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AB S TRAC T

The ef'fects of transportation systems on corrmunity development is

controversiaì and the use of transportation systems by governments is a

sensitive area in public policy. Thís thesis examines the Arctic Air

Faci ì i tíes Pol icy of the federal government and analyses its relationship

to the Keewat in Region of the Northwest Terri tories. Essentiaì ìy the

thesis tests the hypothesis that the Arctic Air Faci | íties Pol icv is bene-

ficial to the comntunities of the Keewatin.

Air transportation has been a major element in I ife in the Canadian

Arctic for many years and has been subject to a number of determinants -

technological, cornmercÍal, miì itary 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 pol icy and the nature of overal I Arctic

public policy was described to pìace the Arctic Air Facilities Policy in

its proper context.

The social-economic mil ieu of the Keewatin was examined to identi-

fy its essential community characteristics. The inportance 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 popuìated by Inuit and white people. l,/hiìe the Inuit

are reìatively disadvantaged in the ,ocir:-'€ìconomic sense their cuìture re-



Ind¡ns a vital part of Keewatín life and theír way of life has a ìong his-

tory of response to a varíety of external impacts. The whíte popuìation,

although small in nunlber dorninates the highly skilìed empìoyment in the

region and is charâcterized by short-term residency.

The relationship between the Arctic Air Faci I it¡es Pol icy and the

communities in the Keewatin was viewed from a number of perspectives but

emphasis was placed on the publ ic interest in terms of the Keewatin com-

munities. l,Jith regard to the effects that the Poìicy would have on the

Keewatin a three-pronged evaluatíon was conducted. The Pol icy was evalu-

ated in terms of its impact on air transportation performance, economic

activíty, and the quaì ity of ì ife in the Keewatin.

The analysis conducted revealed a wide range of resuìts. The

Pol icy provides the potential for significant improvement in the dependa-

bil ity, capacity and efficiency of the air transportation avai lable in

the Keewatin. However, the pol icies and practices of the air carriers

in the region have often been determined independently of the pol icy.

Aìso, the situatíon of the third ìevel air carriers operating in the Kee-

watin is critical in terms of competitive conditions and escaìating oper-

ating costs.

l^/¡ th respect to d i rect economic ef f ects the Poì icy is not I ike ìy

to have a ìarge quantítatÍve impact on the region. However, the focus on

training and local hiring appears to be wel I suited to the needs of the

Keewatin. \,ihiìe the Poìicy is ìimited in terms of providing direct bene-

fit in areas such as income generation and reduction in the cost of I iving

it has additional impì ications for significant economic activity in the

region such as pipel ine construction or mineral development. \,/¡th regard

to the qual ity of I ife the Pol icy offers sígnificant promise for the resi-



denls of the region. lmprovenents in nedical care, the potential for in-

creased partÍcipaIior-r in the education system are two obvious advantaqes.

FurIhertnore the prospecIs for the future of the Keewatin would be enhanced

through the potential that would exist for increased social, culturaì and

polítical corìtacts between the scattered comnìunities in the Arctic. lt

is likely that the Arctic Air Facilities Policy will encourage the reso-

lution of a land claim settlenlent between the federal government and the

Inui t in the Keewatin. Besides quaranteeing the material needs of the

white population the Poì icy would encourage more white people to consider

long term residence in the region. A comparison of the probable community

deveìopment effects of the Pol icy with those which couìd be expected to

evolve in the absence of the Pol icy was overwhelmingly in favour of the

application of the Policy.

In conclusion the hypothesis of the thesis was supported; the

Arctic Air Faci I ities Pol icy appears on balance to be positive in its

probable effects on the communi ties of the Keewatin. For best implementa-

tion it needs to be integrated with other public policies supportive of

the Keewat i n and the Arct i c.
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CHAPTER I

I NTRODUCT I ON

The relationship between transportation and development is funda-

mentaÏ in Canadats history. This relatíonship ls especial ly vivicl in the

Canadian Arctic where transportation has always been an Ìntegral 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 aÎmed at controlling the development taking place"

ln 1974 the federal government instituted the Arctic Air Facilitíes eolicyl
to upgrade airport facilities in the Yukon and Northwest Territories,
This pol icy, while directed primari ly to guarantee each Arct¡. ,.ttìement

containÎng at ìeast one hundr-ed resídents, ä year round, regulaÉ and rel i-
able aîr service is also intended to achíeve other objectives of a wide

ranging nature. This thesis examines the relatíonship between the Arctic
Air Facilíties Policy and communîty development in the Keewatin RegÌon of

the Northwest Territories. Essential ly the thesis examines the hypothesis

that the Arctic Air Facilitîes Policy is beneficial to the communîtïes of

the Keewatin" The thesis wíll not only seek to determine fact but aìso

will attempt to evaluate the benefits with consideration to their nature

and direction and with sensïtivity to the possibly confl icting value

systems of the populations involved"

ln areas such as the canadian Arctic - Ìyíng north of the sixtieth

lThe Arctic Air Fac¡l ¡t¡es por icy is descríbed in Appendíx A.
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degree of Iatitude, terms such as transportation and development assume

special dimensions. The chief constraínt în the Arctic is the climate

which has alivays exercised a major influence on northern life. The Arctic
climate is characterÍzed by long, cold winters and short, cool summers"

As one proceeds north, the hours of daylight are reduced durïnq the winter

months and increased during the summer to tne extent that beyond the

Arctíc Circle there is a period of cont¡nuous daylight and of continuous

darkness near the two solstices.2 Also the Arctic is far more vulnerable

to atmosPheric dísturbances than southern areas.3 ly'eather has always

been one of the major factors hindering Arctic development and any plans

for future development will require a detaïled knowledge of its charac-

terÍstics and its effect on man and his activities,4

!n an ecological sense the Arctic envîronment is extremely fragile.
The presence of permafrost has created a number of construction-challenges

which can only be overcome with a substantial increase ín costs. In fact,
the envïronment' especially in the Eastern Arctic, is a limiting one whlch

permits little or nothÎng in the way of forestry or agricultural development.

ln the Arctic, the majority of the people are of lndian, Metîs and

InuÎt origin. Many of these people are deprived Ín an economic and social

sense ín comparÍson with the rest of the Canadian population. lssues

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

2f . Ken Hare, t,The Atmospheric
in Arctic Alterna:!!ves, ed. Douglas H.priffil

Env i ronment of the Canad ian North, t'
Pimlott et al (0ttawa: Mai T-O-Matic

3ru¡¿.

4r.Ur. Benumr¡rMeteorological Services ïn the Arcticoil ín Arctic
fr.qn:por!: Proceedíngs of the Arctîc Transportation Conf".uÁ.u - lfTiowf<nife,¡¡ i,W
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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 provTdes much of the expertïse essentîal

to present economic development. The adjustment of both the native and

white populations to current circumstênces ín the Arctic is an issue of

major.onr"qu"n"".5 The fact that the population ïs small and largely dis-

persed among a number of widely scattered settlements has presented a number

of additional chalienges to development along with those previously men-

tioned"

The problem of imbalances and distance in the Arctîc accentuates

the importance of transportation. The dependence of the area oR the flow

of goods and expertise from the south has been gradually increasing. This

flow largely moves in one directíon only, as there has not yet been a cor-

responding increase in the ämount of goods beíng shipped from the north to

the south" The resultant excess capacîty, when combined with the lack of

a substantial market and the natural constraints of the region, has helped

to make Arctic transportat¡on a very compl icated concern. The dependence

of the Arctic on transportatíon has increased demands for an improved

transPortatíon 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 ê year-round, regular

and reliable transportat¡on service to a vast majority of the communîties

Iocated in the region. The issue of împroving transportation înfrastruc-

ture is one that has critical signíficance for the future of the area and

i ts people.

5R.n. MacKinnon
Study of 0pinion North

and {lfred H. Neufeld,
of 600. (saskatchewan:

Project Mental Health: A
Marcotte Research Center,w-
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lncreased transportation capacity may have wideìy divergent effects

on development in a particular area. ln the past, the most desired effect

often revoìved 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 defîned regions in order to put an upper bound on

justifiabìe capi tal expendi tures needed to real i ze the calcuìated poten-

tial.o Economic impacts such as employment creation, income generation ancl

amelioration of the cost of living could provide the criteria needed to

assess the worth of transporËation investment in a particular area. More

recently, transportation improvements have been cited as having important

positive effects on poì itical unity, social cohesion, and development,

occupational specialization and human attitudes.T However, the extent and

scope of external or developmental effects of transport have been increasing-
Rly questioned." There is an increased awareness that, besides t-he possibi-

lity of waste inherent in transport projects, an improved transportation

system might have adverse effects on overalI development, espeiialìy in

envÎronmental terms, in a particular area, Also, transportation expendT-

ture may be a necessary but not sufficient basis for deveìopment and may re-

qui re supportive measures and pol Tcies. \,/hi le there is much disagreement

about the benefits that transportation can bring to an area, there seems to

be a consensus that in developing regions orEountries, transportat'ion re-

qui res more precise and comprehensive anaìysis and pìanning effort.9

oG. 
l,/¡ lson, 'rThe Role of Transportation în RegÌonal Economic Growth,tt

in Transportation and Regional Development, eds" E.W. Trychniewicz and P. Tangri
(W¡ so University of Manitoba, 1970), p. 55

7rbia., p. 44.

8*.r. 
Studn ickï

1975), p.7.
9.1. Heads, The

- Gizbert, Transport Pol icy - Theory and Practîce (n.p.,

pp. 40-4ì.
Economic Basis for Transport Studies (n.p. , 1975),
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Transportation and Development in the Northern Regîons of
Circumpolar Countries

The important consideration in an analysis of the relatÌonship

between transportation and development seems to lie l.rith the partîcular

social, economic and political realities which exist ín an area. lt is

widely acknowledged that the U.s"s.R. has the most extensîve planning

relative to northern development and transportation în the rvorld. Vast

improvements are beïng made in the road, raí1, marine and aïr facilities

În the north. lt is the intention of the Russîan government to utilize

aircraft as the prime mover of commodîties from the Arctic regîon ¡nto

the central Siberian area, including the movement of ore and concentrates

with aircraft such as the Antanov 22, a ìarge turbo-freíghter. The U"S"S-R.

has a number of objectives for Siberia ranging from defence, resource ex-

ploitation and population settl"rn"nt. l0 
One objective of their national

polícy Ís to attempt to move people across the urals into sïberia. By

the year 2000, forty per cent of the population is to be shifted east of
¡tthe Ural s. ' '

ln so far as the Fennoscandanavian countries are concerned, there

has been a wide range of achievement wíth respect to transportation and

development" In Norway, the transport network îs well developed on a

north-south basis with superior air services and faci I iti.s" l2 
Rai l,

marine and certain highway movements are subsidized to support commodities

ín the export market or to equalize transportatíon costs throughout the

IoA.thur v,
(W¡nnipeg: Northern

¡lrbia., p,

l2¡n¡d., p.

Hauror "Transportation and
Transportat îon Commiss îon r'

12"

7.

Northern Development rrl
t97l), p. 13"
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transport Tnfrastructure has helped to make possible a

the northern population has remaîned relatively stable

ln Finland, the entîre country lies beyond the 6Oth degree of

latitude. The transportatíon system îs 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 deterior"t..l4

Northern Finland has been overpopulated for its level of economic develop-

t"nt.l5 The development of Northern Finland revolves around the questron

of whether or not the government wî I I support increased economîc expan-

sion în 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 polîcy formu-

lation wîth regard to northern development. ln the absence of this dírec-

tion, the situation in l.lorthern Sweden can be characterized as one of

"encouraged depopul at ion."l 6

ln Greenland, both marine and aír transportation servîces are

operated at a considerable deficit which is increasing annually.lT th"

t?'-lb¡d., p. 5

rl,
'-Marui Polomaki, r'The Development of Economy and PopuTation in

Subarctic Finland Since l¡/orld l"larl l,'t in Developing the Subarctic,
ed. , John Rogge, (Wí nn i peg : Department of of
manitoba, 1973), p. 35"

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

a/

'oPutut. Laut, 'rAgrîcultural Research in the Northern Margins of
the Ecumem,'r ín Developîng the Subarctic, ed. Rogge, p" 66.

17"Department of the Secretary of State, Translation Bureau,
Briefing to the Minister of Greenland, from the Greenland Counciln 1976"
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transportation system is faced with an immense problem trying to supply

essential services to a number of small, uridely dispersed communities.

To allevîate this dîfficulty, the government is planning on replacing

expensÍve hel icopter operations with the more economical Dash 7 aircraft.
The overall objective ís 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 publÌc uti-
litíes such as telephone and sewage serv¡.u.18 ,n.r. are about fifteen
hundred aÎrfields used on a regular basis throughout the state. Ëlel i-
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 communîty beïng eval-

uated - communítîes having a population of seven hundred and fifty people

or more are not included because these particuTar places already have

adequate aírport faci I ities. The crîteria for weTghing the varÌables is
based on the level of dependence on aîr transportation shown by the par-

ticular community. The variables include the fol lowing: population,

alternatÎve-year round methods of tånrportêtîon, dîstance to the nearest

trunk airport, industry in the community, school attendance, class of

post offíce, status of the communîty, air carrier servîce, a tie variable,

and a percentage change in population over the past decade. These ten

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

I8.
.rames

I,/orks, State of
Moody,
Al aska,

Chief Planning Engineer, Department of publ ic
6 January, 1977, personal Ietter.
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expressed dependency on air transportatîon.l9 th" foì ìowing quotation

explains the objective:

It is felt that w¡th such a priority system established, it w¡ll
be more possibìe to pìan for balanced economic development through-
out the state. The construction and improvement of secondary
airports in remote areas wiìl have the immedîate effect of pro-
viding adequate emergency and dependable transportation for al I
peoples of the state. This wilì in turn stimulate the local economy
by making feasible input and output of goods and services, thereby
integrating othenvise subsistencçr^economies into the more poten-
tial ìy productive state ..onory.20

ln Canadar geography dictated from the beginning that transpor-

tation was to be a vitaì concern" The Canadian Pacifïc Railway was built,

along with other raiìroads, ïn the first part of the 20th century to ful-

fill canadars promise as a political, economic and social union. In so

far as the regionaì problem - that is the relative economic health of the

different regions of the country - \^/as regarded as a factor of distance,

transportation and transportation rates both become a cause of and a cure

for regional weaknesr.="21

bined with a harsh unpredictabìe climate has made transportation an im-

portant if hazardous operation. This was reflected in the early history

of the lnuit 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 vi tal component of Arctîc I i fe. The instal latîon of ai rport

facilitïes for defence purposes during and after t,Jorld war ll provided

the essential boost that ai r transportatÌon needed in the Arctic. Besides

In rha Ã.re+í - +he VAStnesS Of the land COm-vr¡e, vqrLt¡eJr vt 
" ,

ì95r"r" of Alaska, Department of Publ ic l,lorks: Division of
Aviation, Alaskan Community Ranking for the Development of an Air
TransportatJ tne
ffip.2"

2^--lbid., p. 2.

tlHo*"rd J. Darl ing, An Historical Review of Di rect Transport
Subs i d i es in Can_ada (n . p. , 1975) , p. lU
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transportation began to pìay an
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exploration and deveìopment work, air

important role in northern I i fe 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 pol iticaì divisions of the l.lorthwest Territories; however

for our purposes, the term Keewatin Region is outìined în Figure I on the

previous page. In this study, the names Keewatin and Keewatin Regíon will
be used synonymously. In comparison with the other regions of the North-

west Territories, the Keewatin whi le a dÌstinct region, faces simi ìar

problems; for example, extreme climate and scattered population have also

worl<ed to the detriment of transportation and development in the area.

The proximity of Hudson Bay has had a major impact on both clevel-opment and

transportation in the Keewatin. All of the settlements in the region are

located on Hudson Bay with the exception of Baker Lake which is connected

to it by the Chesterfield lnlet as outìined in Figure 2" The access to

water alìows marine resupply to take pìace from Churchiì1, Manïtoba for
about three months of the year. The Hudson Bay has had on occasion, an

adverse impact on the lveather thus disrupting transport navigation in the

a rea.

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 thaË over

B0% of the population in the settlements of the Keewatin are of lnuit ex-

traction (See Table I )" The popuìation of the regîon is almost totaììy

contained in eight settlements, namely Baker Lake, Chesterfield lnlet,



It

ê
ts

ft
,r!rO

RIVER

C HEgTE

RA'yXrN tNLE

FIEL
II9LET

KEE, WATIN
!--"

WHALE COV

E3X rMO POt¡¡f

-r¡--.8Ò.

FEctoÀl

HUDSON BAV

i

I

i./
.r

f¡il.E3 HrLEsr0g*. 59 _-g tog. eoo - ioo'ì=?--*-'"-?Ei--==ç=:; æ-:-Ë-------

Fig. 2 MAP 0F KEEÌ/ATtN

CORAL
HAfISO IJR

6



E
ak

e 
r 

La
l<

e

C
he

st
er

fie
ld

ln
le

t

C
or

a 
I 

H
a 

rb
ou

r

E
sk

in
ro

 P
oi

nt

R
an

ki
n 

ln
le

t

lJ
ha

ìe
 C

ov
e

| 
96

6A z
T

o 
ta

 ì 
C

ha
ng

e
P

op
ul

at
io

n 
fr

om
 t

96
l

59
6 

+
 t

 4
.6

Ì 
99

 
+

36
.0

29
8 

+
z\

.2

\6
\ 

+
t7

6.
2

\2
9 

-2
6.

1

l8
l 

+
44

.8

S
ou

rc
e:

 A
. 

C
en

su
s 

of
 C

an
ad

a
N

tlT
, 

U
ni

 n
co

rp
or

at
ed

 p
I 

ac
es

l9
7l

 C
en

su
s

T
A

B
L[

 I

C
om

pa
ris

on
 
of

 P
op

uì
at

io
n 

C
ha

ng
e 

by
 K

ee
w

at
¡n

 S
et

tle
m

en
t

i;
no

n 
na

t 
i v

e

ì?
 

Ê

n/
a

n/
a

o? ta
 

ì

t?
 

?

B
.

C
an

ad
a 

N
or

th
 A

lm
an

ac
R

es
ea

rc
h 

In
st

i t
ut

e 
of

 N
or

th
er

n 
C

an
ad

a,
 l

j1
6

B
as

ed
 o

n 
T

E
R

IS
 S

ur
ve

y

P
op

ul
at

io
n 

P
ro

je
ct

io
n 

ca
rc

ur
at

ed
 f

ro
nr

 a
ve

ra
ge

 a
nn

ua
r 

gr
ow

th
 r

at
e 

r9
66

-1
91

6.

T
or

al
P

op
ul

at
io

n

I>
b

25
8

C
.

| 
97

ln
'4

C
ha

ng
e

fr
or

n 
I 
96

6

+
27

+
30

+
19

+
29

+
32 +
t8

59
8

56
6

7;

no
n 

na
t 

i v
e

t2
 .

0

t0
.5 7.
o

t0
.0

tq
.5

| 
0.

0

T
ot

aì
P

op
ul

at
io

n

90
0

28
0

\2
5

87
5

8q
0

l7
l

z
C

ha
ng

e
fr

om
 1

96
l

+
73

.O

+
9t

.7

+
77

 -
0

+
¡{

20
.0

+
\3

.5

+
36

.9

r 
97

68

C
ha

ng
e

fr
om

 l9
7l

+
 1

9.
0

+
 8

.5

+
20

. 
0

+
46

.0

+
48

.0

-2
0.

0

z
no

n 
na

tiv
e

r5
.0

6.
1

12
.3 \.9 t8
.5

22
.8

t9
8¡

c

P
ro

je
ct

io
n

||(
þ

33
0

5l
o

| 
20

0

I 
t7

5

t6
5

I ¡\
t ¡



_ 13 _

Coraì Harbour, Eskimo Point, Rankin 'lnlet, Whale Cove, Repulse Bay and

San,ikiluaq. This thesis r^riìl be concerned with the first sTx of these

communÎties. The explanation for the omission of Repulse Bay and Sanikiluaq

lies in the fact that both are located a considerable distance from the rest

of the Keewatin and are thus isoìated from them. ln an economic sense,

the six communities have a great deal in common. To an overwheìmîng degree,

the economic livelihood of the communitîes revolves in a direct and in-

di rect fashion around government expenditure" The best avaiìable i I lustra-

tion of this fact is a breakdown on the type of employment avaiìable in

the various settlements of the Keewatin.22 Whîle a number of cottage in-

dustries, private business concerns, co-operatives, fishing enterprises

do operate, few could do so without direct government assÌstance. The

Keewatin region is future-orientated in the sense that. many local residents

are antîcipating a time of unprecedented prosperity. Some of the people

point to the prospect of the Polar Gas Pipeline being constructed through

the western part of the reg¡on.23 Others siress the tremendous mineral

potential ìying in the interior of the Keewatin Region.24 One cause for

optimism, especially with young lnuit Leaders, is the prospect of a Native

Land Cìaims Settl.t.nt.25 These people point with enthusiasm to the huge

quantities of gas discovered in the High Arctic lsìands reflecting in turn

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

22s"u Table ll in Appendix B.

-'Rankin lnìet Times, l/ November

' 24w.w. shilts, Geologist for the
Canada, personal letter"

1975, p. I .

Keewatîn Geological Survey of

25Northr"st Terri tori es, Leg i s ì at i ve Assembl y, Leg i s I ative Assembly
Debates, 59th Sessîon, Bth Assembly, 28 Hay, 1976, p. 5-
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Government has agreed that a land claim set

the Inuit has encouraged many of the tnuit.

where a large financîal settlement was made

to the development of the oil resources in

further enthusiasm.

The Keewatin Region has a number of

are quite unique to the area, yet the Region

tíve of ArctÌc real itíes, These facts plus

spend time in the area explain the choíce of

as the basis for this thesís,

t I ement wî I I be mad.26 wi th

The precedent set in Alaska,

with the natíve people príor

the state, is the basis for

problems and prospects whîch

ís, nevertheless, illustra-

the authorrs opportuníty to

the Keewatín communities

The Arctíc Air Facilities policv

This pol î"y27 prescribes a system for classifying Arctic airports
according to their community needs, Classificatîon levels of A; B and C

are based on the population and anticipated economic potentiat çf the

affected community, plus the present structure of air service being pro-

vided and the avaílability of other means of transport to the area. For

each classífication level, a detailed package of aírport facilities is
described which can be further refined to suit the special needs of a

particular site. The development of the Arctic Aír Facil ities pol icy
was in direct response to the need expressed for an upgrading of the

level of Arctic air transportation by resîdents of the north, air carriers
and users of the air transport system.

The Arctic Air Facilîties Policy is very significant for a number

26Nunuura, 
A Proposal for the Settlement of

Northwest TerriloiJes ñ.P" '
?7-'See Appendix A.

2J February, 1976) 
"

lnuít Lands ín the
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of reasons. The Pol icy represents the largest sîngle investment of funding

ever made in the Northern Territori.r.23 lt is especially significant
that major fundÎng has been provïded for the instatlatïon of air trans-
port infrastructure to real ize government objectives in the Arctic. In

fact, the policy describes a majon commíttment of Transport Canada funding

and energies to provîde a transportation infrastructure whîch will be

superior to that whïch exists in many other parts of Canada, The Arctic
Air Facïl¡t¡es Policy provides a necessary basis for further government

efforts to ensurerra regular and reliable air service" to communities in

the Northern Terrítories" FinaTly while the policy represents an approach

to the realÎzation of federaì government objectives for the Northern

Territories, the Arctïc Air Facil ities Pol îcy has obvious appl icabi I ity
to other remote regions of Canada

The thesis ís organîzed in the fot.|owÍng way: The fîrst-chapter

outltnes the essentials of the íssue namely: an overview of the.relation-

shíp between transportatíon and development; íntroduction to the region

being studied plus a brÎef description of the Policy itseìf; and finally
a rationale for the thesis itself. Chapter ll will provide a perspective

for the Policy by describíng its evolution. Chapter lll will detaiì the

socio-economic situation as it presently exists within the six communities

of the KeewatÎn Region. Chapter lV will discuss the relationshîp between

the Arctic Air Facilities Policy and community llfe. Chapter V will evalu-

ate the Policy in terms of aîr transportation performance. Chapter Vl

wíll evaluate it w¡th regard to its economic ímpact on the Keewatin white

Chapter Vll will analyze it in terms of its impact on the tqualïty of lifes
ïn the region. Chapter Vl I I presents an analysís of developmental alter-

'8r. Elliott, Transport Canada, personal letter.
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nat¡ves to meet the needs of the communîtîes of the Keewatin. Fînally

Chapter lX r.¡ill give a concluding assessment of the Policy and its applí-

cabiIity to remote areas Iike the Keewatîn"
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CHAPTER I I

THE EVOLUTION OF THE ARCTIC AIR

FACILITIES POLICY

Ai r 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 historicaì account

of these relationships wili be presented in thís chapter" ln this way

the Arctic Air FacilitÌes policy may be seen în proper perspective"

The Arctic and Transportation Development29

The Arctic Ai r Faci ì ities Poì icy was Ínstituted in response to

criticism of an ai r transportatTon system that had evolvecl by àfre 1970,s

into a major force in the deveiopment of the Northwest TerrítorTes and

the Yukon. The growth in Arctic air transportatîon, especíally în the

l^/estern ArctÎc, was due to several influences- A number of technological

advances allowed air transportation to overcome some of the natural con-

straints of the Arctîc. Resource exploration and development had pro-

vided an important impetus to the expansion of Arctic aïr transport.

