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Executive Summary
The transportation world is continually evolving as modal usage shifts, new trade corridors and
gateways are established, and technology drives innovation in the field. The challenges and
opportunities facing the transportation sector in Yukon are similar to those faced across
Canada, albeit with some key differences. The Canada Transportation Act Review provides an
opportunity to discuss how best to position Canada and Yukon for the next several decades to
ensure transportation is an enabler of both economic and social growth.
At approximately 483,000 square kilometres, Yukon is the smallest of the three northern
territories, but one with a land mass larger than any of the four Atlantic Provinces. However,
when judged by population, Yukon is the smallest jurisdiction in Canada with only 36,000
residents. Yukon is home to 14 First Nations, 11 of which have finalized their land claim and
self-government agreements with the governments of Yukon and Canada. Yukon’s economy is
largely dependent on expenditures in the public administration and mining sectors, although
the tourism sector does provide significant inputs to the economy as well. In the past decade
Yukon has seen steady growth in GDP, although there has been a contraction in the past year.
The decade-long trend and the recent contraction are reflective of the expenditures in both the
mining and public sectors.
The transportation system in Yukon is reasonably well developed for a northern jurisdiction.
Approximately 4,800 kilometres of all-season highways connect every community in Yukon
except Old Crow, Yukon’s most northerly community, which is served only by air. The highway
network connects inter-jurisdictionally to British Columbia and the Northwest Territories, as
well as internationally to Alaska. The air network includes four certified airports, nine
community aerodromes, and an additional 16 remote airstrips. Daily scheduled air service to
southern Canadian hubs is available, as is seasonal international charter service between
Frankfurt, Germany and Whitehorse.
Delivering a safe, reliable, and sustainable transportation network in Yukon is not without its
challenges. A small population spread over a large geographical area creates unique service
delivery challenges. An equally small tax base from which to generate revenues limits
government’s ability to build, improve and maintain transportation infrastructure. The Yukon
economy is heavily influenced by market forces outside the territory and while the mining
sector does contribute to a significant portion of GDP, it is cyclical in nature.
Yukon also faces a challenge with the overall lack of infrastructure in the “last mile” to
significant mineral deposits. The potential cost of building this infrastructure is beyond the
capabilities of Yukon government to handle alone. The ports for trans-shipping extracted ore
are not in Yukon, and in the case of Skagway, Alaska, are in another country, bringing the
question of secure access to port infrastructure into play.
Yukon also faces a very real challenge with climate change. Permafrost underlies much of the
Yukon’s transportation network. With warming temperatures, Yukon is experiencing significant
degradation of permafrost with associated damage to infrastructure and increased costs in
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maintenance. Rain in January is no longer an unheard of occurrence and shoulder seasons
appear to be getting longer, changing maintenance requirements.
On the regulatory front, Yukon government accepts that it must meet standards and conditions
that are set nationally. However meeting these requirements can strain budgets and capacity,
particularly in the aviation sector where safety and security costs at the main airport in
Whitehorse have increased by over 700% since 2001. Regulatory changes do not always take
into account the unique circumstances at play in the north and often impose a solution
designed for a southern urban setting on a northern rural context.
Despite the challenges, Yukon has several distinct advantages that can benefit not only Yukon
but also the rest of Canada. As a small jurisdiction, Yukon’s governance structure allows it to be
agile and to react quickly to a changing landscape. With 11 of 14 self-governing First Nations,
Yukon has a solid base to provide certainty to investors as well as a largely untapped
investment potential through First Nation business entities. This is not to suggest that First
Nation governments and the Government of Yukon will always agree, nor should they be
expected to on every issue. However, with settled land claims and the certainty they bring,
Yukon is in good stead when compared with other jurisdictions.
Yukon also has a significant resource base from which to develop and expand an economy.
Development of this resource base will bring benefits to the rest of Canada through direct
employment, taxes, and royalty payments to the federal government. Yukon has a tourism
brand that is recognizable and desirable around the world and there are significant
opportunities to expand that market.
While climate change is a very real challenge for Yukon, it is also a very real opportunity. With
potential increased access to northern sea routes, another option for exporting Yukon products
may present itself in the future. The role of Yukon’s transportation network in an arctic-based
supply chain could have a profound influence on the future of the territory. Yukon has also
established itself as a presence on the climate change research front and our work in mitigation
and adaptation can be exported throughout the circumpolar world.
Yukon has the potential to be a major contributor to the economic health of Canada, and
transportation will play a critical role in making this a reality. Moving forward, Yukon
government sees action in four separate areas as key to long term growth: funding
mechanisms, northern gateways, regulatory, and research. Under these themes Yukon
government has relied on three important policy documents to formulate recommendations:
the Government of Canada Northern Strategy, the Council of Ministers of Transportation and
Highway Safety Vision for Transportation in Canada, and the National Transportation Policy as
articulated in Section 5 of the Canada Transportation Act.
Yukon government’s recommendations to the Canada Transportation Act Review Panel are
intended to stimulate conversation about how best to position Canada and the North to ensure
sustainable growth and prosperity over the long term. Through spirited debate and thorough
analysis of options, Yukon government believes a path forward to unlock the true potential of
the North, for the benefit of the North and all Canadians, can be achieved.
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Recommendations
Funding Mechanisms
New Building Canada Fund (NBCF)
1) Commit now to continue “Building Canada” like funding once the NBCF sunsets.
2) In designing future funds have the criteria, processes and funding amounts clearly
established well in advance of the end of the NBCF, allowing provinces and territories to
seamlessly transition from one program to another.
3) Minimize the administrative burden and upfront application process and focus on
outcomes with clear performance measures that show some trust in the individual
jurisdictions’ ability to know where funds need to be expended and how to deliver
needed projects.
4) Provide steady cash flow throughout the life of the fund, recognizing capacity
constraints in the north as well as a significantly shortened construction season. Steady
predictable funding also allows local industry to build internal capacity to be able to
compete for construction contracts and successfully deliver projects.
Airports Capital Assistance Program (ACAP)
5) Transport Canada should, in consultation with stakeholders, review the ACAP with an
eye to streamlining the administrative burden, developing criteria that meet the needs
of airport operators, and adequately funding the program.
Dedicated Resource Infrastructure Fund
6) That Canada works with Yukon government and the other territories to establish a
dedicated resource infrastructure funding mechanism.
P3
7) That Canada works with Yukon government and the other territories to modify the
current funding structures under P3 Canada to maximize the potential of P3s being used
as a delivery mechanism in the North.
Infrastructure Banks
8) That Canada leads a national discussion and debate about the suitability of
infrastructure banks within the Canadian context, seeking views and opinions from a
broad range of stakeholders.

Northern Gateways
9) That Canada initiates discussions with the northern territories and contiguous
jurisdictions on the establishment of a Northern Gateway or Gateways.
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Regulatory
10) Regulation and regulatory program offloading must be accompanied by resources
necessary for successful implementation.
11) Regulations must be evidence based, have clear performance measures and outcomes
identified before implementation, and must be scaled to the appropriate level of risk.
12) Regulatory changes must only be considered after full and meaningful consultation with
all key stakeholders, including First Nations and the public.
13) Regulatory changes must recognize differences in jurisdictions.

Research
14) That Canada commits to extending its support of the Northern Transportation

Adaptation Initiative beyond its planned sunset date of March 2016.
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Introduction
Since the last mandated review of the Canada Transportation Act (CTA), much has changed, not
only in Yukon but throughout Canada and around the world.
Less than three months after the June 2001 release of the CTA Review Panel’s report containing
92 recommendations, terrorist attacks on September 11 shocked the world and ushered in a
new era of increasing security requirements that have had impacts across the transportation
sector. China’s economy, as measured in GDP, has grown six-fold and is now second to only the
United States, while Canadian trade with China has followed this growth trend. The global
economy has continued to integrate and supply chain management and optimization have
become more critical as has security of that system. In this span we have also seen a so-called
commodity super cycle as well as a global financial meltdown accompanied by recessions in
most countries in the world.
Within Yukon, population levels have increased dramatically, final land claim agreements with
11 of 14 Yukon First Nations have been signed, four mines have opened, including one owned
by Chinese interests, and three have closed. For the most part, Yukon weathered the financial
crisis on the basis of a mineral exploration boom which saw record expenditures and large
private and public sector infrastructure investments.
All to say it has been a very volatile and interesting period between CTA reviews and it is
anticipated this environment of change and volatility will continue. Transportation networks
are a critical lynchpin in the health of our society. They enable economic growth, provide social
connection, and in the case of the North, demonstrate and affirm sovereignty over vast areas
with unlimited potential for sound sustainable development that will benefit all Canadians.

