee on Interior and Insular Affairs', Washington, D.C.,
5 April, 1977. (Typewritten)

]86Interview with Paul Knechtel, Supervisor, Community Relations,
Polar Gas Project, Toronto, Ontario, 1 June, 1977.
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Consortium has taken the public position that a land claim settlement with
the Inuit is both a desirable and expected course of action in the Kee-

187

watin. While the terms of a land claim settlement remain to be resolved
it is likely that a final settlement of this issue will contain guarantees
for significant ongoing participation of the Inuit in the development of
the Keewatin along with the provision of funds tb encourage this participa-
tion. In addition, the expressed desire of the Inuit to remain in the
region is compatible with this prospect. The investment capital generated
by a land settlement along with the potential role that the upgraded Kee-
watin air transportaticn system could play in the economic development of
the region, could be the growth dynamic needed to quarantee the economic
future of the area. With regard to the present level of economic activity
the Policy would likely encourage an increase in the f?shing, tourist and
craft industries in the Keewatin through the provision of a regﬁlar and
reliable air service. However growth in these particular indus;ries would

depend to a large extent on greater government initiatives in these areas

rather than through the implementation of the Arctic Air Facilities Policy.
Conclusion

In terms of direct economic impact, the Arctic Air Facilities
Policy is not likely to be a major influence in the Keewatin. However
the focus on training and local hiring is a positive aspect of the policy
implementation which could set a significant precedent for future develop-
ments in the region. The sizable investment represented by the Arctic

Air Facilities Policy cannot be justified in terms of the direct financial

]87Hou]ding, Notes for a Statement.
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impact that it will have on the region or even on the cost of living in

the Keewatin. Furthermore, while the Policy will increase the potential

for economic development in the region, the relationship between the

Policy and economic development in the Keewatin is a somewhat tenuous one.
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CHAPTER Vi

ARCTIC AIR FACILITIES POLICY EVALUATION:
IMPACT ON THE QUALITY OF LIFE IN

THE KEEWATIN

A subtle but important objective of the Arctic Air Facilities Pol-
icy is to improve the quality of 1ife of the people living in the Arctic.
While the term 'quality of life' can be interpreted in many ways this the-
sis will examine it from the perspective of life style and the psychologi-

cal needs of northerners.
Life Style

Since the economic aspects of this issue can be included within
the context of the 'cost of living' the examination of lifestyle will 1im-
it itself to some of its non-economic implications. By examining issues
such as medical care, education and law enforcement it is possible to as-
sess the potential impact of the Policy on some critical aspects of the
life style in existence in the Keewatin.

With regard to medical care there is a great dependence on air
transport because there is no resident doctor or hospital in the Keewatin
so that any person requiring examination or treatment beyond the resources
of the nurses and nursing stations located in the region is “evacuated"

either by charter or scheduled ajr transportation to either Churchill or



Winnipeg.]88 Also, general practicioners, ophalmologists, pediatricians,
respirologists, psychiatrists, dentists, dental therapists and medical
administrators depend on scheduled and charter air services to spend
varying lengths of time in the settlements of the Keewatin.]89 The ina-
bility of a flight to land or depart from a community can result in a
number of serious problems. Delay may mean death, aggravation to a med-
ica} problem or at least increased suffering to a patient requiring spe-
cialized treatment. Also, missed appointments and rescheduling of surgery
create additional difficulties in Churchill or Winnipeg. Because of the
lack or at least poor quality of passenger accommodations at the airports
increased hardship has to be faced and this often means increased expense
for taxis and overnight costs in the communities. This difficulty is fur-
ther exacerbated at Coral Harbour and Whale Cove because thejr airports
are located several miles away from the communities. Finally the lack of
heated storage facilities at the airports result in the freezing of c¢lin~
ical specimens in the mail going out or drug packages going in thus often

190

rendering them useless. It is obvious then that the provisions of the
Arctic Air Facilities Policy aimed at improving the reliability and reg-

ularity of air service will dramatically alleviate the present situation.
Also the provision of passenger terminal buildings and heated storage fa-

cilities will also indirectly improve the quality of medical care avail-

able to the residents of the Keewatin.

188

Ms. V.  Bowly, Zone Director, Keewatin Region, Medical Services
Branch, Department of Health and Welfare, Churchill, Manitoba, February
1977, personal letter.

189!bid,

190, b4,
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During the last few years education has become an issue of major
consequence in the Keewatin. Discussion has been concerned with the lo-
cation of new schools, the organization of a curriculum to provide in-
struction in practical home making and employment skills and especially
the possibility of using education to stop the deteriorating lifestyle
of the lnuit.i9]' At the first meeting of the National Inuit Council on
Education held during April, 1977 these concerns were reaffirmed.192
Each settlement in the Keewatin Operates a school which presents programs
of study up to the end of the Grade Nine level with the exception of Whale

193

Cove whose senior students must attend-school elsewhere. As mentioned
earlier there is no high school in the Keewatin. As a result there are
approximately seventy students attending high school in either Yellow-
194

knife or Frobisher. Also there are several students attending school
in Ottawa. There are sixteen students attending university or community
colleges in Fort Smith or in southern Canada.i95 The Keewatin education
system faces a number of constraints in its efforts to fulfill the future
needs of the area. The inadequate transportation system discourages com-

munication about the type of education that is being provided and thus

gives local residents little control over the type of education being pro-

19]N W.T. Legislative Assembly, Council of the N.W.T. Debates,
60th Session, 8th Assembly, 18 October, 1976, 1976, p. 29.

]921nuit Cultural Institute, "press release on meeting of National
Inuit Council on Education', Eskimo Point, N.W.T., 22 April, 1977. (Typewritten)

]93See Table 35 in Appendix B.

L
19 Ms. L. Langlois, Administrative Officer, Dept. of Education,
Keewatin Region, Rankin Inlet, February, 1977, personal letter.

]95N W.T. Legislative Assembly, Council of the N.W.T. Debates,
60th Session, 8th Assembly, 20 October, 1976, p. 108.
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vided. Also the high turnover rate of qualified staff endemic to northern
areas adversely affects the quality of education being presented. The
fact that students or adults wishing to continue their education beyond
the Grade Nine Tevel have to leave the Keewatin has discouraged people
from seeking such training with the consequence that there are plans to
establish in the near future a high school in the Keewatin. In addition
there will be increased pressure to centralize educational facilities as
sophisticated and costly equipment is purchased to improve education in
subjects such as home economics, technical shops and employment skills.
The upgrading of facilities prescribed by the Arctic Air Facilities Pol-
icy could work to alleviate these constraints. As the Keewatin becomes
more accessible to southern Canada, it also may become more attractive as
a place of permanent residence for prospective teachers. The establish-
ment of a 'reliable and regular' air service in every community of the
Keewatin could make possible a commuter type arrangement whereby students
could receive advanced training without being totally isolated from their
home environments and the people of the Keewatin could exercise some con-
trol over the education being presented.

The crime rate in the Keewatin is targe considering the size of
the population located within each Royal Canadian Mounted Police Detach-
ment area.]96 Most of the crime is of a non violent nature and there does
not seem to be a pattern of increasing crime emerging in any of the Kee-
watin detachments. The RCMP ‘rely on air transportation to deliver pris-
oners, Justices of the Peace and themselves to and from the settlements.

The rate for actual crimes solved is high except perhaps for Rankin !n]et,]97

]96See Table 36 in Appendix B.