Defence considerations had resulted în the constructïon of a sîzable part

of the air transport infrastructure presently in existence in the Arctic.
commercial aviation had iong prayed a significant role in opening up the

?q-'See Appendix C for Chronology of Transportation Developmentin the Arctic"
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Arctic' Fínally the Federal Government especially, in the Iast few de-
cades, had developed into the key ínfluence behind the aîr transportation
system as it presently exists în the Arctic"

Techonological !nnovation has accomplished a great deal in over-
coming constraints such as the cl imate, distance, inaccessîbi I ity, rough

terrain and the sparseness of settÌement which have always been key con-
siderations in the Arctic. The fact that in the lgzots airpl"n", could
be equipped wÏth floats and skis made the Arctic accessible during both
the summer and winter months.30 The use of heavy píston-engined freighters
after the second tlorld l,Iar with large carrying capacity, increased range

and four-engined power increased the pdtential of Arctic air transport
to carry more people and freight on longer journeys with greêter safety
than had ever been possible in the past. The introduction of turboprops
and jets in the late ¡9601s and 70's has further increased the advantages

of the heavy piston-engined freighter with the addítional benef¡t that
these types 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 ST0L (Short Take_off and Landing) capabilities
has seen a great deal of service în the Arctic.

In an area rike the Arctic the deveropment of navigation and

approach aids is critical for air transport safety. The avai labi I ity of
private, portable approach and navigation aids during the lg7o,s íncreased
the safety factor. Also the introduction of the Global l.,lavÍgation system

has allowed aircraft to fly longer routes with relîable êccuracy. In the

.Joe L' courtney, Northern Aïr Transportation study, 2 vors.

J?'i;:-: 
Government or cåÁu 

,
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near future a number of poss¡bil ities exist. The Omega Navigation System

will provide a navigation system wíth íncreased accuracy and lower costs.
Aircraft wîth longer ranges, greater carryîng capacíty and sr0l charac-
terïstics seem I ikely 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 yeêrs as a major reason for the use of air
transportation" ln lgzl lmperîal 0¡l used the first airpranes in the
Arctic when it commissioned two Junkers aircraft to explore for oil in

the l'Jestern Arcti".3l Furthen exploratiohs for oi I and minerals f inanced

the begínnings of a rudimentary air transportation capability in the
Arctic' one of the facets of this capability was the creation of a new

breed of pîoneer, the'rbush pilotr who later played a crîtical role in

the provision of services such as maîl to northern resîdents and was in-
strumental ín the growth of commercial aviatíon în the north. Resource

companies stepped up their use of air transportation in the Arctic durîng
the late 1960's in their search for minerals and fossll fuels. Many of
these companÎes have purchased or leased their own aircraft to the detri-
ment of the commercial aîr carriens operating in the Arctîc. However,

despite this, the resource companies have provided a major impetus to the
economy of the north and have contrîbuted to the demand for an expanded

transportation infrastructure ïn the Arctîc"

ln the past, mîritary consíderations have had an împortant în-
fluence on the establishment of air transportat¡on facilities ín the Arctic.

3 I L""r.n..
Pathfinders of the

F. Jones, George
North, (Toronto:

Lonn and Special ists of the North.
Pîtt Publ ishíng Co. Lrd., lgl}) ,
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The construction of airports in northern canada to form stagíng routes
during the second l^/orld l-/ar provided the potential for year round air
transportation into many settlements. Aírport instal tatÍons bui It at
churchíll, coral Harbour, Fort chimo and Frobisher Bay rvere later to be-
come the focal poínts of air transportation development in the Eastern

Arctic'32 In the l95ots the frontiers of a!r transport were rolled back

further when a number of Arctic airstrÍps were constructed for the Dis-
tant Early warníng defence installati on"33 This project served as a cata-
lyst for canadian aviation as two-thírds of the total air freight tonnage

I^/as transported by canadian commercial avîat¡on.34 The role of the mí I i-
tary in the development of transportatíon infrastructure for the Arctíc
has undergone a significant decline as military elements in public policy
general ly have been minimized.

commerciar aviation began in the Arctïc in r924 and by r929 lvas

firmly established ïn the north"35 By the I950,s three air routes into
the north had been developed in a north-south direction, foflowing the
natural I ines of supply from southern manufacturîng or population centres
to distribution centres în the north.36 Each of the foHowins cities

32Courtn"y, System Analysis, p.
??--Jones, Lonn and Specialists of

North, p" l49"
?I¡-'Courtney, lystem Analysis, p. 15"

35Frank H. Er r is, r'commercíar Ftying Híts ¡ts stride, rgz4-r929,,,in@t"g.,(Canada:Univ"isityofTorontoÉ,.,,,1954),
p" 235.

36rc. P" peiffer, ,,Ai r Transport in Northern Canada,,r in ArcticTransportt Proc4-gs oF-lhg Arctic Transportation conference

15.

the North, Pathfinders of the
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were established as route supply points: Montrear served Fort chîmo,

Frobisher Bay and Resolute Bay; Edmonton served yellowknife, Inuvik and

Cambridge Bay; whi Ie t'/innipeg served Churchiìl and the communíties of the

Keewatin. All three routes developed to the point where they are an în-
tegral and important part of life in the north and are essential to North-
ern developm"nt.3T Each one of the routes is served by a regional air
carrier plus a number of smaller operations, Each of the regional air
carríers, namely Pacific Western Airl ines, NordaÍr and Transaír, grew from

a charter operatîon Înto a substantial regional airline. However by the

end of the l960ts theír operatÎons into the Arctic were restrícted by the

lack of airport faci I itíes located in the reqion"

Government lnterveLtïon in the ArctTc
%

Government intervention on a substantial scaìe îs a recent pheno-

menom in the Arctic. This new policy was refìected in a speech made in

1972, by Jean Chretien, then Minister of lndian Affaírs and Northern Develop-

ment' ln 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 defenceto.people programs, to resource development to ecological problems.
Today there is a new requirement for si-rifting emphasis towardpeople programs but by a smooth adjustment oi ali p.ograms ratherthan, an.abrupt change from one set (say resource-orientated toanotherr.

While certain objectîves such as the protection of canada,s sovereígnty
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-

37raid., p. z9o.
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tain government department or policy, and the manner in which a certain

program is to be implemented are aìì directly reìated to the priorities

whÌch the government has establ ished for the area. l^/¡th regard to the

Arctic, the roìe of the federaì government has grown from one of minimal

involvement to that of poì icy impìementation almed at basic alterations

in the way of life in the region. This changing roìe is clearly refìect-

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 instîtuted the Arctic Air Facilities Policy which is expected to

have a major impact on life in the Arctic.

Besides the ïnstaìlation of miìitary facilities and weather sta-

tions in the Arctic, the federal government did not participate in Arctic

air transportation in a sÎgnîficant way unti I the early 1960's. Unti I

this time, funding for needed aîr transport infrastructure such as run-

ways, navigation and approach aTds competed with simiìar demands from

other parts of Canada with the result that l¡ttle attentÎon was paid to

the provision of air transport facilitíes în 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 ì960's. Aìso, by this

time the federal government was invoìved in a number of social service

programs in the settlements of the Arcti c.

In an attempt to define aîr transportation needs for the Arctic a

survey was done in 1966 of air transport in the regîon. 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 facïlitîes located în a number of Arctic settlementr"38 There

was an increased federal readiness, particularly during the l!60rs,

38rl I iott o personaì letter.
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to invest in northern transportation facilities as a means of encouraging

economic development ín general and resource development in particul"r.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 theír servi..r.4o Also this position was reaffirmed when the Air
Transport Committee of the canadian Transport Commission emphasized the
benefits of scheduled aîr services and contrasted them with charter oper-
ations by suggestÌng that departments and agencies of government should

wherever possible use regular air services in the north.4l However, at
this stage the aÎr carriers continued to be Iímited by both underused air-
plane capacities plus severe restrictions on expansion due to the inade-
quacy of Arctic airport faci I íties. Furthermore the National Transporta-
tion Act and its emphasis on "efficiency'r andrrcompetitiveness'on the
countryrs system of transportation seemed to dÍsregard areas such as the
Arctic with its underdeveloped transportation fac¡ I it¡es and servi."r.4t

FÍnally in 1970 a speciar poricy was set up to buird aírstríps at
ten Arctic locations. This Remote Airports Pol icy provided for the parti-
cipation of the Department of lndian Affairs and Northern Development, the

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

?q--K. r,/yman, ilTransportation Fací líty costs and user chargês,,, inArctic Transoort: Proceedings of the 4rctic Transportation conference -

40Robert p. Engre, "Air-Transport and Northern Development', in
Transportation Conference _

el lowknife, N.W.T"

l¡l"Peifferr "Air Transport in Northern Canadail, p. ZgZ"
A2cun"d", 

Department of Transport, statement on TransÞortatíon, by the Hon, Jean Harchand, (0ttu*", ),
Pol i cy
p. 6"*
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munïties affected were Eskimo Point, Pangnirtung, Fort HcPherson, Aklavîk,

chesterf Íeld lnlet, Pond Inlet, l^/hale cove, 0ld crow, lgloolik and cape

Dorset. The stated objectives for the policy were to improve health, jus-

tíce and education fací I ities, to encourage the establ ishment of regular

air services and, finally, to equalize opportunity and cost of livíng be-

tween the north and the rorth.43 However the Remote Airports policy came

under a great deaT of criticism during its existence. The program only

provided for airstrips thus ignoring the need for improved passenger, nav-

igation, communicatíon or meteorological aids essential to ai r transport
I,I

in the Arctic.a4 Also, the Department of National Defense as part of its
general withdrawal from direct particîpation in the operatîon of ArctTc air-
ports gradually reduced its commitment to the policy. Another pclicy in

operation at this time provided assi stance to resource compan ies bui ldïng

airstrips in the ArctÎc as part of their exploratîon and developrnent work"

However both this program, the Remote Airports Program, and expenditures

from the Canadian Air Transportation Administrat¡on itself were criticized
as being inadequate to meet the need for a safe, reliable air transporta-

tion system ín the Arctic.

In 1970 a conference of consÌderable significance for Arctic trans-

portation was held ín Yel lowknife, Northwest Territories. The Arctic Trans-

portation Conference attracted over two hundred and fifty individuals both

knowledgeable and concerned about the íssue of transportation in the Arctic.45

43rt, iott, personal letter.
lJl!"rb¡d.
45"App.ndix B,'r ïn Arctic Transport: proceeclings of the Arctíc

Transportat i on Conference
32338 - 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 crïtical stage in its develop-

ment because irreversible decisions would soon be requíred whîch would re-

late to the kÎnd of development Canadîans and northern resTdents wanted

LAfor the Arctic"'" Also on a number of occasions ït was affTrmed that the

Arctic uras a pêrt of the country with unîque problems on account of its

climate, topography and socîo-economic development. Furthermore, it was

suggested that one refìection of thîs uniqueness was the signÍficance of

air transportation to the Arct¡.47 ¡n that it was the onìy form of trans-

portation which could guarantee year-round provisíon of essential services

such as medicaì care and education to isolated settlements, ín addïtîon to

year-round operatíon of resource exploration and development. However, ¡t

was stated that the establishment of an radequate! system of air transpor-

tation in the Arctic would require a heavy expendíture of public- funds

especîal ly in relation to the regîon's smal I popul"tîon.4B Additional ly

the point vras made that aid glven ín the form of an upgraded transporta-

tion system might not be the best way of raising the living standards of

that part of the Northern population which h,as most in n..d.49

In the Conference's closïng address, the then Miníster of Transport,

Don Jamieson underl íned certaîn pol icy posítîons. He suggested that the

46r.iffer, "Air Transport in Northern Canada ," p, 299,

47Ar.aic Transport: Proceedings of the Arctïc TransportatTon
Conference g

,¡B'-lbid., p" 12"

49Ar.tíc Transport: Proceedings of the Arctic ïransportatíon
Conference
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government had the responsibi ì ity to provide transportation faci I ities
rrso that enterprisers of one kind or another can move in and spend their
own doìlars". Mr. Jamieson saíd that the government would base its deci-

sion on whether or not to locate transportation înfrastructure in a partî-

cular area on the ¡rultimate returnst' which the fac¡l ities would provîde.

The ArctÎc Transportation Conference had a number of profound

effects on development in the Arctic. Most sígnïficantly the Conference

led to the establishment of the Arctic Transportat¡on Agency and the Arc-

tic Air Facilit¡es Poìicy which seemed to confÍrm the împortant role that

air transportation was expected to play !n future ArctTc development. Un*

til a special programme for the Arctic could be organized the federal gov-

ernment authorized fïnancial assistance for Arctic airports on an înterim

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

The Arctic Development Pol icy

In l97l the federal government approved an Arctic development pol-

icy which establ ished seven National 0bjectives for Northern Canada. The

followíng is a list of the objectives along with a brief descriptíon of

"""h on".5o

t. Quality of Life - To provide for a hígher standard of
I iving, 9uâl ity of I ife and equal ity of opportunity
for northern residents by methods whîch are compatible
with their own preferences and aspirations.

Economic Growth - To encourage víable economîc deve'lop-
ment withTn the regions of the northern territories so
as to real ize their potentíal contribution to the
national economy and the material well being of canadians.

5oC"nudu Department of lndian and Northern Affaîrs, Advîsory
Committee on Northern Development North of 600 ¡¡Al locations by Northern
Objective" in Annual Northern E{pelgjlqre pran 1976-1977, (0ttawa:
Minister of su '
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Quality
of

Life

E conom i c
G rowt h

Sove re i gn ty
and Securi ty

Protection of
Envi ronment

Administration
and

Support
0ther:
3.82 Evolution of Government
2.12 Social and Culturaì Development
I . I .l Le i sure and Recreat ion

Fis. 3 DISTRIBUTI0N 0F 1976/77 PLANNED

EXPENDITURE BY NORTHERN OBJECTTVE

Sourcer: Annual Nortfern Éxpgndittrce Plan tyî6/77
,Advige¡y Co¡nittee Herthsrn DeveloF¡ecnt North of 600
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Sovereignty and Security -
and security in the north.

Protection of Envi ronment
northern envi ronment wi th
socÌal development.

To maintaìn Canadian sovereignty

5. Evolution of Government - To further the evo
government i n the northern terri tories.

Sociaì and Cultural Deveìopment - To real izecontributîon of the northern terri tories toculturaì deveìopment of Canada.

- To maîntain and
due cons i deration

enhance the
to economic and

lution of self-

the potentiaì
the social and

6.

7 - Leisure and Recreation - To deverop fur ly the ìeisure andrecreational opportunities in the northern territories.
Prior to the articulation of these objectives, clevelopment 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 had to be

control led. ln ì ight of the increased development activi ty of the l960rs

and 1970's in the northern territories, the seven Natïonal 0bjectives for
Northern Canada were worked out to guide development in the Arctic and

provide a pol icy framework for the organ ization of government programs

for the decade of the i970ts. ln this way the diverse interests involved

in the development in the Arctic - as represented at the Arctic Transpor-
tatÎon conference - would have a common basis on which to formulate their
plans' ln 1972, the then Minister of lndian Af fairs and llorthern Develop-

ment, Jean chretien, while defending the seven objectives said that the
government was affirming that the needs of the people in the Arctic were

more important than resource development and that the maintenance of eco-

logical balance was essential"5ì This view is reflected in Figure I on

5ì c"n"du, Department of lndi an Affaí rs and Northern Development,Report to the standing committee on Indian Affairs and Northern Development:
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Page 2J which ïlìustrates the relatîve importance of the varíous objec-

tÎves in the 1976/77 Planned Expenditures for the northern territories by

the federal and territorial governments. A breakdown of hour each objec-

tive will be implemented during the 1976/77 fiscal year is revealed by

Table 2 on Page Zj.

ince the National Objectives for Northern Canada were first im-

plemented there has been a large increase în total government spending in

the Arctic as revealed by Table 3 and Figure 4" lncreased government

spending meant an increase in the number of government servíces being pro-

vided and also in the number of people being employed as illustrated by

Table 4 and Figure 5.

Another consequence of the statement of Northern Objectives lvas

the recognition of the need for a co-ordinated approach to planning in the

Arctic" t'lith this view in mind the Advisory Committee on Northe¡-n Devel-

opment was set up to províde for joint planning and co-ordination of all
federal pol icies and programs relating to the Arct i..52

As promised during the Arctic Transportation Conference and re-

flected by the need for an organized approach toward the northern objec-

tives, the Arctïc Transportat¡on 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 mu'lti-modal transportatTon systems which wí I I con-

trÎbute to the achievement of the national objectíves for Arctic Canad".53

52Cun"du, Department of lndian Affaï rs and Northern Development:
Advisory committee on Northern Development r'!g{eral Departments, and
Agefc!es,"-í! Government Acrïuitj"r_iq the N
EinÏster of Su . 9"

53la¡d., p. 165.
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TABLE 3

Iotaf Northern Spending by Governnl¿.tt-1973/71+ ø lg76/77

Gove rnment 1973/7\ (Actuaì ) 197\/75 (Actuaì \ tglS/75 (Forecast) t976/17 (ptanned)

Fede ra I

Northwest Terrîtories
Yukon lerr i tory

(S m¡ I ì lons) (3) ($ ml ì | tons) (?)
188.8 54.8 219.8 53.9
ì ì5.4 33,4 134.8 33.t40.7 tì.8 53.0 l3.o

(S ml I I lons) (t) (5 ml | | ¡ons) (T)
269'7 52.5 3Ol .7 5t .7t7\.7 3À.I 2t6.t 37.o68.7 ì3.4 65.6 tì.1

As noted earl ier, certain activities, relating to Nationaì Defence forcesstationed in southern canada, ¡nvestments in panarctic 0ils Lim¡ted and
ìong-range research projects, are excìuderi from the aggregate data becauseof their speciaì nature. planned resource al locationi foi these items in
1976/77 totaì S60.6 mi I ì ion and 1,872 man years.

Source: Annual Northern Expenditure pìan l976/71
Advisory Conunittee Northern DeveloÞment North of 600

TAELE

Totaì Northern Employment by Government - 1973/7\ to 1976/17

Gove rnmen t 1973/7\ (Actuaì ) 197\/15 (Actuaì ) tglS/7e (Forecast) t976/77 (ptanned)

Fede ra ì

Northwest Terri tories
Yukon Terri tory

&l (No. )
\9.? \ ,632
35.6 3,227
15.2 1 ,377

(No. )
l¡ ???
2 ,911
I'238

(z)
50.5
)c. I
l4.B

(No. )
\ ,3tz
3,117
1 ,334

(u)
50.2
34.9
14.9

(No. )
\,75\

I,42t

(7")

49.9
?q t
l4 .9

Tota I R ?R? 8,763 100.0 g ,236 9 ,528 r oo. o

Source: Annuaì Northern Expenditure pìan 1976/77
Advisory Committee Northern Development North of 60o
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This agency, through a direct link to the Advisory commíttee on Northern

Development and Transport canada, along wTth indirect contacts with the
territorial governments and federal agencies învolved in the Arctlc, has

an excellent perspective from whích it can formulate and implement trans-
portation programs which will have a positive impact upon the Arctic. By

concentrating on transportation in the north the Arctic Transportatîon

Agency has had the opportunity to evaluate and assess varlous transpor-
tation options open to the Arctic. The resuTt of a great deal of resea¡-ch

and the most notable achîevement of the agency to date has been the pre_.

paration of the Arctíc Air Facil itíes pol icv.

The formulation of the Arctïc Air Faci ìities pol Ícy began soon

after the close of the Arctic Transportation conference in yellowknîfe"

A working group was set up to revíew the air transportation system as it
then existed in the Arctic' The committee concentrated on gathering in-
formatÏon about existing air service, air traffîc trends, and discernîble
gaps between services and facil ities in Arctíc aír transportation. The

research was based on intervÍews 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
publ ication of their results, 'rA Review of Air Transportatíon în the

Northrr. l{¡th regard to aÎr service there were a number of îdentifíed
d¡ff¡cultíes" There was a wïde variety of aircraft operating in the north
which led to ïncreased operation and maintenance costs. There was a spe-

cial need to replace the piston-engined aÍrcraft with their high operatlng
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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 assocÌated

upgrading of the type of aircraft beîng used, ln the area of terminal

and airway aÏds to navigation a number of concerns were also identified.

The use of non-directional radîo beacons to form the basis of the gen-

eral air navigation system ín the Arctic was found to be unsatîsfactory

because of their terrain problems, atmospherics, precipitation statîc

and night effect" The workÎng 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-

visïng the construction of aerodromes în the Arctic. In addition, the

working group observed that most communities in the Northwest Territories

with a population of over seventy-five persons were licensed for some form

or other of unît toll air services"

Based on the above observatîons, the working group recommended

that the Mïnïstry of Transport implement a program to upgrade aerodromes

and, both approach and en route navigational aids at most Arctic airports.

Specifîcally 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 decisîon ês to a

particular standard would depend on the class of aircraft required to

serve the settlementrs needs. The Type A aerodrome with a 6000'x 200r

runwäy would accommodate aircraft such as the Boeing 737 iet. The Type

B aerodrome wïth a 4200!x l50' airstrîp wouìd accommodate medium turbo-

prop such as the HS-748 and YS-ll" Finally the Type c aerodrome would

su¡t SToL aircraft with its 2000'x 90'aîrstríp. Also, navîgatîonal and
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weather aids would be provided to enable safe and reliable air servïce.
The working group felt that theír recommendations would be advantageous
f rom several points of view. The Arctic r,vould benef í t f rom the expanded
use of jet and turbo prop aircraft. Furthermore, it would help to homo-
genize air carrien fleets thus reducing maíntenance costs and increasinq
operating potential"

r^rhire the recommendations of the workÍng group wourd benef it the
regional carriers operating in the Arctic there was arso the vîew that
the peopre of the Arctic wourd benefit both through the provísion of a
less expensive, mo!'e rer iable system of air transportation and through
economic síde effects as a result of the improved transportation system"
t^/hi f e the terms of reference did not car r for an anaìysis of the ïmpact
that an upgrading of airport faciríties wouìd have on the economy and
people of the Arctlc ït was assumed that there would be economic benefíts
such as jobs especially in the resource sector"

The Pol Îcy for the Provisíon of Air Transportation Fac¡l itîes and
services in the Yukon and Northwest Territories was announced over three
years after the Arctic Transportatíon Conference had ended.54 During the
time the policy was being developed it underwent a number of ínfluences.
t^Jhile some of the basic concepts deveroped by the working group descríbed
above were retained, the Arctic Air Facirities poricy was very much in_
fluenced by the federal governmentrs confirmation of seven Natíonar gbjec-
tives for Northern canada' An attempt was made to ascertain from the users
of air transportat¡on such as the Terrítorial Governments, native associa-
tlons and northern chambers of commerce theÍr points of view concerninq

5aff," f¿r."a." ¡""rra|, 3l July, lgl4.
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Arctic air transportation.55 Also, it was stated that an effective system
of aír transportation faci I it¡es h/as expected to contribute signíficantly
to the residentrs abirity to obtain a higher standard of riving, quaríty
of I ife and equal ity of opportun irv"56 prior to the actuar announcement

of the new fac¡l ¡t¡es pol ícy the Arctic Transportation Agency initíated
a major study of the entire Arctic air transportation system frorn a service
poínt of view' The hope was that this new study calìed the Northern Air
Policy study wourd comprement the new facîrities poricy.

The Arctic Air Facilities Policy is aimed at providing the neces-
sary airport faci I ities, weather services, and communícations that would
al low carriers to provide a regular, reliable level of aîr serr¡ice to al I

communities in the Territories havîng a populatíon of at least or¡e hundred
people" Arctic settlements are classified according to population, com-
munity role, aír service route structure, and availability of other means

of transportêtÎon. Foi each one of the aí rport classifications - Arctic
rrAf f 

' 
rtBrt or rtctr a package of faci r ities has been desc riae¿51 r,¡hich is

almed at meetÎng the identified needs of the settlements categorîzed in a

partícular classification. whí le the opinions and pìans of air carriers
will always be important considerations the key íssue with regard to the
categorîzation of the Arctîc communities according to the Arctîc Air Facíl-
itíes Policy is the present and future prospects for usage of the air
transportation faci r i ties in a particurar area. This view is supported
by the fact that the faci ríties por ícy cails for a great deal of pranning

55c"n"d", Department of Transport, Newsretter, (0ttawa: TransportCanadao l4 May, lg7Ð
56ro¡a"

57s"u Appendix A, pp.
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and consultatíon between several concerned agencies and ìevels of govern-
ment" The hope is that through the provision of an extensíve consulta-
tion process there will be better opportunities for the implementation of
the Pol icy to be more responsive to communíty needs.

The faci I ¡ties pol icy also prescríbes that the 14inistry of Trans-
port will operate and maintain Arct¡c ¡tArrairports while the Territorial
Governments wiII operate and maintain the Arctîc rrB¡,and rcil aírports.