Yukon Context
Geography
Yukon is the smallest of the three northern territories with a total area of 482,443 km 2, of
which 8,052 km2 (1.7%) contains freshwater bodies. Bordered by British Columbia (BC), the
Northwest Territories (NWT) and Alaska, Yukon is dominated by mountains, including the St.
Elias Range in the southeast, the Selwyn Range on the eastern border, the Ogilvie and
Wernecke Ranges in central Yukon and the Richardson Mountains in the north. Between these
ranges the landscape is bisected by major rivers, including the second longest river in Canada,
the Yukon, as well as major tributaries such as the Pelly, Stewart, White and Donjek. Large
freshwater lakes dominate the south central Yukon.
A dominant feature in the northern part of the territory bordering the Beaufort Sea is the Old
Crow flats, an area rich in wildlife.
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Demographics
In June 2014, the estimated population of Yukon was 36,667 (Statistics Y. B., 2014). Of this
number 27,962 (76%) lived in the capital city of Whitehorse. There are an additional seven
incorporated and 17 unincorporated communities throughout the territory with populations
ranging from 10 – 1,998. 1
Just over 16% of Yukon’s population is under 15 years of age, 73% is between the ages of 15
and 64 while the remaining 10.5% is over 65, with males registering 51.1% of the population
and females accounting for 48.9% (Statistics Y. B., 2014).
Statistics Canada’s National Household Survey 2011 indicated 23.1% of Yukon’s population
identified themselves as Aboriginal. The median age of the Aboriginal population was 30.7
years compared to 40.8 years for non-Aboriginals (Statistics, Aboriginal Peoples 2011 National
Household Survey, 2014).

Governance
Yukon Government
At the height of the Klondike Gold Rush in 1898, the
Parliament of Canada passed the Yukon Territory Act
establishing Yukon as a distinct geographical and political
entity. The Territory was governed by a Commissioner and
Territorial Council appointed by the federal government. By
1909 the Territorial Council was an elected body; however,
power and authority remained with the federal government
through the offices of the Commissioner. In 1979, Jake Epp,
federal Minister of Indian Affairs and Northern Development,
transferred many of the powers of the Commissioner to the
elected Yukon Council. Yukoners have elected members to
the Legislature under a party system since 1978. The Yukon
Legislative Assembly consists of 19 seats and functions as a
Westminster-style parliamentary democracy.

THE EPP LETTER
Following establishment of party
politics in Yukon in 1978, the
recently elected government pressed
the federal government to transfer
power from the Commissioner to the
elected legislature.
Through a letter of instruction to the
Yukon Commissioner, Jake Epp,
Federal Minister of Indian Affairs
and Northern Development, ordered
the Commissioner’s office to formally
transfer power to the legislature and
to remove the Commissioner from
any executive decision-making role.
The Commissioner resigned in
protest; however, the changes went
through and a new governance
model was established in Yukon.

From 1979 to 2003 federal powers and responsibilities for
select areas of government were devolved to Yukon
government. On April 1, 2003 a new Yukon Act came into
effect, giving the Government of Yukon direct control over a
greater variety of provincial type programs, responsibilities and powers. Administration and
control over public lands, water and resources was transferred to Yukon government as part of
the Devolution Transfer Agreement.

1

For the purposes of this submission, communities include small groupings of residences that rely on the transportation system (i.e.
Champagne, Elsa, Johnson’s Crossing, Keno City, Stewart Crossing and Swift River) but may not be considered official communities with local
advisory councils established under Yukon Municipal Act.
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Yukon does not have full provincial powers or status. The Commissioner is still a federal
representative and Yukon government derives its power and responsibility directly from the
federal government rather than the Constitution Act of 1867 as the provinces do. As such, the
Yukon Territory is not considered to be a sovereign state in the same manner as a province.

First Nations
Yukon has been at the forefront of land claim negotiation and
settlement in Canada since Yukon First Nations presented
Together Today for Our Children Tomorrow to Prime Minister
Trudeau in 1973. This document formed the basis for the
negotiation of comprehensive land claim agreements in Yukon.
In 1993 a final version of the Umbrella Final Agreement (UFA)
was signed between Yukon First Nations, as represented by the
Council for Yukon First Nations, and the Governments of
Canada and Yukon. The UFA provided a common template for
negotiating First Nation Final Agreements.

Self-governing First Nations in
Yukon include Carcross/Tagish
First Nation, Champagne and
Aishihik First Nations, Kluane First
Nation, Little Salmon/Carmacks
First Nation, First Nation of Nacho
Nyäk Dun, Kwanlin Dün First
Nation, Ta’an Kwäch’än Council,
Teslin Tlingit Council, Tr’ondëk
Hwëch’in First Nation, Selkirk First
Nation, and Vuntut Gwitchin First
Nation.

First Nations without Final Land
Currently, 11 First Nations in Yukon have signed Final Land
Claim and Self-Government
Claim and Self Government Agreements. They are modern-day
Agreements include Liard First
treaties and are protected under section 35 of the Constitution
Nation, Ross River Dena Council
and White River First Nation.
of Canada. The Self Government Agreements recognize
individual First Nations as governments and provide First
Nations with the power to enact laws that negotiate the
drawdown of program responsibilities from Canada and Yukon.
The Self Government Agreements are not provided protection under section 35 of the
Canadian Constitution Act, 1982.

Three Yukon First Nations have not signed Final Agreements and remain bands under the
federal Indian Act. There are also six transboundary First Nations, two of which have settled
claims in Yukon.

Economy

Figure 1. Yukon Real GDP by Industry

In 2013, the largest components of Yukon’s
economy, as a percentage of Gross Domestic
Product (GDP), included public
administration (21.4%), mining and quarrying
(19.2%), real estate (13.9%), health care and
social services (7.6%), and construction
(7.1%). Private sector activity in 2013
accounted for approximately 67% of GDP.
Although not an identified industry in GDP
figures, tourism-related activities contribute
to the diversity of Yukon’s economy and
Source: Statistics Canada, Yukon Economic Development
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support employment across a broad spectrum of local goods and services providers. Yukon
business attributed close to $250 million in gross revenue to tourism-related activities. This in
turn would account for approximately 4% of Yukon’s total GDP.
Figure 2. Yukon Economic Growth

Source: Statistics Canada, International Monetary Fund, Yukon Economic Development

Prior to an estimated contraction of just under 1% in 2013, Yukon’s real GDP had posted nine
consecutive years of growth. This was due in large part to the strength of mining exploration
and development, as well as the construction sectors. The contraction in 2013 was below the
national growth rate of 2.0% and was the worst among all the provinces and territories. Lower
construction activity and a reduction in activity in the mining sector were the primary causes of
the decline, demonstrating the importance of the mining sector to Yukon’s economy. In
addition, royalty revenues for producing mines, beyond a low threshold, yield significant
revenues for government coffers, including Canada and Yukon First Nations.
Figure 3. Yukon Labour Market Performance