9714,
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this indicates a high degree of law enforcement when one considers the distances
involved and the undependable system of air transportation available. One
point of view about the proposed impact that the Policy would have on an area
like the Keewatin suggests that the crime rate would rise significantly as one
of the logical consequences of the implementation of the policy. However this
view cannot be justified on the basis of the evidence, as the Rankin Inlet de-
tachment does not indicate an upward trend in crime despite the fact that
this community has experienced the largest growth rate in the Keewatin since
1971 and during the last two years has received a great deal of facility devel-
opment under the terms of the proposed facilities policy. In effect the Policy
would improve the accessibility of law enforcement to all of the Keewatin set-
tlements thus reducing the possibility of an emergency situation whereby a
community requiring law enforcement assistance would not be able to receive it.
The fact that the Policy has the pdtential to 'open up'-the region
to a number of services and products presently not available, could be of-
immense significance to the Keewatin. While medical, educational and law en-
forcement services would be improved, an increased potential would exist for
the introduction of new services such as temporary clinics to provide counselling
in subjects such as marriage, family planning, food preparation, basic hygiene
and government bureaucracy. Also recreation and socializing in the settlements
could be improved through the increased availability of films, guest speakers,
cultural displays and professional entertainment. The arrival of newspapers the
same day of printing in Winnipeg or Yellowknife and the availability of current
issues of magazines could help to relieve the intellectual boredom and isolation
sometimes experienced by residents of the Keewatin. The availability of a requ-
lar mail service could also increase the number of potential ties between the

region and other parts of Canada or the worid. The Policy could lead to
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an improvement in the diets of local residents through the provision of
fresh foods such as dairy products, vegetables and fruit. These products
in turn could lead to an improvement in the health of residents for in-
sténce in the area of dental care clearly the provisions of the Policy
could potentially open up the Keewatin to a wide array of influences which
in effect could change the ‘quality of life' in the region.

In summary, the Policy could result in an enhanced life style for
both the Inuit and white population especially in terms of medical care
and education along with the provision of a variety of goods and services.
This view is further supported by the fact that the Policy represents a
positive response to the psychological needs of the residents of the Kee-

watin.

Psychological Needs

This term is difficult to define in a precise manner for the peo-
ple of the Keewatin due to a number of reasons. The most obvious concerns
the fact that a large part of the population is Inuit while the remainder
is white. Because of the very different background and socio-~economic
realities - as documented in numerous tables in this thesis - which exist
between the white population and the Inuit in the Keewatin it is reason-
able to expect that their needs especially psychological ones would be
quite different. However, there has never been a systematic attempt to
document the opinions of Keewatin residents concerning their hopes and as-
pirétions. While the vehicles for this kind of expression seem to be e-
merging - in the form of local government participation, cultural and po-
litical organizations - attention has not yet been given to measuring the

attitudes of the people about the future. Concerning the Arctic Air Fa-
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cilities Policy a number of settlement workshops have been held but these
gatherings have been mainly concerned with informing local residents about
matters such as the operation of the proposed airports. With regard to
the Northern Territories a number of studies have been carried out by
psychologists and mental health experts on subjects such as mental health
and the adjustments being made by Northerners to their changing environ-
ment.198

One such study, entitled, "Project Mental Health: A Study of Opin-
ion North of 60! analyzed mental health issues throughout the whole of
the Northwest Territories in the early 1970's. The final report makes a
number of points which are especially relevant to this thesis. It is sug-
gested that the Inuit perceive life in less optimistic terms, find life
less rewarding and thus require more assistance for physical, social and
mental problems when compared with the white population. The 'fairly
strong' existence of anxiety and depression or the so-called 'cabin fever!
in the white population especially during the long winter months was also
evident. The study found that the great majority of the people in the
Arctic want and expect the same fundamental services and facilities such
as health services, recreational opportunities and transportation that are
available in southern regions. This Mental Health Study did not specifi-
cally seek out explanations of the disorientation that it found among
northern peop]gs. The maladjustment of the white population can safely be
attributed to the cultural shock that the Arctic environment and style of
living often poses for them; however the explanation for deviance among

the Inuit is a more perplexing issue. While there is general agreement

198MacKinnon and Neufeld, Project Mental Health: A Study of
Opinion North of 60°, p. 2.
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about the cause of cultural disintegration among the lnuit there is much
disagreement about relevant solutions. One view would suggest that the
Inuit and their culture will continue to disintegrate as long as the
whites and their southern culture continue to impinge upon life in the
Arctic. Another point of view would involve the wholesale absorption of
the Inuit into the mainstream of Canadian society. A middle view would
encourage the introduction of support mechanisms to enhance the lnuit
and their culture.

With regard to the so-called middle view, the Inuit and their
culture could be strengthened because of the implementation of the Arctic
Air Facilities Policy. The fact that the Policy specifies that Category
'""'B' and ''C'" airports are to be operated by the Territorial governments
will help to further the development of self-government among the settle~
ments of the Arctic. The fact that settlements with populations of at
least one hundred people are streamed to receive facilities at consider-
able cost, regardless of the economic prospects that the community may
have is another way that the Policy does enhance community life. This
has special reference for the development of local leadership and respon-
sibility in the settlements since the vast majority of local councillors
in the Northwest Territories are fnuit; i.e. in Rankin Inlet all of the
hamlet councillors are Inuit except one,

As mentioned earlier the potential for year round intercommunity
travel in the Keewatin will exist for the first time in its history. In
a Sessional Paper entitled "Recreation North' presented by David Flynn
on April 30, 197k, before the Council of the Northwest Territories the
point was made that an improved transportation system would unify the

North and lead to increased pride in individual communities. Also the up-
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grading in the proposed facilities in the Keewatin will encourage the es=-
tablishment of an east-west air service which could lead to greater Ter-
ritorial intercourse as opposed to the north-south orientation of travel
which presently exists. Through this improvement in Territorial communi-
cation the potential for interchange between the communities, of a poli-
tical, cultural and social nature, would exist. This development could,
in turn, lead to a strengthening of the Inuit way-of-1ife in the Arctic.
Finally, the implementation of the Arctic Air Facilities Policy in the
Keewatin could provide the impetus needed for a resolution of the Inuit
Land Claim which in turn could quarantee the future of the Inuit and
their culture in the Keewatin.

With regard to the psychological needs of the whites this group
could also benefit from the increased potential for se]f—government and
intercommunity travel which coﬁld in turn encourage the developﬁent of
greater local, regional and territorial allegiances. These tie§ if com-
bined with the other amenities outlined earlier could serve to keep and
perhaps even increase both the number of white people willing to live in

the Keewatin and their particular commitment to the region.
Conclusion

While the measurement of a term such as fquality of life' is open
to a variety of interpretations it seems clear that the economic and so-
cial impact of the Policy on the Keewatin offers significant promise for
the residents of the region. Improvements in medical care will provide
obvious advantages, while increased participation in education and local
control of the residents over education would be of great significance

for the future. By improving the air transportation system and providing
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the opportunity for an upgrading of the life style in a material sense,

the needs of the white population will be recognized. Also, through iﬁ—
proving economic possibilities in the region, the Policy could be a criti-
cal determinant with regard to the future of the lnuit in the Keewatin.,
Furthermore, the prospects for the future could actually be enhanced through
the potential that would exist for increased social, cultural and politi-
cal contacts between the scattered communities in the Arctic. By respond-
ing to the psychological needs of the white and lnuit population of the
Keewatin, the Arctic Air Facilities Policy will in effect encourage these

groups to play a meaningful role in the future of the region.
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CHAPTER VIII

DEVELOPMENTAL ALTERNATIVES

FOR THE KEEWATIN REGION

Further definition of the impact of the Arctic Air Facilities
Policy on the communities of the Keewatin can be achieved by comparing and
contrasting two alternatives; the first will examine the Keewatin in the
absence of the Policy while the second will specify and consolidate the
effects of the Policy as presented in the preceeding analysis. This pre-
sentation of alternatives will be followed by critical comments on the
strengths and limitations of the Arctic Air Facilities Policy when fully
implemented. Since the Policy has already been partially implegented
presentation of the first alternative will require hypothetical treatment.
Examination of the second a]fernative requires, of course, difficult evalu-

ations where some major imponderables are involved.

The Keewatin Region Without the Arctic Air Facilities Policy

The Keewatin would be fundamentally different if the Policy were
not implemented in the region. The limitations of the air transportation
system identified earlier would be perpetuated with an accompanying re-
striction on the way of life in the Keewatin. Even more serious is the
fact that community circumstances would probably deteriorate still further
as a result of conditions external to the region which would nevertheless
have implications for the Keewatin.

Without the Policy the air transportation system would continue
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to be subject to a number of constraints posed by the area such as the
weather, distance and the limited air transport market. Predictably the
weather in the Keewatin would sustain a number of problems for the air
transportation system such as cancellations, delays, extra flying time and
crashes. The great distances between airports in the Keewatin would prob-
ably result in a large number of lost aircraft and subsequent accidents.
Due to both the distance and the limited market in the Keewatin, air trans-
portation.wou]d be reduced with regard to both the frequency and the qual-
ity of air service being provided.

