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PANELISTS  PRESENTATIONS

Rod Haugerud Mayor of Craik:   I want to talk  from the point of Craik and what it means to us to have a rail-line in as far as Craik’s sustainable living project.   Environmental issues that we see arising from removing the rail-lines and onto the roadways.   I would never have thought, as the Mayor of Craik, I would have to stand here and say we need a rail-line in Craik.   I assumed the main line from Regina to Saskatoon would be safe for a number of years.   And that just tells you what happens when you assume things.   

We have been fighting so hard in rural Saskatchewan, we have been fighting so hard in Craik to maintain not only what we have but to grow.  And this rail-line is a key factor in whether we can succeed or not; the rail-line allows us to bring in companies as far as the hemp production slated for Craik this year.   One of the first questions they asked me was can they get some land near the rail-line?   And whether or not they can ship or receive by rail.    The number of companies that have approached us since that time who too want to be located not only near the production plant where their going to make the hemp fiber, but near the rail line.   

And as I travel in my area and watch the number of large trucks, traveling my highway that I am helping to pay for, it makes me very angry to see the rail-line rusting away next to it.  I’m going to leave this partially or fully, maybe, at the feet of both the Provincial and Federal Governments that are allowing this to happen, by allowing larger trucks to license; they eliminated our small elevators.  And when our small elevators were eliminated every farmer went out and bought larger trucks and they didn’t haul to the next elevator as wheat producers’ thought they would.     But hauled to the third or fourth town, which put a huge amount of pressure on the structure of the roadways.  

In our case between Regina and Findlater, there are approximately seventy semi-loads of gravel a day that get hauled out of Findlater and go to Regina on our highway.  Now somebody with more information could probably correct me but my understanding is that you could pull seventy semi-loads with one locomotive and make one trip per day down that rail-line.   Through the front side of our towns we have six, I believe, STC buses a day, two in the morning that goes either way, two in the afternoon and two in the evening and our rail-line is rusting away.   

We have numerous trucks pulling grain out of our area; our elevator companies don’t even need even need an elevator anymore.   They run around buy the grain, ship it to Moose Jaw , to Davidson or wherever across our roads.   And I don’t blame them because the infrastructure in getting rail cars to Craik is gone.   What is the alternative that they have?   

So that is why when George and Martin approached us about a short line rail-line and the fact that there are a number of successful ones in the province and that if we don’t do it for ourselves.    There is no chance anybody is going to step up and do it for us.   And so as a municipality the last thing we want to do is to own a rail-line or to be even part owners in a rail-line, you would think that there is enough economic benefits to that, that somebody would step forward and do that.   

The town of Craik has taken the approach at two different SUMA conventions to bring resolutions to the floor that were passed calling on the Provincial Government to send more freight by rail and to help promote freight by rail, all of them were passed.   What happened we came back the next year and passed another because nothing happened.   So if I sound bitter, I may be, but I don’t think we have passed the point yet especially in our area of no return, we still have a rail-line its rusting away but its still good and we have a chance now, maybe, to save it as a short line.   

But I have some questions, I’ve been the mayor of Craik now it will be ten years in October, during my first term we got a letter from CN rail talking about the main line that was going to run between Edmonton, Northern Alberta, Northern Saskatchewan, going to the Soo Line down to the United States, expect seven to eight trains a day coming through Craik.   So you better be ready for all this traffic that’s going to be coming down this line, less than ten years ago, to abandonment?   If that was feasible ten years ago why is it not feasible today?   

People are talking about the container port in Regina, are they going to eliminate Saskatoon?   Are they going to eliminate the whole northern part of our province?   By not having a rail-line connecting Saskatoon to Regina unless you go out through Watrous or out through North Valley?   I think what is happening is that people are not sitting down and planning.  Planning for the future of our children, planning for our future that’s going to connect us with the world. I’m sorry but we live on the busiest highway in Saskatchewan, there are some would say No. 1 but No. 11 is as busy or busier and there is no way we can keep it up, so I really feel for people who are living off those main highways as they watch their roads crumble.   

I’ve spent the last two months teaching in Southey and having to drive around in that area, everybody drives on the grid-roads because the highways are beat up, why?   Because there are no elevators and everyone is hauling their grain by truck over the roads.  We have some other opportunities in our area through eco-tourism, that calls for rail tourism that could happen in our province and maybe with our new President of Sask. Tourism some of this  could come about, but if the rail-line is gone how can you do any of these things?   That is the point Martin spoke of and that I will speak of, once it’s gone it ain’t ever coming back.  You can’t get it back; we can’t afford to put it back down.  Every developing country puts in a rail line, because it is the best way to haul freight, what the hell are we doing going the other way?  

Peter Prebble-Sask. NDP MLA:  I’m going to touch on this in the context of the climate crisis that I see facing our planet, which I think will drive a lot of things over the next forty years, including what we do with rail.   I am hoping it will lead to a significant revival of rail.   But let’s just begin for a moment by reflecting on the nature of this crisis; the United Nations has just delivered, through the intergovernmental panel on climate change, three major reports to the international community on the consequences of climate change and today it is important to bear in mind the nature of this United Nations intergovernmental panel on climate change; this is a consensus process.   Hundreds of scientists are involved from around the world and more than a hundred governments have to sign off on this report before it is made public.    

So by its very nature its cautious and this report is predicting that global temperatures are going to rise between one half and five degrees centigrade over the next century from a current average temperature of about fifteen degrees centigrade, up at least a degree and a half and possibly as much as five and by the way at least 20% of scientists on the team believe it will go past five degrees centigrade.    And this international body is also saying to the world community that if average surface temperature on the earth raises between 1.5 and 2.5 centigrade, 20 to 30 % of all plant and animal species in the world are at risk of extinction. It is also forecasting over the course of the next century sea levels will raise between one third and nine tenths of a meter.   

There are at least a hundred million people in the world who live at less than a meter above sea-level, which will require major relocation of cities, coastal areas will be flooded, the panel is also forecasting widespread melting of glaciers across the world.   Many of the communities that rely on the water supplies from those glaciers, 

and this particularly applies to China and India will be placed at very significant risk as a result of that glacier melt disappearing.   So these are some of the consequences of climate change, the United Nations panel is also forecasting, approved by the UN, that extreme weather events will become much more wide-spread.   

Already flooding has increased in the world five fold over the last five decades, the UN is forecasting a big increase in the intensity of hurricanes, the intensity of tornadoes, The insurance industry is very, very worried about this.    The UN is forecasting that drought areas, areas that have already experienced drought will experience much more severe drought and areas that have experienced flooding will have much more severe flooding, so those are some of the consequences of climate change.    And climate change of course is being driven, at least 80% of it is being driven by our ever escalating increased use of fossil fuels and the other 20% of it is largely being driven through the release of methane and nitrous-oxide into the atmosphere and much of that is  tied to energy use but a lot of it is tied to our agriculture practices and tied to more wide spread intensive live-stock operations around the globe, more liquid manure admitting methane into the atmosphere and the like.    But the bulk of this, the vast bulk of this is related to fossil fuel use and the scientific community is saying to the world very clearly and the world doesn’t seem to be listening. The scientific community is saying and the UN is saying emissions must be reduced by 80% over the next forty years, greenhouse gas emissions have got to come down at least 80%.  It is in that context that this whole debate around the use of rail should be viewed.   Obviously rail is a very energy efficient means of moving people, and particularly of moving freight and therefore preserving our rail lines and looking for opportunities to expand the use of rail in our province is simply sensible public policy.   Now in terms of our emissions in Canada, 26%  are greenhouse gas emissions that are a result of the transport sector.   If you look at that transport sector closely the vast majority of these emissions are related to road transport, approximately 74% of emissions are related to road transport and that’s within the transportation sector itself.   So the transportation sector in Canada is about a quarter of our greenhouse gas emissions and then 74% of the transport sector emissions are coming from road transport; in contrast 3% of the greenhouse gas emissions are related to rail.   And that’s despite the fact that rail on the freight side, if you look at it from the point of view of tons shipped per kilometer, rail is transporting 65% of the freight on a tonnage basis and it is only producing 3% of the emissions.    So that tells you something of the energy efficiency of rail.   We all need to take heed of that, as I know all of you in this room share obviously the concern that I’m raising.   With this question of freight, what’s been happening nationally and what’s been happening in our own province, as Rod has very articulately said, more and more freight is being moved by road.   And what’s been the result of that over the last thirteen years, well the result has been that greenhouse gas emissions that are related to world transport of freight are up 60%.   If Canada wants to meet its Kyoto obligations, even by 2020, it simply can’t allow that kind of circumstance to happen.   Remember Canada’s international legal obligations, are to reduce greenhouse gas emissions 6% below 1990 levels.   Canada now faces the situation where its emissions are 27% above 1990 levels, in Saskatchewan our emissions are 62% above 1990 levels. Obviously one of the very sensible things to do if you want reduce emissions is to reduce the amount of freight that is being handled by road, and to move it back to rail and we need to look for opportunities to do that.   

I’m speaking personally as the MLA for Saskatoon Greystone 

and on the behalf of the province of Saskatchewan, but it’s my view that this should be a major provincial priority.  It’s my view that as part of that it makes sense to preserve the rail-line that we are particularly focused on today, which is the line between Davidson and Regina.  There are all kinds of opportunities, and Rod has identified some of them for utilising that line very well.   There is obviously the opportunity to ultimately look at re-establishing passenger rail service on the line.  There’s been the opportunity of using that line for a lot of freight that now moves back and forth on that line between Regina and Saskatoon.  I guess my message this morning is that I don’t think the international community and Canada and Saskatchewan will ultimately have a lot of choice about these matters.   We simply have got to reduce our global greenhouse gas emissions and now there are not a lot of alternatives and therefore we have got to be very practical about this.  I think the provincial government has done a lot of good things over the past decade to foster the use of short-line rail, in fact approximately nine-tenths of all the branch lines that have been put up for abandonment since 1996 have not been abandoned, they’ve gone into short-line rail.    That’s the result of entrepreneurial efforts of people along those branch lines who’ve seen business opportunities and have acted and invested for the betterment of the local communities and for the betterment of their businesses to take what was going to be an abandoned rail line and make it a short-line rail instead . They have been supported in doing that by a good little unit in the provincial government of which Ed is going to speak later and is part of, that’s been doing great work with local communities in terms of facilitating , if communities want to do feasibility studies or if local businesses want to do feasibility studies on preserving a rail line and converting it to short-line rail.    Eighty percent of the cost of those feasibility studies are covered by the province, up to $25,000. If more money is needed by the business or the community to get basically the capital that’s required to make these investments again we’re prepared to loan about a third of the money at low interest rates.   So Ed’s unit does this work and works with local governments and local businesses to facilitate this.   So over the last 14 years the work that has been done at the local level has meant that nine hundred miles of rail-line that would have been abandoned has gone into short-line rail.   And that’s very good, and we need to keep the process going with a lot of the line that’s up for abandonment now.  But it will still be very nice if the Federal Government simply said to the railways “You can’t abandon this rail-line.   Period, full stop.”  Let me just conclude with a few suggestions about policies that I think we should consider.    