Source: Statistics Canada, Yukon Economic Development

Over the past decade, Yukon’s growing economy has contributed to a strong performance of
key labour market statistics. In recent years, the size of the labour force and the number of
employed has reached record highs for Yukon, while the unemployment rate has been amongst
the lowest in Canada.
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Yukon Transportation System
Yukon has been inhabited for thousands of years. Archaeological evidence from the Bluefish
Caves in the vicinity of the community of Old Crow indicates human habitation existed at least
10,000 years ago and may have in fact existed over 25,000 years ago.
First Nations used an extensive trail network as well as the waterways of Yukon to travel
between seasonal camps for hunting and gathering, and to neighboring territories for trade.
With European contact in the early 1800s, use of the waterways and trails as the main
transportation networks continued.
In 1896 the first major expansion of Yukon’s transportation system began when gold was
discovered on Rabbit Creek near present-day Dawson City, igniting one of the world’s great
gold rushes. The age of steam came to Yukon and by the early 1900’s, a narrow gauge railway
ran from Skagway, Alaska to Whitehorse and shallow draft paddlewheel vessels ran
downstream on the Yukon River to Dawson City.
By 1927 commercial aviation was established in Yukon, further expanding the existing
transportation network. In the early years of the Second World War, aviation expanded its
reach in Yukon with the establishment of a series of aerodromes called the Northwest Staging
Route, allowing war materials, including aircraft, to be shipped by the United States to allied
forces as part of the Lend-Lease initiative.
When the United States entered into the Second World War in 1941, a new age in Yukon
transportation was born with the building of the Alaska Highway from Dawson Creek BC to
Fairbanks Alaska. The 2,400 kilometre pioneer route, built in an amazing 10 months, formed the
major highway artery in Yukon. In the mid to late 1950’s road access was increased in the
territory with construction of the Klondike highway north to Dawson City, spelling the end of
the riverboat era. In the 1960’s and 70’s further road expansion was completed to access
mineral rich areas and connect isolated communities. The last major highway construction
project in Yukon was completed in 1979 with the opening of the Dempster Highway, connecting
Inuvik, NWT with southern Canada.
Table 1. Yukon Transportation Network Tangible Capital Asset Values
Asset Category

Asset Cost
Opening Balance 2014/15

Airport Runways
Bridges and Culverts
Highways and Surfaces
Buildings
Land Improvements
Equipment
TOTAL

$ 28,365,920
$161,183,185
$744,198,283
$ 66,324,851
$ 17,928,843
$ 65,359,098
$1,083,360,180

Net Book Value
Opening Balance 2014/15
$ 17,789,513
$128,012,530
$492,782,843
$ 37,275,386
$ 15,900,779
$ 23,939,244
$715,700,295

Percentage of Total
Net Book Value
2.5%
17.9%
68.9%
5.2%
2.2%
3.3%

The total current net book value of the transportation network including equipment and
facilities needed to maintain it is $715,700,295. As shown in Table 1, the highest value
components of the system are highway related.
Government of Yukon Submission to the Canada Transportation Act Review Panel – April 2015
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Service Delivery Model
All public transportation infrastructure in Yukon is built, maintained, and regulated by the
Government of Yukon through the Department of Highways and Public Works (HPW).
Highway, bridge, paving and airport construction is coordinated and managed through HPW.
Actual construction projects are tendered to private sector contractors.
Highway maintenance activities are conducted by HPW forces. HPW maintains a network of 20
Highway Maintenance stations located in all incorporated communities, four unincorporated
communities and eight remote locations. HPW forces are also responsible for the Bituminous
Surface Treatment (BST) program, including application and maintenance.
Airport maintenance activities are carried out by dedicated Aviation Branch forces at four
certified airports, while highway maintenance forces are responsible for maintenance activities
on the remainder of the system.
HPW is also responsible for regulation of the transportation system through Motor Vehicles
licensing and registration, as well as National Safety Code and Carrier Compliance operations
conducted at strategically located weigh scales.

Highway Network
For a small territory, the Yukon highway network is fairly well developed. Major highways
connect all communities in Yukon, with the exception of Old Crow in the north. All-season
connections with BC are maintained at four access points, three all-season and one seasonal
international border crossings with Alaska are located on major highways, and year-round
access to the NWT is also maintained. Yukon highways include two coastal mountain passes and
the only all-season highway in Canada to cross the Arctic Circle.
Yukon highways also form part of the National Highway System (NHS). The Alaska Highway and
South Klondike Highway are designated as Core Routes and the North Klondike and Dempster
Highways are designated Northern Remote Routes under the NHS.
The maintained highway network is comprised of 4,820 kilometres. Of this, 2,561 kilometres
are gravel, 350 kilometres are asphalt pavement and the remaining 1,909 kilometres are BST.
Also known as chip seal, BST is an oil emulsion-based treatment that provides a hard surface
covering for gravel roads and provides a cost effective alternative to asphalt pavement. BST and
pavement surfaces are rated annually and currently 78 % of the network is considered above
the acceptable condition index.
Not included in this figure are several hundred kilometres of roads constructed by resource
sector interests over the years which are not maintained by Government of Yukon. These roads
provide access for mineral exploration as well as back country access for the public. When new

Government of Yukon Submission to the Canada Transportation Act Review Panel – April 2015

Page 6

resource developments are proposed, these roads often form the basis for industrial access,
although all would need significant upgrades to get to a suitable standard.
The highway network includes 132 bridges; of these 32 will exceed their remaining service life
within the next 20 years. Overall 92% of bridges are deemed acceptable under current ratings
while only 36 % are considered to have an optimal bridge condition index rating. The highway
network also includes 237 multi-plate culverts with spans over two metres. Of these, 32 will
exceed their remaining service life within the next 20 years, while 92% are considered
acceptable and 58% are considered optimal under the culverts sufficiency rating index.
Figure 4. Yukon Transportation Network

Source: Yukon Transportation Engineering Branch
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Seasonal weight restrictions are placed on a significant percentage of Yukon roads each spring
to minimize impacts to the highway infrastructure. Gross vehicle weights for trucks are reduced
to 75% legal axle loading over approximately 60% of the system and 100% legal axle loading
over the remainder. As frost comes out of the road bed, restrictions on all highways are set at
100% legal axle load before being removed altogether once the spring thaw is completed. Once
the restrictions are removed, overweight permits can be issued and bulk haul operations can
resume.

Air Network
The Government of Yukon maintains and operates four airports and 25 aerodromes throughout
the territory. The four certified airports include Watson Lake, Whitehorse, Dawson City and
Old Crow. Of the 25 aerodromes for which the Yukon government is responsible, nine are
located in communities and the remainder are remote airstrips normally located adjacent to
existing highways (Figure 4). The Yukon government also manages the Community Aerodrome
Radio Stations (CARS) program at eight aerodromes on behalf of Nav Canada. The CARS
program provides aircraft landing and takeoff information, radio communications, flight
planning assistance and weather observations.
Erik Nielsen Whitehorse International Airport (ENWIA) is the main hub in the system. Daily
scheduled domestic jet service is provided to Whitehorse by Air Canada and Air North with
direct flights to Vancouver, Edmonton, Calgary and Ottawa (via Yellowknife). Summer service
with direct flights to Vancouver is also provided by WestJet. Condor Airlines also provides a
weekly summer charter service with direct flights to and from Frankfurt, Germany.
In 2014, Holland America Lines (HAL), in association with Air North, began daily charter flights
between Fairbanks, Alaska and Dawson City, Yukon as part of their cruise ship/tour operations.
This service is scheduled to run again in 2015, but HAL has not given any official indication of
service beyond that.
In addition to the major carriers, several smaller fixed wing and rotary charter companies
provide medevac, industrial and tourism services throughout Yukon.

Rail
The rail system in Yukon is owned by the White Pass and Yukon Railway (WPYR). In the 1960’s
the WPYR ran between Skagway and Whitehorse and was the first intermodal containerized
shipping operation in Yukon servicing the Faro lead/zinc mine. Since the initial mine closure in
the early 1980’s, the rail system has not had an industrial use and trains have not run into
Whitehorse since that time. WPYR currently runs a seasonal tourist operation between
Skagway, Alaska and Carcross, Yukon, servicing the cruise ship industry in Skagway.
WPYR has given no official indication of a desire to restart industrial operations and any
expansion of service to Whitehorse will require upgrades of the existing track.
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Marine
The Yukon government operates two seasonal vehicle ferries at Dawson City and Ross River.
Commercial river traffic is limited and consists mainly of private barge and ferry operations
serving the mining industry. Wilderness tourism companies operate on most Yukon Rivers.
Mineral export from Yukon is currently accomplished through the Skagway, Alaska port and the
Stewart, BC port. There is potential for industrial shipments through the Haines, Alaska Port as
well but this would require upgrades to the current port configuration.
A major marine implication for Yukon is the cruise ship traffic in Skagway. Several Yukon-based
tourism operations work in conjunction with HAL and any sudden reduction or termination in
cruise ship dockings would adversely and significantly impact the territorial tourism market.
These trips are generally packaged as cruise ship passenger day trips by rail and bus into
Carcross and Whitehorse throughout the cruise season.