'ln/h¡le Transport canada has major funding and reguratory responsibilíties
under the Policy the considerable role of the Territorial Government is
also signifÍcant" I/¡th regard to the faci I itíes packages themselves the
Polícy provides for passenger-cargo sherters for each airport category.
Also the Pol icy ailows for auxiil ia ry f aci r ities such as garages, main_
tenance equipment, fuel dispensing and storage, plus other servicinq fa-
cilîties.

sínce the Arctíc Air Fac¡lit¡es Policy was first announced a great
deal of energy has been expended organizing an impìementatíon procedure
for the policy' New polícy procedures for example în the areas of weather
observatíon and telecommunícations had to be developed to meet the specíal
needs of the Arctic. Arso much time has been spent consurting wíth var_
Íous organizations such as the Territorial Governments, federal clepa!.tments
such as the Department of rndian Affairs and Northern Development, and
the Department of Atmospheríc and Environmental services, 0n account of
the Arctic Air Fac¡lit¡es Policyrs commîtment to rlocal involvementra
number of consultation and settlement workshops have been held throughout
the north' !/ith regard to employment, training sessions have been held
to prepare some Aretic resldents for direct employment at the various air-
ports" The Arctic Air Facirities poricy is beíng administered by the
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three regions of Transport Canada nameTy

reglons under the guidance of the Arctic

policy has only been ín effect sînce lgTh

that ¡f it is ful ly implemented, it u/î I I

Arctic lvay of life.

the l{estern, Central and Quebec

Transportation Agency" lihi le.the

, there seems to be little doubt

have a profound impact on the

, ín Ðïscussion
nistrlFTlãñport-

l'Jhi le the Northern Ai r Pol icy Study was mainly concerned with the

íssue of air service În the Arctic, it focused on three main concerns

which would not be fully resolved wîth an upgrading of airport facilities.
The cost and qualíty of aír service in the north was an ïssue that had

been the subject of a number of complaints"5B îhe issue of aír safety in
the Arctic was due partially to the publicïty engendered by the Martin

Hartwell crash during 1972" Fínally, the growing trend by corporate and

government agencÎes to develop and operate theÌr own aTr tnansportation

services was the subject of a great deal of complalnt from northern air
carriers. The Northern Air Pol icy Study was conducted by a mul.ti-dísci-
plinary working group which spent a great deal of time researching and in-
terviewing users and air carríers throughout the Arctic. ln a policy dís-
cussïon paper called I'Air Services For Arctíc Communitíes" the working

group identified a number of key points. ln their estimation a large

number of user complaints about Arctic air transportat¡on would be allevi-
ated by the implementation of the Arctic Air FacÍl itíes poì icy" However,

the issue of what is an adequate level of service varies from community to
community. The high cost of air transportat¡on arises from the constraínts
to transportation posed by the Arctíc. Many air carríers expressed the

58C"nudu, Department of Transport, !rBackground,,
Paper: Ai r Services for Arctíc C"mr"ûli-es-, (0ttawa: Mî

), p. l.
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desi re for the development of a Thi rd Lever Aí r carrier

the above ment ioned concerns. I n th i s regard the poss i

subsi dïes to northern ai rl ines has often been proposed.

Pol icy in I ight of

bi I i ty of financial
qq

The findings of
the Northern Air Poìicy Study and an extensive study of third level air
carriers across Canada cal led rtlocal Service Ai r Carriers'r seem to point

toward the need for new policy guidelines to define and improve the level

of service provided by Thi rd Level Ai r carriers in canada.

I n 1976 the Arcti c Transportation Agency presented an anaìys i s

which illustrated the potential for joînt government and industry air ser-

vices planning for the Arctic region. The study which u¡as called the

Joint AÎ r Service Planning and Evaluation RevTew (¡nSpfn) suggested that

if the Dash 7 ST0L aircraft were to be used as the ¡criticalt aircraft ín

a number of ai r .service networks in the Arctïc af ter 1978, long term

savings woul d resul t f rom the fact that under normal operating 9_onditions
the Dash / requires less than a J000 foot runway while conventional take-

off and landing aircraft require more than 4000 feet to op.rate. 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 alr service to most

communitîes in the region.

The JASPER study is significant to thïs thesis from a number of

points of view. The analys i s seeks to rational i ze ai r transportation

planning in the Arctic to the extent that government and facets of Arctîc

air transportation wouìd work together to achîeve simi lar aims. Under

this arrangement government no longer wouìd provide air facilities which

59C"n"du, Departmen t of I nd i an Affa i rs and
"Community Hearings Before Pîpel ine: Al lman," în DÌ

Northern Development,
aìogue North l-77,

(Yel lowknife, N.l^/.T.: Dept. of lndian and Northerñ
Publ ic Affairs., January 1977), p. 9.

Affa i rs - Req i ona t
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simply reacted to the requlrements of the air carrler which in turn often
bore I ittle relationship to the socío-economic situatîon exÍstíng ín a

particular settrement or region. The JASpER study arso points out that
around the year l97B most air carriers will have to replace their piston-
engined aircraft, due to high operatîng costs and inadequate carrying ca_
pacities, with new eguipment purchases. overail, the JAspER anarysis pre_
sents a view of air transportat¡on in the Arctîc which suggests that the
complexÎty of the issue requÏres a comprehensive approach to the provision
of air service ín the region.

A crítical íssue with regard to the future of transportation and

development in the Arctïc is the direction whích federal government trans-
portation policy seems to be taking. poricy has evorved a great deal
since 1967 when the National Transportation Act assigned a rather passive
role to gov"rnt"nt.60 ln separate statements to the House of commons

during 1974, the Mínister of Finance emphasized the specíal needs of the
north and hïs desire to see transportation used ês an instrument of nation-

Aral purpose'"' tn 1975 the Minister of Finance announced a nebr transpor-
tation pol icy ín the House of commons. He stressed that the transporta-
tion system must deverop in a way that îs consistent with pubric porícy
objectives' Also the need for a totaT transportation system providing ac-
cessibility and equity of treatment for users was emphasized.62 ,uith re-
gard to thís concern the government expressed its desire to work with pro-
vincial governments to develop a poricy to improve access to and from re_

6'ron. 
Jean Harchand, Statement of Transportatíon poï icy, p. 4.

6lrui¿, p. r

6'rrî0., p. g.
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Az
mote areas'"J rhese pol ícy statements indicate an increased desire for
government to use transportation as a tool to achieve desirable ends ín
remote parts of the country such as the Keewatin RegÌon of the llorthwest
Terr I tor i es "

Conclusion

Air transportatíon policy in the Arctic has been subject to a

number of determinants - commercial, military and industrial. Also tech-
nologícal advances have supported the role of aír transportation in the
development of the north. Government involvement has shîfted to a more
interventionist stance especial ly concerning the r ives of the people
living in the north- ln fact, government objectives of a socio-economic
nature have become an important infruence on the type of development

takíng place în the Arctíc" The Arctic Air Fací¡ ¡ties pol icy represents
a culmination in pol icy of these influences.

of Transport, Back round Pa r on Trans
63c"n"du, 

Department
þl_t_.y: Access to and r_rom Remote Areas. tt

oË 1"1,{N'iQËÂ
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CHAPTER I I I

THE SOCIO-ECONOI1IC REAL ITIES

OF THE KEEI,JAT IN REG ION

Development in the Keewatîn has been shaped by the topography,

natural resources and a number of forces external to the area. This chap-

ter wÎìl trace the way that these influences have affected the regîon, in
terms of four time periodr"64 The first perïod, the aborïginal era, ptre-

cedes the time of direct contact between the lnuit and the whïtes. The

transitional period descrÎbes an era of developíng contêct between the

two groups. ln the contact traditíonal period, the trader-missTonary-

pol ice complex establ ished itself in the Keewatin. In the final period,

the central izing era, the Keewatin populatîon concentrated itself in seven

communities. The second part of the chapter will discuss a number of cri-
tical issues whích are signíficant for the future development of the Kee-

watÎn region. F¡nally the chapter will examine the role that transporta-

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

futu re.

Development Patterns in the Keewatin Regîon

During the aborigTnal period the ancestors of the present-day-

Inuít, the people of the Thule culture, pushed eastward from Alaska through

the Canadian Arctic to Greenland" These people díspersed over large areas

64o"uid 
Dumas, 'The Eskimo,,, Scíence, History and Hudson Bay, eds.C.S. Beals and D"A, Shenstone (Ottawa :

Ëã-$þ{iv
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due to the unproductive nature of the land and estabìished twelve differ-
ent lnuit groups and dialects;65 u number of the groups rocated in the
Keewatin region (see figure 6 on Page 43). These groups developed cultural
differences whích, reinforced by vague territorial boundarîes, al ienated
the groups from one another. Ì,J¡th¡n each of the groups, dependencies tend-
ed to encourage the development of cìose ties especially among members of
the same family groupings. In fact, these kin reratîonships can herp to
explain a great deal about lnuit migration patterns both at the present

time and in the p"rt-66 Apart from cultural differences, varied ways of
obtainíng food were significant; this fact was reflected by the prosper_

ity of the coastal lnuit who hunted the huge Greenland rhale6T as opposed

to the tougher life that the inîand Inuit had to lead on account of their
dependence on the carïbou. The large amount of food and materials that
an indívidual whale represented permïttecl the establ ïshment of l.arge pros-
perous settlements along th" "o"=t.68 However because of intensive whale
hunting by the European nations the whale became scarce and the lnuít com-

munities were forced to scatter into smaller bands in the lSth centurv to
search for their food.69

During the transitional period the tnuít slowly grew dependent on

65R1"^ e- Gordon, Housing and tf]e Social Envíronment (yel lowknife,N,l^/.T.: Special projects, ffi
66or - Robert G. r,/¡ | l iamson and ïerrence hr. Foster, EskimoRelocatíon in canada (Saskatoon, lnstitute for Northern siu#iuniversity@i,;.-s¿:
67f r"d Bruemmer, trl,/halers of the North,r' The Beaver, 9ên. ed.MalvinaBolus(tr/ínnipeg:HudsonlsBayCo.,l^/i"i.'ffi',*ïl
68r uio" , p. 47 

"

t?l:llev 
Howar, A t/hare for the Kï r r,íng (Toronto: Mccrer rand andStewart, 1972), pp" l-24õ;-
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the trade goods offered by the whites" Although the Hudsonrs Bay Company

was formed in 1670 and established its base of operations, Fort prince of

tlales, at Churchiìì in l7l8 the first real contacts în the Keewatin region

did not take place untiì ships were sent northward from Churchill to Inuit

coastal "r""r.70 These trips were stopped Ìn 1790 following which the

Inuit had to make their way hundreds of miles to Churchîll in order to

trade for the goods upon whîch they had become dependent"Tl 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 Amerícan whalers in large

numbers entered Hudson Bay. The entry of the whalers brought about a major

locational change in the Inuit settlement pattern Tn the Central Arct'r."72

The whaling ships sometimes hîred Inuit as guides, pilots and labourers

which required that some famílies dîsrupt their normaì annuaÌ cycle and

become relatÎvely sedentary. Another major change in the settlement pat-

tern occurred when some lnuît wintered close to the ships spending the

winter in the ,"glon.73 A whaling station on Southampton lsland was ap-

parently instrumental in the extínction of the Sadl i rmiut people by dis-

ease durïng lgOZ-lB.7\ Through the transitional period both trading and

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

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

Tow. Gi il ies Ross, l'Whal ing in Hudson Bay: part l-1765 to 1772,¡l
Helen Burgess (Spring 1973), p. S.

Ross, "ldhal ing .in Hudson's Bay: part ll-1866-67,"
Helen Burgess (Summer 197Ð, p. 40.

The Beaver, gen. ed.

72will iamson and Foster, Eskimo Rerocatïon in canada, p. 9.
73t¡i¿", p. 9.
11,

Doug schweîtzer, KeewatÌn Regîonal Dynamîcs (Regîna: Facultyof Engíneering, Uníversity t)., ó" ZO.

7lw. Gitlies
The Beaver, gen. ed.
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ln the contact traditlonal period, the lnuit way of life was fund-
amentally altered by the "trader-missionary-poi ice compìex,,. r,/hire the
whaling industry collapsed after the turn of the century the Hudsonrs Bay

company establ ished trading posts at chesterfierd fnret in rgrz, at Baker
Lake in I9l3 and at Coral Harbour and Eskimo poínt în l9ZU. The white
populatlon that settled in the Keewatin at this time was characterized by

the fact that it was smail ín number and experienced a rarge turnover
rate" lt was trapping for the fur trade that broke the lnuitrs economíc

self-rel ¡-ntu'75 In order to obtain suppì ies such as rifles and ammuni-

tíon the lnuit needed to trap as many furs, mainìy fox, as he possibry
could' This sÍtuatíon forced the lnuit greatly to increase theîr mobi l-
ity by adding substantially to the dog population. w¡th the rifle the
InuÎt found it easier to kill large numbers of caribou which they soìd to
the whites or used to feed the increased dog population. The resurtant
depletíon of the caríbou population later contributed to serÍous famines
ín the region especially during the I920's and 1950,s.76 The new modes

of hunting altered the Inuit economîc and sociar system in a number of
ways' Hunting became more índividual and did not require the mutual assis-
tance and co-operative effort of former yu"rr.77 The provision of easy
credit at the Hudsonrs Bay company stores and a developing market in lnuít
artwork also served to Íncrease the dependence of the Inuít on trade with
the whites.

p. l33.75Hugl-' 
Brody, The Peoplers Land (canada: penguin Books Ltd., 1975),

76, "r. va r r ee.
The Canadîan Research
1967), p" 38"

Kabloona and Eskimo in
Centre for Anthropology,

the Central Keewatin (0ttawa:
5t. Paul Uníversity,

77 tbid. " p. 35.
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Another agent of change during the contact traditional period was

the Royal canadian Mounted Police. sínce the turn of the century the force
has established posts at Baker Lake, Rankin lnlet, Eskimo point and cape

Dorset to serve the people of the Keewatin as administratorso Fêgistrars"
census takers, ambulance operators, allocators of relief, mailmen, res_

cuers and law enforcement officers.TB As Iocal government became estab-
I ished in the region many of these dutïes were taken ar^/ay, and, äs a re-
sult, the force has become more directly involved with law enforcement.

Finally, the missionary was the third ínitiator of change during
the contact traditional period. Roman Cathol ic missions were establ lshed

at chesterfield lnlet, Baker Lake and Eskîmo point while the Anglican

church settled at Eskimo Point and Baker Lake" Traditional religicn in
the lnuit culture had an ímmense signíficance whîch pervaded most aspects

of their daily life such as getting a livïng, conserving resources, and

curtai I ing disease. This is i I lustrated by the fol lowing comment:

The taboo on pursuing one k.ind of activity whíre another is goíngoñ, for instance, trout fishing and sewini whíle the fall caribouhunt was underway, resulted in a channeliñg of effort ínio themost crucíal activity; the dispreasure of ñul iajuk at seeing un_used carcasses on the tundra acted as a check oñ over-hunting;the taboo requiring people to vacate the dwelling where a ¿eatrrhad occurred- and preventing peopre from wearing ihu^.r"tr.,¡ng ofthe dead probably curtaired the spread of dîs"ã.u.79

The christian rel igíon undermined the traditional bel iefs with ¡ts efforts
Qnat conversíon"'to the extent that by the t95ors a majority of the Kee-

watÎn lnuÎt were Christian. The impact of the trader-missionary-pol ice
compÏex was a very pervasive one which besídes înfluencîng the Inuít to

78¡¡¡d., p.

79 tai a. , p.

Bon. 
Brody,

I 00.

170,

The Peoplers Land. p. 16"
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repudîate much of theír culture encouraged them to adopt a very different
one "

During the central izing períod the people of the 6eewatin became

concentrated in seven settlements. This phenomenon has a variety of ex-

planations. The era started v¡hen the lnuit began to locate in places

where they could capitalize on the attractíons provided by the earìy
whalers and traders. This is reflected in the fact that the settlements

of the Keewatin are located on Hudson Bay with the síngle 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 for"..8l coral harbour became a settlement u¡hen the Hudsonrs

Bay Company and two Christian missions located there82 and Chesterfield
lnlet aìso developed ïnto a community after the Hudson's Bay company and

a church mission were establ ished there.83 The settlement of Baker Lake

prospered after two Christian mïssTons and a number of fur trading com-

panies, notably the Hudson's Bay Company, had establ ished themselu.r.84

The promise of economÎc betterment has also served to attract pop-

ulatÏon. During the l95o's large numbers from the Keewatîn went to work

on construction for the Distant Early tlarnîng system. Also, when a nîckel

mine opened at Rankin lnlet it attracted people from all over the Arctic
so that by 1958 about eíghty Inuit men were employed full-time at the

8ls.h".itzer, 
Keewatin Regional Dynamícs, p. 23.

B'W.0. 
Kupsch¡ 9etr. ed., Settlements of the N.t/.T,

Government of Canada, l9
83,0,0", p" l39
84,u¡d., 

p " s4.

(ottawa: , 4 vols
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Rc
mine"' whi le numerous others found jobs within the settlement. Both ma-

terial attractions and improved social services ln the fields of medïcal

care' education and welfare served to attract Keewatin people from the

I and i nto the sett I "r"ntr.86
Shortages of food ín the Keewatin created an impetus to move the

people I iving in the inter¡or to the regionts establ ished communities.

During the latter l95ots the increasing scarcity of the caribou resulted

in a severe reduction in the yield of fox p"ltr.87 As a result of thîs
situatíon forty-five per cent of the populatlon of the region around

Baker Lake had moved to the settlement oy ll59.BB In the Garry Lake area

(see figure 2 on Page ll) after a number of lnuit had starved to death

the government decided to transport the rest of the band to Baker Lake.89

The government at thÎs tÍme persuaded two other groups of lnuit to allow

themselves to be transported to the coast of Hudson Bay despÍte the fact
that they were not faced with famine. One group was from Back.River -

Garry Lake area whïle the other, a chronic problem group with a hîstory
of mental and physîcal illness was from the Kazan River dîstrict,90
Another famine in the Ennadai Lake area resulted în the survïvors beinq

transported to Eskimo point and Rankin Inl"t.9l

Government sponsored relocation projects have also been instru-

R("'val lee, Kabloona and Eskimo ¡r].l¡u central Keewatinr p. 50.
RA""Schweitzer, Keewatin Regional Dynamics, p.
87Uull.., f"Uloon. and Eskimo in the Central
na""Schweitzer, Keewatin Regional Dynamics, p. Zz

BgKrpr"h, settiments of the N.tv.l. , p. Sl "
oô
'"vallee, Kabìoona and Eskîmo in the central Keewatin, p.
9 l s.h*", r=

23.

Keewa t i n p. 39.

50,
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mental in changing the traditional settlement pattern.92 ln 1958 the gov-

ernment set up the Keer,vatin Re-establ ishment Project for the migrants from

the interior at a place called ltiv¡a, about a ha'lf mile f rom Rankin Jnlet.

This settìement faced a number of difficuìties many resulting from the

fact that the group from the Kazan River required special h"tp.93 while

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

from the interior, ltivía was abandoned by 1962.9\ ln .l959 the community

of l¡/hale Cove was established because of a reputed abundance of wíldlìfe

in the area, as a rehabílítation project for migrants from the Garry Lake -

Back Ríver area and the Ennadai Lake region.95 In a number of respects

the t/hale cove experîment 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 u,ill.96 The population whÌle

growíng at the slowest rate of any communlty in the Keewatin9T h", achîeved

a level of self-suffÌciency - a manífestation of this is the fact that

the people own and operate their own co-operatïve stor".98 ln 1965 the

government attempted to establish a small cannery operation at Daly Bay

located north of Chesterfield Inlet. W¡th thís intention in view a total

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

92ln¡d.u p.26.
93Krpr.h, Settlements

94r"h*ui tzer, Keewat in

95trupr.h, Settlements

96rui¿., p. ì82.

97s"" Table I on page

of the N . Ì,/. T. . 4:24 "

Regional Dynamics, p.

of the N.t/.T., 4:182.

12"

of the N .l^/. T. , p. I 83.

26.

g8t<upr"h 
n Settl ements
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to the locatíon.99 Holever, this project had to be abandoned because of

a dwindling supply of fish ín the region. S¡nce the demise of the Norrh

Rankîn Nickel Mines there have been many efforts made to find empìoyment

for the displaced workers throughout the Arctic and în the northern parts

of a few provinces but wÌth littl" ru...r=.100 Nevertheless it has been

recognized that relocation of lnuît to Euro-Canadian communities may be-

come more împortant in the future to cope with an expanding popuìatîon

wîth I ittle hope of economTc expansion.101

It is clear from this historical sketch of the Keewatîn 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 Keewatín. The lnuit whiìe reacting to these

influences st¡ll retain a great deal of their cultural uníqueness. The

role of the white population is reflected not so much by theîr numbers

but through the influence of the¡ r techno.logy, instítutîons, and pol icies.

A closer look at the Keewatin wíll describe the specific issues lvhÌch

will determine the course of its future develoDment.

Characterí st i cs of the Keewat i n Commun i tî es

The success or failure of any significant development in the Kee-

watin wíll depend in Iarge measure on its ability to meet the socio-economic

needs of the people in the region. The vast majorïty of the people of the

Keewatin are lnuit and this situation does not seem to be changíng to any

99S.hr".itzer, Keewatïn Regional Dynamïcs, p. 27.
l00rü" 

I I iamson and Foster, Eskimo Relocatíon in Canada

lolrbîd., p. r.
p" ï I l.
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appreciable d"gt"u.102 This fact has important socíal, economic and po-

I itical impl icatíons for development in the Keewatin. The high birth rate
in the Keewat¡n103 is significant from a number of points of view. This
situation wi I I put increased demands on the present medical, educational
and recreational facÎl ities located in the settlements. lt wîll also re-
suìt in an increased need for both social and economic assistance. ln the
future there will be an increased need to find empìoyment opportunities
for the increasing number of young peopre" The region does face a large
unemployment problem among the lnuit.104 Thîs situation is in marked con-
trast to that of the r,rhíte people I iving in the Keewatin" This suggests

that there is a critical need for economic development whích will provide
jobs for the lnuit. ln addition there îs an obvious need for increased
efforts in the area of adurt education and retraining. rn Iight of the
increasïng conscîousness by the lnuit of their cuÌtural heritage, means

wíll have to be found to shore up Inuît traditions and also provide a sig-
nificant roìe in deveiopment for lnuit organízatîons.

The whíte populatíon for the foreseeable future wílì have an im-
portant part to play in development ín the Keewatin. This îs reflected
by the signíficant positíons which they occupy în the Keewat¡n.t05 There

is a problem with the high turnover rate among the whîte populat¡on which,
besides beîng very costly, also restricts contínuity in terms of policy
and program implementation in the region. The fact that a majority of the

lo2s"" 
Table

lo3s". 
Table

I o4s.* 
Table

I 05s". 
Tabl e

I on p" 12"

12 in Appendix B.

13 in Appendíx B"

ll in Appendix B.
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wh¡te populatîon in the Keewatin has not been resident Tn the region for
more than on" y""rl06 il ìustrates the seriousness of the situation. The

consequence of the cont inued need for r,vh i tes in the Keewat in í s found i n

efforts to raise the standard of living so that whîte people will be en-

couraged to remaïn for longer periods in the Keewatin.l0T ln turn, care

will have to be taken to avoid a stratification of socîety in the Keewatin

based on either race or standard of living,

In vÍew of the population central izatíon which has already taken

place in the Keewatîn, it has been suggested that this process is con-

tïnuing and should be encouraged by governr"nt. l0B }/hi re population

growth has tended to fluctuate widely in the past, the rate of change

from l97l to 1976 provides a good measure of the population concentration

that is takíng place in each of the communities of the Keewatîn.109 l,./ith

regard to the issue of economic development in each of the settÌements of
the region, a study of the percentage increase in sales volume for the

Hudsonts Bay Stores located in the Keewatin provides a good indicatÌon of

the actual growth takÎng plu"u.ll0 Also a look at the total value of the

furs sold in the communities of the regîon gives an iìlustration of both

the income that can be earned through the pursuit of traditional activi-
ties and the sîgnificance it may have in a particurar settlu*unt.lïl

1065." Table ì4 in Appendix B.

107¡4".K¡nnon 
and Neuferd, project Mentar He¿rth: A Study ofOpínion North of 600, p. 61.

I 08¡l.l+.t. 
Leg íslarive Assembty,5lst 5"rr¡on, 7th Councí1, lB January,

Ïo9s""Tablelonp.lz.

I lOs"u Table l5 ín Appendïx B.

I I ls*u Table l6 in Appendix B.

Counci I of the N.t/.T. Debates.
I
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By analyzing this information a number of trends are obvior.ls.

The popuìation and growth prospects for Rankin Inlet, Baker Lake and Eski-

mo Point seem assured. The prospects for both tJhale Cove and Chesterfield

lnìet seem to be decreasing. The question ol'whether or not gover-nment

should activeìy pursue further centralizing of popuìation is a veny con-

trovers ial one. Proponents of further central ization suggest that great

savings couìd be achieved by reducing the wasteful dupl ication of services

being provided in the communities of the region. Besicles economíes of
scale being achieved in the provision of services the proponents suggest

that the same type of saving could be accomplîshed in the cost of living
in the Keewatin. The argument that population centraì ization should not

be actively pursued in the Keewatin can be presented in a number of wavs.

The fact that many native peopìe express a preference to return to the

lundl l2 is at least partiaÌly due to the încreasing urbanization r,lhich is

taking place in the Arctic. lt would seem, that a fundamental conrsTdera-

tion such as population central ization should wait until an economic and

sociaì strategy has been articulated for the region,

The l(eewatin economy is aìmost total ly dependent on governnent

financing- Unfortunately the information to support this assertion is

not avai ìable for publ ication. F¡nance in the Keewatin is provìded by

government to individuals, organizations and companies în an effort to

generate employment and income in the Keewatin. ln one form or other

government is responsible for much of the empìoyment in the Keewat¡n.ll3

I l2N.!./.T., Legislatíve Assembly, Council of the N.l/.T. Debates:Official Report, with an Opening Address by cõñmTìliõner
!lst Session, /th Council, lB January, 1974, p. 3.

ì13S." Table I I in Appendix B.

S. Hodgson,



*55-

lnvestment by the private sector is particularly lacking in the Keewatin.

The constraints to ArctÏc development that have already been described

apply especially well ïn the Keewatin. The solut¡on often presented as

the sígnificant first step needed to overcome the naturaì constraints of
the Arctic and to encourage development îs an improved transportation sys-

tem for the Keewatin Region.