First obviously the Regina to Saskatoon rail-line should be preserved, and as I’ve said there are lots of opportunities to do that well. These opportunities need to be clearly identified but I think this is one line where there is a sensible role for the province to get involved with local governments in making an investment.   I’ll be pleased to make that case to the provincial government. Generally speaking we don’t become involved in direct investment on these lines. So far it has been local governments and local businesses that have carried the ball but this is a strategic line between the two major centres in the province.   I think it makes sense for the provincial government to be involved. Secondly there is a very, very strong case to be made for provincial and federal investment in short-line rail, to in, effect recapitalize it and to insure that it is able to handle the heavier freight cars that ultimately it will be called on to handle.   So we need to invest in the provincial short lines, so Ed advised me. Ed’s advice is we need a hundred million dollars,  of recapitalisation to  keep our existing short-line rail in place and   functioning well over the next several decades. I think two of the other big issues that have to be considered are the re-establishment of something equivalent to the Crow Rate which would very much help those branch lines stay in business.   With opportunities to haul even more freight than traditionally they had, we are looking at big expansions for instance in the mining industry in the province.   There will be a need for rail service to those new and expanded mines; and that’s just one example of the business opportunities that exist.    I think at the federal level there has to be some account taken when prices are set, of the environmental costs that are associated with greenhouse gas emissions and climate change.   That means that some value has to be attached to carbon and the other greenhouse gases, without that being done and this is just my personal view, without that being done, it is very, very difficult for rail to win out over road because road is not paying the real price that is associated with  its operations, that is the reality.   There is no value attached to greenhouse gas emissions and none of the cost that we will have to ultimately  pay to get rid of these emissions are being built into business decisions today, and it is time to change that.   The moment you change that, rail becomes way, way more attractive than it is right now.   Finally in the road networks in the province, and road generally, road transportation generally is able to write off its business assets pretty quickly. You can change the depreciation period for the federal capital cost allowance You can depreciate trucks in three to four years to achieve the federal capital cost allowance but there’s absolutely no way you can do that with rail.   It’s time to put those two on a fairer scale in terms of greater capital cost allowance.  If you depreciating a rail-car you are doing that over twenty years, you can write off forty percent on a truck in the first year of operation.   That’s very, very advantageous to the business that’s investing in road transport.   It’s time to look for things that are going to make rail investment more attractive from a tax point of view.   The capital cost allowance is just one example.  

Don Mitchell-Federal Candidate, Palliser Riding: I am here to learn.   I have some experience with these issues from the perspective of Transport 2000 Canada and municipally.   It’s pretty clear that we have to reach public opinion on some of these major concerns.   Political engagement is difficult considering the life style that people live and this issue hasn’t been presented in a way that people feel is vital.   But when we look at the political reality from the community level, whether we are talking about freight or passenger service, and whether we look at the global level of climate change, there is a lot at stake and a lot of potential interest if we can engage people and the political will to push it forward.   The fact is that in terms of public policy for public transportation, compared among the OECD countries, Canada ranks near last, even further down than that of the US and this has happened only recently, because historically transportation has been very central to the development of this country.   Because we had extensive support for the major rail systems.   So we have had an abandonment of public policy, and an abandonment by the major institutions of the structures that we need to develop an alternative.   And given what Peter has said, we have this incredible time warp where the issues that are supposed to be on the public agenda, including green house gas emissions, are not connected up to the infrastructure and to public policy in initiatives that are needed to achieve the reduction of green house gas emissions.   Sixty-five percent of the freight is moved by rail, contributing three percent of the emissions.   There has been a shift towards trucking in recent years.   Trucking requires six times more energy per unit volume than rail.   The shift to rail freight would reduce diesel fuel green house gas emissions, road repair costs, and common air pollution such as particulates and smog forming pollution which are not so much a problem here but certainly need to be in national policy for clean air.   That kind of shift could be encouraged through public policies using price and taxation changes to include, in the cost of moving by truck, the external costs to public health, highway damage and climate change and   the whole question of carbon taxes on the trucking industry.   This of course relates to climate change which the public is very concerned about, and so could be engaged on this issue.   The second issue is fueling the transportation system –fossil fuel peaks and the fact that we are running out of conventional oil supplies.   If you project forward, with the current volumes in Sask and the export commitments that we are locked into through NAFTA, and not counting further discoveries that are occurring at a lesser rate, we have only a seven year supply of conventional oil.   World wide, thirty-three of the forty-eight oil producing regions have peaked already and are facing lesser supplies.   So the crunch between supply and demand is there and is reflected in the market, with oil and gas prices spiking.   So we are going to have to be looking at other sources of fuel for our transportation system.   That relates to other points of discussion such as the potential of bio-diesel from natural sources.   That raises the issue of whether we are going to convert food crops into fuel, which seems to be a US policy which we are tracked on and raises serious questions about our agricultural system and its sustainability.   But there are certainly natural sources for bio-diesel which could be engaged in along with electric and solar energy.   The third general point is the food and agricultural system.   We are looking at the industrial food model as the pillar of globalisation and international trade that engages transportation in a way that is not sustainable, with current fuel prices, let alone ten years from now.   So as fossil fuel begins to run out, we can’t fly in our salads from the Caribbean twelve months of the year.   It’s a policy that already is approaching non sustainability, but as we project forward, we can’t continue with that system.   Globally there is going to be a shift towards  more local and regional sustainable food markets and processing systems, much like we grew up with in our communities after settlements in the 20s, 30s, 40s, 60s when we had food processing systems that were feeding local/regional markets.   That raises the question of the different transportation links that we have now and the possibility of linking communities such as between Regina and Saskatoon, both for the local agricultural produce marketing, like the shifting of cream and eggs that used to be part of the rail transportation system, as well as for passenger service.   Fourth, talking about rail passenger service and a rail passenger link between Regina and Saskatoon we first need to look at having passenger rail service into Regina, Moose Jaw, Medicine Hat, Calgary which was abandoned by the Mulroney government in 1990.   Those of us who were involved municipally at that time tried to organize resistance.   The Federal opposition, at that time, under Lloyd Axworthy held hearings across the Prairie Region to challenge the policy direction that was being taken.   All that fell on deaf ears, so we now have Federal policy  around rail transportation that eliminates one whole sub-region of the country, the Southern Prairies, from Winnipeg to Calgary, from what is a national policy institution,namely VIA Rail and continues to ignore that, in spite of the pressures for reduction of fuel emissions.   Why in a comprehensive plan for clean energy and reduction of gas emissions, you would not look at rail passenger service to replace not only the single automobiles that link intercity transport from Winnipeg to Calgary, but also the jet fuels which are a major source of greenhouse emissions.   Again the real cost is not there in terms of airport infrastucture that system represents.   So the direction of public policy, provincially and federally requires tax incentive and investment policy.   I think in 1998 there was a joint federal/provincial commitment with a cap of four million to capitalize short-line railways.   The precedent is there for direct recapitalization from fed/prov governments.   This should be raised as public policy now.   If we are going to have regulation, and restoration of having something like the Crow Rate to develop and protect our rail infrastructure, we are going to run directly into the challenge of free market strategies of trade agreements that shift the balance of rights to corporations, against local governments or provincial governments taking any initiatives to regulate economic forces.   I am referring here to the TILMA agreement, between B.C. and Alberta which Sask. is now discussing.   If that agreement comes into place, the capacity of municipalities, provincial governments, health regions or school boards to provide initiatives to develop local and regional economies is going to be seriously under challenge by international corporations.   We need to think about the trade restrictions that are being brought in and are supported by the current federal government and by the opposition party provincially. The current provincial government hasn’t fully landed on this but will hold hearings in June.   So TILMA is something we have to be looking at if we want a publicly regulated and supported transportation system.   Thank you.

David Orchard-Political Activist, Campaign For Canada Protagonist: As a fourth generation farmer I have a long interest in rail issues.   I ripped up my Crow’s Nest Pass cheque publicly because I believed that it was not for sale.   I wrote a book with a chapter: The Great Canadian Train Robbery.   The fourth point in my document in my bid for the leadership of the Progressive Conservative Party, was to put greater emphasis in public policy on rail and greater use of rail across the country.   That deal didn’t survive too long!   The history of CN Rail:- the Borden Government in 1917 acted against massive opposition from the financial and banking interests, to nationalize five major railways with thirty thousand kilometres of track, into Canadian National.   Before this CP was the great link that held our country together, that enabled Canada to survive, that enabled British Columbia to become part of Canada rather than a part of the United States.   There were many small railways popping up and they were not making a go of it until the Borden Government acted.   And the first president, Henry Thornton said, “Our goal is to make our Railway, the people’s railway, a real service to the people of Canada.”   And that is what CN set out to do.   It ran one of the best passenger services in the world.   It ran medical cars, dental cars, and it ran schools on wheels which took educational programs and teachers out across the country.   CN pioneered the first radio network in North America, which became the CBC.   Later it founded the air-line which became TransCanada Airways and then Air Canada.   CN was a world leader, the only truly transcontinental Railway.   It had the best grades out through the Rocky Mountains and excellent ports on the West and East coasts.   But then in 1995, CN was sold and the CN Commericalization Act was passed and put on the New York stock exchange for a fraction of its value.   CN shares were put on the market at a price that in my view was absolutely criminal.   In three years the price of CN shares quadrupled, 65 % of stock was sold in the United States, so the investors quadrupled their value on the backs of those Canadians who had built it from George Etienne Cartier down through the decades.   Under the CN Commericalization Act CN found it easier to abandon rail lines.   As many in this room know, many were abandoned throughout the Sixties and Seventies, but this act made it easier to do so.   Then CN sold their line to Churchill and a couple of lines in Saskatchewan putting even more of our infrastructure in foreign hands.   I wanted to make the point of what CN was and what rail transportation can be.   Now we are told constantly that we can’t afford this any more.   We could afford it when we were a much poorer country than we are today, it’s a question of priorities.   The focus today is on the abandonment of the Davidson to Regina line.   This is the line between Saskatchewan’s two major cities.   This line should be running passenger and freight service in a regular and scheduled fashion.   Instead, passengers are being forced into private automobiles and jet aircraft, and freight by truck.   Countries around the world are refurbishing existing track and building new rail lines while Canada has simply taken leave of its senses.   Environmentally it is a given that moving freight and passengers by train is less damaging both in terms of pollution and in resources expended.   There is a lot of unprecedented babble about concern for the environment.   This of course is an interest of mine.   I’ve been an organic farmer for thirty-two years.   The question now is: are we going to destroy what previous generations have built?   We’ve got the options right there. 