Transportation System Usage
Highway Traffic Volumes
Compared to many southern jurisdictions, even the busiest highway in Yukon would seem
relatively empty. The lack of overall numbers of vehicles does not reduce the critical nature of
highways on which they are travelling. Average daily traffic is less than 100 on many highways
in Yukon. The Alaska Highway through the Whitehorse corridor is the busiest route in the
territory. In addition to local traffic, the majority of through traffic to and from Alaska and the
NWT also traverses this route.
Figure 5. Whitehorse Corridor Daily Traffic Volumes

Source: Yukon Transportation Engineering Branch
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Air Travel
Passenger and aircraft movement at the ENWIA has been increasing steadily for the last 10
years. In 2014 a new record number of just over 311,000 enplaning and deplaning passengers
was set for Whitehorse.
Figure 6. ENWIA Passenger and Aircraft Movements

Source: Yukon Transportation Aviation Branch

Aircraft movements at community airports and aerodromes are heavily dependent on industrial
activity. When mineral exploration is at its peak so are aircraft movements, as equipment,
materials and personnel are often moved into remote exploration camps by air.
Figure 7. Annual Aircraft Movements at Yukon Community Aerodromes

Source: Yukon Transportation Aviation Branch
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Challenges
Sustaining a healthy society in the North is not without its challenges. From the nature of the
land itself, to the realities of a small and dependent economy, there are significant differences
between issues the northern territories face and those which southern jurisdictions encounter.

Socio/Economic
Geography/Community
Ensuring connectivity and the free movement of people and goods with a small population
dispersed over a large geographical area, sometimes working under extreme weather
conditions, presents significant challenges.
Considering the Yukon population in terms of routes forming part of the NHS, there are
approximately 17 people per kilometre of highway. In comparison, in Quebec there are
approximately 1,450 people per kilometer of NHS designated highway. When the Whitehorse
population and local area highway network are removed from the equation, the number of
people per kilometre of Yukon roads is less than two. A Yukon highway in a January blizzard can
be a very lonely place. In Old Crow, it is not even a question of the number of people per
kilometre of highway, as there is no all-weather road access and the citizens are therefore
entirely dependent on reliable, economical air transport.
All of the communities in Yukon rely on the transportation system to provide the connectivity
needed to sustain them. Be it food, fuel, dry goods, building materials, medicine, or books,
there is very little consumed in Yukon that isn’t imported on some piece of the transportation
network. Reliable and cost-effective transport is critical to the sustainability of all Yukon
communities.

Population
While the Yukon population has grown significantly over the past decade, it is still the smallest
jurisdiction in Canada. This creates its own challenges, since a small dispersed population still
requires an acceptable level of service.
The importance of Yukon’s transportation sector is demonstrated by the health care system.
There are three hospitals, located in Dawson City, Watson Lake and Whitehorse. All
incorporated, and some unincorporated, communities have nursing stations which are
intended to give primary care only. In the event of a medical emergency, patients are
transferred to one of the three hospitals, either by road or air medevac. In very serious cases
patients are transferred from Watson Lake or Dawson to Whitehorse by air and then may be
sent to hospitals in British Columbia or Alberta. As an example, for someone requiring
emergency medical treatment in the community of Faro, a medevac aircraft dispatched from
Whitehorse would have the patient back in Whitehorse for transport to the hospital in two
hours. If the runway in Faro is unserviceable, a trip by ambulance on the highway (assuming it is
serviceable) would take approximately four hours one way.
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The small population dispersed around the territory also means the transportation network
needs to be available at all times to facilitate the movement of goods and people. A remote
Yukon highway requires the same level of winter maintenance for five vehicles per day as it
does for 500.
Figure 8. Yukon Population Trend

Source: Yukon Economic Development and Yukon Bureau of Statistics

The small population also presents challenges in relation to workforce. With a very low
unemployment rate, finding and retaining employees to work in the transportation sector can
be difficult. Without adequate numbers of trained employees, service delivery can be difficult.
Attracting workers north, especially in professional vocations such as engineering, can also be
difficult when the economy in southern Canada is strong.

Fiscal
Budgets
With a small jurisdiction and a limited tax base, Government of Yukon revenues consist mainly
of transfers and recoveries from Canada. Of the total 2014/15 estimated revenues of $1.2
billion, federal transfers and recoveries accounted for $1.0 billion or 83%. Of the remaining
17%, third party recoveries were estimated to be $37 million (3%), tax revenue was
approximately $128 million (11%) and other revenue2 was $31 million (3%). Yukon does not
have a territorial sales tax.
In 2014/15 the total appropriations of the Yukon government for Operations and Maintenance
(O&M) and Capital (CAP) were estimated to be approximately $1.02 billion. Over the past
several years, the budgetary O&M allotments to transportation has averaged approximately 6%

2

Other revenue includes permitting and licensing fees, fines, and profits from government operations as well as resource royalties. Resource
leases and royalties in 2014/15 were estimated to be $233,000.
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of the total O&M appropriation, while the CAP allotment to transportation has been between
25% - 30% of the total CAP appropriation.

Resource Revenue
Yukon government signed new resource revenue arrangements with Canada in August of
2012. These combine oil and gas revenues with minerals, forestry, water, and land resource
revenues. Resource revenues include royalties plus fees, permits and licence revenues,
including bonus bids for exploration, extraction and development. Under these arrangements,
Yukon government will realize a net benefit of 50% of Yukon’s resource revenues capped at 5%
of Yukon’s Gross Expenditure Base in the Territorial Formula Financing (TFF) arrangements. The
other 50% and any amount over the cap, is used to reduce Yukon’s TFF grant from Canada.

Infrastructure Funding Programs
In addition to receiving base funding, over the years Yukon government has also taken
advantage of various federal infrastructure funds such as the Municipal Rural Infrastructure
Fund (MRIF), Canada Strategic Infrastructure Fund (CSIF), Building Canada Fund (BCF) and the
Infrastructure Stimulus Fund (ISF). On the aviation side, Yukon government has accessed the
Airport Capital Assistance Program (ACAP) to fund several projects and equipment purchases
over the life of the program. Municipalities in Yukon also access the Gas Tax Fund for projects
specific to their communities.
These funds have been well used in Yukon and the territory has seen substantial gains made in
needed infrastructure improvements. Yukon government is currently developing an updated
Yukon Infrastructure Plan which will determine the projects to be funded under the New
Building Canada Fund.
The challenge with all these funds, except ACAP, is they are not transportation specific. As such,
transportation needs are weighed against all the other infrastructure needs in the territory, and
in the North other infrastructure needs often take priority. For example, in the original Building
Canada Fund, approximately 25% of the available Yukon funds were spent on highway and
bridge projects, while the remaining 75% was dedicated to water, wastewater, local roads, solid
waste, and green energy. This illustrates that the infrastructure needs in the North are
widespread throughout all sectors.
The New Building Canada Fund administrative processes have been changed and are more
onerous than the original fund. This includes additional upfront documentation requirements
and staged approval processes, which will increase administrative costs and timelines
associated with project approvals and delivery.
With ACAP, the challenge has been the overall lack of funding in the national program and
competition for the funds across the country. As well, the criteria for project selection limit the
ability of a jurisdiction such as Yukon to fully access the program for needed improvements.
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Yukon government has also been the beneficiary of federal U.S. funding for highway
reconstruction through the Shakwak agreement signed by Canada and the U.S. in 1977. This
funding was dedicated to the reconstruction of the Haines Road in Yukon and the Alaska
Highway between Haines Junction and the Canada/U.S. border in northwest Yukon, a total
distance of approximately 520 kilometres. The agreement was signed in recognition of the
strategic and economic importance of the route to the State of Alaska as well as the fact that
the majority of traffic on these highways is American. To date approximately $460 million has
been funded by the U.S. Due mainly to permafrost degradation on the northwestern portion of
the Alaska Highway, it is estimated an additional $340 million will be required to complete the
terms of the agreement.
In July 2012 the U.S. Congress passed a new transportation bill, MAP-21, which removed all
reference to the Shakwak project. As a result, the project is currently not funded and reserved
funds available for reconstruction will run out in 2017. This will leave Yukon government with
an annual $8 to $10 million gap in its current capital program for transportation. Lobbying
efforts are ongoing to see funding reinstated and the project completed as per the terms of the
agreement.