The facilities that would be avajlable at the airports if the
Policy were not in operation would do 1ittle to offset the basic constraints
on air transportation already identified. An inadequate number of navi-
gation aids would provide a minimal amount of both enroute and approach
assistance for aircraft operafing in the region. A poor commuﬁication
system lacking up-to-date weather information would prevent su?table pre-
paration from being made for‘flights into the Keewatin. Without the Policy,
airstrips in the region could be characterized as too short, poorly equipped
and inadequately maintained and ajr transportation would be affected in
several respects. Most importantly these airstrips would be inoperable
during adverse weather conditions. Also, due to their short lengths, the
airstrips could only be used by smaller ajrcraft. Finally, because of their
inadequate condition, there would be a greater potential for accidents to
occur. The lack of airport facilities such as maintenance garages, fueling
and fire fighting equipment would also serve to restrict the ability of the
air transportation system to function effectively in the Keewatin.

The effect of the operational deficiencies would be g weak air

transportation system in the district with 1imited externally generated
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air traffic and stagnating air carrier operations. Both Transair and the
third level carriers would be operating an air service constrained by in-
adequate facilities and undependable and costly to the users. With in-
adequate ground facilities the carriers would likely operate aircraft such
as the DC-3, equipment which is not well suited to operation in the Arctic.
This older equipment along with the inadequate airport facilities would
pose a threat to air carrier safety in the Keewatin.

With a severely limited air transportation system the Keewatin
would be confirmed in the pattern of a region faced with a deficient eco-
nomic development and a répid]y increasing, but economically and socially
disadvantaged, Inuit population. The small but functionally significant
white population would be undergoing a high rate of turnover as a reflection
of their dissatisfaction with life style available in the Keewatin. The
communities in the Keewatin would have both a high cost of living and a
]arge-unemployment problem which would principally affect the lnuit rather
than the white population with their large salaries and high degree of mo-
bility. Due to the limited economic base in the Keewatin the source for much
of the funding to support the settlements would be provided on a dependency
basis by government. With respect to economic prospects the coﬁstruction
of the Polar Gas Pipeline, mineral exploration in the interior, and a land
claim settlement would be considered the most significant possibilities,
but the role of air transportation would be a critical constraint. In es-
sence the Keewatin without the Arctic Air Facilities Policy would be dras-
tically limited. |In time these difficulties would probably assume intoler-
able dimensions.

Based on the circumstances that existed before the initiation of

the Policy it has been argued that the Keewatin would be a very limited
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environment if the Policy were not introduced. Furthermore it is argu-
able that these circumstances are likely to deteriorate in the absence of
the Policy.

Without the Policy Transair would likely have to re-evaluate its
position with regard to the Keewatin. Transair would be further confirmed
in its regional air carrier policies. Specifically, it would probably
emphasize its typical regional carrier policies of fleet rationalization
and modernization and system improvement through the abandonment of weak
routes and accentuation of strong routes. Besides being a small part of
the total Transair network the Keewatin would be a less profitable part
of it. Also for Transair to continue its operatipn in the Keewatin the
air carrier would have to use older, inadequate equipment which would
conflict with attempts by the air carrier to rationalize its equipment.
The choices available to Transair would involve abandonment of fts Keewatin
air service or else the provision of the service with inadequatg equip-
ment; either choice would have immense implications for the region. |If
Transair departed from the Keewatin it would be a serious blow to the future
of the region because of the carrier's long involvement in the region and
the fact that Transair provides valuable linkages between the Keewatin and
the rest of Canada. Furthermore, if Transair did decide to remain in the
area it is likely that the air carrier would seek to capture most of the
air transportation market in the Keewatin teaving little business for the
smaller carrier. The air service provided however would be both costly
and poor in quality and subject to monopoly.

Without the Policy the third level carriers in the Keewatin would
be vulnerable in a number of respects. Both the operational deficiencies

and the reduced air transportation market that would be in existence would
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impose a severe strain on their ability to remain viable in the region.
Also, because of the limited financial strength of the third level air
carriers it is unlikely, if Transair left the region, that the smaller
operators remaining could maintain the level of service provided by the
regional carrier especially for linkages with the rest of Canada. As men-
tioned, the third level carriers would likely receive a reduced part of the
limited market available if Transair did remain in the Keewatin.

Due to the inability of the third level carriers to absorb con-
tinued financial losses the smaller carriers would be forced to devise
methods to reduce their high operating costs. To ensure max imum loads and
reduced operating costs it is likely that the air carriers would reduce
the frequency of their flights or at least delay them on occasion to en-
sure a full load. Also the use of older equipment would lead to longer
flying times and greater passenger discomfort. In a Further'atﬁempt to
lower costs the air carriers could cut back on safety precautions thus
imperilling aircraft operation. Finally, the use of inexperie;ced personnel
could lead to additional concern for operational safety. While these
measures would likely be practised by the third level air carriers rather
than Transair they would reflect the marginal nature of the air carriers
operation in the Keewatin.

Without the Policy, the neglect of the needs of users in the Keewatin
would assume increasing significance. The high costs involved in air trans-
portation would likely restrict the number of users to those being subsi-
dized such as government o fficials or those requiring transportation for
essential reasons. The lack of facilities such as cargo/passenger terminals
would restrict further the realization of the needs of users in the Keewatin.

As a result the high costs, poor quality of service and the limited role
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played by air transportation would likely focus complaint by residents and
organizations in the Keewatin. Furthermore these complaints would become
increasingly vocal as the air service continued to deteriorate. Certainly
one of the most persuasive arguments that would be used in favour of an
improvement in the air transportation facilities would concern the fact
that without the Policy the Keewatin would be unable to realize its economic
and social potential.

| Lacking the Policy the Keewatin would be limited economically due
to a number of considerations. The fact that air transportation would be
unable to play a major role in potential economic developments would be
sighificant. In addition the lack of a policy to upgrade airport facili-
ties in the region would indicate a lack of confidence by government in
the future of the Keewatin. Both of these considerations would discourage
investor interest in the region and also dampen the enthusiasm for develop-
ments such as the Polar Gas Pipeline, mineral development and the Inuit
land claim. In fact activities such as craft industry and commercial
fishing would be reduced. With a reduction in the economic base both cash
flow and employment opportunities would be reduced. In light of ever-
increasing consumer demands and growing numbers seeking employment oppor-
tunities among the I[nuit the potential for wide-ranging repercussions seems
likely as the needs of the people are not realized.

The cost of living would continue to escalate in the absence of

the Policy in the Keewatin. The greater inefficiencies that would be
evident in the alr transportation system of the Keewatin would increase
this cost. Also the inadequate airport facilities would tend to increase
the dependence on the sea mode which would in turn result in higher costs

due in part to the need for new docking and storage facilities. The con-
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sequence of a continual rise in the cost of living would be a varying one.
For the white population this situation would be met with a suitable pay
increase in light of the already substantial turnover rate. The Inuit
would be affected in a more critical fashfon due to the fact that this group
has larger families, smaller incomes and a general reluctance to move to
other regions. Substantial increases in the cost of living could result

in a boycott of the products jnvolved Or greater investment in the marine
mode. However due to the critical function which air transport serves in
the Keewatin the likely outcome could be an increased demand for greater
investment in the air transportation mode.

Certainly the quality of life in the Keewatin would be adversely
affected by a situation which could be characterized as one with a deteri-
orating air transportation system and somewhat limited prospects for eco-
nomic development. Restrictions that would be imposed on the-availability
of various services in the Keewétin would create a number of difficult
conditions for both the lnuit and white populations. Without the Policy
those requiring medical assistance in the Keewatin would face the possi-
bility of inconvenience, hardship and even death due to the inadequate
facilities and air service that would be available. Education would be
inaccessible in terms of both its availability-and ‘its control by the people
of the Keewatin. In addition law enforcement in the region would be re-
stricted in its application if the Keewatin lacked the Arctic Air Facilities
Policy. Furthermore restrictions on the availability of various goods
would also limit the quality of life available. The import of nourishing
foods such as dairy products, fresh fruit and vegetables would be discouraged
thus affecting diet and possibly increasing health problems. An irregular,

undependable mail service would reinforce the sense of isolation felt by
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many in the white population plus inhibit further the functioning of govern-
ment services in the region. In summary these restrictions placed on ser-
vices and goods in the Keewatin as a result of the deteriorating air trans-
portation system would reduce the quality of 1ife available to the residents
of the region.