( Unfortunately due to technical hitches with 2 tape cassette recorders, the balance of this presentation is unavailable)

Rodger Gadd-General Manager,Great Western Rail:  This speech may sound a little discouraging to somebody starting up a short-line but it is really meant to let everybody know what kind of a commitment you have to make to run a short-line, to operate a short-line and be successful at it.   Which I think we have so far.  I’d like to give you a little background on Great Western Railway and the evolvement from the start-up and to where we are today.  Great Western Railway came into being in 1999 when WestCan Rail the B.C, salvage company, purchased three hundred and thirty miles of track from CP Rail and that covered four subdivisions in southern western Saskatchewan.   The original track acquired in the purchase covered  the area of Assiniboia to Val-Marie where there are three subdivisions and the Vanguard sub from Myron to Swift Current.   I believe WestCan had planned to tear up the line for salvage and had been bitten by the short-line syndrome with the need to keep Southwestern Saskatchewan alive.   They originally tore up the track from Val-Marie to Bracken and had planned to salvage the Northwest end of the Vanguard sub; it was decided to try a short-line operation over the remaining three hundred and eight miles of track consisting of eighty-five pound rail and forty-five bridges.  On November 1st, 2004 the railroad was purchased by a large group of local shareholders, four hundred and fifty or so, and today’s Great Western Railway Limited operated from our Shauavon office is overseen by a board consisting of eleven directors, managed by myself to a staff of thirteen permanent employees and eight seasonal employees.   GWR has three Alco 2000 horsepower locomotives and all of the required maintenance machines to maintain our track.   In 2006 GWR began to service 60 miles of track on the newly formed Fife Lake Railway.  Dave Marrit, on the panel here, heads up their board of directors.  Fife Lake Railway runs from Assiniboia to Coronach and the Great Western Railway is a partner/shareholder.   This year in April we began to service Redcoat Road and Rail, another seventy-two miles from Assiniboia to Pangman.  All of these lines interchange with CP Rail in Assiniboia and GWR also interchanges with CP in Swift Current.  With each expansion of our service area, the operational challenges increase.    Primarily for the individual or a group looking at rail abandonment in their area and the initial planning for short-line operation the challenges seem to be quite enormous.    Both CN and CP deal with rail-line abandonment and acquisitions of these rail-lines for short-line operations in much the same fashion.   A business plan for the line is a prerequisite and the dealings begin.   Salvage value of the rail line in question is norm for market value and this is based on the weight of the rail for each particular piece of track.    In the past few years salvage value for these rails has increased dramatically and of course the class 1 railways view the highest numbers initially to discourage the prospective buyers from ways of reducing the cost of the line and they can make a few more bucks on it.    Once this hurdle has been covered and the price established for the purchase, the hurdles become shorter but there are many more to cover.   The high cost of establishing a contract to operate a short-line is further hampered by the cost of insurance and must be maintained for interchanging with CN and CP with a $25 million liability clause.   The class 1’s are required to maintain this amount of liability insurance for each province across the whole country.   They use this amount for the short-line operator’s criteria to operate within their interchange tracks.  It is a clause that either discourages interested parties from entering into the business or can mean the make or break point with the existing short-lines, namely, the cost of maintaining the premiums.   Short-line operators have confidential contracts with the interchange railroads and the established car haulage rates and car hire charges are different for every operation.  The short-line base for car hire, and many do, this is an added expense for every minute that the cars are on your line.   Just a short note on CN and CP, and there are a lot of people that aren’t aware of this fact, but in the last year 25% of gross revenues for CN and CP were contributed by short lines and that’s quite a startling fact and quite a startling number.   Up until a couple of years ago we were up to 15%, but 25% that’s really quite an amazing figure.   Each short-line is required to qualify and maintain the status of their train and track employees to the standard as required by the interchange rules of the interchange carrier.  Costs of education, training and safety management are other challenges that the short-line operators face.  Track maintenance is a daily cost and a lot of the rail-line abandonment today is due to the fact that the class 1’s have neglected these lines for many years and short-line operators are faced with the task of upgrading the track to safe levels.   Short-line operators must be aware of the environmental issues, spraying of right-of-ways, not only in the courts but also of local, provincial and federal laws.   Locomotive emissions, although a small percentage of emissions from trucks hauling commodities across the country have been further reduced on our particular short-line railway with the introduction of low emission boilers in our three engines.   GWR has installed environmentally friendly anti-freeze in our engines and when not in use are shut down year round, are heated by the boilers during the winter.   Even the class 1’s with their hotstarts can not compete with GWR’s low emission rate, but there is a cost to this and the cost for each boiler application for an engine is approximately $10,000.    Another challenge faced by short-line railways is the maintenance of the road-crossings in the province with the most roads in Canada.   GWR has 285 road-crossings that go over our track and are a constant problem and the cost today is mainly paid for by the railway.  Land and school taxes can also be a burden, as the assessment of the railway is based on the salvage value.   Locomotives purchased by short-lines are generally over 30 years of age and are high maintenance items that are a major cost of the operations.   By far the largest expense to the short-line besides insurance is the cost of fuel for the locomotives and company vehicles and machines.  The Saskatchewan fuel tax at 15% for railroads is the highest of any province in the country.   In the past few years we have made some head way in convincing the major railways to sell equipment to short-lines at their cost and give us some breaks on used equipment and notification of sell items.  This still continues to be a challenge and the cost of maintaining our individual rail-lines from year to year.   The cost of purchasing track equipment, tampers, sprayers, hiabs, high rail trucks, etc. and maintaining them is a constant challenge and must be weighed with the alternative of subcontracting.   If you go with the equipment finding an experienced or qualified people to operate the machines, locomotives and train runs can be frustrating.   A number of short-lines employ retired or ex-class 1 railway employees or face training new people from the ground up.  With the resurgence of short-lines across the country the price of older four axle locomotives has tripled in the past couple of years and has a definite impact on the start up of lines and the existing lines that need to increase the size of their power inventory.   Train crews require rest stations and this may include the cost of hotels or establishing bunk-houses, which we have done in Assiniboia.    Maintaining these shelters, office and track or engine equipment buildings and the ever increasing cost of wages and benefits are the major factors in any short-line’s bottom line.   A huge operating challenge to short-line railways is the newly upgraded cars that can handle a total weight of close to 286,000 pounds. In most cases short-lines could not bear the cost alone to upgrade their lines to handle the new weight cars.   Until this year, Quebec was the only province in Canada that had a cost sharing arrangement split evenly with the province, federal government and the short-lines for upgrading to 286,000lb capacity.    The last Saskatchewan government provincial budget has detailed future money for short-lines on a cost shared basis and hopefully some where down the road the feds will join in as they have in Quebec.   I believe there is a misconception out there with many short-lines that believe 80 or 85-pound rail cannot sustain 286, 000-pound cars.   The study presented to the RAC short-line committee in Calgary in October of last year debunked that misconception.   Although 80 or 85 pound rail can sustain 286,000-pound cars in most cases it will still be a very expensive proposition to upgrade short-lines to that point.  The study found that the 286,000lb cars will result in a 10% increase in axle load and of course will mean additional loading and wear on track structure and bridges.   In most cases a good roadbed with an additional number of supporting ties is more important than the size of the rail.   This of course will be followed by track surfacing, alignment, gauging, etcetera.    Most importantly would be the upgrading of bridges to sustain 286,000-pound cars over short-lines that probably have more timber trackage.   Therefore more costly to upgrade as compared to concrete or steel and speed of course could be reduced to compensate over some structures.   I’ve spoken about the challenges we face with the on going expenses but our revenues remain to be the greatest challenge in maintaining our business. If you’re a grain dependent line, every year can make or break your company due to the area you’re in and the condition of the crop.   This can also be exacerbated by the railways you interchange with and all of the factors of internal politics at play.   If you only interchange with one class 1 railway you may be effected by strikes by either railway.   Cars  can be effected  by strikes at the railway ports, train derailments, wash outs, etc. and also have to win over the class 1 operator.  As a short-line operator you might be a go between with your producers, elevators, and the major rail lines and it sometimes can be a delicate balance.   If the short-line still has any of the major grain company elevators on their lines this is another challenge to keep them there.    We as  short line operators must be willing to advertise and sell ourselves to our customers as well as diversify, look for new business and at the same time keep our class1 interchange partner happy on the turn around time of cars on our line.   I have given a brief overview of the operational challenges faced by short-line operators and I must add that we are joined here today on the panel with Ed Zsomba who is Director of the Saskatchewan Highways and Transportation short-line rail services.  He has been one of the single greatest factors in helping to establish short-lines in the province for many years now. The  Short-line Advisory Committee in the province is unique for its dedication in preserving abandoned rail line and assisting short-line rail operators in their day-to-day and their future challenges; with teleconferences, meetings and a willingness to listen and offer valuable advise.  Ed and his group see the value in maintaining these lines to not only keep communities alive but by also protecting the province’s roadways.   Thank-you to Ed and his Advisory Board for making many of our operational challenges bearable.