From the descrîption of the Keewatín already gîven, it is crear

that for every development of significance in the area transportation has

directly or indirectly played a major role. since the Keewatïn has grown

more dependent on southern Canada during the past several years the sig-
nificance of transportation in the region has actual ly grown. The Kee-

watin is totally dependent on the marine and air modes, for most-trans-
portation wÎthin the region and all transportatíon connecting v;lth points

outside the Keewatin. Arthough the region does suppry some of íts own

food from the land and sea, the Keewatin îs dependent on southern markets

for most of its food suppiy. With regard to items of clothing, household

operation, personal care, huntîng and trapping supplies, the area Ís to*
tal ly rel iant on southern distribution centres and on the transportatíon

system. ln 1973, a major study of the cost of ìîving in the Northvrest

Terrïtories was conducted. Market Information Services Ltd., the organ-

ization which carried out the research came up with a number of results
which wi I lustrated the significance of transportation to the Keewatin re-
gîon.

consumer goods ín the Keewatin cost more than they do în l/innipeg
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or in the rest of the Northwest Territori"r.ll4 ,n. much higher costs in
the Keewatin for the basic necessities of life as opposed to those for
Winnipeg underìine the potentÌal that exïsts for a much lower standard of
livíng in the Keewatin. By examining the costs per pound, to shíp goods

by air and by water from their suppry points in lgl3 ¡t is possible to
realize the great expense involved în providing the Keewatin with consumer

goods on a year round b"rir.l15 Also by reviewing the lívíng costs in
each settlement of the Keewatin ín reference to both Yellowknife and Win-

nipeg it is obvious from the higher costs whích exíst at t^/hale Cove that
economies of scale do influence the cost of consumer goods in the Keewa-

aa/

tin."o However, Ìt ïs wideìy accepted that both marine and air transpor-

tation are key ïnfluences în the higher cost of Iiving in the Keewatin re-
gion"

Marine transportatíon along Hudson Bay has always been'the tradi-
tional freight carrier in the Keewatin. Prevíous to 1975 most of freight
to supply the Keewatin was transported from Hontreal in a sea-l¡ft.ll7
Air freight was shÎpped to the Keewatîn from t^/innipeg vîa Churchill. Bulk

fuel for the Keewatin was shípped from Churchíll after it had been trans-
ported there by oil t"nku..ll8 In 1975 the Northern TransÞortatíon Com-

pany (NfCl) was granted a five-year contract to suppTy the communíties of

ll4s"" Table l7 in Appendîx B.

ll5s"" Table l8 in Appendíx B.

I l6suu Table 19 in Appendix B.

ll7S"u Table 20 in Appendix B.

I l8^
- .' "-Canada, Department of Indian and Northern Affairs North of60-, Benefits and Costs Involved in Eastern Arctic Resupply Through Churchill,
uY c, orthern
Development, May 1973), p. 6"
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the Keewatin through the port of Churchill. þlhile thîs decision did have

policitical underton"rll9 part of the explanation uras based on the vieur

that over the long term it would be cheaper to shïp freight through the

port. 0n this basis the federal government promîsed to pay an operating

subsidy. During the fi rst year of operation the subsidy amounted to

$771 ,108 while i n 1976 it fell to $202,042.120 The freight rates as ïl-

lustrated in Table 5 have not rïsen appreciably since 1975.

TABLE 5

Rate Structure (Per Short Ton) from Churchîìl
to al I points in the Keewatïn

1975 1976 1977

Government
Bulk (fuel)

Government
Deck

Non-Government
Deck

44. oo

221 "00

r 65.00

personal letter"

personêl letter"

persona I I etter.

45.40

2r0.40

174.00

n/a

n/a

I 83.90

Sou rce: Personal Commun i cat ion ,
D.S. Robinson, Traffic Manager,
Northern Transportation Company Lími ted

The present marine operation is composed of a single three-engíned tug

plus four barges each having a capacîty of nineteen hundred tons apiece.

The company expects a three per cent íncrease in the cargo tonnage and a

six per cent încrease in the demand for bulk fuel in the upcomïng 1977

,u"ron. l2l 
I t is anticipated that after this season the Northern Trans-

portation Company will have to increase its carrier capacity plus provide

I I 9cupt.

I 2oo. s.

l2lcupt.

Hampton,

Rob i nson ,

Hampton,
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refitting faci I îties at churchi I l. sínce this company has a five_year
rnonopoly on aìì freight transportation to the Keewatin, and this contract
is likely to be renewed, there is a basís 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 slowìy after men like
charìes Lindbergh visited the area în the lgzo,s and earry r930's in
search of mineral ru."lth.l22 lt was not untïl after the construction of
airports at Churchill and Coral Harbour that air transportatïon became a

regular feature in the Keewatin. Durîng the l960ts Transai r started as

a small air carrier provÎdîng scheduled service to the regíon through

Churchill. By the early 1g7O's all communities în the Keewatin u¡ere re-
ceívíng air service on a regular basis supplied by either Transair or a

number of charter air carrÎers. Based on the present service patterns in
the Arctic (See figure 7 on page !B) the commurrities of the Keewatin make

up a separate air netlvork. The Keewatin air network revolves around tlvo

hubs, namely churchilr and Rankin rnret (see figure g on page 6o). The

desÎgnation of Rankin lnlet as a hub is due maînly to its signifícance as

the regional administrative centre for the Territorial government ín the

Keewatin. AIso Rankin lnlet does occupy a predominant posi tion in the

Keewatin with regard to both passenger and Freight traffî..123
The structure of the aÎr t!-ansportatíon system ín the Keewatin

has been undergoing a number of sígnificant changes în the past few years.

t^/¡th regard to the aîr service being provídedl'4 rurm Air Ltd. opera¡es a

122-,,
E. I I

123-)ee

124)̂ee

iott, personal Ietter.

Tables 2ì and 22 ín Appendîx B.

Table 24 in Appendix B.
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scheduled Twin otter service to chesterfield lnlet, coral Harbour, Eskimo
PoÎnt and trlhale cove from Rankín Inlet while Transair provides a ySll ser-
vice into Eskimo Point, Rankín lnlet and Baker Lake from churchill. The
ímplementation of the Arctic Air Facílities policy is proceeding in the
regÍon and this program has ímpìications for air service ín the Keewatin.

However' at present, air servíce in the region can be characterized
in a number of ways. A major concern is the high costs ínvolved; these
are ílrustrated in Tabre 6 0n page 62- The upper hatf of the matrix
(above the diagonal) is the cost of an air fare between each pair of settle-
ments in cents per seat-mïle while the Ìower harf of the matrix is the cost
of shippîng goods by air f reíght in doilars per ton-mi re. The rates for
passenger travel varied from a low of 32.5 cents per seat_mile between
Baker Lake and Rankín lnlet to a high of 65.4 cents per seat_mile between
Baker Lake and chesterfield lnlet. The rate for a compârabìe dístance on
a route operated by Transair between Dryden and Thunder Bay is zJ.4 cents
per seat-mile. Aír freight rates varied from a low of $3.ì3 per ton_mile
between Baker Lake and Eskimo point to a high of $6.15 per ton_mile be_
tLveen Baker Lake and Rankin Inlet. The comparabïe rate for the route in
Southern Canada, referred to above, í, $l .67 p., ton_mile.

Another major transportation concern in the Keewatin is the de_
pendabílity of the air service particularly with regard to its regurarity
and relíability' The factors whïch are invorved in determining the de-
pendabílíty of the air service are the weather, airport facirities, aír
carrier equipment and the sense of responsibilîty that an air carrier has
toward meeting its commitments. Either rmproved airport faci r ítíes or
aircraft equipment wiTl reduce the influence that weather could have on
delaying or cancelling flights, An improved attítude on the part of the
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aÏr carriers refìected either in an air servîce committed to fulfiìling
user needs or, at ìeast, in the use of equipment which is suïtable for

the KeelvatÎn air network, would very much improve the regularity and re-

ìiability aspects of air servîce 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 fìown the same day

they were scheduled (see fÌgure ! on page 64)" Besides being an incon-

venience to users such a service can qlso result in incr.urud costs and

probìems of a more serious nature to settlements which depend on air trans-

portation as thei r only means of year-round transportation. Given the

sparse nature of settlement in the Keewatin and the dependency of the

settlements 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 sÌgnificance the upgrading of fac¡lities outlined in the Arctic

Aí r Faci ì ¡ ties Pol i cy has împortant impl i cations for the future development
lof the Keewatîn.

Current Ci rcumstances in the Keewatin

There are a number of prospects for the Keewatin regîon whîch will
require an Împroved transportation infrastructure along with a sensitivity
to the speciaì needs of the area. The growîng self-awareness of the Inuît

as reflected by the emergence of a number of native organizations. such as

the Inuit Tapirisat of Canada, the Inuit Cultural Centre and the Keewatin

Inuit Association indicate a new miìitancy with regard to a ìand claîm

settlement for the lnuit. There is cause for optimism concerning the po-

tential for a land claim settlement within the next decad".l25 Sínce the

l'5r"u Chapter l, p. l3-14.
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Inuít do have a strong commÍtment to development in the Arcti.126 ia i,
likely that any funds realized in a land settlement rvould be ïnvested in
the ArctÎc' The fact most of canadars lnuit live ín the Keewatin would
indicate that a large part of their investment efforts wiil be made in
the reg i on.

l'/ith regard to resource development it is consîdered unl ikely
that fossiì fueìs will ever be found within the boundaries of the Kee-

111watin"'/ There does exÎst a strong potential for mineral development

in many parts of the region. The most promîsing is the so-called Rankin

lnlet-Ennadai belt which stretihes for four hundred miles from Hudson Bay

to Ennadaî (see figure 2 on page il) and is at reast one hundred and

fifty miles tidt-128 Furthermore the r¡se in mineral prices recently,
the increase in basÎc geologic informatíon on the belt, and the increasing
tempo and degree of sophistication of exploratîon are încreasing the cer-
tainty of and decreasing the time before a major discovery.l2g

Another prospect whích wourd brïng prosperity for a short term to
the area would be the construction of the proposed poi", Gas piperine

through the western part of the Keewatin. This route is considered the
most likely one to be followed if a pipeline is'acrually buílt to trans-
port gas from the High Arctic to southern markàts. Although poìar Gas

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

126..Nunavut: A proposar tglllg_Þtrremenr of Inuit Lands in rheNorthwest l
127sni lts, personal letter.
l2BR'H- Ridler and Ì{.tí. shi lts, Míneraï porenrial of the Rankin

ffi 
(n.p., reprinted eå

129 ta¡a.
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ber of constraints have arîsen. The new urgency rvíth regard to the need

for natural gas suggests that a quicker method wilì have to be found to

transport gas to southern markets. Also it is questionabìe whether Canada

could afford to build a Poìar Gas pîpeline along with a Mackenzie Valley
pipeline - although no decisÌon has yet been reached on this project.
The alternative method to transport gas from the High Arctic to southern

markets would involve líquification of the gas and shipment by tanker.

The fact that an lnuit land claim ís not settled also mìlitates against

the development of a pipeline route. Because the prospect of pîpeline con-

struction is at best a tentatîve proposition and the fact that most of the

benefits would accrue during the constructíon period, the prospect of a

Ïand cTaím settlement and mineral development offers more long term promise

for the Keewatin region although development with all three elements is
possibÌe.

Given the pressing concerns of a socîaT nature that face the peopTe

of the Keewatin it appears that the qualîty of life of the people of the

region depends on the economic development of the region. This view does

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 t'back to the land movementrtamong the lnuit.
Even ¡f 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

populatíon which presently exísts in the regîon. The alternative to eco-

nomic development could be encouraged depopulation or increasing subsidi-
zat¡on. Both of these solutions could bring new problems which would

serve to do I ¡ttle but aggravate the existing sîtuation.

In the KeewatÍn'the federal government.and the Hudson Bay company
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are major infìuences on development. Both of these institutions, the

Company for a very ìong period and the government in modern tÍmes, have

conditioned in a fundamental manner the way of life as it has evolved în

the Keewatin. Certainly if there is to be a transitîon 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 wi I I be needed.

The Keewatin region is an area with a potentiaì for economic devel-

opment while posing a number of social concerns which wilì requîre atten-

tion in the near future. Economic development in the Keewatin will be

largely decíded 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 lnuit in the Keewatïn have a ìong history of response

to a variety of externaì impacts. l¡/hi le the Inuit way of life has certain-

ìy been shaped by these influences, lnuit culture stilì remains a vital

part of Keewatin life. Most of the changes that have taken pìace in the

Keewatin have been transmitted by the white population of the region.

The white population has always been characterized by its short perîod of

residency in the Keewatin. lt is wîthin this-milieu presented by the Kee-

watin region, that the Arctîc Air Faciìities Policy is being anticipated

as to its impact.
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CHAPTER I V

THE RELATIONSHIP BETU/EEN THE ARCTIC AIR

FAC I L ITI ES POL I CY AND COMMUN ITY

LIFE IN THE KEEWATIN

The special features of the Keewatin region have already been

gÎven definïtion. The lnuit population ís seen to have evolved through a
series of external influences and internaì interactions. The role of the

white population has been a growing one as the region has developecl rela-
tionships wi th external regions. The Arctic Ai r Faci I i ties pol icy is the

product of a somewhat complex series of air transportation deve-lopment

phases and a varíety of public policy statements of the federal government"

ln fact the major ínfluences involved in the shaping of the Arctic Air Fa-

ci I ities Pol icy anticípate the relationshïp that does exist between the

Policy and communìty life in the Keewatin. 0f key importance ín the evo-

Iutíon of the Arctic AÌr Faci lîties Pol icy r^ras the recognîtÌon of the îm-

portance of aÎr transportation in Arctic development and the role that

technology could play in Încreasing that potential. ln addition there was

the realization that air transportêtion could be used to accomplísh objec-

tives of a non-economic nature such as the ímprovement in the quality of
life in the Arctic. Another influence whTch was înstrumental in the forma-

tion of the Polîcy was a growing awareness of the sîgnificance of the Arc-

tic. Ì,Jhi le íts strategic location u¡i th regard to defence was someb/hat de-

emphasized, there was an increasing real ization' durîng the",l96S,s and /0's
of the important resource potential of the area. At the same time there
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was a grow¡ng recognition by the general public of the disadvantaged con-
dition of its native population with resultant pressure on governmenr to
attempt to al leviate this situation.130 The Arctic Air Faci I it¡es pol ícy
is a response to these influences. In effect the policy seeks to exploît
the use of air transportation in the Arctíc not onry to meet the expecta-
tions of the users and air carriers but also to ensure life in the commun-
itíes of the Arctic wi, be more futy supported and împroved"

The relationship between the Policy and community Iife in the Kee-
watin is underlined by the objectives of the policy. The framework into
whlch the objectives of the Policy have been officially placed is the fed-
eral governmentts Nationaj pol îcies for Northern Cun"d"; l3l the pol icy
thereby becomes part of a massÍve federal government involvement in the
Arcti t'l3z Also the federal government's jurisdictional authoríty grants
ît an overwhelmíng influence on the future course of development ín the
Arctic" These considerations are especiar Iy significant with regard to
the Keewatin' This regíon although offering some prospects for economic
development has never been able to attract sufficient government or pri-
vate sector interest fully to realíze its potential. Also the dependence
of the Keewatín on various forms of government assistance makes the regíon
especially susceptible to the proposed polîcies and objectives of the fed-
eral government.

The Arctic Aír Fac¡rities poricy encompasses armost aìr of the

I 3o¡,tu* 
r,/a rd ,ort: Proceedin

rrAi r Transportation ín , ín Arctîc
N.l^/. Yeì lo',GJte-
Tran s

December T-E
s of the Arctíc Trans

l:241 
"

the Canadîan Northil
ortat ion Conference

l3ls". page 26 of Chapter 2.
132s". Table 2 on page 2r,.



federal governmentrs spendíng on air transportation in the ArctTc and in

fact dominates the r¡rhole Transport Canada effort in the Arctíc (See Table 7

on page 7l). Table 7 also indicates that the Transport Canada effort is

aimed at the realization of the objectives of economîc growth and qualíty

of life. Transport Canada has an extremely important function in re'latîon

to the total effort involved in the realization of these two objectiu"r.l33

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 realizatïon of the objec-

tîve of quality of lïfe for rhe l916/71 fiscal year.

ln announcÎng the National Pol icies for Northern Canada Jean Chretien,

the Minister of lndîan Affairs and Northern Development, made a number of

remarks of a general nature about the Keewatín regîon and its lnuit popu-
I ?Irlatíon. '-' He stated that the restricted opportuni ties for developing the

economy in regions such as the Keewatin and the rapid rate of natural ín-

crease in the lnuit population could st¡mulate migration to more favoured

regions particularly by educated and traíned people. Mr. Chretien also

suggested that, when possible, both non-renewable and renewable resource

extraction should be encouraged along with the growth of co-operatíves

and distinctive lnui t organîzations. ln summary, Mr. Chretien added that

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

and I ivel ihood of the Inuit through diversified education and vocational

133s." Table 2 on page

l34c"n"du, Department of Northern Development,
and Northern Development:Re rt of the Standinq Committee

Governmentrs Northern 0b iect ves, Priorities an

29"

I nd i an Affa i rs and
on lndian Affaîrs

7o's byt on. Jean Chret ien, 0ttawa: n.p " 1973
Strateqies for the
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TABLE 7

by Program and Ai r Transportat ion
Northern Object i ve

Transport Canada Spendlnq
Spend I ng by

Ai r Transportat ion program

@ramSurface TranEportêt íon prã9ram
Headquarters prograrr

Total Hain Estlmates
Add (Deduct) tet Adjustmenrs

Annual Northern Expenditure plan

Detail by Frogram:

Ai r Transportation program-to providefaci I ities and to foster the optimum
development of the alr mode of'trgnrpo.t,consistent with the protection of thàenvironment, on a cost-recoverable basisto the maximum pract icable extent,

Main Estimates
Add (Deducr) - S-les to Other

Report i ng Agenc i es

Annuaì Northern Expendi ture plan

Expend i ture by Northern Object ive:

Economic Growth
Qual ity of Life

2l ,986
r I ,508

ÞU

808

36,388 4t ,s6zq,833) lL!!!_)

| 7 ,896
| 6 ,253

85
?,15\

27 ,953
I g ,855

| ,232

\g ,o75
(6,467)

37',941
23 ,218

I,893

63,052
\7 ,758)

17,896 21 ,9g6 27,g53

(l, 03) (1,282) (t,4lo)

| | ,755
5 ,038

| 4 ,493
6,21 1

18,580
I,)ot

37 ,9\l
(t ,azg)

25,4t9
| 0,893

t6,793 20,704 26,5h3 36 ,3tz

Source: Annual Northern Expenditure plan 1976/77Advisory Committee on Northern DevelopmentHinister Indian and Northern Affairs

orecast planned
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training and fundamentally to give them mobility and freedom of choice.

Community Characteristics of the Arctic

In the light of the preceeding comment on the basis for the rela-

tîonshíp between the Arctic Air Facilities Policy and communîty life in

the Keewatin it is useful to Ìdentify the actual linkages which exist be-

tween the Policy and the Arctic communitíes it is rneant to serve" Essen-

tially the Policyl35 orouîdes for an upgrading of airport facilities to

improve the quality of the air service receîved at most settlements in

the Arctic. The Policy recognizes the harsh climate which is pant of the

Arctic reality by providïng facilities such as extensive runway tïghting,

rotating beacons and weather services. Also the Arctic Air Facílities
Policy allows, at many sÍtes, the use of larger, more effi'c ircraft
by províding increased runway lengths. By supplying improved navigation

and landing aids the Policy increases the potentïal for a safe,treliab.¡e

and less costly, ai r transportation system. Final ly by supplying fací I i-
ties such as passenger terminal buildings,'the PcjTîcy provides for the com-

fort of the users of the air transportation system.

t'/hile these improvements obviously are of benefit to Arctîc air
carrïers they also offer the potential for a wïde range of advantages to

accrue to the people living in the Arctic" In fact a number of provisions

of the Policy take as their maîn focus the communities in the Arctîc

rather than other points of view such as those of the aîr carriers. Thïs

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

135^--5ee Appendix A for details of the Arctic Air Facílities
Pol icy.
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age of airport facilities for aìl Arctic settlements containing over one

hundred people and having no means of regular transportation other than

air' The Policy supplies these fac¡lit¡es to ensure that the communities

may be provided with rel iable, regular and efficient ai r services. This

provisíon is significant in that it promises facilîties 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 facil¡t¡es that a prospectíve community receives for
its aÍrport is determined by several communîty considerations such as

popuÏation! community roìe, air service route structure and availabi I ity
of other means of transportation. The stress is on the community rather
than the air carriers or consideratíons of a purely economic nature.

The actual package of facilities that a settlement receives under

the terms of the facilities policy îs signifîcant to that settlement în
several respects- An Arct¡c ¡rAt' facil itïes package is provided for com-

munîties r^rhich are especially important to a particular region Ín either
a resource' government or strategic sense" With regard to air transpor-
tatíon Arctic rtAtt airports have a special signíf icance which is ref lected

in a number of ways. Firstly, these airports are to be operated and main-

tained by Transport Canada as opposed to the Terrîtorial governments.

Also the faci I ities suppl ied in an Arctïc rrArr package are superior, in
the sense of the operational efficiency of air transportat¡on itself, to

those available in either an Arctic'B'or rcr faciIítíes package" speci-

f ical ly the Arctic rrA¡' package provides for a longer runway, higher in-
tensity runway I ighting 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 desÏgnated for the I'Bt'and'tCr packages offers
a number of advantages such as lower operating costs, longer ranges,

greater carrying capacities and user features such as greater comfort,

less travel I ing time and in general, a more rel ïable operatlon. 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 cÏass of aircraft
cannot be economically operated over short dîstances with small Ioads.

In additíon, the superÎor weather, lighting and approach aids descríbed

for an Arctic rrA'r airport încrease the potential for a hígh Tevel of air
service f rom the standpoint of ',regulari ty¡r and r¡rel iabí I ity',"

An Arctíc rrBrr faci I Îties package is desîgned for settlements with
potential for economic growth and havíng some regÍonal sîgnIficance.

Arctíc rrB'andrtc't airports are to be operated and maintalned by the Ter-

ritorial Government. An Arctic ¡tBt' package essentîal Iy is different from

a 'crr facil íties package with regard to the longer runurðy prov;îded for
Arctic rrBt' airports. This runway allows the operatîon of turbine-engined

aircraft in the class of the YSll which when compared to the class of air-
craft permitted under the terms of the Arctíc'crr facilitíes package

offers the potential for lower operating costs, greater weTght capacîtÍes
and increased user features. fn summary the three facílíty packages avail-
able under the terms of the Arctic Facilities Policy determines the type

of aircraft and operational flexibil ity permitted for each Arctic site.

The Appì icatíon of the Arctic Air
pol

By applying

the Keewatin it i

the Arctic

s possible

r Faci I i ties Pol icy

illustrate the fít

to the commun î t îes

that exists between

AI

toof



-75-

the policy and the realities of the Keewatin region. Rankin lnlet meetsall of the classif ication characteristrcs for a ,rB,¡ categorization withthe exception that the community does not pran an active rore in resourcedevelopment' However due to its desígnation as the centre of government
for the Keewatín its future does seem assured. This optimism seems to besupported by the fact that Rankin tnlet mêy be serected as the site forthe high schooì to be built in the Keewatin and aìso the community could

become the proposed capitar of the Nunavut. r.{ith regard to the future
use of air transportation in Rankin Inlet, forecasts are very optímístic.
Based on these considerations there has been some discussion, most nota-bly by Transair, about the possibirtty of Rankin rnret being designated
as an Arctíc rrArt airport. This possibi l¡ty may become more substantial
ín the future if the Keewatin region as a whore shourd become more signi_fícant eíther in a resource or governmental sense

Baker Lake meets al I of the classification characteristics for arrBtt categorízatíon with the possible exceptíon that the settrement doesnot function as an area administratíve centre. From a developmental
point of víew the locatíon of Baker Lake ís significant. There are ð num_ber of minerar prospects that are being actívery exprored in the areê.
Also Baker Lake wourd probably function as a major stagíng and dístribu_
tíon centre if the proposed polar Gas piperine was constructed through
the western part of the Keewatin. Forecasts concerning the future use ofair transportation suggest a moderate rate of increased usage. Coral
Harbour also meets all of the classification characteristícs for a cate-gory rrB',facilrties 

package with two exceptions, it does not function asän area administrative centre or pray an active rore in resource deverop_
ment" The wet equipped airport facirities at corar Harbour are due to
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its strategic locatîon for the purposes of defence, which saw the construc-
tion of the airstrip during the second l^/orld l./ar and the use of the air-
port during the Dew Line Operation. The fact that Coral Harbour has al-
ways had the most highly developecl airport facirities în the Keewatin was

probably instrumental in its categorízation as an Arctic 'B' facî I ity. tn
addition, forecasts do suggest that there will be a moderate increase in
the use of air transportation at Coraì Harbour.

Eskimo point is classifîed as an Arctic 'c' airport site. How_

ever Eskimo PoÎnt fits the classification characteristics for an Arctic
rrBrrfacílity with the exceptions beîng 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 rnineral devel-
opment was to take place in the interior or even if the poìar Gas pipeline
was constructed through the Keewatin. An optimistîc view of the future
of Eskímo Point seems to be supportecl by forecasts made of future use of
aïr transportatíon in the settlement. The major constraint to the desig-
natíon of Eskímo Point as an Arctic rtBrt airport is the fact that the com-

munity líes wíthîn one hundred and fifty mîles from churchÍì1, Manitoba.
The airports at both chesterfield lnlet and t{hale cove have been desig-
nated as Arctic I'crtfacilities. The population at both of these centres
is not increasíng at the same rate as Ît is at the other communities of

t2Athe region"'" Also both of these settlements I ie withín f ifty mi les of
Rankin lnlet' ttrhale cove seems to be especîaìly vulnerabìe in that its
population is declining and the airport is located several míles from the
actual settlement" The limited prospects for the future use of air trans-
portation in both l{hale cove and chesterfield lnlet can be supportecl by

136s." Table I on page 12.
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actual forecasts of projected passenger traffic. Aìthough the pollcy pro-

vides flexibilîty in the interpretation of the particular package of facil-
ities that a community should receive, the designations just attributed in
thÏs thesÎs to the Keewatin settlements are considered reasonably secure.

l^/ith the exception of Coral Harbour and Eskimo Point it appears that the

various designations are ð reasonable representation of the socio-economic

situation which exists in the settìements of the Keewatln, The Arctic Air
Facilities Policy has been implemented to a partial extent in the Keewat"nl3T

- although its impact has yet to be realized. The fully implemented policrT3S

will result in a number of changes in the aTrport facilities which present-

ly exíst in the Keewatin. These changes in turn, could potentially impact

community ìife in the region in a number of significant ways.