Nature of Resource Sector
World commodity prices have a direct impact on the level of activity in the mining sector in the
North. For example, prices for copper and zinc, two important base metals in Yukon, have been
quite variable over the past 15 years.
Figure 9. Copper and Zinc Historic Prices

Source: Metalprices.com, Yukon Economic Development

Exploration activity is influenced by these mineral prices and can boom suddenly, as was
experienced in Yukon in 2011, and can drop off just as quickly. The demands on the
transportation system during an exploration boom are mainly on the air sector, with increased
usage of remote and rural aerodromes and airstrips. Existing access roads are often adequate
to facilitate exploration traffic.
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Figure 10. Historical Yukon Mineral Exploration and Development Expenditures

Source: Natural Resources Canada, Yukon Energy Mines and resources, Yukon Economic Development

The value of mineral production in Yukon has steadily increased over the past 15 years.
However, producing mines can be forced to suspend operations when commodity prices
decline, as was witnessed in January 2015 with the temporary closure of the Wolverine mine
operated by Yukon Zinc. Despite these fluctuations there has been a significant increase in
mineral production, largely from three sources: Capstone Mining Minto Mine, Alexco
Resources Bellekeno Mine, and Yukon Zinc Wolverine Project.
Figure 11. Yukon Mineral Production

Source: Natural Resources Canada, Yukon Economic Development

The lead time to bring a mine from exploration to production is also extensive. At any point
during the development stage, a change in mineral prices can have a significant impact on the
financial viability of a project. Even after a resource is proven, feasibility studies are completed,
environmental assessments are done, consultation with local First Nations which may result in
the signing of benefits agreements is concluded, and permits and licences are issued, a project
may still not proceed due to a lack of financing. This is currently the case for a mine project in
central Yukon.
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The inherent volatility of the industry makes planning and conducting improvements to public
infrastructure for mining activities very difficult. As with mining, significant infrastructure
upgrades cannot happen overnight. Lead times for design, environmental assessments,
permitting, contracting and construction can be several years. Ensuring the correct investments
are made to maximize public benefit and enable economic growth is critical and unfortunately
there are not very many major mining properties located adjacent to existing high-grade
transportation infrastructure.

Infrastructure
For the most part, the transportation infrastructure in Yukon is in good condition. Like most
jurisdictions in Canada, Yukon does have aging pieces of its network that need replacing as well
as portions that are in sub-optimal condition. Maintaining the system within the budgetary
constraints that are normal in every public sector will always be a challenge. Therefore the
focus in this section will not be the “infrastructure deficit” but rather other factors which
impact the system.

Redundancy and Resiliency

Photo 1. Alaska Highway washout at Rancheria, June 2012

On June 7, 2012, a significant rainfall
event started across much of south
central Yukon. The combination of heavy
rains on a snow pack resulting from
heavier than normal snowfalls the
previous winter caused exceptional
run-off. By late in the day on June 8,
Yukon was essentially an island. Major
mudslides and highway washouts had
closed the Alaska Highway in the
southeast and northwest Yukon. The
Campbell Highway and the Nahanni
Range Road north of Watson Lake were
both closed due to washouts and
flooding. The Klondike Highway was
closed south of Carcross due to a
mudslide and several culverts and bridges
along the Haines Road were in danger of
washing out. Over the course of the next
four days HPW crews and hired
contractors worked around the clock to
re-open the main arteries with the main
washout at the Alaska Highway south of
Whitehorse repaired and the highway reopened late on June 11.
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This incident demonstrated the vulnerability of the Yukon’s highway network. Once the Alaska
Highway washed out and the Campbell Highway was impassable, there was no alternative land
route from southern Canada into the territory beyond the community of Watson Lake. The
same issue of redundancy and the lack thereof is true throughout Yukon. When the Dempster
Highway closes due to flooding or weather, there is no inter-jurisdictional travel possible to or
from the Mackenzie Delta/Beaufort communities of the NWT by road. If the Klondike Highway
washes out north of Carmacks, nothing can move to communities or industrial sites in the
central and northern Yukon or the NWT without a major detour to the west into Alaska then
back to Dawson City.
This built-in vulnerability and lack of alternative routes make resiliency critical. This reality isn’t
going to change, but it does present a challenge that isn’t faced to the same extent in southern
jurisdictions, where reasonable options for re-routing traffic are often, although not always,
available.
Resiliency is the ability to react to a major incident and get the system back up and running. A
lack of overall resources, and the distances involved to access them, limits Yukon’s ability to
quickly react to major events. Yukon forces have done very well in the washouts, bridge
failures, and ice storms that have occurred to date; however, should a major structure fail on a
critical route, it could be expected to put the system out of operation for an extended period
until materials could be accessed from other jurisdictions. As a small jurisdiction Yukon
government cannot afford to maintain significant stockpiles of rarely needed materials and,
depending on the nature of the event, may not have local contractors capable of doing the
work required to bring the system back to a fully functioning state.
The key to the resiliency dilemma is detailed emergency planning; however, even with robust
plans in place, Yukon will rely on fragile and vulnerable northern transportation networks in
neighboring jurisdictions to transport goods and services in a timely manner when needed.
Depending on the breadth of the event, this may not always be possible.
Resiliency and redundancy are important in every jurisdiction. In Yukon, due to the generally
very reliable and accessible transportation networks, suppliers tend not to maintain large
quantities of essential goods and rely on just-in-time delivery to a large extent. Stockpiles of
heating and transportation fuels are often measured in days not weeks. This puts additional
pressure on those tasked with ensuring the system is open and operational.

Lack of Infrastructure
As noted previously, Yukon has a fairly well developed and efficient transportation
infrastructure. However, for significant industrial development to occur, many access routes
will need to be substantially upgraded. Where roads do exist into mineral rich areas, they are
not normally constructed to a standard that will accommodate any major industrial traffic,
either for hauling construction materials into a site or hauling product out.
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To enable economic growth through mineral development, Yukon faces a significant challenge
in how to facilitate access improvements and where to focus available resources. Currently,
three major corridors into mineral-rich areas are in need of upgrades. Of these, the Nahanni
Range Road corridor is in the best condition but even here tens of
millions of dollars in improvements would be required to bring
the route to a standard suitable for industrial traffic. The Canol
The Canol Road and Pipeline
corridor is very close to the same condition as when it was built to
facilitate construction of the Canol Pipeline in 1943 and would
In October 1942 survey work
require upwards of $100 million in upgrades to bring it to an
began on construction of a 925
kilometre road and pipeline to
industrial standard. The Dawson Range Access corridor could
carry crude oil from Norman
support numerous mining properties; however, the cost of a full
Wells, NWT to a refinery under
upgrade is in the $200 million range.
construction in Whitehorse.

Private Sector Involvement in Transportation
Infrastructure
In Yukon, most of the operators in the mining sector, beyond the
placer industry and the current operating mines, are junior
companies. These will likely need to either partner with an
established major mining firm to bring a project to development,
or they will sell the property to a firm that can.