Terry Pugh-NFU: Unlike the other fellows up here I’m not a railway man, I work for the National Farmer’s Union, I’m the Executive Secretary.   I think that it’s been very interesting in the last few days to learn as much as possible about short-lines and about railways in particular and I think one of the issues we have to deal with is: are short-lines the answer to the solution?   I think they are a partial solution, they are really a workable option if they are operated in the interests of farmers, rural communities and the province as a whole.   They really have to be incorporated really into a larger legislative and policy context that allows them to be viable in the long run.   Now people, I think, are aware that farmers historically have been captive to rail transportation, this has been our history in Saskatchewan, and even now even with the changes to trucks and so on, we really are still very much captive to these class 1 railways.   The trucks are basically doing shorter hauls; they are either taking the grain from the farm to the elevator or from the elevator to the processing plant.   When you’re talking about moving to port position that’s done by class 1 railways.    Of course the people that talked earlier this morning about the huge difference in the energy expenditure between trucks and rails, a study done in the late ‘90s by Trimax showed that its costs between a quarter and a half the amount of energy to move grain by rail and now in the years since then it has increased in favour of railway because they are more efficient, they use less people to move those tonnages longer miles.   Short-line railways  really have to be more than simply branch-lines that are operated by independent companies,  as Roger pointed out there are a lot of challenges there.   A lot of their viability really depends how many connections they’ve got with class 1 railways if they’ve just got a single connection with the class 1 railway then they really come under the thumb in a lot of ways from the decisions of the bigger railways.  If they’ve got two connections than they’re in a little better shape.   A little comparison between short-lines in Canada and the United States; there’s probably around 500 viable short-lines in the United States and of these over half of them actually have connections to more than one class 1 railway.   There’s one in South Dakota for example that has seven connections that runs into Minneapolis, Rapid City, and then into four neighbouring states as well and its an east-west line that carries a lot of goods.   Ethanol is a big component of a lot of these newer short-lines that have started up in the States because of the tremendous tax incentives that go into these plants.  There is a lot of money to be made in moving that ethanol right now, I’m not saying that’s what should be happening in Canada, but that’s one of the factors as to why they’re viable.  A little bit of history there’s always really been two visions of rail ownership in Canada, that kind of have been played out, there’s been one vision that was pretty much articulated by John A. MacDonald and that vision is the one we’re working with right now.  That is pour a lot of public money into privately owned railways, the other vision is you pour a lot of public money into publicly owned railways and that second vision of public ownership of railways was in place four years back from 1873-1878. The prime minister at that time was a guy named Alexander MacKenzie and his administration was sandwiched between John A. MacDonald’s first term and the second term and you know for railways in those days that was the big issue.    So Alexander Mackenzie wasn’t opposed to public investment he just thought it should be used on an as needed basis and that was similar to most of the systems in place in the other British Colonies at that time. Australia and all the other Commonwealth countries really had public ownership of the railways.   In Canada under MacDonald they went along the American lines private ownership model but with public funds and that’s evolved now so that we have complete private ownership of these railways with tremendous amount of public funds that go into it.   David earlier mentioned 1917 when CNR was nationalized it was coincidental,that this was the farmer’s platform in 1917. This was put out by the Canadian Council of Agricultural and at that time it was the Grain Growers Association of Saskatchewan and Manitoba and even Ontario and what they called for was of course the “N” word, the complete nationalization of the railways to operate in the public interest.   So it was coincidental that it came out at the time of  a tremendous amount of public support for that CNR move.   Now when we see there is a rationalization of railways the cross had been borne completely by the public and farmers.  The justifications have always been by the Canadian Transport Agency that it is economically efficient and therefore in the public interest to abandon railway lines and let railways basically dictate what that network is going to look like.   We saw what happened in the early 1980s with the demise of the Crow Rate and the abandonment really sped up at that point.   When the Crow benefit subsidy was eliminated completely in 1995 farmers paid the full cost of moving their grain.   So what you had was a situation where farmer’s  percentage of their input cost  that freight constituted went from a fairly small percentage before the 1980s until now where it is actually constitutes a really huge proportion of their input cost.   When you add in seed and feed, fertilizer, fuel, all those input costs plus interest we’re at a point now where the average net income per farm is actually negative $10,000 to $20,000.  These farmers are in the hole, they are operating in the hole and many of them are now operating on the basis of borrowed money.  Once we see interest rates climb again you’re going to see an awful lot of farmers not farming any more.   The challenges for short lines, of course Roger already went over them, mentions the number of connections to class 1 railways and the kind of contract you can get with those railways. It has to be very iron clad, there can’t be any wiggle room for these class1’s to change the terms after you have signed the contract because they will try and get the best deal they can.  In many ways the class 1’s have encouraged short-lines to take over because it is actually cheaper for them to do that than to abandon rail lines because under the CPA rules they are required to pay $10,000 per mile per year,for three years, to the local government for any line that is abandoned.  So it is much cheaper for them to basically sell off at salvage value; they get a lot of money back in return and there is also a lot of ways they can play around with that.   They can put it on the abandoned list and then just before the time is up they can put it back on the retention list, so you can play around with it that way too.   Basically they have abandoned it in all but name.   Along with competition issues for short-lines echo  farmers issues with these railways as well.  Particularly with producer cars, one of the big advantages for farmers to have a short-line is that they are able to load producer cars on the short-lines.  Without some one operating that line, of course there is no line, they have got to truck their grain to a main line and they still have the hassles that come with you know trying to get cars from the railway.   Right now they’ve got some allies on their side, the short-lines brought those cars, they also have the Canadian Grain Commission and the Canadian Wheat Board which helps them to obtain those cars.  Actually the Canadian Grain Commission is basically in charge of allocating those cars but they do it in cooperation with the Wheat Board and I think without the Wheat Board there to actually advocate on behalf of farmers to make sure those cars get to where they want to go then I don’t think you’re going to see the kind of access either on the short-lines or on the main-lines for those producer cars.   The Wheat Board also has a big role to play in making sure that there are customers for those cars ;just loading a car is only one end of that whole system.   You’ve got to unload that car at the port, you’re going to have a customer that’s going to take that grain, so if you’ve had trouble finding a customer that car is not going to go anywhere.   The benefits of producer cars,  of course, are that farmers can avoid elevation charges, handling charges, mixing charges, all those others that these elevators charge they can avoid that or if they own a producer car loading facility themselves then those benefits come back to the farmers.   The whole reason short-lines and producer car loading facilities have started up is because they had to.  There is no service out there or there is very little service from those main line railways and the Canadian Wheat Board and Canadian Grain Commission is a huge part of that mix.  If the Wheat Board goes you’re going to see a tremendous drop off in the business that short-lines and producer car loading facilities had and a lot of people out in the country maybe don’t realize the extent of that, but it is huge.   One of the things is that class 1 railways always have a privileged position but when it comes to switches and so on you were saying about level crossings; with the big railways 80% of the cost for lights and switches and all of that stuff for level crossings that’s all paid for by public funding and the provincially regulated short-lines that’s all the railway’s responsibility, they have to pay for it.   So that needs to change.   Short-lines really are huge benefits to farmers, but they are a really huge benefit to the public treasury as well.   A study done in Kansas in 2004 show that short-lines saved the state $58 million a year annually in road repairs.  They saved farmers over $21 million in shipping costs just because they could use the railway.  So that’s going to be similar in Saskatchewan in many ways.  Rural Saskatchewan and the provincial government I don’t think can afford to back fill the losses that we’re going to see if we can’t use short-lines and if the Wheat Board goes.   We’re going to see the kind of drop in farm income that we saw and are continuing to see because of the abandonment of the Crow Rate.  So in conclusion short-lines are an important mix in an over all solution, they are part of the mix.   They are not the total solution, you have to have, as the people mentioned this morning, that a political policy mix between federal and provincial government that really needs to help short-lines over come these challenges has got to be put in place.  And a key too, I think, is that the short-lines need to be directly linked with producers.   If farmers aren’t saving money right back to the farm gate then they are not going to be able to use these short-lines.   We’re going to continue down the path that we’ve got right now.   

Ed Zsomba – DHT (Rail Services):( Presentation included Powerpoint material)  I spent the last ten years of my life trying to get the short-lines started here in Saskatchewan.  I grew up in Saskatchewan, I’m a Saskatchewan boy and I grew up on a farm and for  eleven years I had worked with CPR and that must have been thirty years ago.   So I’ve got some insight into the big multi-national corporations and I think that has helped me over the years in dealing with CP and CN to understand that.   What I’m going to do is to talk about where we’re from and where we are going to go and where I think we may go in the future for Saskatchewan in the short-lines and railway systems.  Prior to 1996 through the Canada Transportation Act and this is my earlier period working with CP, that the abandoning process was based on big public hearings. It was.   very cumbersome.   Inside the company, no doubt, when we went through this horrendous format and the public exposure there is no way on this God’s earth that I would ever sell a rail-line to anybody, I wanted to get rid of it.  It was hard enough to get to this point and then it was gone.  After 1996 the Canada Transportation Act really allowed for a mechanism for others to buy rail-lines.   There is a process, so they have to put their line on a three year list of abandonment plan that’s public; after they go through a certain period of time they can advertise it for a commercial deal or a local commercial deal.   After a period of time they offer it to the province and the local governments and at that point it’s for net salvage value.   If it is a grain dependent line then the local governments get $30,000 per mile stretched out $10,000 per mile per year for three years, that’s the pay out for compensation to local governments.   What they do is up to them.   When I go to meet local governments that are on a grain dependent line and are eligible for $30,000 my first message to them is: Do you really want the line or do you want the money?  Make up your mind.  Because if you want the money don’t waste my time and don’t waste your time.   If you really want it I’ll bend over backwards to help you get the short-line.  We’ve lost a couple of lines where they didn’t exercise that option, they wanted the money, but we saved most of them.   We’ve lost probably about a quarter of all our branch-lines here in Saskatchewan.   About 2,000 miles.   Since ’96 we have created about a thousand miles..   My vision is when CP and CN get through and try and stabilize the network, they will probably have over 2,000 miles of main line. And there will be 15,000 miles of branch lines.   So hopefully it is going to be a 50/50 kind of percentage.  So right now we have about 12 percent of our total rail network that are provincial short-lines and it has been growing.   So as you have seen what’s been happening since 1996, prior to1996 we had one short-line called Southern Railway Cooperative and after 1996 to 2006 it shows how much growth we’ve had in the short-lines and which gives us about 900 miles.   We should have another coming on shortly about 25 miles near Choiceland.  Currently we have an issue of operating ratios where 95 cents of every dollar short lines make goes to operating the railway on a day to day basis and only 5 cents is left over for capital re-investment-this is not enough.