In a psychological sense the white population of the Keewatin would
be critically affected by the continued absence of a policy to upgrade
airport facilities in the region. The group would be especially affected
by the quality of air service that would be provided and the limits the
available service would impose on life style in the Keewatin. Limits on
goods and services would reinforce the view of the white population regarding
the 'inferiority of the Tife style! in comparison to that available in
southern Canada and further confirm the views of the white population con-
cerning the isolation of the Keewatin. These views in turn, would increase
the dissatisfactions felt, along with the amount of stress in the white
population. Furthermore, since this group in large measure has always had
a characteristic lack of commitment to long term residency in the region
the rate of turnover would increase as the 1jfe style in the area deterior-
ated further. While this would result in higher administrative costs it
also would disrupt the continuity of various services and programs in the
Keewatin. In an effort to reduce the high turnover rates the only course
of action available would be increased financial inducements. Besides
becoming very costly these payments would arouse resentment in the Inuit
community. Clearly this course of action would not be advantageous with
regard to winning the allegiance and commitment of the white population
to the lohg term development of the Keewatin.

If the Policy were not implemented, the Inuit population would
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be adversely affected in a psychological sense. Considering the constraints
to economic development and quality of life that would be imposed the lnuit
way of life would be placed in serious jeopardy; The frustration of not
being able to participate in the consumer society presented to them through
mediums such as television could be a source of significant frustration

to them. The consequence of this situation could be an increase in anti-
social behaviour among the Inuit. In a cultural sense the Inuit would

also be affected through the absence of a policy to upgrade airport fa-
cilities. The diminished role of air transportation would discourage the
development of social, cultural and political contacts between the various
Inuit communities scattered throughout the Arctic. Without these relation-
ships the Inuit culture would likely become increasingly fragmented and
subsequently disintegrate in the face of the numerous economic and social
pressures being placed upon ft.

Given the limited economic base of the Keewatin, the reduced pro-
spects which would be availagle without the Policy and fhe fact that the
Inuit population is increasing along with Inuit consumer expectations, the
Keewatin would be faced with a number of alternatives concerning its future
development.

One alternative could be identified as the ''back to the land" view
whereby the population especially the lnuit would rely on the land and
the sea for their basic needs. This alternative would be impractical for
a number of reasons. The land and sea in the Keewatin could not be real-
istically expected to support a fraction of the present population even
if there was a willingness to do so which would be unlikely in view of
the acquired tastes of the local residents for the various goods and ser-

vices available in the settlements of the Keewatin.
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Another alternative would limit the Keewatin to functional signi-
ficance for large schemes devised outside of the Keewatin. While subsidi-
zation could be provided to quarantee a certain life style in the region
there would be a number of.drawbacks in this approach. The Keewatin, in
effect would have little control over its own development and thus would
be unable to shape prospective development to suit its own particular needs.
In addition, the cost involved in subsidization could be prohibitive.

Even if a sort of "artificial economy'' was organized to provide an increasing
number of jobs it would.be a retrograde step in that once more the local
economy would be controlled by forces external to the Keewatin. In light

of the potential that would exist for the creation of a possible '"welfare
mentality' in the local residents, the local residents, organizations and
governments involved would likely oppose this particulgr alternative.

Another alternative would involve the relocation of the population
to more economically favoured areas. While this approach wouldsnot prove
to be a problem for the small white population of the Keewatin ft would
be for the Inuit. As outlined earlier, there have been in the past various
attempts made to relocate lnuit outside the Keewatin with little success
being achieved. While this fact does not preclude further efforts in this
regard it does suggest the challenge that is involved. It is lTikely that
the overt promotion of a policy of 'encouraged depopulation' would be vi-
gorously opposed by local organizations such as the Inuit Tapirisat of Canada
which has a definite commitment to development in the Arctic and to the
continued presence of the lnuit in the region. Furthermore the lnuit
Tapirisat while promoting the idea of a land claim settlement also accepts
the view that economic development and an upgrading of airport facilities

in the Keewatin are essential features of the region's future. The pre-
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ceeding analysis of the various alternatives available would further sup-—
port this view. Clearly none of the alfernatives presented would provide
the opportunity for community centered deve]obment to take place in the
Keewatin.

In summary the Keewatin would be limited in a number of respects
by the continued absence of a policy to upgrade airport facilities in the
region. This situation if extended over a lengthy period of time would
create a number of critical problems for the Keewatin. In an economic
sense the Inuit would be faced with a number of fundamental alternatives
which would determine their continued existence and the form in which that
existence would take. Lacking the Policy,-life in the Keewatin would likely
be regarded as intolerable to the white population as the region failed
to keep pace with rising life styles available elsewhere. In essence if
the Arctic Air Facilities Policy were not in existence for an extended period
of time the way of life in the Keewatin would likely be affected to such a
degree that considering the potential of air transportation there would be

a growing demand for a comprehensive policy to upgrade airport facilities.

The Keewatin Region With the Arctic Air Facilities

Policy Fully Implemented

An analysis of the impact that the Arctic Air Facilities Policy is
expected to have on the Keewatin has already been presented. A recapitu-
lation of the effects is useful however in order to facilitate comparison
of the alternatives being considered, namely the Keewatin with the Arctic
Air Facilities Policy and the Keewatin without the Policy.

On balance it appears that a fully implemented Policy would be

favourable to the Keewatin. While implementation of the Policy would be
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beneficial to the region it also would require a number of supportive mea-
sures to ensure full realization of its potential impact. More specific
summary comment follows.

In an operational sense the full implementation of the Policy will
provide navigation, communication and weather information to ajrcraft
operating within the Keewatin. Ground facilities will assist aircraft
operations and also provide for the needs of users. These facilities pro-
vide a number of benefits. They will considerably reduce the potential for
a disruption of the air transportation system by adverse weather conditions.
Also the facilities will lessen the possibility of aircraft loosing their
direction resulting in potential accidents. In addition the Policy in-
creases the potential for fuel savings. In essence the various facilities
packages provided at the settlements will encourage the provision of a
safer, more cost-efficient air transportation system. |

The air carriers most notably Transair should be encouraged by the
provision of facilities described in the Policy and this will p;obabiy be
reflected in their increased commitment to the region. Transair can be
expected to establish a -regular service between Rankin Inlet and the com-
munities of Frobisher Bay and Yellowknife. The air carrier will also exert
pressure for the designation of Rankin Inlet as an Arctic VA" airport.
Regarding equipment Transair will seek approval for both Boeing 737 service
and a superior navigation facility than those provided for use in the Arctic
Air Facilities Policy. Due to the fact that Eskimo Point is designated
as an Arctic ''C'" airport due to its close proximity it is likely that Transair
would give up this airport to Calm Air, the third level air carrier. As
a result the communities of Rankin Inlet and Baker Lake would be the on]y

communities in the Keewatin receiving Transair service. While the
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service provided would be superior in terms of dependability and the po-
tential for cost efficiencies the frequency of the service would likely

be reduced upon the introduction of Boeing 737 service. The full imple-
mentation of the Arctic Air Facilities Policy in the Keewatin should
attract a number of new air carriers into the Keewatin air transportation
picture. Calm Air will continue to operate a regularly scheduled service
into Chesterfield Inlet, Coral Harbour, Whale Cove along with the possible
addition of Eskimo Point.