By December 1943 the first oil
was being pushed into the
pipeline in Norman Wells,
reaching the Whitehorse
refinery in April 1944.
Despite the hundreds of millions
of dollars in construction costs,
the refinery was shut down in
March 1945 less than a year
after production began and the
transport of oil from Norman
Wells was abandoned.

Junior mining companies are therefore rightly focused on proving
the resource, obtaining permitting and getting the property to a
stage it would be attractive for an investor or purchaser.
Unfortunately, these companies do not often have sufficient
financial resources to put towards very expensive access
upgrades and as a result, normally look to the public sector to fulfill this role. This is not to
suggest that a major miner would not also expect government to improve access, only that they
may have options to contribute to the costs of upgrades that a junior company would not.
In 2013 Yukon government approved the Resource Access Road Framework, which lays out
several high-level principles of government’s roles and responsibilities in regards to mineral
access. The framework clearly articulates Yukon government’s view that industry needs to be
part of the solution to access problems that may exist. The challenge is bringing the framework
to life through specific project agreements.
To date Yukon government has not attempted a public private partnership (P3) to deliver
transportation infrastructure. The size of the projects, limited opportunity for steady revenue
streams, limited local capital markets, and a general lack of expertise in P3s within Yukon have
limited their potential use. Fortunately, Yukon’s larger mineral deposits are relatively close to
existing highway corridors (North Canol, Freegold, Nahanni Range Road) and given a degree of
geological concentration, there is a potential to structure a large-scale P3 investment based on
distributed private/public infrastructure asset ownership and cost and risk sharing. The current
investment market is not favourable for mining sector investment; however, declining
development and energy costs coupled with reduced ROI expectations may lay the necessary
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foundation for one or more P3 projects to unfold. Government facilitation and support may
well be required to provide incentive for sector investment. The Yukon government does
recognize some potential in P3s to help facilitate large scale resource access in the future.

Security of Port Access
Base metal mining operations in Yukon currently depend on two ports, Skagway, Alaska and
Stewart, BC, to ship material and to bring in large mill components during construction. Access
to the ports is critical for the economics of any base metal mine in Yukon and for the economic
health of the territory moving forward.
While Yukon and Alaska have very positive working relationships, Yukon’s ability to influence
decisions made in the Port of Skagway is limited. The Municipality of Skagway, in cooperation
with the Alaska State government, is currently planning improvements to the ore handling
capabilities of the port through its Skagway Gateway initiative. Yukon supports expansion of the
port to accommodate bulk shipments as well as cruise ship capacity, but ultimately it is up to a
foreign jurisdiction to accomplish these changes. The current administration and population in
Skagway is favorable towards bulk ore shipments, which have historically buoyed the local
economy. However, that may not always be the case.

Suitability of Current Infrastructure
The Alaska Highway in the Whitehorse municipal corridor has the highest traffic counts in
Yukon. In addition to handling commuter and local traffic, every vehicle, including tourist traffic
and freight or ore trucks, must pass through the corridor to reach destinations outside of
Yukon. Sections of the Whitehorse corridor are at capacity and the Yukon government is
embarking on a significant upgrading program to make improvements to the corridor. These
will increase safety for vehicles, non-motorized traffic, and pedestrians, while improving transit
times and efficiency of truck flow through the area. Immediate improvements over the next
five years are estimated to cost approximately $52 million. Future improvements will be based
on population trends, with medium term improvements to 2030 estimated at $50 million and
long term improvements to 2045 estimated to cost an additional $93 million.
Large portions of the Yukon highway system are subject to seasonal weight restrictions beyond
100% legal axle loads, due to the underlying weakness of the subgrade. For example, the
Klondike Highway north of Carmacks must go to 75% legal axle loading for several weeks each
spring. The economic impact of this is felt in lower load limits and increased trucking costs for
communities and industry north of Carmacks. Likewise, the Campbell highway must go to 75%
legal axle loads which impacts mine bulk haul and resupply operations.
At an estimated cost of $500,000/kilometre in upgrades to the Klondike Highway from
Carmacks to Dawson, expenditures of approximately $177 million are likely. Upgrading the
Campbell highway from the reconstructed portion to the access of a mine in temporary
shutdown would amount to approximately $45 million. Maintaining 100% axle loading
throughout the year may be a desirable goal but government must ensure the potential
economic benefits outweigh the costs.
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Airports, aerodromes and airstrips are critical components of Yukon’s transportation network.
The current commercial aviation fleet in Yukon is well suited to using gravel runways. However,
as carriers move to renew their fleets, there is mounting pressure to pave northern runways to
accommodate newer generation jets. For example, in Dawson City the gravel runway currently
supports seasonal jet service with the Yukon based carrier, Air North, flying a Boeing 737 with a
gravel kit. Air North is replacing the current aircraft with models that do not have the gravel kit
(Boeing no longer supports the kit) and there is concern that without a paved runway in
Dawson City, continued jet service there could be compromised. There are also similar
demands from communities for improved services and infrastructure at local aerodromes.

Climate Change
Yukon is experiencing the effects of climate change in a couple of key areas; degradation of
permafrost and changes in seasonal weather patterns.
Figure 12. Permafrost Distribution in Yukon

Permafrost is soil or rock that is continuously below 00C for a period of two or more years. This
frozen ground can vary in thickness from a few to several hundred metres. Approximately 25%
of Yukon is underlain by permafrost. This varies from areas with continuous permafrost in the
North through to sporadic discontinuous permafrost in the southern Yukon. From a
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transportation perspective, infrastructure in several areas of Yukon is impacted by the presence
of permafrost. Of interest in Figure 12 is the fact that many of the potential mineral access
routes are also in areas with known permafrost challenges.
Photo 2. Permafrost Core Sample

Photo 3. Thaw slide on cut Slope

Photo 4. Permafrost degradation along guard rail on the Alaska Highway

Permafrost that stays frozen provides a very stable base for transportation infrastructure. The
problems arise when it melts. Much of the permafrost in central and southern Yukon is warm
permafrost, meaning the average temperature is usually only -1oC. As such, even a small
increase in overall temperatures or exposure of ice lenses to warming conditions can have a
significant impact on infrastructure. As material is encountered in the discontinuous zone, it
must be dealt with and then the road must be maintained afterwards as thaw and settlement
can continue for years. As the preceding photos demonstrate, the impacts from melting
permafrost can be dramatic not only during construction but also in subsequent years.
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Trying to maintain a safe and efficient highway under these conditions is not easy nor is it
inexpensive. On the North Alaska Highway, Class 3 BST currently lasts approximately 3.5 years
before the condition index is at a level that rehabilitation is triggered (Figure 13). This compares
with an average lifespan of 14 years in non-permafrost areas. Additional
maintenance/rehabilitation costs in permafrost areas are as much as $22,000 to
$36,000/kilometre/year or almost 10 times that of non-permafrost areas.
Photo 5. Permafrost degradation in highway right-of-way

Although records are too recent to indicate a sustainable trend, anecdotal evidence suggests
shoulder seasons are getting longer, and weather patterns are emerging that are having a
significant impact on transportation maintenance activities. Thawing temperatures and
occasional rain are no longer uncommon or unexpected in the normally very cold months of
January and February. As temperatures increase, melting and freezing action on the highway
Figure 13. Surfacing Performance Under Melting Permafrost Conditions

Source: Yukon Transportation Engineering Branch

Government of Yukon Submission to the Canada Transportation Act Review Panel – April 2015

Page 22

necessitates increased use of sand and salt to maintain a safe driving surface. On paved
runways the use of chemicals increases substantially to ensure necessary traction is
maintained. This freeze thaw cycle is also extended further into the fall and spring of each year,
changing required maintenance procedures.
Establishing required ice bridges has also been impacted. In Dawson City in 2014, an extra two
kilometres of ice bridge had to be constructed to avoid an open water lead that did not freeze
over completely. In 2013 a planned winter road to the community of Old Crow from Eagle
Plains on the Dempster Highway was cancelled due to a lack of snow needed to build the road.
The road was built under less than ideal conditions in the winter of 2014.
Summers have also been progressively cooler and wetter in recent years, which can impact
construction progress in the very short northern construction season.