5 cents is not enough to recapitalise their assets.   I think there is a recognition by the task force on transport to the deputy Ministers of Transport across Canada that there has to be assistance to sustain and assist these shortlines in recapitalising.  I think in our provincial budget there was a recognition of this over the longer term. 
I think the federal government is also ready to, because it is in the national interest to ensure that shortlines are healthy because 25% of all rail freight terminates or originates on short-line railways.   They feed the national system and the federal government is ready to consider a public partnership federal-provincial program to sustain short-line railways.   Now the liability issue- the key to short line railways is three things-local support, local support, local support.   If you don’t have that you’re going to have a tough time.   The short lines are the only competitive choice farmers have today.   Every other input cost farmers have-fertilizer, machinery, fuel is a fixed cost.   In transport and grain handling they have a choice-load a producer car or support a local elevator or support one of the big grain companies like Pioneer or Agricore.   They have a choice of supporting a local short line railway or hauling their grain long distances to a big inland grain terminal.   And in my opinion if you don’t have choices you don’t have competition-and in my mind short line railways are the only real competition out there in rural Sask.   I think the bottom line is that no matter who owns the line if you don’t use it your going to lose it eventually.   Its like anything else its like Wal Mart if you don’t have customers coming through the doors that store is not going to stay.   Use it or lose it is the message I give to the people I work with.   The bulk of the work we do is establishing short lines.   There are two mechanisms for financial support- the province provides up to 80% up to $25,000 for feasibility studies for short line railways.   The other program the province of Saskatchewan has is a 15 year interest free loan to purchase a piece of line for a short line operation up to 32% of the purchase price or net salvage value which ever is less.   We have given all shortlines a 3-year concession to permit them to get fully operating then they are given the opportunity to pay the loan back in 12 higher installments.

Like any small business it’s always hard in the first three years so we give them a chance to get started without making any payments.   

Safety is the other area we are involved in.   I am the only Railway Safety inspector in the province so I go around all provincially regulated railways and ensure they are operating safely.  This another part of the job.   

I will give you a quick rundown of the requirements: Track Inspections, Assist with negotiations, Issue authorisation and certification for short line railways, Safety Management Plans from short line railways which the province approves and monitors.   

There are enough powers in the act with the safety inspector without rules and regulation that are cumbersome and time consuming.   The current process has worked well for ten years.   We have three criteria that you have to have as part of a viable business plan-one is a viable  plan, a minimum of 8% local interest in the operation and what the plan is for continuing operations.   The re-capitalization funding formula is still being worked on for shortlines in committee-hopefully this process will kick start contributions from the federal government so we can keep these lines going another 20 years.

The last thing I wanted to mention is that I spent a month in Australia this past January/February looking at their railway system.   All their railways are publicly owned.   The have one federal line and the rest are state owned.   They have three different track widths (gauges) with good track, bad track and transition rail track.   It’s a mess.   They tried open access- it did not work.

I was invited to speak at an inquiry into the Australian railway network and tell them about what is going on here.   They had meetings all over the country and a big symposium.  Every time I spoke about our situation it was like a breath of fresh air.   Our way is totally different from theirs and we have been successful so far.   That is just a comment-whether they will change their approach I don’t know.   With global warming there is a major concern in Australia with drought and a huge water shortage.   With  Al Gore raising the environment as a major issue the environment will become a greater consideration in transport planning and sustainability in the future.   

I have never discouraged lobbying or changing the regulatory environment or any of that stuff but that takes time and gets interrupted.   I say its good- keep it up- but control your destiny on a local and regional level.  Don’t depend on others, survive and make it work-that’s my message today.   Don’t waste your time going down some other tracks.   So thank you very much.

Dr. Red Williams-Agrivision Corp(Presentation included Powerpoint material)

Thank you very much.  I am a fill in.   I am one of the branchlines that did not get in.   I don’t represent any knowledge of railways.   I represent Saskatchewan Agrivision. I am the President- I know many of you know Agrivision but for those that don’t we are a group trying to make transformational change in agriculture.   We don’t belong to anybody and we don’t have any affiliation to anyone and we don’t lobby.   We make transformational change in agriculture.   We are moving with some success.   The reason your Chairman asked me to speak today is that we do have some things to share on the issue of the future of the Saskatoon-Regina Craik railway line.     One of the issues we are dealing with is transportation.   We cannot survive in agriculture on the prairies without a nimble transport system and we have been slipping,our service is falling behind and so we are looking at one aspect of it which is growing in significance and that’s the container system.   To understand the system it only started in the 1950s. An American on the East Coast decided that taking tractor trailers and putting them on the decks of ships and moving it down the coast was not a very smart idea so he dreamt up using these boxes and from that has grown by leaps and bounds until now when millions upon millions of containers move in traffic.   And if you think we are busy Asia is much more active in the in the container business than we are.   The Port of Hong Kong has more capacity to move containers than North America put together.   So we are way behind and it is absolutely essential we get into the container business in a much more serious way.   The problem with our container business now in that it has plugged the system.   Most of our containers come from Asia and go back to Asia via the West Coast. Los Angeles, Long Beach is the centre and Vancouver is becoming a significant one and its forecast Vancouver will double its through-put in the next few years but frankly it does not have the ability so we have a plugged system.     The most serious plugging apart from at the Ports is happening at Chicago because, talking of short-lines, the US is a whole mess of short-line railways.   US railways don’t go very far and they all stop in Chicago.   And as a consequence it’s just jammed in at Chicago.   So what is happening is that some corridors have evolved -not to define things with fences around them or anything but some corridors have evolved- one comes from L.A., Long Beach along to the eastern US. Another comes up from Mexico to Chicago and on to Winnipeg, then we have the CanMex route from Alberta down through the centre of the US to Mexico.   What we are proposing –when I say this it has a general acceptance in our group-is a land bridge across Canada.    This a conceptual idea and does not involve laying tracks.   It involves using the railways from Prince Rupert and Vancouver across Canada to Montreal with CP and Halifax with CN.   We have the only continuous railway with CN in North America.   The thing is the West Coast is so plugged with container traffic and they are just coming in with 8,000 to 8,500 TU containers.   We have ships handling 8,000 to 8,500  containers coming in but the new ships coming off the slips have 14,000 containers-do the math that’s seventy train loads of containers per ship when you unload one container ship in Vancouver, that’s 14,000 containers per ship.   What’s happening is to meet those challenges is the containers are coming the other way via the Suez Canal and the first port of call is Halifax and so Canada is in an enviable position because we are two to three days closer to Asia on both of our coasts.   So we can in fact transfer the goods and they can be shipped across Canada and dip down into the States either by the Soo Line through Moose Jaw or via Eastern lines-called crossing the T.   To bring all this down to Craik Sask is a pretty big jump.   But if you look at the map the choke point for the Canadian transport systems is in Sask; that is if you follow the Yellowhead highway or the Prince Rupert line or the Kicking horse pass route.   No matter which of these routes you follow it ends up in a neat little bundle in either Regina, Moose Jaw or Saskatoon.  It all ends up coming through here so we have an opportunity here of becoming a virtual port.   Sask and ports don’t ring bells with too many people, nevertheless this is the concept that was presented to us a year and a half ago by a man named John Vickerman who is a guru of container ports;he says one of the problems can be solved if we put a smart port in Sask.   There is a smart port of this nature in Kansas City  and we will go down in a few weeks to see if we can duplicate some of what they have done down there.   What a smart port is that it is more than just a place where you load/unload containers it’s where you have the computer people tracking the containers as they move back and forth through the system.   So you know exactly where they are so you can arrange your trains and ships in order because you don’t just willy nilly arrange your boxes to go on a ship – you have to arrange where the container will go on a ship.   What order it is to be loaded and unloaded – a lot of very sophisticated planning has to go into loading a ship.   Similarly when you take it off and put containers on a train to go across the continent that takes a lot of planning – which box goes on which flat car and where its going in addition to coordinating with truckers to get the container to its final destination.    The things that will happen when we get the smart port in Sask has three main components- the first is security- right now in the U.S. is in a total flap across the line about security and products that move across the line have to be inspected. A Smart port has to be sealed.   The centres for the major players, Walmart, Home Depots, they tend to concentrate on these areas with distribution centres & so forth.   Third is the re-assembly plants where pieces of machines are brought from Asia & somebody with a wrench puts the pieces together.  With assembly yards building up there is a real opportunity for short lines.   The main reason we are working on this thing is because we can’t get enough containers to ship Sask. products to export markets.   It’s confining our agricultural industry.   Now the reason why is because we don’t buy anything.   Sask is only a million people so we don’t bring much in here to have empty containers to go out, so it’s a logistics problem.    But lots of empty containers go through here; fifty percent of all containers now go back to Asia empty.   So here we are begging for containers and lots go back empty. We must resolve that problem.   If we bring containers in here by ship loads from the coast and pull that traffic back away from Vancouver which is engorged with container traffic. Now just this winter when they had a bit of a storm out there the whole system collapsed because the traffic in containers is so heavy at the port.   So what could be done is to take the trains out of Vancouver, load boxes right on to the trains then train to an inland port, over the mountains to do the sorting here.    We have lots of land to sort boxes and to redirect them through Craik.   Rob’s wondering how I will ever be getting there!   I said we had a nice little unit here in Sask; Moose Jaw, Saskatoon, Regina.   And Moose Jaw on the major Soo Line-historically they are key to this.   Saskatoon and Regina (CP and CN) if you are going to move boxes around and make this a virtual port we have to be able to move product from one line to another in a quick way.   So a connection between Moose Jaw, Regina and Saskatoon is vital   We have a line but that is the one that is going out of service.   Now if we didn’t have that line what would we do?   Choo choo out to Melville and on to Regina then that’s possible and maybe how it will end up, who knows?   The direct line would make more sense.   So to maintain the flexibility in there  it seems to me to be logical that the Craik Subdivision be maintained.   So in my mind in this debate today I think what should happen is that October date should be pushed back so that we can see if actually we would be successful putting in an inland port or  a super port in Saskatchewan.   It’s a grand idea but it wouldn’t hurt very much to set it back a year or two until we get that thing sorted out.   So that’s the quick talk and so forth  as I normally fill three quarters of an hour to see the subject through.   So thanks. 