As far as the future is concerned, with the growing significance
of the Keewatin, full implementation of the Policy would probably mean
that Rankin Inlet would achieve an Arctic "AM airport status. In essence
the participation of Transair at both Baker Lake and Rankin Inlet would
in the long term be advantageous to these centres in relation to the other
settlements served by Calm Afr. While the settlements served by Calm
Air would increase their individual markets due to the Policy implemen-
tation and there would be increased air carrier competition, the limited
available market and the continued use of Twin Otter aircraft would likely
keep the tariffs high. An increased number of operators in the Keewatin
would keep the revenue of the individual air carriers low thus discouraging
their investment in improved equipment and risking accidents by forcing
the air carriers to seek 'shortcuts' to reduce operating costs. In sum-
mary the full implementation of the Arctic Air Facilities Policy would
provide a major impetus to the air carrier market in the Keewatin. Trans-
air would expand its equipment investment but its plans would be somewhat
at variance with the provisions of the Po]fcy. The third level carrier
operation in the Keewatin would be a confusing situation requiring further

policy definition.



- 131 -

With the Policy fully implemented in the Keewatin the economic
prospects for the future will certainly be improved. Employment will
’ be generated in the construction and operation phases of the Policy im-
plementation process and through the potential for economic development
as supported by the Policy. The significance of the Arctic Air Facilities
Policy concerning employment is in its provision for the training of local
people to operate the airports in the Keewatin. With regard to the direct
financial impact of the implementation of the Policy it will likely have
a limited effect although it does raise the potential for a greater use
of Tocally produced products. The full implementation of the Policy by
improving airport facilities increases the potential for overall cost
efficiencies and a reduced cost of living in the Keewatin. The most sig=
nificant aspect of the Arctic Ajr Facilities Policy is its role as a
means to open up the region to future economic development. In-effect,
the full implementation of the Policy is expected to win the confidence
of the private sector in the developmental possibilities of the region.
Certainly the Policy implementation will likely encourage increased mineral
exploration and development work in the interior. Also the prospect of
a Polar Gas Pipeline being constructed through the interior would cer-
tainly be enhanced. These developments in turn could encourage a speed-
up in the federal government's negotiations with the Inuit concerning their
land claim proposal. Finally the full implementation of the Policy should
permit the expansion of the fishing, craft industry and tourism potential
of the Keewatin. While the impact of the Policy on the economic prospects
of the Keewatin depends on a number of external factors, the full imple-
mentation of the Policy will result in a number of significant economic

improvements.
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The 'quality of life' as reflected in both the 1ife style in the
communities and the psychological needs of the Inuit and white populations
should benefit in a number of ways from full implementation of the Policy
in the Keewatin. The people of the region will have better accessibility
to specialized medical services. The educational system will be improved
by the fact that it would be more readily available and responsive to
the wishes of the local population. Improved availability of law enforce~
ment services should support the 1ife style in the settlements. The
fact that full implementation of the Arctic Air Facilities Policy will
provide the region with a number of goods previously not available in
the communities will bring a number of benefits. The availability of
various new food products could result in long term improvements to local
health standards. The availability of regular mail and newspaper service
can help to relieve the fee]ings of isolation often experienced:in the
white population. In a psychological sense, the full imp]ementgtion of
the Policy should benefit the Inujt by increasing the potential for their
own economic development. As a result the Inuit can assume greater con-
trol over their own destiny. Furthermore the Policy, by increasing ac-
cessibility in the Arctic, encourages the growth of cultural, social and
political linkages between the various communities of the Arctic. Both
of these economic and cultural developments serve as the supports needed
to reinforce the Inuit culture in the Keewatin. Full implementation of
the Policy will alleviate some of the psychological needs experienced by
many in the white population for a quality of life similar to that avail-
able in southern Canada through the provision of a dependable air service
and the increased availability of goods and services. While the benefits

of the Policy will not accrue to both groups in an equal fashion the po-
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tential for significant and immediate benefit to both the Ilnuit. and white
populations exists.

In the comparison between the two alternatives it becomes obvious
that the Policy fully implemented has a wider balance of advantages. Spe-
cifically this alternative provides much needed support systems for air
traffic in a part of the country where the air mode has a critical role
to play. The Policy alternative is economically advantageous to the Kee-
watin not only in terms of employment, income, cost of living and economic
development but also because of the community involvement and community
orientation of these economic elements. With regard to the quality of
life once again the argument seems clearly to be supportive of the Policy
alternative. In both cases however the policies and practices of the air
carriers would pose some problems which would require future attention.
While there are problems with the second alternative they appear to be

less and more manageable than those raised by the first alternative pro-

/
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viding for no Policy in the Keewatin. Fur%hermore, while the maxim that
any policy is better than no policy can be stated here it is however true,
that there is no definable policy option available that offers the range
of advantages that the Arctic Air Facilities Policy does for the Keewatin
Region.

Public Policy Improvements for the
Arctic Air Facilities Policy

It seems appropriate to identify certain improvements in the Policy
or in other policies affecting the Arctic to complement the Arctic Air
Facilities Policy.

With the Policy the air carrier situation in the Arctic would re-

quire further policy definition. While the Policy provides for a third
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tevel carrier service to operate into the smaller communities through the
provision of facilities there has been no recognition of the costs involved
in operating such a service. Given the limited market available at these
sites along with the constraints posed by the Arctic itself, ‘the high opera-
ting costs and resultant tariffs could defeat the purposes of the Policy

by limiting access to the air sefvice. With regard to the regional carriers
since their operational focus is determined by considerations apart from
those provided for in the Policy there is a need to re-define a commonality
of interest between the carriers and the Arctic Transportation Agency

(ARTA) as illustrated in ""The JASPER Report''. From this point of reference
there are a number of issues to be resolved. The suitability of the facil-
ity provisions outiined in the Policy especially with regard to the future
is an important concern in light of changing technology and the tendency

of some air carriers to disregérd the Policy in this regard. 'Aﬁother area
of concern involves the need for a definition of adequacy of service in
regard to air service in the Arctic especially with regard to frequency

and costs. In essence the air carriers in the Arctic represent a vital
component in the air transportation system and as such should be part of

an ongoing review of the applicability of the Arctic Air Facilities Policy
to the area.

For the application of the Policy to be effective in the Arctic
there will be a need for a number of strengthened policy directions in
areas such as employment training, cost of living and local government.

The availability of an educational system able to provide training
specially suited to local conditions is a critical element upon which the
future of the region depends. Certainly the use of both culturally sensi-

tive instructors and methods would be of key significance to the fnuit.
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The type of training already underway as a part of the Arctic Air Facili-
ties Policy with its emphasis on practical, on-the-job instruction does
provide a model for similar programs which could be implemented in a varj-
ety of occupations found in the Arctic.

The high cost of living is a feature of Arctic life which is en-
demic to the region. The impact of these costs on the life style avail-
able to the residents of the Arctic is a matter of significance which
should be studied and monitored in an ongoing manner.

Since most communities in the Arctic will experience an increased
influx of people, materials and goods on account of the Policy it is essen-
tial that some control be exercised over the influences permitted. Other-
wise these influences could have a disruptive effect on the way of commun-
ities of the Arctic. An increase in the power of the local communities
to regulate the number and type of influences permitted would reduce the
potential for adverse affects.

While the role of air transportation in the Arctic seems assured
the potential of other modes should be explored further. With regard to
marine transport new ice breaking techniques, improved docking and ware-
housing methods could be instrumental in providing a cheaper form of trans-
port to parts of the Arctic. Also the introduction of land based trans-
portation could be especially beneficial in regions where smaller settle-
ments lie in close proximity to one another.

In summary, while the Arctic Air Facilities Policy represents one
developmental alternative for the Keewatin it has special relevance for the
economic and social issues facing the communities of the region. Due to
this relevance and the Policy's inherent comprehensiveness, the consequence

of its interaction with the communities will be a wide range of significant
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impacts. Supported by a number of public policies these impacts could pro-

vide the basis for an improvement in the quality of community life avail-

able in the Keewatin.
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CHAPTER 1X

CONCLUSION

This thesis examines the relationship between the Arctic Air
Facilities Policy and the Keewatin Region of the Northwest Territories
with a view to testing the hypothesis that the Policy is beneficial to
the communities of the Keewatin. In the analysis of the relationship it
became clear that the Keewatin settlements have characteristics which
pose special problems for public policy. The Arctic Air Facilities Pol-
icy was examined with respect to the following elements of Keewatin life:
air transportation performance, economic impact and the quality of life
available in the region. Then the Keewatin with the Policy fully imple-
mented was contrasted to a situation that would probably exist if the Pol-
icy had not been introduced. Additionally, related public policies which
impinge upon the effectiveness of the Arctic Air Facilities Policy were
identified as a basis for recommendations concerning improvements in the
Policy.