Eva I rlat i on of the Ef fect of the Arc t i c

Lommunlttes of the Keewatin

To fairly evaluate the Arctic Air Facil¡t¡es Policy as applied to

several settlements in the Keewatin, it is necessary to view the situation
from a number of dífferent perspectives. The primary task of the policy

upon which all others depend is to improve the quality of air transporta-

tion ín the Keewatin. The Keewatin air carriers urith theír intimate con-

tact and experience with air transportation în the region should be highly
qualified to comment on the possible effect that the fully implemented

faci I i ties pol icy would have on the rel iabi I i ty, regulari ty and efficiency
of air servÎce in the region. An additional but related issue concerns

I37s"" 
Table

138s." 
Table

Append i x

Append i x

26 in

27 in

R

R



-78-

the opiníons of the air carriers about whether or not addítionar poricies
are needed to augment those enunciated in the Arctic Air FacilEties policy.
A second perspective about the poricy can be gained by identifying the
users and ascertaining their views concerning air transportation in the
Keewatin. since aír service is the onry means of year round transporta_
tion available, ¡t Ís vital that the needs of users be given special con-
sideration" In addÎtion to serving users, such an emphasis would improve
the utílization of aïr facilities. FînaTry, ít is worthwhite to attempt
to anticipate future users of the air transportation system and suggest
ways that the Policy could meet previously unfulfilted needs"

A second major criteria for the assessment of the Arctíc Air Fa_
cilities Policy concerns íts impact on the economic growth and quatity of
I ífe in the Keewatín' t{íth regard to economíc gror^rth there are a number
of approaches whïch can be used to judge the impact of the por.icy. The
construction and operatÍon of the aírport along with air carriers and air-
port tenant act¡víties are expected to be the potential source of any em_
ployment directly generated by the Air Fací I ities pol icy. Also the pol icy
could stímurate economic activities apart from the aírport, The Arctic
Air Facilit¡es polícy courd serve as a cataryst for economíc deveropment
ín the region" rt ís possibìe to estimate in an approxímate manner the
amount of income that the poricy might generate in a particurar year for
the Keewatin to provide another measure of the contribution of the poricy
to the area' Another perspective from which the polîcy can be studied is
that of the cost of Living in the Keewatin. By anaryzing the impact that
the Policy may or may not have on this critical ¿¡spect of Keewatin life
one ís provided with an excellent measure of the Arctic Air Facilities
Pol icy' t'/ith regard to the qual ity of I ife in the Keewatin the pol icy can
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be evaluated with several aspects în view. The impact of the policy on

the way of ìife that presently exists in the Keewatïn is a most useful cri-
terion. Central to this criterion are the differing víews of the lnuít

and white population of the Keewatin. Finally an assessment of the poten-

tíal impact that the Policy could have on the psychological needs of both

the white and lnuit populations is useful in defining the merTts and Iim-

îtations of the Policy in human terms.

EvaluatÍon of the Policy Ín the Keewatin îs complicated by. several

factors. 0f critical importance is the fact that there is a variety of
perspectives from whïch the Arctic Air Facitities Policy can be evaluated,

The points of view represented by the federal government, the Inuit and

white populations are sometimes difficult to ascertaïn as well as coalesce

into a suitable evaluation framework despite their obvious relevance.

Another factor which makes an evaluation of the Policy difficult in the

Keewatin ís the variety of the effects whïch could possibly ensue and

the diffuse nature of some ofrthese effects" Fínalìy, th¡s evaluatíon 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 mîneral development which, whi le ít
is of criticaì concern to the future of the area, wîll largely be deter-

mined outside the region.

The EvaluatÎon presented in the next three chapters wîll 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 quaìity

of life" The evaluation itself wlll be based on the crïteria identified

in this chapter. In trying to assess the Arctïc AÌr Facilitíes Policy in
terms of its applicability to the Keewatïn it is ímportant to remember
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that the Policy has been partiaììy implemented in the region. In fact

the analysis was conducted with two settingsl39 in mÌnd so the effects

could be clearly identified. The first is based on the air transporta-

tion system as it presently exists and the other viev¡s the Keewatín air-
ports with the Arctíc Air Facilities Poìicy fuìly impìemented. The con-

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

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

139S"" Tables 26 and ZJ ín Appendix B.



CHAPTER V

ARCTIC A¡R FACILITIES POLICY EVALUATION:
AIR TRANSPORATION PERFORMANCE

The air transportation system in the Keewatin offers severat cri-
terÍa by which the Policy can be evaluated. one of the most critïcal is
the operation of aÎr transportation in the Keewatin where various con-
straints are posed by the region. Arso, the positions of both the aír
carriers and the users in the Keewatin are signifícant components of the
total ai r transportation picture.

ration of the r Trans rtatîot System in the Keewatin

ln an operational sense the airport faci I ities presentty locatecl
in the Keewat¡ni40 

"r" inadequate ín 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 essentïal need for both en-
route and approach navígation aîds. The Non-Directíonal Radio Beacon

rt
(ruon¡ coveragel4¡ which can serve as both an enroute and approach aid for
aircraft has only a rimîted range in the Keewatin. The very High Fre-
quency Omnidi rectíonar Radio Range (von) îs a more sophistícated navîga-
tion aÌd which has a r imited cover"n"l42 ín the region especiaily at

| 40^)ee

r4t
5̂ee

| 42^)ee

ïabl e 26

Figure ¡0

Figure I ¡

in Appendix B.

on p" 82.

on p. 8¡"



-82-

5otrrc.e.:

T:no.ns porf
Winn i pe5

MILE9
too 50

Cc,nd,åo.

Fig" t0 NDB COVERAGE
IN THE KEEWATTN



-8¡-

V
KEE

\'''

RE6ION

CORAL
HÀR Ê OUA

ÉÊFlÉL

MrLÊs
loo 5ôSourse. r

Täa.^¡po.t Canado.

1¡;¡ni peg Fis. ll VOR COVtRAGE
IN THE KEEI^/AT IN



-84-

lower altitudes. ln addition the lack of aeradio facillties, dependable

weather information, and runway Iighting all combine to limit aîr trans-
portation in the Keewatin resultirrg in flight cancellations, delays, €X-

tra flying time, or the inability of the aÌr service to opurutu.l43

These situatÌons in turn mean higher operat¡ng costs for the air carrîers,
inconvenience and increased costs for the users and a greater potential

for accídents. I'/ith regard to a¡ rstrip length there has been a consider-

able amount of work already accomplished under the terms of the policy,

esPecially at Rankin lnlet, while further work is requîred at Baker Lake.

Longer runways lourer the possibïl¡ty of accídents and also allow aircraft
wíth heavier load capacÎties to use the airstrip, thus íncreasing both

the potentíal uses of aTr transport and the possîb¡lity of lower over-

head costs for the air carriers. As far as ground facilities for the

users of the aÍr transportation system ín the KeewatTn are concerned there

ís practÎcally no provision whether for passenger or other potential users

of the system.

lf one comPares the facilities which would be provTded of the

Pol icy is ful ly implemented wí th those which presently exist, several

improvements in both the number and the quality of these facilities are

evídent. t'/ith regard to navigational aids the Pol icy provîdes NDBrs at

each site and VOR/DMErs to upgrade navîgation information aTong major

airways and aí. r.ort"r.144 These faci I itíes wî I I provîde both a higher

level of enroute coverage and the potential for a greater approach ca-

pabi I íty for aÍrcraft operating in the Keewatin. l,/hî le it would be dif-
ficult to quantÏfy the ímpact that these facilities would have on the

143s." Figure
¡Àll' ' 'See Append i

9 on p.

XA, p.

64.

r5t.
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regulari ty' rel iabÎ I Î ty and safety aspects of ai r transportðtion It ïs

clear that a significant improvement would take place. However, in víew

of the fact that a fuìly installed VOR/DME facility costs at leasr
. ll¡q
ç275,000"' and the fact that a number of technologîcally superior navi-

gation systems are avai lable, i t may be unr,vÌse to instal I V0R/DHErs to

fi I I the large gaps whïch presentry exist in the Keewat¡n.146 However

with an improved weather service, airport I ighting and aeradio capability,
the potentÏal for an improved air trênsportatîon operation in the Keewatïn

exists. Whi le the ímplementation of faci I i ties such as an Instrumenr

l-anding System at every airport site would further increase approach

capabilíties for suitably equipped aircraft, the fact that such a facility
costs over $450,0001 

47 ,o instar ì precludes such an eventual ity.
The provision of increased runr^/ay iengths especial ìy at Rankîn

lnlet and Baker Lake, the policy permits aircraft in the class of, the

Yslì and F2B to replace the Twin 0tter at these locations. Since aircraft
in the class of the YSìl have greater weTght capacîties, longer ¡-anges

and an improved fuel utiìîzation ín comparison with the Twin gtter, the

potential for additional cost efficiences is present. Aìso, the provision

of fi re fighting equîpment, maintenance equîpment, maintenance gðrage,

fuel dispensing and storage facil ities at each Keewatin airport, under

the terms of the Policy, will support the air transportation operation.

The classifícation system used ín the applicatîon of the Arctîc

Air Facilities Policy recognizes the existence of aîr transportatîon net-

l45c"nudu, Dept" of Transport, Five year plan,
AÍ r Transportat íon Admîn i strat ion, Novem6ãr--. -ïg7BI, 

p :

146r"" Figure ll on p. 83"

147c"n"d", Dept. of Transport, r,y. year plan,
A i r Transporta t i on Adm i n i s t ra t î on, Novemb-ãr,-lt/ðI, p :

(0ttawa: Canad i an
328.

(0ttawa: Canadîan
345.
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works such as the Keewatin air syst"r.l48 The varied facilities packages

availabìe under the terms of the A, B, c designation system permit the

establîshment of air network patterns such as the hub-spoke arrangement.

Under this arrangement the Keewatîn air network v¡ould be organized Ìn a

fashion rvhereby Rankin lnìet would receîve an Arctic rrA' faci I ities pack-
tÀqêgs"z thus al lowing aircraft in the class of the Boeïng 731 to operate

in the community. This class of aircraft would in turn provide Rankin

Inlet wíth potential advantages in comparison wi th the other settlements

în the Keewatin in terms of lower transportation costs and an increased

trênsportatÎon 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 authoriti"rl5O

looking toward the future have predicted that the hub-spoke air network

wili continue to be the most effective approach to air transportatîon in

the Eastern Arctic, wïth Rankin lnlet and Frobisher Bay becoming the major

hubs. The hub-spoke arrangement could thwart the classification system

outlíned by the Policy inasmuch as the major hub Rankin lnlet would in-

crease íts regional significance while the air transport needs of the

smaller centres would be reduced,

Economícs of scale couìd also work to reduce the number of air-
craft, air carriers and aír flights thus decreasîng the need for facili-
tiesn especially in the smaller centres" The consequence of these develop-

ments would be pressure for the institution of a Iand based. aìl-weather

l48r"" Figure 8 on p. 60"

T49Suu Table 27 in Appendix B"

l50Cun"d", Department of Transport, Future Requïrements of Trans-
portatio|r in, Canada (1990), (0ttawa: Transpo
Center, 1976), p. 3.



-87-

transportätion system to replace the ai rport faci I i ties at the snral ler
centres in the Keewatin. As far as the future of air transportation in
the Keewatin îs concerned ît has been predicted that, while passenger

figures wïlì ìevel off in the Arctîc, the demand for air cargo will sîgni-
ficantly încrease due to a growing demand for consur". goodu.l5l Thus,

there wÏll be a greater need for heavy carrying capacity aircraft with

built in flexibility for either cargo or passenger loads" The use of th¡s

type of aircraft would likely increase the tendency toward a more central-
ïzed transportation operation in the Keewatin.

ln summary, the ArctÎc Air Facilities Policy supplies a number

of very expensive facÎlitÎes which will encourage the development of an

air servîce in the Keewatin with potential for improvement in its relia-
bÎ I ity and 'qual ity of servicer aspects. The designation of Rankin lnlet
as an Arctic rrArr facÎ I ity cannot be warranted on the basis of the classi-
fication criteria outlined in the Policy although from either an air ser-

vice perspective or an air network point-of-view, a strong case could be

presented for such a designatîon. The Policy as presentty defined outlines
facilities such as navigation systems which may be outmoded în terms of
the demands of the air carrÎers and new technological developments.

with regard totpoint to pointtnavigation the 0mega or a very Low Fre-

quency (vlf) based system is expected to repiace the VoR/DHE as the accepted

form of navÎgation in the Arctí c.152 Clearly the Arctîc Air Facil ities
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 operatíng

l5l rbia. ,

l52rbia.,
P.

p.

22.

27.
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the Keewatin and this aspect of the air transport situation will now

d i scussed.

l'Jhile the upgrading of airport facilities described by the poìicy

is cìearly aimed of improving ai r transportat¡on services, the magnitude

of the improvement in the Keewatin is somewhat more dlfficult to estimate.

For obvious reasons air carrÎers operating in the Keewatin were elated

with the first public announcementì53 of the Arctic Air Fac¡lit¡es policy.

In fact the view of the regional carrier, TransaÌr, is thatrmore and

betterr air and way facil¡ties are highly desirable for the Keewatin.

Furthermore, the Arctic Ai r Faci I i tîes pol icy, according to Transaí r,
should be implemented at a much faster r-t..l5l' The third level air
carriers Caìm Air, Lambair and Keewatin Air are maïnly concerned with the

'd"y-to-day¡ prof ¡tab¡ì ity of their smal ler operation. t/hile they wel-
comed the impetus to a¡r 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 aîr carriers to Tmprove their own equipment, thus

placing financial pressure on the smal ler carr¡"rr.155 The precarious-

ness of the profit position of the third leveì carriers makes them very

sensÍtive to route structure pressures, operational regulatîons and the

potentTal for subsidies"

Transair has a number of concerns about the application of the

l53The Ìrr¡nnipeg Free press, 3l July, 1g14.
l54tnterview with Dav¡d 0rBrienn Transair, Manager of Regulatory

Affairs and Route Development, \^/¡nnipeg, Manitoba, ! Maich, lg77-
l55lnterview with Ar craig, Transaïr, r,/innipeg, Manïtobanl7 feUruary,1977.
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Arctic Air Faciìities Policy to the aírports in the Keewatin. The air

carrier questions the criteria used to determine the faci I Ìty classif[-

cations in terms of how it could work out in the Keewatin.156 The

cìassif ication of Eskimo Point as an Arctic rrcrr airport does not coíncide
lq7

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

rationalization and profitabiìity, EskTmo Point should contÏnue to be part

of their Keewatin operation along with Rankïn !nlet and Bake, Luk".l58

lf Eskimo Point is to remain as a rrCrtcategory aïrport, the communÏty

will face a future of much higher air transportation costs and a lower

level of service in comparîson wîth those Keewatin settìements which will

receïve t¡B'r category airports" This opÎnion Ts further underl ined by

the fact that Coral Harbour, which wiì I receive an Arctic rrBrr faci I i ties

package, has less than half the population which lives ät Eskimo Point

and, also, has experÏenced ìess than half the percentage change in popu-

iation that Eskimo Point has experiencecl sÎnce 1971.159 Also, the com*

munity of Eskimo Point, along with \^Jhale Cove, presently has a four thou-

sand foot ai rstrip.

Transair operates a YSIì service in its Keewatin route but plans

to replace this operation with Boein1 737 service within the next few

years despite the fact that no community in terms of the Arctic Air Faci-

lities Policy has an aîrport streamed to receive the facilitÎes necessary

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

1tr.^''"0' Brien, interview.
tÃ7
' )' 0tBrien, interview"
rcR
' '/"0 I B rien, i nte rview.
ì(o'"See Table ì on p. 12"
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ardize its equipment by purchasíng new Boeing 737 aircraft to operate its

Arctic service. This commitment to equÏpment procurement precludes fur-

ther consideration of Dash 7 service wTthin the Keewatîn, according to
r^^Transair.'-" llith regard to navigation, Transaîr is operating a Global

Navigation System Facility called GNS500 on one of its Boein1 737's oper-

ating within the Arctic" This device, costing over $48,000, provides

excellent navigatÍonal accuracy in all kinds of weather by taking advan-

tage of both the Global Navigation System and the 0mega Navigation System.l6l

In summary, Transair has a number of plans which wÍll set the pace for its

future involvement in the Keewatin. The Arctic Ai r Fac¡ I ¡ tÍes Pol îcy,

while playing a mlnimal role ín these projected developments, could be

affected in a negatîve fashion" This is reflected by the planned instí-

tution of Boein1 737 service ïn the Keewatin which, rvhile offering some

of the benefits to the region, would likely result in a reductïon in the

frequency of aïr service, thus defeating one of the major objectTves of the

Arctic Air Facïlities Policy"

The market in the Keewatin for third level carrîers is a very

competitíve on".l62 The aîr carriers ínvolved are the charter carriers

!-ambair and Keewatïn Air, and Calm Air which operates a scheduled Twin

0tter service between Eskïmo Point, l^/hale Cove, Chesterfield lnlet, Coral

Harbour and Rankin Inlet" This scheduled servîce, inïtiated during the

winter of 1976, has been plagued by a number of d¡ff¡culties. The ín-

adequate airport facilities at Eskimo Point, Whale Cove and Chesterfíeld

I 60^'--Craig, interview"
l6l-'-'Craigo interview"
I 6'I na"ruÌ ew wi th Jack Lamb ,

Manïtoba, l6 March, 1977"
Pres i dent of Lambai r, hli nn i peg,
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Inlet resulted in numerous, cancel Ied fl ights. Also, Twin 0tter service
is costly; an íllustratÌon of this is the fact that the fuel for the plane
is purchased in Rankin lnlet êt triple the rate at which it is sold in
churchÎll.l63 Furthermore, since a wiclely accepted slogan of Arctic air
transportation is that increased safety means higher costs, the Iarge
overhead faced by aír carríers such as calm Air could place íntolerable
pressure on the ability of the air carrier to provide the safest possible

service' The potential in such a situation was highl ighted during late
1976 when one of calm Airrs Twin Otters crashed in the Keewatín due mainly

to p¡lot inexperience" The very hTgh operatïng costs involved in theír
Twin 0tter service has forced calm Air to raise ïts tarlffs to a level
which is substantial ly higher than those previously charged by Transai r.164
fn Iight of the very high costs that are involved in purchasing equîpment,

such as navigatíonal receïvers, upgraded aIrcrafti to keep pace wïth the
facilitÎes being provided under the terms of the Arctic Air Facilities
Policy, calm AÍr strongly believes that subsidíes will have to be pro_

vided if third level air carriers are to remain vîable in the rugion.l65
calm Air suggests that subsidies could be specifîcally provided for air-
craft fuel.

t'/hile the third level air carrîers operating ín the Keewatin agree

on the need for some form of subsidy, there is enthusiastic support for
the estabìishment of a special polîcy for the thírd Ievel air carriers
operating in the Arcti c.166 The need for this polïcy may become more

l63cruig, interview.
l64r.u Table 28 in Appendïx B.

l65lnterview wîth Arnord-Horberg, presÍdent of carm Air, RankinInlet, N.l,/.T", lO September, 1976"

l66t-rb, ínterview.



in the Arctic begîn to attract an

the regTon and thus heighten air
carrier competition in the Arrtic. A proposed third level policy, be-

sides recognizing the unîque constraints that ên Arctic aír carrîer must

face, could also rational ize the whole structure of ai r transportat¡on
that presently exist:; in the Arctic. The view of the thi rd Ievel air
carriers in the Keewatin is that aïr transportation in the Arctic should

be guided more by the principres of transportatïon econori.sl6T th"n by

objectîves of a humanitarían nature. From thîs perspectíve ít is argued

that socially desirable objectives could then be realízed in a more effi-
cîent manner" lt is a positíon that Transair ís rîkery to support.

The Users of Air Transportation in the Arctic
'

The users of ai r transportation in the Keewatin are an e'ssential

ingredient in the evaluative process. In generaT o users in the. Keewatin

support the faci I i ties upgrading taking pÌace throughout the ,"gíon.168
0rganízations such as the lnuit Tapìrisat of canada have taken the official
position that airport facir ities in the Keewatin must be irprouud.l69
However, in the past a number of bitter complaints have been made about

the quality of the air service. One such opiníon bras refrected by an

editorial in the AprÎl 5,1974 editíon of the newspaper "The Rankin Times*

whish was entitled I'curse you Transair??? No, Lambair." Evaluatíon of

16Tlnrurrîew wÍth stan cardweil Lambair, î,/innipeg, Manîtoba, r6March , 1977.

168ì,/' ll iamson, interview held
the Path of a Pipel ine,', University of2l Apri I , 1977 "

apparent ¡f the improved faci I ities
increased number of air carriers to

during Semínarr'rA Remote people in
Man i toba , l,/ í nn i peg , Man Í toba ,

69*u- Annie Lock, lnformation 0fficer, Inuit Tapirísat of canada,(0ttawa, February lgTl), p"rron"l letter.
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the Arctic Aïr Faci I ities Pol icy f rom the user's point of vîerv requíres

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 reasonabìy represented in the results of a user survey

done in l973/74.170 Also, this înformation, although it is fragmenrary

can be used as a basis for assessing the Arctíc Air Facilities policv from

the perspective of the Keewatin user.

The survey resu'¡t.l7l presented the following user concerns în

order of their importance to the residents of the Keewatin: reliability
and regularity, passenger and freight rates, information, facil îtíes,
equipment capacíty, mai I service, medical evacuations, competition and

safety. lt is significant that the major concern of Keewatin residents

involved the quality of aír service as opposed to the cost of the service.

This indïcates the importance of the rregu.laríty and r:el iabi I i tyt aspects

of aïr transport to the residents of the area and the fact that much of

the traffic' especially passenger busîness, ïn the Keeuratîn receives some

form of subsidîzation from either government or prîvate business. High

costs affect air transportation in the region by discouragÌng traffic of

a non-subsidized nature, such as tourist travel and intercommunity trans-

Portation. As a group, the lnuit would most lïkely be adversely affected

by the high cost of air transportation. The remaínîng concerns of the

Keewatîn users are tied either to the air servîce available or the pro-

vísion of airport facilities.

170^''-Canada, Dept. of Transport, Joînt Aír Service plannînq and
Evaluatîon Review. (Jasper), (Ottawa: Ar ch@"

l7ls"" Table Bon p. 94.
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The implementation of the Arctic Air Facîlities Policy is likely to provide

a constructive response to the user concerns already identïfied for the
71n

Keewatin.'/' Th" treliability and regularity¡ aspects of the air service

could be improved to a large extent by the provîsions of the Roli.y.l73

Ì'/híle the potential for lower transportation costs does exîst this ïssue

is dependent on a number of i.rr.r.l74 t/ith regard to competitîon among

the ai r carriers, the Pol icy might initîal'ty increase it but reduce ît
over the long term. The other user concerns of Keewatín res¡dents are

likely to be resolved to varyïng degrees through the implementatTon 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 aïr sei-vice

would result in greater use of the system for the transport of mail,

purchase of various types of food and other provisïons from other areas

and the shipment of local produce to external markets. The Po.lîcy would

líkely encourage the growth of an east-v/est regular aîr service and also

greater intercommunity contacts. These measures would increase traffic
în the Keewatin by inviting increased partÌcIpation by the Inuít. The

most obvious way that the Pol îcy provides for the users of the Keewatin

ís by provision of passenger /cargo terminal bul ldîngs at each aírport

locatîon in the region. t^/hi le these structures are important, user con-

cerns are maínly centered on the issues of the regularity and reliability
of service or the costs involved in ensurîng that service. This fact

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

172 tai¿.
173s." p" 61.

| 74r." o. 63.
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be decided by the performance of the air carr[ers"

Conclusion

The performance of air transportation in the Keewatin wiil be

affected in a number of ways by the implementation of the Arctic Air
Facil itíes Pol icy. In an operational sense the pol icy wi I I provÍde the
potential for a signÎfÎcantly improved aîr servíce ïn terms of dependa-

bi I ity, capabÎ I íty and cost efficiency. However the pol icies and prac-
tices of the air carriers have been determined independently of the policy.
In fact, in a number of respects Transairrs future plans are at variance
with the provisions of the Pol icy. t^/ith regard to the third level air
carriers thelr situation is a somewhat tentative one in that the air
transportation market in the Keewatín is both competitive and also faced

with rapidly escalating costs. l,Jhile the polïcy provides in a number of
ways for the needs of the Keewatln user, the reaTization of these needs

will ultimately depend on the'alr service whích wílt actually be supplied.
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CHAPTER VI

ARCTIC AIR FAClLITIES POL¡CY EVALUATION:

THE ECONOMIC IMPACT ON THE KEEWATIN

A major function of the Arctic Air Facil it¡es poì icy ís to provicle
economic and socíal improvement in the Keewatin. tn an economic sense

the Keewatin is an area racking in vîabre deveropments and having an

Inuit unemployment probrem aggravated by a hígh birth rate arong with
a low skïll and achievement reveì for wage employment. The emptoyment

that the Arctic Air Facilities Policy is expected to produce r.rill result
either directly from the implementation of the policy in the various
settlements or Îndï rectly through economïc activi ties generated because

of the existence of the poricy. The construction and operation of the
airport, the air carriers, and proposed aÍrpoi,t tenant activities are
expected to be the sources of any emproyment dîrectry generated by the
ímplementation of the Air Faci I itîes Pol icy. Since the pol icy 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 riving in the Keewatîn regîon. Thïs chapter
will concentrate on the economÍc aspects of the Arctic Air Facilitïes
Pol icy namely: employment generated, fînancíal impact, cost of I iving
and, fínal ly, economic develoÞmeRt.
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Empìoyment Generated

The employment that the Arctìc Air Faciìit¡es policy is likely to
produce will affect all of the settiements in the Keewatin. The construc-
tion and operation of the airports along r,¡Ìth 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 îs a somewhat tentative
exercise, especially for air carrÍer operations and airport tenant acti,
vitiesu such an attempt has b"un r"d..l75 The number of jobs th:¡t the

Policy will be responsible for generating in each of the settìements wíll
be somewhat I imited- However those positions concernÌng both aírport
and air carrier operations are significant in that they offer the poten-

tial for the hirÍng and training of local residents for permanent employ-

ment.

l,lith regard to airport operations, Transport Canada has organized
174programmes"" to train northerners so they wîìl be able to assume tasks

whích wî I I be needed to operate Arctic r¡B' and "c', aîrports, TrainTng

is provided ín the areas of airport maintenance, airport administratîon,

weather observatíon and radío communícation. The objective is to ensure

that Arctic rrB' and rrctt aî rports wî I I be f ul ly operated by northerners.