Bernie Churko-Former President of Saskatchewan Grain Car Corporation (Presentation included Powerpoint material)I know a fair number of you folks over the years thinking back about branchlines.   In 1966  I first started with CP Rail & in ’67 , I think, I  first met Ed and we started at the Saskatoon division at the same time. I was going to say some nice things about Ed as others have said but honesty forbids me from doing that!   Just a brief history because, and I will just go by decades, the whole issue of short lines developed out of a great deal of frustration.   Of the systems that were in place prior to that (In the Sixties)and I can tell you when I first started with CP the Branch line issue was out there and we had clear directions.   I was on the engineering side and on the maintenance side we were told that we were not going to do anything on those lines that the railway did not want to keep other than to make it safe to get the train there and back.   I realized that because this is the same sort of attitude among the railways that is prevailing today.   I think it’s a relatively important one, in the Seventies I started employment with the Provincial government and for most of my years I’ve been involved in the rail industry with the Hall and Snavely commissions where once again we tried to address the branch line issue and as you may recall Chief Justice Hall had stated some lines  would be guaranteed until the year 2000.   It started off that way, but after five or ten years and then essentially what happened is that they became guaranteed for abandonment by the year 2000 and no one invested anymore.   There were a fair number of fights in the Canadian Railway Transportation Commission where people would argue that this or that line should be retained and not abandoned and we won many battles.   But we lost the war because time after time the railway would not invest, not provide service and eventually the line died. So that is why I think a number of us back some time in the mid-seventies began thinking about short-line railways as an alternative because it was apparent that forcing the railway to provide service was like the proverbial horse to water situation.   In the mid-eighties and I know there has been some criticism of the government here of all sorts and I worked for the provincial government but I think my involvement with the provincial government has been positive, although criticized from time to time.   In the mid-eighties I recall a gentleman who is here and had a beard at the time and I were going to a meeting in Truax, when the writ had just been dropped, meaning public servants are not allowed to speak at public meetings, but we decided we were not going to turn around and come back.   This gentleman’s  first question that came up was why we were trying to promote the concept of a short-line between Avonlea and Kildeer.    We were trying to promote one and had selected two lines that never should have succeeded.   So I think it is amazing that Southern Rails  Co-op is a healthy corporation debt free today.   Anyhow the first question was what’s the likelihood of you going to be around after the election?    Ha ha!   I remember that was Paul Beingessner, who became a good friend and worked with me for awhile on rural highways.   But the government of the day had the courage to take on a lot of organizations both railways and especially CP and I recall my past minister of highways at the time and we were getting no where with the railway.   He phoned the President and said “You have to make a choice, you know, we have faxing capability and so on, the Canopus line is not really important to you but it is to us, and so are you going to cooperate or not?”   And the attitudes completely changed but we initiated the first rail line at that point in time. Several of us helping the local community and local communities were the key.   I think the thing that is so clear is that the line is here today because it is based on community ownership, community involvement and community commitment and so you go across and I think as Roger said it’s a complex business like most businesses but you can get people to operate but if you can’t get the revenue and you don’t have the volume the line will not succeed. My point, in some ways and I can go through the eighties and the nineties and certainly I would have to say during the nineties, as indicated by Ed, there were some new programs developed by that government of the day.   And in 1996 we started the short-line unit and I convinced Ed and others to come and staff the thing.   There was a clear commitment to try to make these things work and provide service rather than see the infrastructure being abandoned.   So what I say essentially is this,if you are on a line that the railway doesn’t want to operate which I think is the case with the Craik Subdivision the best thing that can happen is for that line to get on the three year plan, because if it doesn’t it is going to have the same sort of death knell that the Lewvan has had.   The railway kept it on the permanent system and didn’t do a thing for it and now all you see is grass and weeds.   I suggest you have an opportunity today and that is my long term message but we are not there yet as there are some problems with the Federal legislation, but you have an opportunity to breath life into that line that will not be there if the railway keeps the line on the permanent network.   I think Ed mentioned that looks like roughly speaking approximately $3,000,000 has been invested in short-lines.   You do not see that kind of investment in volume branch lines still maintained by the two major railways.   There is much difference in service level.   I do not know of a single complaint were someone has said the short-line is not providing service.    If there is one it is probably one or two; I just don’t have any information, if there is.   Just look at what is happening with the two railways, particularly CN.   All these organizations have been taken to court because of lack of service.   Quite frankly, from the major railways perspective whether or not a business on a small line is successful or not, means virtually zero to their bottom line and secondly because they are market dominant they probably get the traffic, anyhow.    For a short-line it’s their very survival and that’s why you see the service level you do on those lines.    Of course others have talked about this, other benefits, environmental and less road cost.   I’ll talk about this a little because I think there is the potential to be part of a much larger regional system.   When you look at rail freight statistics and how significant it is to Saskatchewan relative to Alberta and Manitoba.   Some of this is dated but it is probably still close to being true.   Fifty-two percent of the value of products moved by rail as a percentage of the total goods produced.   So we more than any other provinces depend on rail.   When you look at rail freight charges as a percentage of commodity values, it is up to sixty percent of the value of the delivery price so it is a huge part of determining whether you are or not successful, so not spending sufficient time to get the best service or the lowest rate, you do at your peril.   From a Saskatchewan perspective where commodities go is important; we don’t consume much here, most is exported East, West and South.   I’m going to focus a little on South because I think we are really deficient in having good rail service to certain parts of the markets South of the border.   When you look at the growth of the American market, it’s significant and they are our biggest trading partner.   When you look at the Mexican market, it’s growing even more rapidly, although there is an order of magnitude difference.   Two million versus five billion, but nevertheless there are significant growth opportunities there.   When I look at Mexico and products entering, rail is significantly less than truck in terms of metric tons moved.   The best economic split between truck and rail is somewhere around five hundred miles.    We need to look at why so many of our commodities are moving by truck.   Looking at economics again it does not make logical sense and clearly some of that has had to do with the kind of rail network we have serving those markets.   Several studies have been shown based on various commodity volumes moving to the U.S. market.   There is a major shortage of hopper cars for specific products nor is there the capacity to construct specialized hopper cars in Canada. With the Canadian rail system, you can see a large number of rail lines with good access to Vancouver and Halifax even with one carrier.   But if you look to the markets South of us, California has as many people as all of Canada and we don’t have any connections there.   In Saskatchewan, if you look straight south to Texas, it has more cities with a population in excess of 1 million than any other jurisdiction in North America.   Mexico is right below us and the only way to get there is through Chicago when you are using a Canadian carrier.   And there is huge congestion as Red mentioned.   BNSF have a connection to Saskatchwan at Northgate.   Again it’s a part of my long term, I’m not sure if it’s a dream, or a pipe dream.   But when you look at the slide, Northgate is right about there and when you compare that to the American market, whether you are looking at the Pacific-Northwest, the L.A. area, San Francisco or to Mexico there are very good connections with BNSF and quite frankly you would have a railway very interested in Saskatchewan traffic as I have talked about on several occasions.   When we look at what’s happening here, people have mentioned branch lines all over being abandoned, most of those will either be already on the abandonment list, frankly if they are not, I concur with Ed, that they soon will be.   One can get frustrated or look at it as an opportunity.   In my view I think it’s an opportunity not only to provide short line service as we know it today but also to potentially support economic development in this province, in a much broader way then it has before.   It’s not only hoppers as Red has indicated, it’s containers  that are becoming a much bigger issue and having good access to more rail routes, the better your competitive alternatives.   Again, whether it’s a pipe dream or not but when you look at Saskatchewan’s rail net work and you think about perhaps a core network, which include Prince Albert which can either be a short-line or one of the lines up for abandonment, you add some of the short lines that exist today and then perhaps you add those that are consideration now for abandonment and on the list you add some joint running rights which are contrary to the Act but just running over the other tracks, which is possible.   Some new links such as up to Prince Albert and in the South and voila you have this interconnected system serving the entire province and not only that but giving you access to three railways.   All of those would have access to CN, CP and BNSF, and I think providing potentially a tremendous opportunity for the province if you are thinking five, ten, twenty years down the road.   So to have these lines just abandoned, takes away that opportunity, for ever.   So in terms of responsibilities to communities be proactive.   So folks it takes leadership and most of the leadership is at the community level.   I look at Glenn here, who has been involved in the West central initiative in that whole Western area where CN said the line was gone.   They had made the decision and they were closing out the elevators.   As soon as the ones were built in Kindersley, Rosetown the line was gone, well those folks took the kind of leadership role that maybe more of us should and said it wasn’t going to happen.   They are now moving over 200,000 tons this year, in that sort of range anyway, is that right Glenn, producer cars.   Very sophisticated computer driven programs and they have a railway there that is quite cooperative, these days and I know there is some idea of looking at short-lines in that area as well.   Nevertheless I’m saying if you’re not going to provide the leadership it’s not likely to happen.   Secondly get some of your bylaws in place.   There are some bylaws relative to net salvage and making sure the railway puts the former right of way in a good condition as they abandoned.   That helps with down the road when you have to sit down and negotiate because those are cost issues for them.   And if the line gets abandoned you should have that bylaw there, in any event.   So I say get some of those things in place early.   Work with your neighbouring communities and the private sector interests and that there are a fair number of shippers to ensure volumes exist to support a railway operation.   It’s all about volumes and people committing to it.   Again I go back to the West Central initiative, if the local communities didn’t commit to that initiative it would not be there today.   Some of the incentives, trucking incentives were as high as $20 a ton to try to attract that out with limited amount of success, although the major grain companies did take some of that away.      But today it’s clearly a successful operation, with very, very strong producer support.   And work with potential operators to assist them in acquiring the railway and it could be financial, but it doesn’t have to be.   In many cases it has been but again the initiative has to involve the communities and people adjacent to the communities, who are all apart of the infrastructure.    Both federal and provincial governments are responsible for creating the appropriate regulatory environment.   I think that the provincial legislation is extremely good.   It was one of my responsibilities before I left government so I can’t really comment.   But frankly there are significant short-comings in the existing federal legislation & it’s those bills right before the house right now, Bill C-11 is being debated in the Senate right now.   Quite frankly I am extremely disappointed that the provincial govt., did not put a single submission.   I was talking to the Farmers Rail Car Coalition and about 25 different members signed off on a paper asking Transport Canada to consider a number of issues. Some of these are around short-lines and Transport Canada acknowledged that we would be consulted before they went any further but we have not heard a single thing.    The fact that the province is not championing our cause I find very disappointing. Quite frankly I also find that much of the Road Agency does not have much courage to do anything different than they have ever done and that I find that a bit discouraging, not withstanding the efforts of Ed’s group.   So we have to press the federal government for some of these changes.   As talked about before, what about assisting programs; they collect $35 million in Saskatchewan diesel taxes per year.   There was a great announcement and I commend them for it that all the fuel taxes the province collects was going to go to roads.   I think that is a good thing and if some of you have been up in that Foam Lake country. I have just received the assignment from the Premier this week to oversee the recovery effort at Fishing Lake and Walsey Lake and it’s a disaster all over.   They definitely need the money but why shouldn’t some of this go to assisting with the development of the short-line industry in Saskatchewan.   In summary, you have a choice you can take some leadership, a real leadership role and make a difference to your community or you can have your rail-line look like this (4 slides of deteriorated track shown).   The last slide shows a section of the Lewvan Subdivision.   Two years ago that was part of the railways permanent network and that’s one of the problems of the legislation they can continue to hold it and hold it and not put a train over it.   Obviously it’s impossible to get over that, technically no one can do any anything.   The U.S. govt. has much better legislation.   If the service isn’t appropriate you can apply.   There’s a case before the agency if the service isn’t adequate & the central agency can force a sale.   We don’t even have that sort of legislation here so that’s frustrating for one that perhaps we could have a better set of legislation & right now we have gone through a fair amount.   Let me take the Craik Subdivision they can go through the process & if they decide at the end, for whatever reason they don’t want to sell that to a short-line operator they can just sit on that for years, forever.   And to me that’s not right.   So again you can be part of that or maybe someday be part of a system like that.   Thank you. 