Regulatory Impacts
Yukon government accepts that regulations do change and must change over time. Over the
past decade improvements have been made in some federal regulatory functions. For example,
from a transportation practitioner’s perspective, changes to the Navigable Waters Protection
Act have been positive and have streamlined approval processes to a large degree.
A larger challenge is regulatory changes that are proposed in the absence of detailed risk
assessment or consideration of impacts on northern jurisdictions, as well as the continuing
offloading of responsibilities from the federal government to the provinces and territories
without any accompanying resources.

Highway
Highway regulations are for the most part a provincial/territorial jurisdiction. Significant
progress in harmonizing regulations between jurisdictions has been achieved through
collaborative efforts over the years.
Transport Canada does retain responsibility for several pieces of highway-related legislation
such as the federal Commercial Vehicle Drivers Hours of Service Regulations. However it does
not enforce, nor provide training on, the interpretation and application of these various pieces
of legislation. These responsibilities are downloaded to the provinces/territories. In the case of
hours of service legislation, Transport Canada has not updated federal fines under the
Contraventions Regulations, making the legislation largely unenforceable as written. As a result,
provinces and territories are forced to take up the legislative development of fines, which in
practice will apply only on an intra-jurisdictional basis, not inter-jurisdictionally.

Air
The regulatory and policy changes in the aviation sector have been more challenging. Prior to
1994, Transport Canada operated airports in Yukon in accordance with its own published
standards that were applied as a matter of policy. In practice, standards that did not provide
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any real safety advantages or were unaffordable were not implemented. In Yukon, Transport
Canada operated nine certified airports, none of which met the full standards for certification
when the airports were devolved to the Yukon government.
Following the devolution of the Yukon airports system in 1996, Transport Canada rescinded the
Air Regulations and Air Navigation Orders and introduced the Canadian Aviation Regulations
(CARs). This shifted Transport Canada’s role from an operational to an enforcement one. Where
Transport Canada had waived requirements when it was operating the airport, Yukon was
suddenly now said to be in non-compliance and was obligated to react to Transport Canada
orders or face regulatory action.
Since the CARs were introduced, the regulatory floodgates have opened as hundreds of new
regulations, standards and enhanced measures have been introduced with seemingly little
consideration for the financial viability of smaller airports. This despite the representations
made by several groups including the Canadian Airports Council, Northern Air Transport
Association, regional airport councils and Territorial governments.
Although Transport Canada has acknowledged that not all airports have the resources, or the
need, to provide the same level of service or comply with regulations in the same manner as
large airports, little has been done to address the issue. As an example, at the ENWIA, Yukon is
required to provide a Category 7 Aircraft Rescue and Fire Fighting (ARFF) service to support
seasonal B767 activity that occurs once per week during the summer, amounting to
approximately 44 flight movements annually. This small spike in activity triggers a requirement
for the ARFF services at the airport to be substantially increased year round even though the
B767 flights represent 0.1% of the total annual aircraft movements.
Costs associated with safety and security at the ENWIA has increased over 730% since fiscal
year 2000/01. The percentage of the overall ENWIA budget spent on Safety and Security has
also increased accordingly, from a low of 18% in 2000 to 49% in 2014.
Figure 14. Safety and Security Costs at ENWIA
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Source: Yukon Transportation Aviation Branch

These costs are mainly driven by increased need for security guards and processes, as well as
increased demands on airport firefighting capability. Some of the increase can be attributed to
changing carrier schedules in the past few years, but the vast majority of the increase is due to
the need to implement new rules and procedures to meet Transport Canada requirements.
Transport Canada has also required the institution of a Safety Management System (SMS) for
air carriers and airport operators. The SMS forms the basis on which compliance audits are
conducted by Transport Canada. The SMS has required significant dedicated resources to be
applied to it in order to meet Transport Canada requirements. These costs are not captured in
the safety and security costs outlined above but form part of the airport operating budgets that
make up the remaining 51% of expenditures. Transport Canada is now introducing a Security
Management System requirement and it is anticipated this system will have significant
development and implementation costs associated with it as well.
Airport operators are also required to provide suitable space to federal departments and
agencies (e.g. Canadian Border Services, Immigration, Health, Agriculture, RCMP) free of charge
if the operator wishes services to be maintained by any of these agencies or if the agency
determines they have a need for a presence at the airport. The Canadian Air Transport Security
Authority (CATSA) is the most recent organization to require
free space, reflected in Section 30 of the CATSA Act.
Unfortunately, airport operators have limited ability to
In August of 2005, an Air France
influence changing space and service requirements made by
Airbus on a scheduled flight from
these agencies, and can be forced into significant expenditures
Paris to Toronto landed at
of funds to ensure continued service.
Pearson International Airport in
Potential regulatory changes could have significant impacts on
the viability of northern aviation. As a result of an Air France
incident at Toronto’s Pearson International Airport, the
Transportation Safety Board directed Transport Canada to
consider installing runway end safety areas (RESAs) at the end
of all main runways at certified airports in Canada.

poor weather and overran the
end of the runway before
stopping.

There were no fatalities in the
accident, but there were several
serious injuries.
The investigation concluded that
the plane had landed much
further down the runway than
would be expected under a
normal approach, a fact which
contributed to the incident.

In Yukon, the requirement would effectively shorten the usable
runway lengths due to terrain-limiting constraints. This would
affect the usability of the current commercial fleet, reducing
payloads and increasing costs for system users through higher
freight rates. In air-dependent communities this could
significantly affect the price of food and other necessities. The
costs associated with establishing engineered RESAs in lieu of extensions of run-off areas could
be in the tens of millions of dollars in Yukon.
Many jurisdictions, including Yukon, have argued that instituting a mandatory requirement for
RESAs on the basis of one accident and in the absence of a detailed risk analysis was
unreasonable. Transport Canada has not yet fully instituted this requirement and Yukon
remains hopeful a reasonable evidence based solution can be found.
Government of Yukon Submission to the Canada Transportation Act Review Panel – April 2015

Page 25

Opportunities and Advantages
Despite the challenges, there are also many areas where Yukon actually has leverage or
benefits that other jurisdictions may not have. In fact, some of the challenges noted in the
previous section can be very real opportunities to expand the Yukon economy and improve
social well-being within the territory.

Governance
While some may consider it a challenge, one advantage Yukon has is its constitutional status as
a territory. This allows the federal government significant flexibility in transferring powers and
instituting programs without the complications of constitutional questions.
Yukon’s small size also provides the various governments with a built-in agility and an ability to
respond quickly, which is more difficult for larger jurisdictions to achieve.

Transportation as an Enabler
The benefits of transportation as an economic and social enabler are well documented. In a
report to the Council of Ministers of Transportation and Highway Safety, the Task Force on
Transportation and the Economy noted that investments in public transportation infrastructure
contribute approximately 5% to GDP growth (Economy, 2014). The report goes on to link the
importance of efficient transportation networks to overall productivity in the economy and the
ability of effective networks to lower business and public costs.
In the North, with its overall limited infrastructure, this link between transportation and
economic growth is especially critical and connecting the North to domestic and international
markets is imperative.