The fact that admittance to these training programs ís limited to long-

term northern resídents preferably those of Inuit extraction i I lustrates

175s". Table 9 on

l76oon"ld Bedíer,
Arctic rrBrr and "Ct' Airport
October 3l - November 10,
(Typewr i tten )

nQO

l^/estern Reg ion , Transport Canada , ilReport on
Maintenance Course Held at Coral Hartour, N.l,J.T.

1976", Edmonton, Alberta, 1B Novenber 1976.
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the intent of the program. Also, the trainïng itself has been especially
geared to meet the needs of fnuit students by featuring such methods as

practical on-the-job instruction.

The program has been well receíved in the settlements of the

Keewatin as evïdenced by the large number of applications received for
the training "ourrur.177 crearly this program is a highly signifÍcant
endeavour for the Keewatin inasmuch as it seeks to train local residents

for jobs which will actually be avaîlable în the communitîes and also

the traïning is specially tairored to the people of the region. The

results of this program are beîng montítored cToselylTS ", to their ap-

plÎcability to other employment areas both related and non-related to

the a i rport.

While the Arctic Air Facil¡t¡es Poìïcy generates a certain amount

of employment in its construction, operation and maintenance phases,

very often Inuit employment is I imited to reÌatively unski I lecl.positions

such as those of truck drlvers and labourers whiletsoutherners, occupy

the skí I led, higher paying positions" The explanation for this situation
lies in the fact that the lnuit population in the Keewatin lacks a great

deal of the experience and training needed to perform jobs of a skilled
nature. Also, the short term, seasonal nature of constructîon work ín the

region has tended to discourage the development of training or apprentîce-

ship programs. The traíning program instÍtuted through the Arctîc Air
Facï | itíes Pol icy is a significant departure in this reqard.

77tynn Bishop, Transport canada, Edmonton, November 1916, personalletter.
I 78, o, o.
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linancial lmpact

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 ,"gion.l79 Aìmost 95% of this amount is devoted ro

capÏtal expenditures for items such as structures, vehicles and special-
ized equipment r,¡hich 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 ínstallation of the various ítems involved.

ln terms of employment or income created, capital expendítures provide

very I ittle dÎrect benefit to the Keewatin regíon" Since operatíng costs

resulting from the pol icy totals less than $800,000.00t80 an. direct
financial impact of the proposed facîlities policy is likely to be some-

what limited especíalìy since the Keewatîn is lacking in both the resources

and the capabiìity to be a significant supplier of the materïals needed

to operate an endeavour such as the Arctíc Air Facîl¡t¡es políc!. I,/hile

much greater efforts could be made to use locally produced goods such as

clothing, fish and meat products it is tikely that the use of .rocal 
em-

ployment is the most significant way that the Policy as budgetted could

financially affect the communities of the Keewatin in a dÌrect fashîon.

As illustrated in the preceeding paragraph there is a crîticaï need for
empÏoyment training in the Keewatin. l,,,ithout a concerted effort in this
regard a large part of the income avaílable through the implementation

of the Arctic Air Facilitîes Policy will cont¡nue to be earned by southern

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

l79s"u 
Tabte

Appendix B.

lBos"u Table

I0 on p. 102 and Tal¡les 29, 3A, 31 , 32" 33 and 34 ln

l0 on p. 102.
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come part of the economic base of the settlements in r^rh ich

ployed.

they are em-

Cost of Living

There has always been an expectation that the impìementation of

the Arctic Air Facilities Policy in the Keewatin r¡rould reduce the high

cost of living which exists in the region. The view that the upgraded

facilities would result in lower air freîght rates vras based on the fact

that the provÎsÌons of the Policy would considerably reduce the operating

costs of the air carriers and encourage them to purchase larger, more

efficient aircraft. The vîew 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 poìïcy"

The fact that three communïtíes in the Keewatin under the terms of the

Pol icy wi I I continue to receive Tr^¡in 0tter service should resu'lt in in-

creasing rates at these locations" ln additîon, Baker Lake, Coral Harbour

and Rankin lnlet are streamed to receive Arctic rtBr¡ facil ities and thîs

will not in the forseeable future allow aircraft to operate whTch will
achìeve significant economics compared to the YSll service that presently

servès these centres. These economics couÌd be achïeved if Rankin Inlet
was elevated to antrA'category airport or if a sort of STOL BoeÏng 737

is developed to use 5000 foot runways. However, at this time, the costs

of air transportation will probabìy continue to rise as evÌdence.f hw rha

Calm Ai r Tariff Proposal which was recently approv"¿. lBl

l8lr.* Table 28 in Appendix B"
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The Hudsonrs Bay company, r.rhich is the largest retailer In the

Keewatin with a store in every community of the region with 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

chipsr pop, chocolate bars etc... are flown into the Keewatin under a

contrâct with a Churchill based company called Rand Expecliting Ltd" which

in turn sub contracts the transportation of the freîght with an air carríer.
The consumer in the Keewatin pays the full cost price for anytjunk food¡

which is flown into any Hudson Bay store in the r"gion.l82 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

ít appears unlikely that the cost of tiving will be affected in a signi-
ficant way by the provisions of the Arctic Aír Facilïties policy.

Economíc Development

1'/i th regard to economic development in the Keewatin a number of
prospects are possible. The exploratîon and development of the mineral

potentîal of the area could be encouraged through the provisîon of the

Arctic Aí r Faci I i ties Pol icy. The Pol icy states that the appl ícation of
the classification critería for desïgnating faci I ities for airports must

be flexíble due to changing circumstances such as resource exploration

and exploi tation. 183 The faci I i ties pol icy could thereby encourage mineral

development in tr,vo ways. Firstry, through the upgradîng of facil ities
at airports that already exist in the Keewatïn there îs the potentîal for

182.---fnterview with Mr"
Hudsonrs Bay Company, l'/innipeg

lB3s"" Appendíx A, p.

Sprackl in, Flanager of Northern Stores,
, l5 February, 1971"

tB"
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the establ ishment of infrastructure which could íntensify exploraËion

work in the region. These upgraded ai rports courd serve as integral
parts of a Keewatin transpor-tation system set up to transport mineral

ore' equipment and people either to or from mineral operations taking pTace

in the interior" Secondly, the Poi icy, ês specif ied earl ier, coirr.j iri-g-

vide aÎrport facil ities in the Keewatin înterior to al ll.; mineral develop-

ment to take place. During the last few years ten major mining companíes

have become involved in mineral exploration work in the Keewatin. partÌci-
pation of the Inuit in these developments'Ï84 has become a mêtter of some

contention between the companies, lnuít orgenizations and the various gov-

ernments invoìved. The i ssue has abated temporari ly as ê ¡-eslr I t of a

government moratorÏum on mineral exploration and deveìoprnent in the Kee*

watÎn effective unti I 1978" Unti I that time discussíons among the in*

volved partïes are expected to concentrate on the establishment.of a mean-

ingful role for the lnuît in the future deveiopment in the Keewatin.

since it is likely that rhe polar Gas pipeline, íf approved by rhe

federaì government, will be constructed through the western pêrt of the
rRqKeewatin'-'; the Arctic Air Facilities PoTTcy could serve in the same man-

ner as it would to facilitate mineral development in the regïon" Addit!on*

aÏly the consortíum involved in promoting the Polar Gas pTpelíne has placed

a great deal of emphasis on nurturing close working relatíonriips with the

various Inuit organizations in the Keewatin. i86 !n fact the polar Gas

I 34lnterview with L"R" McDonald, Assïstant Manager of Exploration
for the Eastern District, Cominco Ltd., Toronto, jl May, 1977"

ì85John o. Houlding, President and Chief Executive 6fficer, polar
Gas Project,rrNotes for a Statement to Sub-Commîttee on Indiar¡ Affairs and
Publ ic Lands Committee on Interior and lnsular Affai rs", Washington, D.C.,
5 Apri I , 1977 " (Typewri tten)

1 S6lna.ruiew 
wi th Paul Knechtel , Supervisor, Community Relations,Polar Gas Project, Toronto, 0ntarío, I June, lgl7.



* ì06 -

consortium has taken the publîc position that a land claim settlement with
the Inuit is both a desirable and expected course of action Ìn the Kee-

ìR7uratin''"' ln/hile the terms of a Iand claim settlement remain to be resolved
¡t is lil<eìy that a f inal settìement of this issue wi I ì contain guaranrees

for significant ongoÎng participation of the lnuit in the development of
the Keewatin along with the provîsion of funds to encourage this participa-
tion. In addition, the expressed desire of the Inuit to remain in the

region is compatible with thÍs prospect. The investment capital generated

by a land settlement along with the potential role that the upgraded Kee-

watin air transportaticn system couìd pìay in the economic development of
the region, could be the growth dynamic needed to quarantee the economîc

future of the area. t^/i th regard to the present level of economic activTty
the Policy would Iikely encourage an increase in the fishing, touríst and

craft industries in the Keewatin through the provision of a regular and

rel iable ai r service. However growth in these particular industries would

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

rather than through the implementation of the Arctic Air Facilities policy.

Concl us ion

In terms of direct economic impact, the Arctic Air Facîlities
Policy is not likely to be a major influence în the Keewatin. However

the focus on traîning and ìocal hiring is a posìtive aspect of the policy
implementation which couìd set a significant precedent for future deveìop-

ments in the region. The sizable investment represented by the Arctic
Air Facilities Policy cannot be justified in terms of the direct financial

tR7'"'Houìding, Notes for a Statemenr.
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region or even on the cost of I iving in
le the Pol icy wi ì I increase the potential

region, the relationship between the

in the Keervatin is a somervhat tenuous one.
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CHAPTER V I I

ARCTIC AIR FACILITIES POLICY EVALUATION:

THPACT 0N THE QUALITY 0F LtFE tN

THE KEEI,/AT f N

A subtle but Împortant objectíve of the Arctic Air Facílíties pol-
icy ís to improve the quality of life of the peopre living in the Arctïc.
l/hïle the term 'quality of lifet can be interpreted in many ways this the-
sís will examîne it from the perspective of life styìe and the psychorogi_

cal needs of northerners.

Life Sryle

since the economic aspects of this íssue can be included r^rithin
the context of the 'cost of living' the examínation of lifestyle urill lim-
it itself to some of íts non-economic împl ications. By examining issues

such as medical care, education and law enforcement ¡t is possible to as-
sess the potential impact of the Policy on some crÍtical aspects of the
I ife style in exístence in the Keewatin"

l./ith regard to medicar care there is a great dependence on air
transport because there is no resident doctor or hospital ín the Keewatin

so that any person requiring examinatíon or treatment beyond the resources
of the nurses and nursing statlons located ín the region ís,,evacuated,r
either by charter or scheduled aÍr transportãtion to either Churchill or
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. lB8Winnipeg.' -- Also, general practicioners, ophalmologists, pediatricians,

respirologîsts, psychiatrists, dentists, dental therapists and medical

administrators depend on scheduled and charter air services to spend

varyÎng lengths of time in the settlements of the Keewat¡n.189 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-

ical problem or at least increased suffering to a patïent requiring spe-

cialized treatment. Also, missed appoïntments and rescheduling of surgery

create additional diff ¡culties in Churchil I or t^/innipeg. Because of the

lack or at least poor qualíty of passenger accommodatíons 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 îs fur-
ther exacerbated at Coral Harbour and l,lhale Cove because theÍr ai rports

are located several miles away from the communities, Finally the lack of

heated storage facÎlities at the aîrports result in the freezing of clin-
ícal specímens in the maïl going out or drug packages going in thus often

rendering them ur.l.==.190 lt is obvious then that the provisions of the

Arctic Air Facilities Policy aimed at improvïng the reliabÌlîty and reg-

ularíty of ai r service wÍ I I dramatical ly al leviate the present si tuation.

Also the provisíon of passenger terminal buîldings and heated storage fa-

cll ities wi ll also indirectly improve the qual ity of medica'[ care avai ì-
able to the residents of the Keewatin,

lB8Hs" v" Bowly,
Branch, Department of Heal
1977, personal letter.

Zone Director, Keewatín Region, Hedîcal Services
th and Welfare, Churchill, Manítoba, February

IBgr¡i¿.

l9or¡¡¿.
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During the Iast few years education has become an issue of major

consequence in the Keewatin. Discussion has been concerned with the lo-
cation of new schooìs, the organîzatîon of a curriculum to provide in-

struction ín practicaì home making and employment ski I ls and especial ly

the possibi I ¡ty of using education to stop the deteriorating ì ifestyle

of the lnr¡t.l9l' At the first nreeting of the National lnuÌt council on

Education held durïng April, 1977 these concerns were reaff¡rr"d.l92
Each settlement ín the Keewatin Operates a school r^rhich presents programs

of study up to the end of the Grade Nine level with the exceptÍon of Whale

I o?tove whose senior students must attend school el'sewher".lJ5 As mentioned

earlier there is no high school in the Keewatîn. As a result there are

approximately seventy students attending hïgh schoo'l in either yellow-

knífe or Frobí.h...194 Also there are several students attending school

in 0ttawa. There are sixteen students attending university or community

colleges in Fort Smith or in southe.n cun"d".195 The Keewatin education

system faces a number of constraints in its efforts to fulfili the future

needs of the area. The inadequate transportation system discourages com-

munÍcation about the type of education that is being províded and thus

gives local residents l¡ttle control over the type of education being pro-

¡ql'-'N.1,/.T.
60th Sess i on, Bth

Legislative
Assembly, lB

AssembIy, Counci I of the N.l./.T. Debates.
october, 197-6;i97q

l92lnuit Cultural lnstitute,,,press reiease
Inuit Council on Education", Eskimo point, N.W.T., 2

I 93r"" Tabl e 35 in Append i x B.

l9&rr. t" Langlois, Administrative 0ff
Keewatin Region, Rankin lnìet, February, lg7\,

p. 29. 

-
on meet i ng of l{a t i ona I

2 Apr i I , 1977. (Typewri tten)

icer, Dept" of Educatîon,
persona I I etter.

195*.r.r. Legislative Assembly, counci I of the N.t/.T. Debares,
60th ^-.Session, 8th Assembly, Z0 October, WÇ I 08.
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vided" Also the high turnover rate of qualifiecl staff endemíc to northern
areas adversely affects the qual i ty of education being presented. The

fact that students or adults wishing to continue their education beyond

the Grade Nine level have to leave the Keewatin has discouraged people

from seeking such traïning with the consequence that there are plans to
establish in the near future a high school în the Keewatin. tn additîon
there wi l l be increased pressure to central ize educational faci l ities as

sophisticated and costly equipment is purchased to improve education in

subjects such as home economics, technîcal shops and employment skills"
The upgrading of facíl¡ties prescribed by the Arctic Air Facil¡ties pol-

icy could work to alleviate these constraints. As the Keewatin becomes

more accessÌble to southern Canada, it also may become more attractive as

a place of permanent resÎdence for prospective teachers. The establÌsh-
ment of arreliable and regularrair service in every communîty of the

Keewatin couìd make possible a commuter type êrrangement whereby students

could receive advanced training without being total ly isolated from their
home envíronments and the people of the Keewatin could exercise some con-

trol over the education being presented.

The críme rate in the Keewatin is Iarge consideríng the slze of
the population located wi thin each Royal Canadian lilounted pol ice Detach-

Iotr
ment area. ''" 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 del ïver 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 Inl"t,l97

I96s.u Table 36 in Appendíx B.

l97r¡¡¿.
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this indicates a high degree of law enforcement when one considers the distances

involved and the undependable system of aî r transportation avai lable. One

point of view about the proposed impact that the Poìicy would have on an area

like the Keewatin suggests that the crime rate rvould rise significantly as one

of the logical consequences of the impìementation of the policy. However this

view cannot be justifTed 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 receîved a great deal of facility devel-

opment under the terms of the proposed facilîties policy. In effect the policy

would improve the accessibility of law enforcement to alì of the Keewatin set-

tlements thus reducing the possibiIity of an emergency situation whereby a

communíty requiring law enforcement assistance would not be "tl" to recelve it,
The fact that the Poticy has the potential totopen upr-the region

to a number of servîces and products presentiy nOt avai.lable, couTd be of-

ímmense signif Îcance to the Keewatin. l^Jhi ìe 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, famíly plannîng, food preparatîon, basic hygiene

and government bureaucracy. Al so recreation and socîal i zing in the settlements

could be Tmproved through the increased avaiìability of films, guest speakers,

cultural dispìays and professîonal entertainment. The arrival of newspapers the

same day of printing in l^/înnipeg or Yellowknife and the avai labil ity of current

issues of magazines could help to relieve the intellectual boredom and isolation

sometÏmes experienced by residents of the Keewatin. The availability of a regu-

lar mail servÎce could also increase the number of potential ties between the

region and other parts of Canada or the world. The policy could lead to
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an improvement ín the dîets of local residents through the provision of
fresh foods such as dairy products, vegetabres and fruit. These products

in turn could lead to an improvement in the health of residents for in-
stance in the area of dental care clearly the provisions of the poricy

could potentially open up the Keewatín to a wíde array of influences which

in effect could change therquarity of ìife' în the region.

!n summary, the Policy could result in an enhanced life style for
both the Inuit and white population especially în terms of medícal care
and educatÎon along with the provîsion of a varÍety of goods and services.
This víew is further supported by the fact that the polîcy represents a

positive response to the psychologîcal needs of the resídents of the Kee-

watin"

Psychological Needs

ThÏs term is diffícult to define ín 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 fnuit while the remainder

is white. Because of the very different background and socio-economic

realÍties - as documented in numerous tables in this thesis - r,rhich exÍst
between the whíte population and the Inuít ín the Keewatín ¡t is reason-

able to expect that their needs especialìy psychologîcal ones rvould be

quite different. However, there has never been a systematic attempt to
document the opÎnîons of Keewatîn residents concerning their hopes and as-
piratÎons' tdhile the vehícles for thîs kind of expression seem to be e-

mergîng - in the form of local government participation, cultural and po-

lïtícal organÎzations - 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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cil¡ties PolÌcy a number of settlement workshops have been held but these

gatherings have been maínly concerned with informing local resTdents about

matters such as the operation of the proposed aîrports. l./ith 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-
r"nt. 198

one such studyn entitled,rrproject Mental Health: A study of 0pin_

ion North of 600" analyzed mental health issues throughout the whole of
the Northwest TerrÎtories in the early 1970's. The final report makes a

number of points which are especially relevant to this thesis. lt is sug-

gested that the lnuit perceÎve life in less optimístic terms, find life
less rewarding and thus require more assistance for physical, social and

mental problems when compared wíth the white popuration. The Lfaírry
strongrexistence of anxiety and depression or the so-calledrcabin feverr

in the white populatíon especially during the long wînter months was also

evident. The study found that the great majority of the people in the

Arctic want and expect the same fundamental servíces and facÍlitles such

as health servîces, recreational opportunities and transportatíon that are

available in southern regÎons. This Mental Health Study did not specifT-
cally seek out explanations of the dîsorientation that it found among

northern peoples. The maladjustment of the rvhíte population can safely be

attr¡buted to the cultural shock that the Arctîc environment and style of
I iving often poses for them; however the explanation for deviance among

the Inuit is a more perplexing issue. r,/hi le there îs general agreement

198¡tu"ri 
nnon and Neufeld, Project Mental Health: A Study of

2"0p i n i on North of- 603, p 
"
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about the cause of cultural disintegration among the lnult there is much

disagreement about relevant solutions. One vîew would suggest that the
fnuît and their culture will continue to disintegrate as ìong 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 lnuít into the mainstream of canadian society. A middle view would

encourage the introduction of support mechanîsms to enhance the tnuit
and theîr cuìture.

t^/ith regard to the so-called middle view, the Inuit and their
culture could be strengthened because of the Tmplementation of the Arctic
Air Faci I ities Pol icy" The fact that the Pol icy specifies that category
rrBrrand trcrr 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 popuìations of at
least one hundred people are streamed to receive facilit¡es at consider-
able cost, regardless of the economic prospects that the community may

have is another way that the policy does enhance commun¡ty l¡fe. This
has specíal reference for the development of local leadershíp and respon-

sibílíty in the settlements since the vast majority of local councillors
in the Northwest Territories are rnuit; i.e, in Rankin rnret ail of the

hamlet councillors are Inuit except one.

As mentioned earlier the potentîal for year round intercommuni

travel ín the Keewatin wiil exist for the first time in its history.
a sessional Paper entitled ,Recreation North" presented by Davîd Flynn

on April 30, 1974, before the Councíl of the Northwest Territories the
point was made that an improved transportation system wouTd unify the

North and lead to increased pride in individual communitíes. Also the

ty

ln

up-
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grading in the proposed facilities ín the Keewatin witl encourage the es-

tablíshment of an east-lvest air service which could lead to greater Ter-

ritorial intercourse as opposed to the north-south orientation of travel

whÏch presently exists. Through this improvement in Territorial communi-

cation the potential for interchange between the communities, of a polï-

tical , cul tural and socíal nature, would exist. This development could,

in turn, lead to a strengthening of the lnuit way-of-lTfe in the Arctic.

Fínally, the ímplementatîon of the Arctíc Air Facilitîes Policy in the

Keewatin could provide the impetus needed for a resolution of the Inuît

Land Claim whÍch in turn could quarantee the future of the lnuit and

their culture ín the Keewatîn.

h/ith regard to the psychologícal needs of the whites thís group

could also benefit from the increased potentïal for seÌf-government and

intercommunity travel whÎch could in turn encourage the development of

greater local, Fêgional and terrîtoríal al legiances. These ties if com-

bined with the other amenitíes out.lined earlier could serve to keep and

perhaps even increase both the number of whîte people willîng to lÍve in

the Keewatîn and theï r particular commitment to the reqion.

Conclusion

!/hile the measurement of a term such as tquality of lífet is open

to a variety of interpretations it seems clear that the economÏc and so-

cial împact of the Policy on the Keewatîn offers sígnificant promise for

the residents of the regÎon. lmprovements in medical care will provide

obvious advantages, while increased participation în education and local

control of the residents over education r.¡ould be of great sÍgnificance

for the future" By improvîng the ai r transportatîon system and providing
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the opportunity for an upgrading of the life styìe in a material sense,

the needs of the white populatîon will be recognized. Also, through im-

proving economIc possibil ities in the region, the Pol icy could be a criti-
cal determlnant with regard to the future of the lnuit in the Keer¡ratin.

Furthermore, the prospects for the future could actuaììy be enhanced through

the potential that would exist for increased social, cultural and politï-
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 Facîlit¡es Policy will in effect encouraqe these

groups Lo play a meaningful role in the future of the reqion.



- ilB -

CHAPTER VI I I

DEVELOPMENTAL ALTERNAT I VES

FOR THE KEEI^/AT I N REG f ON

Further definition of the impact of the Arctic Air FacilEties
Policy on the communities of the Keewatin can be achieved by conaparing and

contrasting two alternatives; the first will examine the Keewatin in the

absence of the Policy while the second wÌll specify and consoìidate the

effects of the Policy as presented in the preceeding anaìysis. This pre-
sentation of alternatives wÌll be foìlowed by criticaì comments on the

strengths and limitations of the Arctîc Air Facilities policy when fuìly
implemented. since the poi îcy has al ready been partial Iy implemented

presentation of the fi rst al ternative wî ì r requi re hypotheticar: treatment"

Examinatîon of the second alternative requires, of course, d¡fficult eval.u-

ations where some major imponderables are involved.

The Keewatin Re l^/ithout the Arct Air Facil¡ries Polic

The Keewatin would be fundamental ìy different if the policy were

not implemented in the region. The I imî tations of the ai r transportation
system identified earl ier would be perpetuated with an accompanying re_

striction on the way of life in the Keer,vatin. Even more serious is the

fact that community circumstances would probably deteriorate stil I further
as a result of condÎtions external to the region which wouìd nevertheìess

have impl ications for the Keewatin.

l'/ithout the Pol icy the a i r t ransportat ion system woulcl cont inue
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to be subject to a number of constraints posed by the area such as the
weather, distance and the I imited ai r transport market. prediciably the
t'veather În the Keewatin wouìd sustain a number of problems for the air
transportation system such as canceì ìations, delays, extra fìying time and

crashes' The great dîstances between airports in the Keewatin wouìd prob-
ably result in a large number of lost aircraft and subsequent accidents.
Due to both the distance and the I imited market in the freewâtin, ai r trans-
portation would be reduced with regard to both the frequency and the qual-
ity of aîr service beîng provided.

The fac¡rities that would be avairabìe at the airports if the
Policy were not in operation would do little to offset the basic constraints
on ai r transportation aì ready identified. An inadequate number of navi-
gat¡on aids wouìd provÌde a minimal amount of both enroute and approach

assistance for ai rcraft operating in the region. A poor communication

system lacking up-to-date weather information u¡oulcl prevent suitable pre-
paration from being made for flights into the Keewatin. without the policy,
airstrips ïn the region couìd be characterized as too short, poorly equipped

and inadequateìy maintained and ai r transportation would be affected in
severaì respects' Most importantìy these aî rstrips would be înoperable
during adverse weather conditTons. Aìso, due to thei r short lengths, the
airstrips couìd only be used by smaìler aircraft. F¡nalìy, because of theír
inadequate condition, there would be a greater potential for accTdents to
occur' The lack of airport facil ities such as maîntenance garages, fueling
and fire fightíng eguipment would also serve to restrict the abiìity of the
air transportat¡on system to functîon effectively in the Keer¡¡atin.