Elmer Laird Organic Farmer:    Information is being circulated and I have been working on this for quite a while.   I’m sorry so many people have left.   But I want people to know what is the past history of farm organizations and I have several displays here and I am giving you three of them.   A summary of 20th century & maybe before of the farm movement and a display of the Saskatchewan history of 5 years mid-twentieth century.   Some of the copies of reports of the Royal Commission on Agriculture and Rural Life 1952-1955.   That was a time in Saskatchewan’s history when we had the highest level of democracy that ever existed in Saskatchewan in my time.   The Royal Commission (known as the Baker Commission) of Agricultural Life that to find out what every family and individual concerns were at that time.   In the final analysis of assembling the information the Baker Commission held public hearings in 212 communities in Saskatchewan.   Now that’s a record, it’s never been achieved before but I hope it will be again.   Now I have a display outside of convention reports of the Alternatives to Chemicals in Agriculture Conferences 1978-1982.   There were six conferences, mostly paid for by the provincial government to discuss all the ramifications of chemicals in agriculture.   And at that time Doctor W.P. McKinley was the head of the Health Protection Branch and he was a speaker.   And I said to him after he spoke and said “Who is testing the combination of chemicals and their effects on people, wildlife and domestic animals?”   And he said “ Nobody”.   He said they discussed this at the World Health Organization prior to 1977, and it was decided there was no way they could test these combinations.   There have been hundreds of more chemicals put on the market and they’re going through this phony whirly deal.   Then I made copies of the Western Producer editorial of this week, there are some excellent editorials in there about the railways and homestead policy you’ll get a copy of our policy for the 21st century.   That’s the policy of the “Back to the Farm Research Foundation” that was established in 1973 and I’m President of it at this time.   Now Eldon Anderson, he was corporate secretary of Credit Union Central.   He was an excellent photographer and writer, but I was going to read his biography but we don’t have time.   Eldon Anderson made a listing of sixty or seventy organizations that had been built in Saskatchewan since the Territorial Grain Growers got in the car.   Also on page 3 I have a listing of twelve books that will bring you up to date from about 1875 to 2000.   Now we have talked about losing the railways.    The most important thing we have lost in Saskatchewan is the pioneer spirit.   We’ve lost it and I don’t know how we get it back.   Maybe someone else can figure it out, but that’s when people in small communities of less than twelve people,worked together    That’s when small Canadians knew if they wanted something they would have to build it themselves and that spirit’s lost, sadly.   I have a few more things I want to mention.   My experience of railroading on a railroad or two,including the CPR.    The first time I rode a railway was about 1930 and it was from Montmatre to Davidson, Saskatchewan.   In 1940 I got a job changing ties in McMann ,Saskatchewan in June.   Two years later I was working for a logging railroad in Port Alberni, B.C.  As I said before I had made 8 return trips by the time I was 21 from Vancouver to Montreal at tax payers expense.   I was in the airforce then.   And overseas I rode British Railways, German, Dutch railways and maybe Balkan railways.   I can’t remember but anyway when I think of the role railways played in war time; if the railways hadn’t performed the way they did they would never have won the war.   They did excellent service in hauling troops, workers, raw materials and food supplies and that continued on for a long time.   But when the federal M.Ps got air passes that was the end of our good rail service and the thing we need to do is to ban the federal M.Ps  from having airline passes and get them back on the railroad.   The question is how do we get them to ride the rails and the other thing is to nationalize the railways.   The railway should be nationally owned and it doesn’t make any sense to have private and foreign owned railways that are partly Canadian owned.   It doesn’t make any political sense, so lets put that out of our mind.   So this thing that has been discussed is about what has happened isn’t a complete list because what happened is when we were building up the province, when our fathers and grandfathers were doing the work of organizing the co-ops, organizing the municipalities and all these things we knew about it.   Now people today don’t know the history.   The history of the Farm Movement is not taught in schools and my recommendation is that there’s got to be a start of it being taught in school.   It wasn’t even taught in University, was it?   No it wasn’t.    If you are going to build a building and you build the basement you’ve got to know what you’ve got down there before you build anything on top of it so that’s what we’ve got to look at.   Today we have communications, radio, TV, faxes and e-mails and what ever else.   Communications are not as good in the farm community today as they were when I was growing up before we even had a radio.   And I should say we had our first radio in 1935 and that was the year the Canadian Wheat Board was brought in under the Bennett government. Dad did a pretty good job and bought a new riding box and a new radio and each cost about $65 and that was the height of our prosperity at that time.   So these are some of the things.   Have you got a copy of the farm policy?   I’ve been an organic farmer since 1969 and I’m not going to bore you & I’m just going to talk blind.   This is the promise I’m going to leave you: to produce the most nutritious, unpolluted food possible for humans, livestock and poultry consumption.   Thank you.

David Marit-President of Saskatchewan Rural Municipalities: I will keep this brief too, as I’ve got a seven o’clock graduation four hundred kilometers away.   I think most of the issues have already been touched on today.   I come here wearing two hats as President of the organization of the Rural Municipalities and also as President of a short-line railway which has been up and running for just over a year.   We took a line that the year before CP was operating that was moving about 460 cars; during our first year of operation we moved 892 cars, so we definitely have achieved a huge improvement.   I guess the one thing I really want to stress in this part is the community involvement we have and how important it is and it’s been touched on today.   Our rail line is owned by seven municipalities and one private shareholder.   There’s five rural municipalities and two urban municipalities that are sole owners of this line and we’re not making any money.   One thing we were concerned about and its a major factor, to have a service provider.   It was very easy to negotiate the short-line purchase of it; that’s the easy part.   The maintenance and operation of it is astounding, it really is and that’s the huge concern you have.   And I think if you are looking at this rail line, the first people you must have at the table is the municipalities of where this line goes through or may provide a service to.   You must have them at the table and they must be supportive.   That is imperative.   We even had rate payers in our constituency that were not supportive.   In fact some of them were saying what the hell are municipalities doing investing in a railway?   We showed why we needed it and now those very people are using the line.   There are some issues to bring to the table, some them are provincial and some of them are federal.   In our case of the seven municipalities, in fact two of the municipalities had no interest in the railway at all because none of their rate payers did.   One of the communities was just outside of Assinaboia.   Every one in their municipality used the Assinaboia facilities but they still invested in it because they knew it was important to the rest of the communities.   So that’s one good thing I did see about it.   One concern we did have and do have with it and I know I have talked to Ed about this and we have tried to address it, and I think it has to be addressed by the provincial government. And that is when we went to the province to access the rest of the money for the loan they were insistent that they had their name on every title and that’s a real hindrance to anyone trying to purchase a rail line.   It cost us a lot of money because we had to put their name on every title.   In our little fifty some miles there is well in excess of three hundred titles, so that cost us some money and it will cost some money hopefully the day we pay it off, to get their names removed.   What we wanted to do was, put them on Mile 1 because if you don’t have Mile 1 we don’t have Mile 55, and that’s what we really wanted to do, but they said no. We have to have it this way and we went through that discussion but I think it is something that the province could do just to make things just a little easier for the communities, that want to take ownership of their rail lines.   So, I think another thing they have to do, and this has to do with something that we have been working on as an organization, is they have to make it easier for communities to become investors in rail lines.    It is, to put it bluntly, a pain in the arse, for municipalities to become an investor in a rail line through the act of incorporation, and all the other things. You have to hide how you become a shareholder and there are some legal things where as if you could just say you want to invest or if you want to loan money or what ever.    Right now a municipality cannot loan money.   So there are some things that I think the province can do to alleviate those pressures and make it easier for communities to take ownership and hopefully enhance their future. I guess, one comment, and  I get very passionate about short-line rails and branch-lines, is that I would really like it that no rail-lines be ripped up in this province, none whatsoever.   And a good example is ours.   We were a grain dependent branch-line forever and a day.   Next year we have a company coming onto our rail-line that would have had to truck everything out or truck it to Moose Jaw to put in onto rail cars.   We are building a road about 10 miles to haul out  a product called metakaolin to a loading facility that they are building on our short-line. In year 2 they are going to move between 900 and 1200 cars, that is to us the deal maker for our whole thing.   If CP had known this three or four years ago they never would have sold that line.   It’s going to be our lifeline and that is not what is going to go out by truck.   They are still going to move a couple hundred thousand tons by truck.   But by year 3 they want to be well in excess of a million tons.   What I am I saying by that is that you never know what kind of economic opportunities may come to your region or to your area, if there is a short-line there.   I think it’s very, very important to be key on that.   At the same time Bernie & others have raised that the railway is an expensive infrastructure and that you have to look after it.   In our case it’s very true.   We have been very blessed to have Great Western Rail operations be our service provider on our line.   Rail operators do cost money.   The maintenance side is eating up all our revenue.   There are other issues we are trying to deal with federally on car hire rates and those types of things.   These are huge concerns to us and take a good chunk of our profit.   But the biggest one and it was touched on earlier for us is insurance.   I think there is an opportunity for the province or someone.   There is now what they call a short-line group, which is a group of us that have formed an association and I think we should be looking to the province or to the federal government or somebody to under write our insurance.   To give you an example the insurance on our rail-line and we are just an add- on to Great Western Rail, because they have taken the bulk of it.   We are paying about $700 a mile, so it’s very expensive.   So we have to look at those types of things.   I think what I really just wanted to stress to you is that the municipalities have been called on for a lot of things in the last few years and the financial stress is quite onerous, it really is.   In many communities five or six years ago,you weren’t involved in a lot of aspects of what goes on in your community.e.g.   recreation,and all types of different things.   Now we are even into  the recruitment of doctors and nurses.   There’s more and more to it than just looking after infrastructure, we are doing so much more and it’s putting a huge financial burden on municipalities.   But we are doing what we can do.   And I guess, the other thing, is that when you have the agricultural situation, that we have had in this province, over the last number of years, it makes it very difficult for us as municipal councils to just keep raising the taxes.   If you look at the municipal system as far as tax levies are concerned over the past ten years, you would possibly see the lowest rate anywhere in terms of increases.   It does put some burden on local governments and the other havoc maker now, is community involvement.   Everybody is busy if they don’t have two jobs they have three, which means both spouses are working plus if you are farming you are doing something else.   To get these people involved is very difficult.   They all know that there is wealth of youth out of rural Sask., very soon farmers are grabbing these new technologies and doing a good job with it but to get them involved in local government decision making they just say they don’t have time for it.   That’s a huge issue for us.   We do have some problems and that we have to deal with it.   I do have to say, and I have to talk a bit about the municipal structure.   If the municipal structure was different and if I use the Alberta model, I don’t know if you would see many short-lines in this province.   In fact, I don’t know if you would see any because I think there’s a bigger entity and I don’t think they would look at it as being a local or an issue that they would be dealing with and I get that from talking to the Presidents of Manitoba and Alberta.   They just think it’s phenomenal that we are so far ahead on branch-line ownership and working with the parties.   I do want to leave you some information that we do have as far as funding short-lines is concerned.   The province of Sask. is quite unique and SARM will take full credit for this one because signing the New Deal we made sure it was in the deal before we would sign it.   What it means is that if municipalities decide to buy a short-line they can take 20% of their New Deal allocations and put it into the purchase of a short-line rail, because it’s environmentally green, it’s transportation and it was everything that the federal government was asking for in New Deal funding.   We had some push back from both federal and provincial level because they said you are using it to purchase some structural assets that could be sold.   But that was an argument that we won.   You can’t use it for total funding but you can use it for 60%; that is something you can access if you want to use those funds to help purchase. With that I am going to cut it short, we are running out of time and I do have to hit the road and I do wish it was the rail.    Thank you very much.