On the basis of the analysis conducted the following conclusions
were reached:

1. The upgraded airport facilities provided under the terms of the
Arctic Air Facilities Policy will permit a much improved level
of air transportation performance especially with regard to air
service reliability, capacity and potential cost efficiencies.

2. Some difficulties could be raised by the fact that Transair will
seek to introduce Boeing 737 service with a possible reduction

in the frequency of flights and the third level carriers wil! be
limited by increased competition and reduced markets.
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The Policy will be responsible for the creation of a 1limited
number of permanent jobs and a successful attempt has been made
to train and employ lnuit for the available positions.

The Policy represents a substantial investment of funds. However
only a small part of this money will be spent in the communities
concerned whether in the form of salaries or the purchase of
local goods and services.

The impact of the Arctic Air Facilities Policy on the cost of
living will be limited due to the fact that the marine mode
serves as the major transporter of cargo and the Hudson's Bay
Company appears to control the price of consumer goods sold in
the region.

The upgrading of facilities provided under the terms of the Pol-

icy is an essential condition upon which the largest prospective

economic projects depend. Certainly mineral exploration and
development along with pipeline construction would require a
superior air transportation capability.

By serving as an impetus to economic development the Policy
could be instrumental in an early resolution of an Inuit land
claim settlement thus providing the basis for the continued
presence of the Inuit in the Keewatin.

The more reliable conditions provided by the Policy should in-
crease the flow of vegetables dairy products and fresh fruit
which could improve both dietary habits and the long term health
of residents. .

The upgraded airport facilities would permit a higher level of
medical care for the residents of the Arctic.

The Policy would increase the potential for the local control of
education along with the accessibility of all residents to an
improved level of educational services.

The improved air transportation system resulting from the pro-
visions of the Policy will permit the growth of Inter-community
and inter-regional contacts in the Arctic. As a result these
contacts could nuture the development of a strengthened Arctic
identity among residents of the area. This development in turn
could lead to a stronger Inuit culture in the Arctic and greater
political effectiveness.

Through the increased availability of goods and improved services
and the fact that the reliability of the air service will make
the region more accessible, the psychological needs of the white
population will in effect be better supported.
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With regard to the psychological needs of the lnuit the situa-
tion can be regarded with cautious optimism. Certainly the
fnuit have a long history of adaptiveness in their relations with
their environment and foreign cultures. Also the Policy through
its provisions could provide a number of satisfactions to the
Inuit in terms of economic development, increased availability
of goods and services and the potential for a cultural rebirth
in the Arctic. However it is important that some local controls
be exercised to ensure that the lnuit population especially is
not flooded with a mass of external influences which could ad-
versely affect their life style. By rejecting those influences
which could be a source of distress among the Inuit the positive
aspects of the opening up process resulting from the Policy will
be enhanced.

IT the Policy had not been introduced in the Arctic, the situa-
tion would appear to offer no advantages and in effect would be
limited in a number of respects compared to that which would
exist if the Policy were not instituted.. Certainly air trans-
portation itself would be restrained in terms of jts performance
potential. A deterioration in the air carrier situation would
further downgrade the service available. As a result the region
would face a future of economic stagnation. This situation along
with a problematic quality of life would make the continued ex-
istence of the white and Inuit populations in the region quite
untenable. :

The ability of the Arctic Air Facilities Policy to fulfill its
promise will depend in large measure on a number of complementary
measures by government to ensure the realization of the Policy's
objectives. i

With regard to air transportation there are two vital needs.
The first is to establish closer contact with the ajr carriers
to ensure that the Policy remains a relevant guide to airport
facility development in the Keewatin. The other need is for
improvement in the third level air carrier situation in the region.
While the issue is inherently complex, the formulation of a
third level air carrier policy to address concerns such as the
economic viability of the smaller air carriers and the adequacy
of air service being provided to Arctic settlements, would improve
the potential effectiveness of the Arctic Air Facilities Policy.

In the area of economic development in the Keewatin a number of
measures will be necessary. Most importantly a massive effort
should be made to provide sensitive training to the lnuit in
particular to equip them with suitable employment and community
living skills. Also greater encouragement should be provided
for the exploration and development of viable activities which
could return income to the region. With regard to cost of living
it is likely that the possibilities for subsidies should be
closely examined. Finally increased inducements should be pro-
vided to the private sector to encourage their participation in
the economic development of the area.
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17. Regarding the quality of life, continued efforts should be made
to ensure that improvements in the provision of services such
as medical care and education actually take place.

18. The continued growth of an effective form of local government is
fundamental to the success of the Arctic Air Facilities Policy.
Besides giving the communities influence over developments
which may be harmful to their way of 1ife, an effective form of
self-government would invite increased local participation in
growth taking place in the region and ensure that this develop-
ment will actually meet the needs of local residents.
In conclusion the Arctic Air Facilities Policy appears on balance
to be positive in its effects. For best implementation it needs to be
integrated with other public policies supportive of the Keewatin and of

the Arctic itself. The hypothesis that the Policy is beneficial to the

communities of the Keewatin is therefore supported.
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IN THE YUKON AND NORTHWEST TERRITORIES
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Policy for the Provision of Ajr Transportation

Facilities and Services in the Yukon and Northwest Territories

A. GENERAL

B. CLASSIFICATION OF ARCTIC AIRPORTS

- Arctic A (Major)

- Arctic B (Area)

Arctic C (Community)

= Arctic Seaplane Bases

C. MINIMUM STANDARDS FOR ARCTIC AIRPORT FACILITIES

1. Arctic A Major
2. Arctic B Area
3. Arctic C Community

L. Arctic Seaplane Bases

‘D. ARCTIC AIR ROUTE NAVIGATIONAL FACILITIES

E. PROVISION, OPERATION AND MAINTENANCE OF ARCTIC AIRPORT

COMMUNICATION AND METEOROLOGICAL FACILITIES

1. - M.0.T. Responsibilities
2. - Y.T./N.W.T. Responsibilities

3. - D.0.E. Responsibilities



- 142 -

FINANCIAL RESPONSIBILITIES

. M.0.T.

(a) capital
(b) Operation and Maintenance
(c) Operation and Maintenance

(d) Revenue

2.. D.I.N.A.

3. Territorial Governments

Arctic A

Arctic B and ¢
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A. GENERAL

1. The Ministry of Transport shall provide and maintain
adequate air transportation facilities to meet the public need in
the Yukon and Northwest Territorjes in accordance with the criteria

and standards outlined in the following policy.

B. CLASSIFICATION OF AIRPORT

Arctic Airports shall be provided at communities in the

Yukon and Northwest Territories classified in accordance with the
following criteria: Note - The application of these criteria must
of necessity be flexible due to changing circumstances such as
resource exploration and exploitation, air service route structure,
types of aircraft being used, acceptability of other means of

transportation.

(1) Arctic "A" (Major) Airports

Those airports serving population centres which have
the following characteristics:
= Served by an air carrier on a regular scheduled
basis f /
- No means of regular transportation other than air
= Major distribution centre
~- Strategic location
= A capital or regional administrative centre
- An extensive continuing resource development role

(2) Arctic B - (Area) Airports

Those airports serving population centres which
have the following characteristics:
- A population of more than 400
- No means of regular transportation other than air
- Served by a regular reliable air service
- A growing community
- An area administrative centre

- An active role in resource development
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(3) Arctic C - (Community) Airports

Those airports serving populations centres which
have the following characteristics:
- A population of more than 100
- No means of regular transportation other than
air

(4) Arctic Seaplane Bases

Seaplane facilities will be provided where it is
determined that such facilities are justified on the

basis of economic and technical evaluations.
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MINIMUM STANDARDS FOR AIRPORT FACILITIES

Air transportation facilities will be provided to the

following standards to ensure communities in the Canadian
Territories may be provided with reliable, regular and
efficient air services:

1. Arctic A - (MAJOR) Airports - to be used by Boeing 737 and

727, lLockheed Electra and Hercules and similar turbine-engined

aircraft operated on a reqular basis

Runway - 6,000' x 150" paved or stabilized
surface for year round use. Runways
of a greater length will be provided
based on a detailed evaluation of the
operational and economic factors to
accommodate the operation of large
aircraft. The, maximum applicable
clearway will be provided and declared.