The effect of the operatÌonal deficiencies would be a weak air
transportation system in the district wi th I imi ted external ly generated
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ai r traff¡c and stagnating ai r carrier operations. Both Transair and the

third ìevel carriers would be operating an aîr service constraîned bv in-

adequate facilitTes and undependable and costìy to the users. l..¡ith in-

adequate ground faciìities the carriers tvould ìikely operate aircraft such

as the DC-3, eguipment which is not weìl suited to operation in the Arctic.

This older equipment along with the inadequate ai rport faci I ities would

pose a threat to air carrier safety in the Keewatin.

t¡li th a severely I imited air transportation system the Keeu¡atin

would be confirmed in the pattern of a region faced with a deficient eco-

nomic development and a rapidly increasing, but economîcaìly and socially

disadvantaged, Inuit population. The smal I but functional ìy significant

white population wouìd be undergoing a high raie of turnover âs ¿r reflection

of their dissatisfaction with life style available in the Keewatin. The

communÌtíes in the Keewatin would have both a high cost of living and a

large unemployment probìem whÎch would princïpal ìy affect the Inuît rather

than the white population with their large salaries and hÌgh degree of mo-

bility" Due to the limited economic base in the Keewatin the source for much

of the funding to support the settìements would be provided on a dependency

bas i s by government. Uli th respect to economî c prospects the construction

of the Poìar Gas Pipeìine, mineral expìoration in the interior, and a land

claim settlement would be considered the most significant possibi I ities,
but the role of air transportat¡on would be a critical constraint. ln es-

sence the Keewatin without the Arctic Air Facilities Policy would be dras-

tically limited. ln time these difficulties wouìd probably assume intoler-

abïe dimensions"

Based on the ci rcumstances that existed before the initiatîon of

the Policy it has been argued that the Keewatin wouìd be a very limîted
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envÎronment if the Policy were not introduced. Furthermore ¡t is argu-

able that these circumstances are likely to deteriorate in the absence of

the Pol i cv.

llithout the Poìicy Transair would likely have to re-evaluate its
posÎtion r^iÌih regard to the Keewatin. Transai r would be further conf i rmed

in its regionaì air carrîer pol icies. specifical ly, it would probably

emphasïze i ts typical regional carrier pol îcies of fleet rational ization

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 wouìd be a ìess profitable part

of it" Also for Transair to continue ïts operation ïn the Keewatin the

air carrier would have to use older, inadequate equipment which urould

conflict wÌth attempts by the air carrier to rationalize its eguipment.

The choices avaÎlable to Transair would involve abandonment of its Keewatin

air service or else the provîsîon of the service rvith inadequate equip-

ment; either choice uiould have immense impl ications for the region. lf

Transair departed from the Keewatin it would be a serious blow to the future

of the region because of the carrierrs long invoìvement in the region and

the fact that Transair provides valuable linkages between the Keewatïn and

the rest of Canada. Furthermore, if Transair did decide to remain in the

area ¡t is I Îkely that the aî r carrier l^;ould seek to capture most of the

air transportation market in the Keewat'in Teaving 'l i ttle business for the

smal ler carrier. The ai r service provided however would be both costìy

and poor in qual ity and subject to monopoìy.

l^1i thout the Pol icy the third level carriers in the Keewatin would

be vulnerable În a number of respects, Both the operational deficîencies

and the reduced aÎr transportaÈion market that would be in existence would
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impose a severe strain on their abirity to remaTn viable in the region.
Aìso, because of the ìimited financial strength of the third level air
carriers ¡t is unìikery, if Transair reft the region, that the smarer
operators remaining could maintain the ievel of service provided by the
regionaì carrier especially for ìinkages v¡ith the rest of canada. As men-

tioned' the third level carriers would | ¡kely receive a reduced part of the
ì imited market avai Iabre if Transai r did remain in the Keewatin.

Due to the inabiìity of the third ìever carriers to absorb con-
tinued financial losses the smaller carriers would be forced to devise
methods to reduce their high operating costs. To ensure maxímum loads and

reduced operating costs it is I ikely that the air carriers would reduce
the frequency of their flights or at reast deray them on occasion to en_

sure a full load. A'lso the use of o.lder equipment wouìd read to ronger
flying times and greater passenger discomfort. ln a further attempt to
lower costs the air carriers could cui back on safety precautions thus
imperilling aircraft operation. Finally, the use of inexperienced personnel
could lead to additionaì concern for operationa r safety. \,/hire these
measures would likely be practised by the third Ievel air carrïers rather
than Transair they would reflect the margínal nature of the air carriers
operation in the Keewatin.

l'lithout the Pol icy, 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 fficial s or those requi ring transportation for
essential reasons' The lack of faci I ities such as cargo/passenger termínals
would restrict further the realization of the needs of users in the Keewatin.
As a result the high costs, poor quarity of service and the Iimited rore
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pìayed by air transportation i^¡ouìd lilcely focus complaint by resîdents and

organizations in the Keewatin. Furthermore these complaints uror¡Td become

increas ingly vocal as the ai r servî ce cont inued to deteriorate" Certainly

one of the most persuasive arguments that v¡ould be used in favoun of an

improvement in the air transportation fac¡l ities would concern the fact

that without the Policy the Keewatin would be unable to realÌze its economíc

and social potential.

Lacking the PolÌcy the Keewatïn would be ìimited economically due

to a number of considerations. The fact that air transportation would be

unable to play a major role in potential economic developments unuld be

signif icant. ln addi tion the lack of a pol icy to upgrade airpon't facil i-

ties in the region would indicate a lack of confîdence by government in

the future of the Keewatin. Both of these considerations would d¡scouraqe

investor interest in the region and also dampen the enthusîasm-for deveìop-

ments such as the Polar Gas Pipeline, mineral development and the lnuit

land claim. ln fact activities such as craft industry and comrnercial

f ishing would be reduced. I,Iith a reduction in the economic base both cash

flow and employment opportunities would be reduced. In I ight of ever-

increasing consumer demands and growing numbers seeking employment oppor-

tunï ties among the Inui t the potential for wîde-ranging repercussîons seems

likely as the needs of the people are not realized.

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

the Pol icy în the Keewatîn" The greater inefficÌencies that rvould be

evident in the air transportation system of the Keewatin wou'l d increase

this cost. Also the inadequate ai rport facî I ities would tend to increase

the dependence on the sea mode r^rhich would in turn result in higlrer costs

due in part to the need for new docking and storêge facilities. The con-
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sequence of a continual rise in the cost of living,,vould be a varying one.
For the r¡rhite population this situatîon vrouìd be met \¡/ith a suitable pay

increase in I ight of the al ready substantíal turnover rate. The lnuit
woulcl be affected in a more criticaì fashion due to the fact that this group
has larger fami I ies, smaller incornes and a general ¡-eluctance to move to
other regions' substantial increases in the cost of I iving could resul t
in a boycott of the products involved or greater investment in the marine
mode' However due to the critical function whÌch air transport serves in
the Keewatin the likely outcome could be an increased demand for qreater

investment in the a i r transportatîon mode.

certainly the qual ity of I ife in the l(eewatin would be adversely
affected by a situation which could be characterized as one wîth a deteri*
orating a i r transportat ion system and somelhat I Ìmi ted prospects for eco-
nomÏc development. Restrîctions that r¡rould be imposed on the-availabî ì ity
of various services in the Keewatin would create a number of difficult
conditions for both the Inuit and white populations. l^/ithout the policy
those requiring medical assistance in the l/reevratin would face the possi-
bility of inconvenience, harclship and even death due to the inadequate

facil ities and aÎr service that would be available. Educatîon v¡ould be

inaccessible În terms of bóth its availabîlity'and its control by the people

of the Keewatin. In acldition Iaw enforcement in the region wouId be re-
stricted in its application if the Keervatin ìacked the Arctic Air Facilities
Pol icy' Furthermore restrictions on the avai labi l ity 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 bv
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many in the white population plus inhîbit further the functioning of govern-

ment servîces in the regÎon. In summary these restrictions placed on ser-

vices and goods in the Keewatin as a resuìt of the deteriorating air trans-
portatÏon system would reduce the quality of life availabìe to the resTdents

of the region.

In a psychological sense the whTte population of the Keewatin would

be criticaìly affected by the contínued absence of a policy to upgracJe

ai rport faci l ities in the region. The group would be especial ly affected

by the quality of air service that would be provided and the ìimits the

available service would impose on life style in the Keewatin. Limits on

goods and services wouid reinforce the vier,v of the lvhite population regarding

the rinferiority of the iife stylet in comparison to that avaiìable in

southern Canada and further confirm the viev¡s of the white populatïon con-

cerning the isolation of the Keewatln" These vîews in turn, r,vould increase

the dissatisfactions felt, along with the amount of stress in the white

population' Furthermore, since this group in Ìarge measure has allvays had

a characteristic lack of commîtment to long term residency in the regîon

the rate of turnover would increase as the I ife styìe in the area deterior-
ated further" l,/hi le this would resuìt in higher administrative costs it
aìso would d¡srupt the continuity of various services and programs in the

Keewatin. In an effort to reduce the high turnover rates the only course

of action avai Iable would be increased financiaì inducements. Besides

becoming very costly these payments would arouse resentment in the fnuit
community. Clearly this course of action v;ould not be advantageous with

regard to winning the allegiance and commitment of the white pooulation

to the long term development of the Keewatin.

lf the Pol icy were not implemented, the Inuí t population would
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be adversely affected in a psychological sense. considering the constraints

to economic development and quality of ìife that wouìd be imposed the Inuit
way of ìife would be pìaced in serious jeopardy. The frustration of not

beîng able to participate in the consumer society presented to them through

mediums such as teÌevision could be a source of significant frustration
to them. The consequence of this situation couÌd be an increase in anti-
social behavÌour among the Inuit. ln a cultural sense the Inuit would

also be affected through the absence of a poìicy to upgrade airport fa-
ci ì ities. The diminished role of ai r transportation would discourage the

deveìopment of social, cultural and political contacts between the various

Inuit communitïes scattered throughout the Arctic. WTthout these relation-
ships the lnuit culture lvould I ¡kely become íncreasîngly fragmented and

subsequently disintegrate in the face of the numerous. economîc and social

pressures being placed upon i t.

Given the limÎted economic base of the Keewatin, the reduced pro-

spects which would be available without the Poìicy and the fact that the

lnuit population is increasing along with Inuit consumer expectations, the

Keewatin lvould be faced with a number of alternatives concerninq its future
develoÞment.

One alternative could be identifiecl as the "back to the landr view

whereby the population especial ly the Inuit r,¡ould rely on the land and

the sea for their basic needs. Thïs 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 popuTatíon even

if there was a wil I ingness to do so which uiould be unl îkely in view of
the acquÎred tastes of the local residents for the various goods and ser-

vices avai lable in the settlements of the KeewatÍn.
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Another alternative would I imït the Keewatin to functional signi-
ficance for large schemes devised outside of the Keewatin. Whi Ie subsidi-

zation could be provìded to quarantee a certain life style in the region

tlrere would be a number of.drawbacks in this approach. The Keewatin, in

effect would have l¡ttle control over its own development and thus would

be unable to shape prospective development to suit its own particular needs.

ln addÎtion, the cost involved in subsidizatíon could be prohibitive.

Even if a sort of rrartificial economy¡rwês organized to provïde an increasing

number of jobs it would.be a retrograde step in that once more the local

economy wouìd be controlled by forces external to the Keewatin" In light
of the potential that would exist for the creation of a possible'rwelfare

mental ity" in the ìocaì resîdents, the Iocal residents, organîzations and

governments involved would I ¡kely oppose this particular aìternative.

Another alternative would involve the relocation of the population

to more economical ly favoured areas. l,/hi le this approach would, not prove

to be a problem for the smalì white population of the Keewatin it wouìd

be for the Inuit" As outlined earlier, there have been in the past various

attempts made to relocate Inuît outside the Keewatin with little success

being achieved. t'Jhile this fact does not preclude further efforts in this

regard it does suggest the challenge that is involved. lt is likely that

the overt promotion of a policy oftencouraged depopulation,trvould be vi-
gorously opposed by local organizations such as the Inuit Tapirisat of Canada

v'"'hich has a definite commitment to development in the Arctic and to the

continued presence of the lnuit in the regíon. Furthermore the Inuît

Tapirisat while promotÎng the îdea of a land claim settlement also accepts

the view that economic development and an upgrading of aîrport facilities
in the Keewatin are essential features of the regîonrs future, The pre-
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ceeding analysis of the varîous alternatives avai lable viould further sup-

port this view. Cìearìy none of the al ternati ves presented would provîde

the opportunity for community centerecl cievelopment to take place in the

Keewatin.

In summary the l(eewat in wou ld be I inli ted i n 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 whích that

existence would take. Lackîng the Policy, lîfe in the Keewatin would lîkely
be regarded as intolerable to the white population as the region faiìed

to keep pace with rising life styles available elsewhere. ln essence if
the Arctic Air Facilitîes Policy were not in existence for an extended period

of time the way of life in the Keewatin would ìikely 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 Keewatîn Region With the Arctic Air Facilities
Policy Ful ly lmplemented

An analysìs of the impact that the Arctic Aîr Facîlities Poìicy 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 Keeivatîn with the Arctic

Air Faci I ities Pol icy and the Keewatin without the pol icy,

0n balance ît appears that a fully impìemented pol icy rrrould be

favourable to the Keewatin. t{hi le impìementation of the Pol icy would be
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beneficial to the region ît also wourd require a number of

sures to ensure fuï I real i zat ion of i ts potenti al impact.

summary comment fol lows.

supportive mea-

More specific

In an operêtional sense the ful Ì implementation of the pol icy wi I I

provide navigation, communication and weather information to ai rcraft
operating wi thin the Keewatin. Ground facï I i ties wi I ì assist ai rcraft
operations and also provide for the needs of users. These facilitÍes pro-

vide a number of benefits. They wilT considerably reduce the potential for
a disruption of the air transportation system by adverse weather conditîons.

Also the facilÎties will lessen the poss¡bility of aircraft loosing their
directÎon resuìting in potentîal accidents. !n addition the policy in-
creases the potential for fuel savings. In essence the varÍous faci I ities
packages provided at the settlements will encourage the provision of a

safer, more cost-effi cient ai r transportation system.

The air carriers most notably Transair should be encouraged by the

provision of facilities described in the Policy and this will probably be

reflected in thei r increased commi tment to the region. Transai r can be

expected to establ ish a'regul.ar service between Rankin Inlet and the com-

munities of Frobisher Bay and Yelìowknife" The air carrÌer will also exert

pressure for the designation of Rankin Inìet as an Arctic rA* airport.

Regarding equipment Transair wilì seek approval for both Boeíng 731 service

and a superior navigation facility than those provided for use in the Arctic

Air FaciìitÎes Policy. Due to the fact that Eskimo Point is designated

as an Arctic rrCrrairport due to its close proxímity ¡t is Iikely that Transai

would give up this airport to Calm Air, the thïrd level air carrier. As

a result the communÎties of Rankin lnlet and Baker Lake would be the only

communities in the Keewatin receiving Transair service. While the
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service provided would be superior in terms of dependabiìity and the po-

tential for cost eff iciencies the frequency of the service vJould I ikely
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 carríers into the Keewatin air transportation
picture' Calm Air will continue to operate a regularly scheduled service
into Chesterfield tnlet, Coral Harbour, l,/hale Cove along with the possible

addition of Eskimo point.

As far as the future ís concerned, with the growïng significance
of the Keewatin, fulì implementation of the policy would probably mean

that Rankin lnlet would achieve an Arctic ttArr airport status" ln 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 Air. u/hî le the settlements served by calm

Air would increase their indívidual markets due to the policy jmplemen-

tation and there would be increased air carrÍer competition, the limited
avaílable market and the continued use of Twin otter aircraft would likely
keep the taríffs high. An increased number of operators in the Keewatin

would keep the revenue of the índividual air carriers low thus discouragíng

their investment ín improved equipment and risking accidents by forcíng
the air carriers to seekrshortcutsr to reduce operating costs. ln sum_

mary the full implementätion of the Arctic ATr Facilíties policy would

provide a major impetus to the aír carrier market in the Keewatin" Trans-

air would expand its equipment investment but îts plêns would be somewhat

at variance with the provisions of the Policy. The third Ievel carrier
operation in the Keewatin would be a confusÍng situation requiring further
policy definition.
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vJith the Pol icy ful ly implemented in the Keewatin the ecqnomic

prospects for the future wiìl certainly be ímproved. Employment wTìl
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
Polícy concerning empìoyment is in its provision for the training of local
people to operate the airports in the Keewatîn. with regard to the direct
financial Ímpact of the implementation of the polîcy ¡t w¡ll likely have

a limited effect although it does raise the potentíal for a greater use

of locally produced products. The fuìr imprementation of the porícy by

ímproving airport facil íties increases the potentîal for overall cost
efficiencies and a reduced cost of Iiving in the Keewatin. The most sig_
nificant aspect of the Arctic Air Facilities policy ïs its role as a

means to open up the region to future economîc development. ln.effect,
the ful I implementation of the pol icy is expected to r,vin the conf idence

of the private sector in the developmental possibilities of the region.
certainly the Pol icy implementation wî I I I ikely encourage increased mineral
exploration and development work in the interior. Also the prospect of
a Polar Gas Pipeline being constructed through the ¡nterior would cer-
tainly be enhanced. These developments in turn could encourage a speed-

up in the federal governmentrs negotiations with the Inuit concerníng their
land claim proposal. Fínally the full implementation of the polîcy 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 â number of external factors, the full imple-
mentation of the Policy wÎll result in a number of significant economíc

improvements.
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The'quality of ìife'as reflected in both the life style in rhe

communïties and the psychological needs of the lnuit and whíte populations

should benefit ín a number of vrays from full implementatîon of the policy

in the Keewatin. The people of the region r^ri I I have better accessibi I ity
to special ized medical services. The educational system will be improved

by the fact that it would be more readily avaîlable and responsíve to
the wishes of the local population. lmproved avai labi I ity of law enforce*

ment services should support the I ife styre in the settlements. The

fact that full ímplementatÎon of the Arctic Air Facilities policy will
provÎde the region with a number of goods previously not avaïlable in
the communities wi I I bring a number of benefïts. The avai labi I ity of
various new food products could result in long term împrovements to local

health standards. The avai labi I i ty of regular mai I and newspaper service
can help to relieve the feelÍngs of isolatîon often experîenced.in the

white populat¡on. In a psychologîcal sense, the ful I implementation of
the Pol Îcy should benefit the lnuit by increasing the potential for theír
own economic development. As a result the Inuit can assume greater con-

trol over theír own destiny. Furthermore the polícy, by increasing ac-

cessibílity in the Arctic' encourages the growth of cultural, socÍal and

pol itical I inkages between the varîous communities of the Arctic. Both

of these economíc and cultural developments serve as the supports needed

to reÎnforce the lnuit culture in the Keewatin. Ful I implementatîon of
the Poìicy will allevíate 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 aír service
and the increased availability of goods and services. l,/hîle the benefits
of the Policy wíll not accrue to both groups in an equal fashîon the po-
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tential for significant and'immediate benefit to both the lnuit and r^rhite

populations exists"

ln the comparison between the tlo alternatTves it becomes obvious

that the Policy fully implernented has a vrîder balance of advantages. Sp"-

cificalìy this alternative provides much needed support systems for air

traffic in a part of the country where the air mode has a critîcal roìe

to play. The Policy alternative is economically advantageous to the Kee-

watin not only in terms of employment, income, cost of lïving and economíc

development but also because of the community involvement and community

orientation of these economic elements. \y'¡th regard to the quality of

life once again the argument seems clearìy to be supportïve of the Policy

alternative. ln both cases however the policies and practices of the air

carrîers b/ould pose some problems which would require future attention.

tlhile there are problems with the second alternatîve they appear to be

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

vidÏng for no Policy in the Keewatin. Furthermáre, whîle the maxim that

any policy is better than no policy can be stated here it is however true,

that there ís no definable policy optîon avaílable that offers the range

of advantages that the Arctic Air Facilities Polícy does for the Keewatin

Reqion.

Public Polícy lmprovements for the

or ïn

FacÍ I i

It seems approprîate to identify

other pol icies affecting the ArctT

ties Pol icy.

Ì.Jith the Pol icy the ai r carrier

further pol icy def inition. tlhî le

certain improvements in the Policy

c to complement the Arctic Air

situatîon in the Arctíc would re-

the Pol îcy provides for a thirdquíre
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level carrier service to operate into the smaller communities through the

provision of facílities there has been no recognîtion of the costs învolved

in operating such = set-vice. Given the I imited market avaÌ labTe at these

sites along wÎth the constraints posed by the Arctîc itself,,the high opera-

ting costs and resultant tariffs couìd defeat the purposes of the Policy

by limiting access to the aîr service. With regard to the regional carriers

since their operational focus is determíned by consideratïons apart from

those provÎded for in the Policy there is a need to re-define a commonality

of Înterest betureen the carrïers and the Arctic Transportatïon Agency

(nnfn¡ as illustrated intrThe JASPER Reportrr. From this poïnt of reference

there are â number of issues to be resolved. The suîtab¡lity of the facil-

ity provÎsions outlined in the Policy especiaTly wîth regard to the future

is an important concern in light of changing technology and the tendency

of some aÌr carriers to dísregard the PolTcy in this regard. Another area

of concern Învolves the need for a definition of adequacy of service in

regard to air service in the Arctic especially with regard to frequency

and costs. ln essence the air carriers in the Arctîc represent a vîtal
component in the air transportation system and as such shouTd be part of

an ongoing revíew of the applicability of the Arctic Aîr Facîlit!es Policy

to the area.

For the application of the Policy to be effective in the Arctic

there wiìl be a need for a number of strengthened poTicy dïrectíons in

areas such as employment training, cost of lîving and local government.

The avai labi I ity of an educatÎonal system able to provide training

specially suited to local conditîons is a criticaT element upon which the

future of the region depends" Certainly the use of both cuTturally sensî-

tive ínstructors and methods would be of key significance to the Inuít.
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The type of training already underway as a part of the Arctic Air Facili-
ties Pol icy with its emphasîs on practical, on-the-job instruction does

provide a model for sÌmÎlar programs whích could be implemented in a vari-
ety of occupations found in the Arctic.

The high cost of I iving is a feature of Arctic I ife rnrhich is en-

demic to the region. The impact of these costs on the life style avaiì-
able to the residents of the Arctîc is a matter of significance which

should be studied and monitored in an ongoing manner.

Since most communities in the Arctic wilT experience an increased

influx of people, materials and goods on account of the policy it îs essen-

tial that some control be exercised over the influences permTtted. 0ther-
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.

l/hile the role of air transportatïon in the Arctîc seems assured

the potential of other modes should be explored further. \^/ith regard to
marîne transport new îce breaking techniques, improved clocking and ware-

housing methods could be instrumental ín provídíng a cheaper form of trans-
port to parts of the Arctic. Also the introduct[on of land based trans-
portation could be especial ly beneficial in regîons where smal ler settle-
ments Iie in close proxîmity to one another.

In summary, whi le the Arctic Ai r Faci I ities Pol icy represents one

deveìopmental 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 Pol icyrs inherent comprehensiveness, the consequence

of Îts interaction with the communities vríll be a wide range of significant
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impacts' Supported by a number of public policies these impacts couìd pro-

vide the basis for an improvement ïn the quality of community life avail-
able ín the Keewatin.
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CHAPTER I X

CONCLUS I ON

This thesÎs examines the relationshíp between the Arctíc Aïr

FacTlities PolÎcy and the Keewatin RegTon of the Northwest Territories

with a view to testing the hypothesis that the Policy is beneficial to

the communities of, the Keewatin" In the analysís of the relationship it

became clear that the Keewatin settlements have characteristics which

pose special problems for publ ic pol icy. The Arctic Aï r Faci t ities Pol-

icy was examÎned with respect to the following elements of Kee¡uatin Iife:

air transportation performance, economic impact and the quality of life

avaïlable În the region. Then the Keewatin with the Polîcy fully imple-

mented þras contrasted to a situation that would probably exist îf the Pol-

icy had not been introduced. Additional ly, reìated publ îc pol ícies which

impinge upon the effectiveness of the Arctic Air Facilities Policy were

ídentifíed as a basîs for recommendations concerning improvements in the

Pol icy.

0n the basis of the analysis conducted the following conclusions

were reached:

I " The upgraded ai rport faci I i ties provided under the terms of the
Arctíc Air Faci ìities Pol icy r^ii ll permit a much împroved level
of ai r transportation performance especîal ly wi th regard to ai r
service rel íabi I ity, capacity and potential cost efficiencies.

2" Some difficulties could be raised by the fact that Transair will
seek to introduce Boeing 737 service wïth a possible reduction
in the frequency of flíghts and the third level carriers will be
I imited by increased competîtion and reduced markets.
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The Policy will be responsîbre for the creation of a limited
number of permanent jobs and a successful attempt has been madeto traín and employ lnuit for the avai lable positions.

The Pol icy represents a substantial investment of funds" Howeveronly a small part of this money wiII be spent in the communities
concerned whether in the form of salaries or the purchase oflocal goods and services.

The impact of the Arctic Air Facilities policy on the cost ofliving will be limited due to the fact that the marine mode
serves as the major transporter of cargo and the Hudsonrs Bay
company appears to control the price of consumer goods sold inthe region.