George Wooldridge- Transport 2000 Activist:   

Thank you very much Mr. Chairperson.   I would like to alleviate any concerns that I will do my Fidel Castro impersonation, which is speaking for 14 hours without notes, although I hear that since he is unwell he has limited that to 12 hours.    I think today, we have done a fantastic job of thinking big and I think now is the time to act big & certainly I’m one of those people who acts big when they can.   I don’t just talk about trains & take pictures of them I also ride them incessantly, perhaps to the point of obsession.   It’s a fantastic experience to ride trains in Canada.  I feel very proud to be part of the fraternity that helps get our goods to port, most of the time and the countless men & women who work on our railways who are unsung heroes; whether they work for VIA Rail or the late lamented B.C. Rail.   Just fantastic!  I think in terms of acting big we have to challenge the thinking that’s going on by our provincial and federal government and also the railway companies, CN and CP specifically.   Which is that we cannot keep thinking no more than six months into the future.  We have to get beyond that sort of quick balance book thinking which is all about only what’s best for the shareholder.

I think that many of the other panelists have touched on this, that we have the real foundations for the creation of a Saskatchewan Regional Railway, utilising the Craik Subdivision, the Tyvan Subdivision, the Lewvan Subdivision, possibly the Outlook Sub. and also the line to Prince Albert, to name a few.   I think we have got some good models out there.   One I would like to specifically talk about is Vancouver Island—the Island Corridor Foundation, who have recently taken over the railway line on Vancouver Island.   This is a federation of municipal governments, First Nations, private businesses and concerned citizens.   They have all come together to take over the Vancouver Island Railway.   The Vancouver Island Railway really is a cat with nine lives.  The CPR wanted to abandon that line as early as the 1960s and they tried until the mid-90s when they gave RailAmerica a shot at killing it.   But it survived and now its in the hands of Vancouver Islanders who I am very certain are going to make sure the line goes on and on because it certainly deserves to.   

The line has so many utilisations.   I was there recently –on Vancouver Island—and even though the train runs “in the wrong direction” and I’ll explain that.   It runs north out of Victoria in the morning and back down in the evening.   With Victoria, that’s the main economic hub of the island, so if you want to commute by passenger train—good luck!   Nevertheless people still utilise the E+N “Dayliner” as the passenger train is called and its surviving and its going to continue to survive.   That’s thanks to people coming together as they used to on the prairies and still do.   The same sort of attitude that helped create the Saskatchewan Wheat Pool and the cooperatives in this province.   That same attitude is on Vancouver Island with the E+N Railway and I think we can replicate that here.   And certainly we are seeing replications of what’s happened on Vancouver Island in Manitoba.  You have the Keewatin Railway which is again First Nations people and municipal governments coming together and taking over something.   They have taken over both the passenger and freight operations from The Pas to Lynn Lake.   Its a fantastic operation because their general manager, you’ll never find him in the office because he’s mostly driving a train and handling calls on his cell phone.   And I think thats the model we have to have.   I’d love to see Hunter Harrison do that but I think I am dreaming there a little bit, I hope not but I think I am.   

We also have some synergies here in Saskatchewan, we have tools available to us, not just the provincial government but the structures of the provincial government.   Take the STC for example, why not turn one of their bus services into a train between Saskatoon and Regina.   There’s a group out in Moncton who rebuild rail diesel cars, old VIA Rail diesel cars and they’d love the work.   We could give it to them.   And also, as much as I have a twisted relationship with CN, I think we could give them operating rights over the Craik line.  When they want to, those communities will benefit because you will have the railway line and then you can say to CN “Okay you want to come back to the house your going to have to pay rent”.   And as Red Williams talked about we have the North-South NAFTA Trade Corridors and the Inland Port in Regina; these are things we have to utilise.

We have to keep infrastructure in place and I don’t think we should allow anyone to tell us in Saskatchewan that our dreams are too big.   We can create those alliances that have been mentioned – First Nations, local governments, local shippers and businesses, Class 1 Railways, VIA Rail Canada and given half the chance they could do so much more in this country.   But we need the federal and provincial governments to invest.   They need to recapitalise as has been mentioned, we need to level that playing field and we need to support passenger train service in this country.   Not just for nostalgic purposes but for so many other reasons that have been touched upon and I won’t go into them in detail.  

We have to look at things like commuter rail and there are growing opportunities, even here in Saskatoon- Just look at the fact that whenever there’s construction on one of the road bridges, its ridiculous.   We have the CPR bridge that goes years and years without maintenance and could be used for light rail transit but it isn’t.   Just think if we had a bridge out and we were using one of the railway lines for light rail transit? We would be able to give people an option and say you can do this everyday not just when the bridge is out.  

We can reduce not only CO2 emissions, but also something that is not talked about, as part of the Kyoto debate is the fact that this needs to be more than Kyoto.   The fact of the matter is that we have epidemic cancer rates due to particulate matter pollution.    Railways can help reduce that and that’s just one aspect.   Again we need to get our governments to get far more active, to reduce truck traffic in terms of the fact that you can utilise a mode but it must be done to its best advantage and with trucks its not long haul.   

You also have to look beyond the narrow economic balance sheet.   We don’t have indicators for the environment and healthcare costs that our current transportation is currently putting on to us, we don’t have that.    We need to bring those things into the equation.   We need to look beyond.   We need to utilise social and economic and broader environmental package perspectives.   Again the environmental discussion we need to expand that its not just Kyoto, its particulate matter pollution and its land consumption-which is going to be particularly important for Canada.   Its’ already an issue on Vancouver Island, which already has a problem that they are running out of space.   It’s a problem that’s already happening in other parts of the world where they have decided to neglect their railways and abandon branch lines.   The United Kingdom is a prime example where they abandoned thousands of kilometers of branch line railway and filled in the space with motorways and roadways that are consuming vast amounts of land making Britain reliant on food imports and making Britain almost unlivable.   I have had experience of that.   They are trying to live a North American life style in a country that’s far too small.   Part of the reason that’s happened is because they turned their backs on something they invented: railways.   Railways are not just about environmental arguments or economic arguments...there’s so much more to it then that.   Railways help social cohesion in a way that’s remarkable.   You can, especially on the Canadian railways and perhaps it’s because of my CanRail Pass VIA Rail odyssey that I have just been on, but you can have unbelievable conversations with people.   You can connect with people in a way you can seldom do in any other way.   Perhaps that’s nostalgia, but I think that as a nation we can afford that, I think as a world we should be able to afford that.   I think it would be fantastic to get Fidel Castro and George W Bush on the same train together and see what would happen.   Of course George W. Bush’s head might explode but of course that’s just my opinion.   I would like to echo Elmer Laird’s words about railways.   The have done tremendous things.   If it weren’t for railways the Soviet Union would have been unable to defeat Nazi Germany at the Battle of Stalingrad.   Because they were able to move munitions and troops beyond the range of German air power and then move them as close to the front line as possible.   So railways have done tremendous things-they have won huge battles so it would be a tragedy to turn our backs on any part of that beautiful legacy, that strong legacy.   

I think we should also remember that it does make good business sense to invest in railways. Because if we do we are giving jobs to people in Moncton, New Brunswick who are rebuilding rail diesel cars, we are giving business to Brandt Roadrailer in Regina, we are giving business to Cando Contracting all across the Prairies. We are giving business to VIA Rail, who thanks to Stephen Harper really needs it.   We are giving business to Canadian Allied Diesel in Lachine Quebec.   This is about national unity.   This is about a proud legacy and this Symposium I hope will be a small part of the regeneration of railways in Canada that we desperately need—we have the expertise and we should use it.   I think I am going to round off by thanking everyone whom has come here today.   I would like to use a quote from the acting profession “that there are no small roles just small actors”  And I like to think you are all wonderful big actors and I hope we all go forward from here and make a big difference—I think we can.  So thank you very much! 