Lighting - High intensity Runway and approach
lighting, lTighted taxiways, visual
approach slope indicators and
threshold identification lights,
either singly or in combination as
will meet the operational requirement,
rotating beacon, lighted wind socks,

Approach Aids - Instrument Landing System (ILS).

non-directional beacon (NDB)

Navigation Aids - Very high frequency Omni range and

distance measuring equipment (VOR/DME)

Passenger, - Passenger terminal building, airport
Aircraft and Airport
Cene, s access road
Facilities
- Paved or stablized aircraft parking
area and taxiway.
- Aviation fuel storage and dispensing

facilities.



Communications

Meteorological
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Airport Maintenance equipment, garages

and servicing faéi]ities.

- Air-ground and point to point communica-

tions.

- Routine meteorological observing program-
mes, connection to dedicated meteorological
circuit(s) to provide requisite information
required for pre-flight planning and

flight watch.

Arctic B - (Area) Airports - to be used by F28, 748, F227,

YSIl and similar turbine-engined aircraft operated on a regular

air service

Runway

Lighting

Approach and
Navigation Aids

Passenger, Aircraft
and Airport
Facilities

Communications

- 5,000" x 150" gravel surface for year
round use. A runway of lesser length
with a designated clearway** may be
acceptable where due to terrain
restrictions 5,000' is uneconomical or
where a suitable site is too remote’
féom the community.

- Runway and approach lighting, visual
approach slope indicators and threshold
identification lights, either singly or
in combination as will meet the operational
requirement, rotating beacon, lighted
wind socks.

- Non-directional beacon (NDB).

- Passenger-cargo shelter, airport access
road, aircraft parking area, aviation

fuel storage and dispensing facilities
airport maintenance equipment, garages

and servicing facilities.

- Air-ground and point-to-point communica-

tions.



- 147 -

Meteorological - Meteorological observations on request,
communications (radio or land-line) links
through which requisite meteorological
information for pre-flight planning* can
be obtained on request.

3. Arctic C - (Community) Airports - to be used by Twin Otter,

Cessna 402, Aztec and similar STOL and 1ight'twin aircraft

Runway - 3,000 x 100' gravel surface for
year round use. A runway of lesser
length, with a designated clearway®*
may be acceptable where due to terrain
restrictions 3,000' is uneconomical or
the site is too remote frgm the coﬁmunity.

Lighting - Runway and approach lighting, vispal
approach slope indicators, threshold
identification lights, singly or in
combination as will meet the operational
requirement, rotating beacon, lighted
wind socks..

Approach and = Non-directional beacon (NDB).
Navigation Aids

Passenger and - Passenger-cargo shelter, airport access
Aircraft Facilities
road, aircraft parking apron, aviation
fuel storage and dispensing facilities,
airport maintenance equipment, garages

and servicing facilities.

Communications - Air-ground and point-to-point communications.
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N

Meteorological - Meteorological observations on request,
communications (radio or land-line) 1inks
through which requisite meteorological
information for pre-flight planning* can be

obtained on request.

L. Arctic Seaplane Bases - A minimum standard to provide a safe

and efficient operation commensurate with the type and frequency

of seaplane service envisaged.
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ARCTIC AIR ROUTE NAVIGATION FACILITIES

In addition to the VOR/DME to be installed at the Arctic
"A'" airports, VOR/DME shall be installed at strategically located
"B'" and ''C'"' airports or other locations where the facility is
required to upgrade the navigational information along major
airways and air route. At locations where VOR/DME is installed
it may, where practicable, be sited to serve as an approach aid
also.

Where VOR/DME is installed, it is intended that any
existing NDB's shall remain in service and, where necessary, shall

be upgraded to comply with MOT standards.

PROVISION, OPERATION AND MAINTENANCE OF ARCTIC AIRPORT

COMMUNICATION AND METEOROLOGICAL FACILITIES AND SERVICES

I. The Ministry of Transport shall be responsible to:

(a) Provide all air transportation facilities and
equipment at all Arctic Airports in accordance
with priorities and requirements established in
consultation with Territorial Governments, Depart-
ment of Indian and Northern Affairs and Department
of the Environment

(b) Operate and maintain all air transportation facilities
and services at Arctic "A' airports

(c) Inspect and maintain communication equipment at Arctic

B & C airports



(d)

(e)

(f)

(g)
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Train and monitor communication operators and monitor
communication standards at Arctic B & C airports
Define land requirements for airport development

at A, B, & C airports. Land for Arctic "A" airports
and other airports and installations operated and
maintained by the Ministry of Transport shall be
transferred to MOT for édministration and control
Provide technical advice and training services to
Territorial Governments for the operation and
maintenance of Arctic B § C airports to MOT standards
Provide, operate and maintain other specific airports,
aeradio stations or other facilities and services

to meet national or international requirements

The Territorial Governments shall be responsible to:

(a)

(b)

(c)

(d)

Operate and maintain Arctic B & C airports in accord-
ance with MOT standards

Operate communication and meteorological equipment

at Arctic B & € airports in accordance with MOT
standards

Provide Airport maintenance equipment, garage facilit-
ies and equipment fuel storage for the maintenance of
Arctic B & C airport services where the equipment and
facilities will be used for airport and community
purposes jointly

At Arctic B & C airports provide staff housing as

required



(e)

Operate aviation fuel storage and dispensing facilit-

ies where it is not practicable for industry to do so

In coordination with Department of Indian and Northern
Affairs, provide and maintain land reservations for

airport and other air transportation purposes

The Department of the Environment shall be responsible to:

(a)

(b)

(c)

Provide, inspect and maintain meteorological equipment
at Arctic B & C airports

Train and monitor weather observers and monitor
meteorological standards at Arctic B & C airports
Operate essential facilities to meet national and

international requirements

F. FINANCIAL RESPONSIBILITIES

1.

The Ministry of Transport shall:

(a)

(b)

(c)

Fund the provision of all airport, air navigation,
communications and meteorological facilities and
equipment in the Air Transportation - Capital
Expenditures Vote

Fund the maintenance and operation of all air
transportation facilities and services undertaken
directly by the Ministry or by the Department of the
Environment in support of these services in the Air
Transportation - Operating Expenditures Vote

Fund the operation and maintenance of “B'" and "¢

Airports undertaken by the Territorial Governments



in the Air Transportation - Grants and Contributions
Vote
(d) Levy aircraft landing fees and other charges as may
be established fraom time to time
The Department of Indian and Northern Affairs shall:
Fund the provision of the joint community airport
maintenance equipment, equipment garages, equipment
fuel storage and handling facilities and staff housing
in the Northern Development Program.
3. The Territorial Governments shall:
Develop annually, in advance, the 0 & M budgets for
HBY and '"'C'" airports in consonance with responsibilit~
ies outlined in Para. E2 above. These budgets will be
based on technical advice from MOT and will be approved
by MOT for funding in the Air Transportation - Grants
and Contributions Vote.

Levy and Collect airport landing fees and other charges

for services provided.