The upgradÍng of faci¡¡ties provïded under the terms of the pol-
icy is an essential condítion upon which the largest prospective
economic projects depend. certainly mineral exploratÍon and
development along wíth pîpel ine construction would require asuperior ai r transportation capabi I ity.
By serving as an impetus to economic development the policy
could be instrumental in an early resolution of an Inuît land
claim settlement thus providing the basis for the cont¡nued
presence of the lnuit in the Keewatin.

B. The more rel iable conditions provided by the pol icy should in-
crease the flow of vegetables daÌry products and fresh fruît
whlch could improve both dietary habits and the long term healthof res idents.

r

6.

7.

9.

10.

ll.

The upgraded airport facil ities would permit a higher level of
medîcaì care for the resïdents of the Arctic.

The Policy would increase the potential for the locaT control of
education along wîth the access¡bi I ity of al I residents to an
improved level of educatíonal services"

The improved aîr transportation system resulting from the pro-
vlsions of the Pol icy wî | | permit the groì¡rth of lnter-commlnlty
and inter-regional contacts in the Arctic. As a result these
contacts couìd nuture the development of a strengthened Arcticídentity among residents of the area. This deveîopment in turncould lead to a stronger lnuit culture in the Arctic and greater
pol i tîcal effect iveness.

Through the increased availability of goods and ímproved services
and the fact that the reliability of the aïr servlce will makethe regíon more accessible, the psychological needs of the whitepopulation wÍll in effect be better supported.

12.
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13- l'/¡th regard to the psychoìogicaì needs of the Inuit the sirua-tion can be regarded wÌ th cautious optimísm. certainìy thelnuit have a long history of adaptiveness in their relåtions withtheir envi ronment and foreign curtures. Arso the pol icy through
i ts provisions could provide a number of satisfactions to thelnuï t in terms of economi c deveropment, încreased avai labi r i tyof goods and services and the potentiai for a cuìtural rebirthin the Arctic. However Ît is important that some local controlsbe exercised to ensure that the Inuit popuration especi"iiv isnot flooded with a mass of external înfìuences which could ad-verseìy affect thei r I îfe styìe. By rejecting those infìuenceswhich could be a source of dÌstress'"roÁg the Inuit the positive
aspects of the opening up process resultinq from the policy willbe enhanced _

14" lf the Poìicy had not been introduced in the Arctic, the situa-tion would appear to offer no advantages and in effect wourd belimîted in a number of respects compared to that which wouldexist if the Pol icy were not instituted. certainly aîr trans-portatÌon i tsel f would be restrained in terms of i ts performancepotential. A deterioration in the air carrier situatì'on wouldfurther downgrade the servîce avaT Iable" As a resul t the regionwould face a future of economic stagnation. This situation ãlongwith a problematic quality of life would make the continued ex-istence of the white and Inuit popurations in the region quite
un ten ab I e.

.l5" 
The ability
promi se wi ì

measures by
objecti ves.

of the Arctîc Air Faciiitîes policy to
I depend in large measure on a nunrber of
government to ensure the realization of

fulfilì its
comp ì emen ta ry
the Pol icy's

Ì,/¡th regard to air transportation there are two vital needs.
The first is to establish closer contact with the air carriersto ensure that the policy remains a relevant guide to airportfacility development in the Keewatin. The other need is for
improvement in the third level air carrier situation in the region.
whi le the issue is inherentìy complex, the formulation of athird level air carrier polîcy to address concerns such as the
economic viabiìity of the smaller air carriers and the adequacyof air servî9e þeing provided to Arctic settrements, wourd improvethe potential effectiveness of the Arctíc Ai r Faci I ities poì icy.

16" In the area of economlc development in the Keewatin a number of
measures wi I I be necessary, Most împortantly a massive effort
should be made to provide sensitive traIning to the lnuit inparticular to equip them with suitable employment and community
I i vi ng ski I 1 s. Al so g reêter encou ragement shou I d be provi dedfor the expìoration and development of viabìe activitìes which
could return income to the region. Ì,Ji th regard to cost of I ivingit is likely rhat the possibirities for subsidies should be
closely examined. Final ly increased inducements should be pro-
vided to the private sector to encourage thei r participation in
the economic development of the area.
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17- Regarding the quaì i ty of I ife, contînued efforts should be madeto ensure that improvements in the provision of services such
as medical care and education actuaily take prace.

lB" The contïnued growth of an effective form of local governrnent is
fundamental to the success of the Arctic Ai r Faci I i iies pol i cy.
Besides giving the communities influence over developments
which may be harmful to their ',.ray of life, an effective form of
self-government would invi te increased locaì participatÌon in
growth taking pìace in the region and ensure that this deveìoo-
ment wi I I actua I ly meet the needs of local res i dents.

In conclusion the Arctic Ai r Faci I ¡ties Pol icy appears on balance

to be positive in its effects. For best implementation it needs to be

integrated with other public policies supportîve of the Keewatin and of

the Arctic itself" The hypothesis that the Policy îs beneficial to the

communities of the Keewatin is therefore supported.
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Facil ities and Services in the yuþnr¡g_lgrlhwest Terrîtorîes

A. GENERAL

B. CLASSIFICATION OF ARCTIC ATRPORTS

- Arcric A (najor)

- Arctic B (nrea)

- Arctic C (community)

- Arctic Seaplane Bases

C. MINII',IUI'l STANDARDS FOTARCTIC AIRPORT FACILITIES

l" Arctic A Major

2. Arctic B Area

3. Arctic C Community r

4. Arctic Seaplane Bases

D. ARCTIC AIR ROUTE NAVIGATIONAL FACILITIES

E. OF ARCTI C AI RPORT

COHMUNtCôTt0N ANp METEOR0L0GtcAL FACtLtTtES

l. - M.0.T" Responsibílities

2. - Y.T./N.1,/.T. Responsîbi I ities
3" - D.0.8. Responsibilities
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C. FI NANC IAL RESPONS I B I L ITI ES

I . M" 0.T.

(u) Capi ral

(b) Operation and Maintenance ArctIc A

(") Operation and Maintenance Arctic B and C

(d) Revenue

2.. D" t.N"A.

3" Territorial Governments
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A. GENERAL

I . The Mi n i stry of Transporr
adequate ai r transportation faci I ities
the Yukon and Northwest Territories in
and standards outl ined in the fol lowinc

shaì I provide and maintain
to meet the publ ic need in
accordance rvith the criterîa
pol icy"

B" CLASSIFICATION OF AIRPORT

Arctic Airports shar r be provided at cornmunîties in the
Yukon and Northwest Territories crassified in accordance with the
following criterîa: Note - The appr ícation of these criteria must
of necessÍty be flexibre due to changing cTrcumstances such as
resource expìoration and exploitation, aTr service route structure,
types of aircraft beîng used, acceptabit ity of other means of
transportat ion "

(l) Arctic ,'4" (Major) Airports
Those airports serving population centres which have

the fol lowing characterist ics:
- Served by an air carrier on a regular scheduled :

bas is
- No means of regular transportation other than air
- Major distributîon centre
- Strategíc location
- A capital or regîonar administratîve centre
- An extensive continuing resource development role

(2) Arctic B - (Area) Airports
Those aírports serving population centres which

have the fo I I ow i ng cha racte r î st i cs :
- A population of more than 400
- No means of regular transportation other than air
- Served by a reguìar reliabTe aîr service
- A growing community

- An area administrative centre
- An active role in resource development
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(¡)

Those aîrports servîng popuÌations centres which
have the fol lowing characteristics:
- A popuìatîon of more than 100

- No means of regular transportatÌon other than
air

(4) Arctic Seaplane Bases

Seaplane faci r ities wiil be provided where it is
determined that such faci I ît ies are just ifîed on the
basis of economic and technical evaluations.
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MINII'IUM STANDARDS FOR AIRPORT FACILITIES

Air transportation faci r itTes r^¡ir r be provided to the
following standards to ensure communities in the canadian
Territories may be províded wîth reì iable, regular and
efficient ai r services:
l" Arctic A - (MAJOR) Airporrs - ro be used by Boeing 737 and
727, Lockheed Electra and Hercules and simirar turbTne-enqined
alrcraft operated on a regular basis
Runway - 6,000' x I50r paved or stabilízed

surface for year round use. Runways

of a greater length wíll be provïded
based on a detaiìed evaluation of the
operational and economic factors to
accommodate the operation of large
aircraft" The,maxlmum appl icable

Lighting
clearway will be províded and declared.
- High intensîty Runway and approach
I ight ing, I ightecl taxiways, vî sual
approach slope indicators and

threshold îdentification I ights,
either singly or in combination as

will meet the operational requirement,
rotating beacon, I îghted wind socks.
- Instrument Landing System ( tt_S¡,

non-di recrional beacon (ruUa¡

- Very high frequency Omnî range and

dîstance measuring equipment (VOn/Ol'4f)

- Passenger terminal building, airport
rpo rt' access road

- Paved or stabl izeð aircraft parkîng
area and taxiway.
- Aviation fuel storage and dispensing
facilities.

Approach Aids

Navigat ion Aids

Pas senge r ,
Ai rcraft and Ai
Facilities



Commun i cat ions

Meteoro I og i ca I

Arct ic B - (Area) Airports - ro
YSI I and simi lar turbine-enqined
air service
Runway

Lighting

Approach and
Navigat ion Aids

Passenger, Ai rcraft
and Ai rport
Faci I itîes

Commun ícat ions
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Ai rport Maintenance equipment, garages

and servícing faci I ïties.
- Air-ground and point to poïnt communica-

t ions.

- Routine meteorological observing program-
mes, connect ion to ded i cated meteorolog ical
circuit(s) to províde requisite information
requi red for pre-fT ight plannîng and

fl ight watch.

be used by F2B , 748, FZ27 ,

aircraft operðted on a regular

- 5,000r x 150' gravel surface for year
round use. A runway of lesser length
wi th a des i gnated cl ea rway/¡;k may be

acceptable where due to terrain
restrictions 5,000' is uneconomïcal or
where a suitable site is too remote:
from the communlty.

- Runuray and approach I i ght ing, vi sual
approach slope indícators and threshold
identification I ights, eíther sïngly or
in combination as will meet the operêtional
requirement, rotating beacon, I ighted
wind socks.

- Non-d î rect îona I beacon (t¡Og) .

- Passenger-cargo shelter, airport access
road, aircraft parking area, aviation
fuel storage and dispensing facil ities
a Ì rpo rt ma i n tenance equ i pmen t , ga rages

and servîcing faci I ities"
- Air-ground and point-to-polnt communÌca-

t ions.



3" Arctic c - (community) Airports - to be used by Twin Otter,

cessna 402, Aztec and similar srOl and I ight twin aircraft
Runway

Meteo ro I oq i ca I

Lîghtîng

Approach and
Navigatîon Aids

Passenger and
Aircraft Facilities
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- Meteoroìog îcal observat ions on request,

communications (radio or land-l ine) I înks

through wh ich requisite meteorological

information for pre-f I ight planning;. .un

be obtained on request.

- 3,000t x l00r gravel surface for

year round use" A runway of lesser

length, wíth a des ignated clearway:'.-:t

may be acceptable where due to terrain

restrictions 3,000r is uneconomical or

the site is too remote from the community.

- Runway and approach I ightîflg, Visuai

approach slope indicators, threshold

identif ícation I ights, singìy or in

combination as will meet the operational

requ i rement, rotat ing beacon, I ighted

wind socks ..

- Non-d i rect iona I beacon (¡lOS) .

- Passenger-cargo sheìter, airport access

road, aircraft parkíng apron, aviation

fuel storage and dîspensing facilities,

ai rport maintenance equ ipment, garages

and servicing facî I ities.

- Air:-ground and point-to-point communicat ions.CommunÌcations
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f4eIeoroìogicar - Mereorol0gicar obseruut¡ons on request,

conmunicaIions (radio or land_l ine) I inks

through which requis i te meteoroìog icaì

information for pre-f light planning:,r ."u O"

obtained on request.

4- Arct ic Seaprane Bases - A minimunr standard to provÍde a safe
and efficient operation comnensurate with the type and frequency

of seaplane service envisaqed.
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D. ARCTIC AIR ROUTE NAVIGATION FACILITIES

In addition to the VOR/DME to be instalìed ar the Arctic
rrAr¡ airports, VOR/DME shall be instalìed at strategically located

"B'r and rrcrt a irports or other locat ions where the fac il ity is

requi red to upgrade the navigational information along major

airways and air route. At locations where v0R/DME is installed

it may, where prêcticable, be sited to serve as an approach aid

also.

l,ühere V0R/DME is insralled, it is intended that any

existing NDBrs shall remain in service and, where necessary, snall

be upgraded to compìy with MOT standards.

E. PROVISION, OPERATION AND MAINTENANCE OF ARCTIC AIRPORT

COMMUNICATION AND METEOROLOGICAL FACILITIES AND SERVICES

l. The Ministry of Transport shal ì be responsible to:
(a) Provide al ì ai r transportation fac¡ I ¡ties ano

equipment at al I Arctic Airports in accordance

with priorities and requi rements establ ished in

consu I tat ion wi th Terr i tor i a I Governments, Depart-

ment of Indian and Northern Affai rs and Department

of the Envi ronment

(¡) Operate and maintain al I ai r transportat ion faci I i t ies

and services at Arct ic r¡Ail a irports

(.) Inspect and maintain communication equipment at Arctic

B 6 C airports
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(d) Tra ín anci mon iror commun icat ion operarors and nlc¡n itor
comnun icat ion standards at Arct ic B ê c a i rports

(e) Define rand requirements for airport deveropment

at A, B, ¿ C airports. Land for Arct ic ,Ar¡ airports
and other a i rports and instal lat ions operated and

maintained by the Ministry of Transport shal I be

transferred to MOT for administration and controì
(f) provide technicaì advice and training services to

Terr i tor i a I Governments for the operat ion and

ma intenance of Arct ic B 6 c a i rports to M'T standards
(g) Provide, operate and maintain other specific airporrs,

aeradio stations or other facír ities and services
to meet national or internationaì requirements

2' The Territoriar Governments shaì r be responsibìe to:
(u) .perate and maintain Arctic B s c airports in accord-

ance with MOT standards

(b) Operate commun icat ion and meteorolog i ca I equ i pment

at Arctic B 6 C airports in accordance with HOT

s tanda rd s

(.) Provide Airport maintenance equipment, garage faciì it_
ies and equipment fuel storage for the maintenance of
Arctic B ¿ C airport services where the equipment and

facilities wiìl be used for airport and community

purposes jointìy

(¿) At Arctic B e. C airports provide staff housing as

requ i red
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(e) OperaIe aviatiorr fuer storage and dispensing facirit-
ies where ¡t is not practicabìer for industry to do so

(f) ln coordinat ion wi th Department of Indian and Northern

Af fairs, provide and maintain land reservat ions for
a i rport and other a i r t ransportat ion purposes

The Departnrent of the Environnlent sha' be responsibìe to:
(a) Provide, inspect and maintain meteorologicaì equipment

atArcticB6CairÞorts

(¡) Train and monitor weather observers and monitor

meteorological standards at Arctic B ¿ c airports
(r) 

'perate 
essentiar faciì ities to rneet nationar and

internat ional requ i rements

F. FINANC IAL RESPONS I B I L ITI ES
%

l. The Ministry of Transport shal ì:
(a) Fund the provision of all airport, air navigation,

communications and meteorological faci I ¡ties and

equipment in the Air Transportation - capitar

Expend i tu res Vote

(b) Fund the maintenance and operation of aì ì air
transportation faciì ities and services undertaken

directly by the Ministry or by the Department of the

Enví ronment in support of these services in the Ai r

Transportat ion - Operat i ng Expend i tu res Vote

(.) Fund the operat ion and ma intenance of r.¡8il ¿¡¿ rrçrr

A i rports undertaken by the Terr i tor i a I Governments
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in the Ai r Transportat íon - Grants and Contri but ions

Vo te

(d) [-evy aircraf t ìanding fees and otlrer charges as nray

be estabì ished f rqm t inre to t ime

2. The Department of Indian and Northern Affairs shall:

Fund the provision of the joint community ai rport

ma i ntenance equ i pment, eÇu i pment garages , êgu i pment

fuel storage and handì ing faci I ities and staff housing

in the Northern Development Program.

The Terri torial Governments shal I :

Develop annual ly, in advance, the 0 6 M budgets for
rrBrr and rrCrr airports in consonance with responsibiì it-

ies outl ined in Para. E2 above. These budqets wi I I be

based on technicaì advice from MOT and wilì be approved

by MOT for funding in the Air Transportation - Grants

and Contr i but ions Vote.

Levy and Col lect ai rport ìanding fees and other charges

for services provided.

,\- Pre-f light pìanning íncìudes actuaì weather reports for destination

and signifícant enroute ai rports, forecasts of enroute meteorologicaì

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

reìevant weather advi sories.
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*:k l¡/þs¡, by reason of the constra ints ment ioned, it is not pract icabìe
to provïde the minimum standard length of runway at ilBrr a rrcrr airports,
the maximurn appl icabìe cìearway wi il be provided and declared, where

¡t is practicabìe and economicaily feasîbre to do so. This wiì r permìt
the air carrier, as required, to exproit road advantages accruinq from
the use of the clearway.
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ASSORTED TABLES DESCRIBfNG

THE KEEh/ATIN REG ION



- r54 -

TABLE I I

Enrployment in Keewatln Conununi t ies

by Type and Ethn ic Status

Ernp loymen t
Type

Agricul ture

Hunt ing,
Fishing,
Trapp i ng

Hining,
Qu¡ries, 0i i

|,lanuf actu r ing

Const ruct ion

Transportat ion
Comrnunication

T rade

Financiaì
I n su rance

Commercial
Bus i ness

Fede ra ì

Administration

Territorial
Administrat¡on

Hunicipai
Administrat¡on

H i re Norrh

Not Appl icable
Unspecified

Baker thesterfleìd Coral
Lake Inlet Harbour

Inuir ìJhire Inuit l/hire Inult !/hite

Esk in¡o Rank in Wha le
Point Inìet Cove

louit [.ihite Inuit t/hire Inrrir ldhire

27

?

I

6

29

2

17

?

il

I

1

I

ì

3
3

I

22

¿l

220
8-5121

Ir22t8tB_
3

l5

25

10

t3

l4

t7

l8

1l
37

r46

9

120

1¡?

il

I

98

r3

2332

t¿{7\

1¿{36l0

2?

Tota I 179 42 122 112

Source: Governnlent of Northwest Terri tories
Terri toriaì Employment Record
Informa! ¡on Sysrem (TERI S) February , 1gl7

1962LÕ rtg220435
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TAELE I J

Baker Lake

Chesterfield
In let

Co ra I Ha rbou r

Eskimo
Point

Rankin Inlet

\{ha I e Cove

Inu i t

l/h i te

Inu it

White
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ly'h Ì te
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()o. ¿/
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2\
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4
( t00)

t7
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ç
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4o
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L
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2
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(ì2.ì)
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1L

(23 .3)
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l0
(22.t)

0
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q7

(33. I )

¿

(6.6)

t0
( r 5.0)

Y

\ | ¿. o,,

0
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(3ì.4)

L

(r3.3)
4-7

(26. | )

0

ð
/lR ìl

2
(t5.4)

TOTAL

t70
(8¡. o)
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6l
ß2.3)

4
(6. ì)

7l
(87.6)

l0
(r z .3¡

29t
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t\
(4. e)

t80
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4l
(t4.5¡

r{ ¡.}

0t.z)

ì3
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l,ihite

lnu it

White

Source: Government of Northwest Terri tories
Terri toriaì Empìoyment Recorcl
Information System (ffnlS)
Feb rua ry , 19ll
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TABLE I 7

Conpari son of Reported Income Expend i tures Between Parts of Canada(by z or total income spent on consumpt ion categor ies)

Consumpt ion
Ca tego ry

Food

S he I ter

Househo I d
0perations

Clothing

Persona I

Ca re

Recreat ion

Nl¡JT

Ave rage

Sunyner Wî nter

382" 392

3tz 322

tr? 4"4

t3z

3% 3"Á

92 8z

Keewat in
Ave ra ge

Sunyner l,/inter

362 39%

3\Z 32%

3'4 4%

- | 3"/'

2Z l+7.

82 8%

V/innipeg
t{¿rn i toba

A | | Seasons

| 6'52

13.8"Á

3 .32

7 .72

2. tz

3.82

Notes : The expend i tures do not tota I I 00% as
there is sone overlapping; aìso some
expenditure categories were left out
because they could not be readi ly
comÞa red .

It is obvious from the information
I isted above that I iving costs in
NIdT and Keewatin are higher. A
consideration is the fact that if
income is ìower then a larger
percentage of it w¡ìl be devoted
to necessities such as food and
sheì ter.

Source: Yel lowknife and Winnipeg data obtained from
Statistics Canada, Urban Family Expenditure lgTZ

N\,JT and Keewatin Statîstics obtained from
Cos t of L i v i ng Su rvey conducted by Ma rket
lnformat ion Services Ltd. 1973



TAELE I 8

Costs of Transportat ion i n 1973
for Keewatin settlements from their supply points

Air (t/innlpeg) and Harine (Kontreai)

- r6ì

Frelght Rates (pricelpound)
Air Harlne SurfaceSettlement

Baker Lake

Chesterfield Inler

Coral Harbour

Eskimo Point

Rankin Inlet

l^/ha I e Cove

6¡t

65

11

39

54

52

6.2

o.¿

o.¿

6.2

6.2

6.2

Host econornic
Route

(marine)
?^o.¿

/ô.z

6.2

6.2

6.2

6.2

Al ternate
Rou te
(a tr)

(r\

o)

77

39

5tt

Notes: To standerdize rates for comparitive purposes,
the rates for each trðnsportation mode are based
on general conmodity classificatíons and weightsof 100 lbs. or less.

The most economic route wourd be normar ry used howeverthe alternate would most ì ikely be employed when
the most economical route is unavai lable

Source: Cost of Living Survey , 1973
Market lnformat ion Services Ltd



t l^- tc,1 -

TABLE I g

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

Baker Lake

Chesterfíeld Inlet

Cora ì Ha rbou r

Eskimo Point

Rankin Inlet

Wha I e Cove

Range of % Differences
from the Reference

+4.992 and under

+5.002 to 9.992

+10.002 to 14.992

+ I 5. 002 to | 9.99"¿

+20.002 to 29.99%

+30 .002 to 39 .99'¿

+40.00% to \g.ggz

+50.002 to 59.997,

+60.00% ro 69.992

+70.002 and over

Weighted Scale Reference
to

Yeìlowknife

?nô

?ñq
). vv

t. ¿ó

) uc'

). )l

Weighted
Scale

I

a

3

4

6

7

I

9

10

l^/e ighted Sca le Ref e rence
to

Winnipeg

).1-

- 

^F).v)

\ t<

( rR
). tv

1 9.7
I . v1

Note: The composite weighted is arrÌved at by total I ing
the percentêge price differences for each item
(food, cloth ing, household operat íons and personal
care/

From the percentage total a compos i te f igure i s
arrived at and appl ied to the table below al lows
the composite weighted scale to be arríved at.

Cost of Living Study
NWT, t973

Sou rce :
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' 172 -

,åbbreviatlons (Fsr Tables on p6g6 t/0 and lZl)

X - in any colu¡nn indlcates that the facll ity ls presently in place
Alrport Classificatlon Coluøn (Accordlng to Arctic Air Facil itíes pol icy)

A - Hajor

B - Area

C - Cønmun lty
Operator Çolumn

TC - Trancport Canada

Nl./T - Government of the Northwest Terr itor les
L icen se Co I unrn

p - publ ic Llcense

U - Unl icensed

Runway Surface Column

G - Gravel

p - paved

very High Frequency 0nurr Range (von)zoisrance Heasuring Equipmenr (DME)

X/ - indicates VOR only

Ai r/Ground Commun icat ion Col umn

V (U) - VHF Un i com Transce i ver

A - Aeradio Station
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CI.IRONOLOGY OF TRANSPORTATI ON

DEVELOPMENT IN THE ARCTIC

1920ts - Airplanes equipped wîth floats and skÌs suitabìe for
Arct i c.

1921 - lmperial 0¡ I fi rst uses aï rplanes in the Arctic.

1924 - Commercial aviation begins in the Arctíc.

l93O's - Era of the tbush pilot'.

1939-I+5 - Airports constructed at Churchill, Coral Harbour, Fort
Chimo and Frobisher Bay.

post l9\5 - Use of heavy-piston freighters in the Arctic.

re5o'' 
: i;:,!;":,ï:;iï:i'o?i ,"rriers.. Air Routes established înto the Arctic,

I 960 t r : Use oF turboprop a Ì rcrafr Ìn the Arct i c.
Use of Trvin Otter aïrcraft in the Arctic,

1965 - DehaviTìand Twin Otter is întroduced înto the Arctic,

1965 - Survey done of transportation needs oÍ Arctic communities.

1966 - Regional Air Carrier polîcy announced.

1967 - National Transportatíon Act announced.

1970 - Remote Ai rports Pol icy.

l97O - ArctÎc Transportation Conference held at Yellowknîfe.

1971 - Arct¡c Transportation Agency started.

l97l - Northern Air Transport Study started.

1972 - Mart¡n Hartwel I incident.

1972 rrA Review of Air Transportation in the North'r pubÌ ished.

1972 rrNationaì Po'l icies for Northern Canada" announced.

1973 - rrAir Services for Arctic Communitïes,' publ ished.

1974 - rrNorthern Aî r Pol i cy Study,r started,

1974 - Arctîc Air Fac¡lities policy announced,
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1974 - statements of Federal Transportat¡on pol icy concerníngthe Arctic.

1974 - Local Service Aîr Carriers.

1975 - New Transportation poricy stated by the Federar
Government.

1976 - Joint Aîr Service pranning Evaìuation Review waspubl i shed.



APPEND I X D

ESTIMATES OF OPERATING CHARACTËRI STICS

FOR AIRCRAFT USED IN THE KEET.'ATIN
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