* Pre-flight planning includes actual weather reports for destination
and significant enroute airports, forecasts of enroute meteorological

conditions, terminal forecasts for destination and alternate(s) and

relevant weather advisories.
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*% When, by reason of the constraints mentioned, it is not practicable
to provide the minimum standard length of runway at "B'" g "¢ airports,
the maximum applicable clearway will be provided and declared, where

it is practicable and economically feasible to do so. This will permit
the air carrier, as required, to exploit load advantages accruing from

the use of the clearway.
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ASSORTED TABLES DESCRIBING
THE KEEWATIN REGION
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TAB

LE 11

Employment in Keewatin Cammunities

by Type and E

thnic Status

Baker Chesterfield Coral Eskimo Rankin Whale
Employment Lake Inlet Harbour Point Inlet Cove
Type lnuit White lnuit White Inult White Inuit White Inuit White tnuit White
Agriculture - - - - - - - 1 - - - -
Hunting,
Fishing,
Trapping 27 - - - 6 - 29 - 6 - 2 -
Mining,
Quaries, 0il - - 3 - - - 7 - 3 1 1 1
Manufacturing - - 1 - - - 2 - 3 1 1 -
Construction 3 - 6 - - - 17 - 11 - 3 1
Transportation’
Communication 1 2 1 - 3 - 8 - 5 1 2 1
Trade 22 2 20 - 15 - LY 2 18 1 8 -
Financial
Insurance - i - - - - - - - - - -
Commercial
Business 4 6 13 2 7 3 18 9 8 7 1 6
Federal
Administration 11 4 14 - 23 - 37 3 13 2 5 1
Territorial
Administration 32 23 33 3 25 5 146 10 43 36 14 6
Municipal
Administration 4 - 17 - 10 - 9 - 11 - 2 -
Hire North - - - - - - - - 1 - - -
Not Applicable
Unspecified 75 4 14 - 23 5 120 ] 98 - 23 3
Total 179 42 122 5 112 13 435 26 220 4g 62 19
Source: Government of Northwest Territories

Territorial Employment Record
Information System (TERIS) February, 1977
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Baker Lake

Chesterfield
Inlet

Coral Harbour

Eskimo
Point

Rankin Inlet

Whale Cove

Source:

lnuit

White

Inuit

White

nuit

White

Inuit

White

Inuit

White

lnuit

White

TABLE 13

Employment Status for Keewatin Communities

EMPLOYED

95
(56.2)

28
(93.3)

24
(40.0)

(100)

17
(23.9)

(50.0)

116
(40.0)

1
(73.3)

72
(40.0)

Lo
(97.5)

17
(38.6)

9
(69.2)

UNEMPLOYED

6
(3.5)

21
(35.0)

30
(42.3)

48
(16.5)

2
(13.3)

19
(10.5)

1
(2.4)

9
(20.4)

2
(15.4)

Government of Northwest Territories

Territorial Employment Record
Information System (TERIS)

February, 1977

NEVER
EMPLOYED

12
(7.1

(10.0)

15
(21.1)

(50.0)

35
(12.1)

42
(23.3)

10
(22.7)

HOUSE-
WIVES

57
(33.1)

2
(6.6)

10
(15.0)

(12.6)

92
(31.4)

(13.3)

L7
(26.1)

(18.1)

(15.4)

TOTAL

170
(85.0)

30
(15.0)

61
(92.3)

(6.1)

71
(87.6)

10
(12.3)

291
(94.8)

15
(4.9)

180
(81.4)

A
(18.5)

Ly
(77.2)

13
(22.8)
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TABLE 17

Comparison of Reported Income Expenditures Between Parts of Canada
(by % of total income spent on consumption categories)

Consumption NWT Keewatin Winnipeg

Category Average Average Manitoba
Summer Winter Summer Winter All Seasons

Food 38% 39% 36% 39% 16.5%

Shelter 31% 32% 34% 32% 13.8%

Household L% Ly 3% 4% 3.3%

Operations

Clothing - 13% - 13% 7.7%

Personal 3% 3% 2% Ly 2.1%

Care

Recreation 9% 8% 8% 8% 3.8%

Notes: The expenditures do not total 100% as
there is some overlapping; also some
expenditure categories were left out
because they could not be readily
compared.

It is obvious from the information
listed above that living costs in
NWT and Keewatin are higher. A
consideration is the fact that if
income is lower then a larger

percentage of it will be devoted
to necessities such as food and
shelter.

Source: Yellowknife and Winnipeg data obtained from
Statistics Canada, Urban Family Expenditure 1972

NWT and Keewatin Statistics obtained from
Cost of Living Survey conducted by Market
Information Services Ltd. 1973
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Costs of Transportation in 1973
for Keewatin settlements from their supply points
Air (Winnipeg) and Marine (Montreal)

Freight Rates (Price/pound) Most economic

Settlement Air Marine Surface Route

(marine)
Baker Lake 64 6.2 - 6.2
Chesterfield Inlet 65 6.2 - 6.2
Coral Harbour ’ 77 6.2 - : 6.2
Eskimo Point 39 6.2 - 6.2
Rankin Inlet 54 6.2 - 6.2
Whale Cove 52 6.2 - 6.2

Notes: To standardize rates for comparitive purposes,
the rates for each transportation mode are based
on general commodity classifications and weights

of 100 ibs. or

less.,

The most economic route would be normally used however,
the alternate would most likely be employed when
ical route is unavailable. ‘

the most econom

Source: Cost of Living Survey, 1973
Market Information Services Ltd

Alternate
Route
(air)

64
65
77
39
54

52
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TABLE 19

Composite weighted scale for items of basic maintenance
(food, clothing, household operations and personal care)

Baker Lake

Chesterfield Inlet

Coral Harbour

Eskimo Point

Rankin Inlet

Whale Cove

Weighted Scale Reference

to

Yellowknife
3.
3.
.28

00

08

.23
b5
97

Weighted Scale Reference
to
Winnipeg

5.72
5.85
5.13
5.18
5.97

7.82

Note: The composite weighted is arrived at by totalling
the percentage price differences for each item
(food, clothing, household operations and personal

care)

From the percentage total a composite figure is
arrived at and applied to the table below allows
the composite weighted scale to be arrived at.

Range of % Differences
from the Reference

+4.99% and under

+5.00% to 9.99%

+10.00% to 14.99%
+15.00% to 19.99%
+20.00% to 29.99%
+30.00% to 39.99%
+40.00% to 49.99%
+50.00% to 59.99%
+60.00% to 69.99%

+70.00% and over

Weighted

Scale

1

2

10

Source: Cost of Living Study

NWT, 1973
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Abbreviations (For Tables on Page 170 and 171)

X - in any column indlcates that the facllity is presently in place
Airport Classification Column (Aceording to Arctic Air Facilities Policy)
A - Major
B - Area
C -~ Community
Operatar Column
TC - Transport Canada
NWT - Government of the Northwest Territories
License Column
P - Public License
U - Unlicensed
Runway Surface Column
G - Gravel
P - Paved
Very High Frequency Omni Range (VOR)/Distance Measuring Equipment (DME)
X/ - indicates VOR only
Air/Ground Communication Column
V(U) - VHF Unicom Transceiver

A - Aeradio Station
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APPENDIX C

CHRONOLOGY OF TRANSPORTATION DEVELOPMENT
IN THE ARCTIC




1920's

1921
1924
1930's
1939-45

post 1945

1950's

1960's

1965
1965
1966
1967
1970
1970
1971
1971
1972
1972
1972
1973
1974
1974

H

H

1

1

1

i

H
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CHRONOLOGY OF TRANSPORTATION
DEVELOPMENT [N THE ARCTIC

Airplanes equipped with floats and skis suitable for
Arctic.

Imperial 0il1 first uses airplanes in the Arctic.
Commercial aviation begins in the Arctic.

Era of the 'bush pilot!.

Airports constructed at Churchill, Coral Harbour, Fort
Chimo and Frobisher Bay.

Use of heavy-piston freighters in the Arctic.

Dew Line construction.
Growth of Regional Air Carriers.

. Air Routes established into the Arctic.

Use of turboprop aircraft in the Arctic.
Use of Twin Otter aircraft in the Arctic.

Dehavilland Twin Otter is introduced into the Arctic.
Survey done of transportation needs of Arctic communities.
Regional Air Carrier Policy announced.

National Transportation Act announced.

Remote Airports Policy.

Arctic Transportation Conference held at Yellowknife.
Arctic Transportation Agency started.

Northern Air Transport Study started.

Martin Hartwell incident.

""A Review of Air Transportation in the North' published.
'National Policies for Northern Canada'' announced.
"Air Services for Arctic Communities' published.
"Northern Air Policy Study' started.

Arctic Air Facilities Policy announced.



1974

1974
1975

1976

_]83_
Statements of Federal Transportation Policy concerning
the Arctic.
Local Service Air Carriers.

New Transportation Policy stated by the Federal
Government.

Joint Air Service Planning Evaluation Review was
published.



APPENDIX D

ESTIMATES OF OPERATING CHARACTERISTICS

FOR AIRCRAFT USED IN THE KEEWATIN
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