Resource Development
Yukon has a wealth of proven and potential mineral resources, particularly for gold, silver, lead,
zinc, tungsten, copper, nickel and platinum group metals. However, having a resource and
being able to economically exploit it is not the same thing. As much as long term projections of
commodity prices drive mining investment decisions, the economic viability of northern mines
is heavily influenced by transportation and power costs.
While there are proven and presumed reserves of oil and gas in Yukon, the industry is not well
developed. The Kotaneelee Gas fields in southeast Yukon have produced natural gas for several
years with gas being transported via the Pointed Mountain Gas Pipeline in the NWT to Fort
Nelson, BC for transshipping. Exploratory drilling has occurred sporadically in the Eagle Plains
area in northern Yukon since the mid 1950’s. While the industry is underdeveloped in Yukon at
this time, the potential remains if local demand and the economics of supplying oil and gas
locally change in the future.
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In most cases, access to the power grid is not an option for proposed mine developments in
Yukon. Even if it were, the capacity of the Yukon grid to provide needed power is lacking.
Therefore most developments will rely on onsite generation for their power needs. In most
cases this will be by either liquefied natural gas or diesel generation. Both these fuels will
require reliable transportation networks to ensure on time delivery.
Yukon is too small a jurisdiction to aggressively pursue a “build it and they will come” approach
to public infrastructure. The costs associated with access development in the North are
significant and as noted previously, the distances to some of the proposed developments are
also significant. A solution to the access issue will take a coordinated approach by all levels of
government - federal, territorial and First Nation - as well as industry.
Figure 15. Yukon Resource Highlights

Source: Yukon Energy Mines and Resources
3

3

Note: As of the date of this submission, Wolverine and Keno Hill Mines were in temporary shutdown.
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Bulk Haul and Proximity to Markets
Once the main highway system has been accessed, Yukon offers significant advantages to
industry. One such advantage is the Bulk Commodity Haul Regulations enacted under the Yukon
Highways Act enacted in 1994. The regulations allow carriers to apply for authorization for a
maximum GVW of 77,100 kg., approximately 21% above the normal legal GVW of 63,500 kg.
Legal axle loads between the two remain the same. Carriers must meet certain criteria around
vehicle safety and performance, reporting and route selection to be considered for a Bulk Haul
Permit.
Introduction of this regulation enabled significant cost savings for ore transport as well as for
fuel haulers. It has also encouraged innovation in the trucking sector as new truck trailer
configurations are developed for each project.
Another advantage is proximity to markets. Sailing times from the Port of Skagway to ports in
the Asian Pacific Rim are generally two days less than those from southern ports such as the
Port of Metro Vancouver. In the world of bulk transport, this advantage can result in significant
cost savings. Having ready access to ports with a geographical advantage such as this helps the
economic viability of Yukon mineral developments.

Taxes, Royalties and Employment
Any large-scale mineral development in Yukon brings positive benefits to Canada. Regardless of
the unemployment rate in the Yukon at the time of development, it is unrealistic to expect all
the labor force required will be drawn from Yukon residents as the population base is simply
too small. In some developments the majority of the labor force is likely to have to come from
outside Yukon.
In the absence of any significant manufacturing base, the majority of goods and materials
required for large scale developments will also have to come from outside Yukon.
When a percentage of labor and goods for development comes from outside Yukon, a similar
percentage of the economic benefits associated with the development will also flow outside of
the territory. This can be in the form of employee wages which will be spent in southern
jurisdictions, taxes on income or goods and services that will accrue to the federal and
provincial governments and royalties that under the current royalty regime in Yukon will
continue to flow to the federal government.
Table 2. Total Project Economic Impacts of the Casino Project
Total Projected Life Impacts-4
years of construction and 22
years of operation
(Direct, Indirect and Induced)

Output
(millions)

GDP
(millions)

Employment
(FTEs)

Wages and
Salaries
(millions)

Federal
Tax
(millions)

Yukon Territorial Tax,
Royalties and Provincial
Tax (millions)

Other Tax
(millions)

Total Yukon Impacts

$8,308

$6,402

23,893

$1,131

$464

$1,810

$36

Rest of Canada

$7,388

$3,275

27,480

$1,338

$472

$359

$16

Total All of Canada

$15,696

$9,678

51,373

$2,469

$936

$2,169

$52

Source: (MNP, 2013)
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As shown in Table 2, preliminary economic benefit estimates for the proposed Casino Mine
Project in the west central Yukon demonstrate the potential benefits associated with a large
scale resource development. Given the Casino Project is just one of several developments that
could move forward over the next 30 years, it is clear there is a tangible benefit for the rest of
Canada from development in the North. Unlocking this potential will depend, to a large degree,
on safe, efficient, and accessible transportation infrastructure.

Tourism
Yukon is a unique tourism destination, offering wilderness, historical, and cultural attractions
that are sought by a wide range of potential visitors. Combine this with a reasonably well
developed transportation infrastructure and the potential for continued, sustainable growth in
this sector is strong.
Figure 16. Annual Yukon Tourism Visitations

Source: Yukon Tourism and Culture, Yukon Economic Development

Yukon currently attracts travelers in all modes. A large percentage of the tourist traffic to Yukon
remains highway travelers, but direct connections to Europe, exceptional domestic
connections, and charter operations from Alaska all contribute to air travel as a growing
component of the tourism market. Yukon benefits from the cruise industry, as established
cruise operators bring passengers into or through Yukon as part of their tour packages.
Although more limited, there is also direct benefit to Yukon from the operation of the White
Pass & Yukon Rail operations which bring passengers from Skagway to Carcross.
The current operation of Condor Airlines, which provides direct seasonal scheduled charter
service between Frankfurt, Germany and Whitehorse, demonstrates the viability of
international air service to Yukon. The market will decide if there are additional opportunities
for direct flights from other international jurisdictions, but the potential for this to occur
increases with continued regulatory movement towards true open skies and reasonable safety
and security requirements.
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First Nations
Settled land claim agreements in much of the territory help bring a level of certainty that is not
as readily apparent in other Canadian jurisdictions. This is not to say that Yukon First Nations,
with land claim agreements or without, favour the terms of all development proposals or
government actions and decisions. As governments, Yukon First Nations have their own goals,
objectives and constituencies, which will not always be aligned with other governments or
industry. As the territory works towards full implementation of the agreements, issues of
interpretation and intent of the sections or clauses in the agreements will inevitably arise and
can lead to disagreement and potential legal challenges.
Despite some of the challenges associated with implementing the Final Agreements, the
benefits of having them in place are substantial. One significant advantage of final land claim
agreements is the certainty around land tenure. Settlement lands are clearly defined and
powers and authority over those lands are defined in the terms of the Final Agreements.
A second advantage is the structures put in place to ensure First Nation representation and
participation in management processes for land and resources. Under their respective Final
Agreements, First Nations also have access to royalties from resource development, as well as
additional commitments by government for participation in economic investments in the
territory.
Yukon government has also entered into Intergovernmental Accords with those First Nations
that wish to do so. The objective of these accords is to provide a framework for governments to
work together on identified, common priorities outside of the arrangements outlined in the
Final Agreements.

Business Investment
Under each Final Agreement, individual First Nations also received a financial settlement. First
Nations have invested a portion of these funds to provide a source of capital for future
investments, and have also established investment corporations or business entities to pursue
opportunities on behalf of the First Nation.
These corporations provide not only a pool of capital for investments, they are also actively
investing in businesses and ventures in Yukon and elsewhere that can derive a direct benefit
from growth in the Yukon economy. This includes investments in construction companies,
transportation providers, and service providers to the resource and tourism sectors. These
investments also provide jobs in Yukon communities and economic growth for First Nations.
First Nations can also leverage their investment capacity by accessing federal funding that is still
available through various programs.
Apart from direct investments in existing transportation sector businesses, there may be a
future opportunity to create new business by filling roles that government may not be able to.
For example, upgrading a resource access road is just the first step; the road then needs to be
maintained. Currently many of the proposed routes to mineral properties are not maintained
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by Yukon. From a capacity perspective, taking on maintenance of several hundred new
kilometres of road under Yukon’s existing model would not be easy without significant public
investment. However, using a different service delivery model, one could imagine First Nation
road maintenance firms stepping in to fulfill that role as a service provider to industry, either in
partnership with the resource developer or other private sector partner. Filling this role could
expand the economic base for individual First Nations, increase job opportunities for their
citizens, and enhance their ability to grow their business in other areas in the future.

Climate Change
As previously noted, climate change is presenting significant challenges for Yukon. However,
climate change also presents some real opportunities for Yukon and the North.

Access
Climate change can increase access, particularly on a northern sea route. While Yukon’s
northern coast is remote and the potential of developing a port with associated all-weather
access is currently uneconomic, it may not always be that way. While King Point on Yukon’s
abbreviated coastline is a physical possibility, so is port development in the NWT. Both would
have a positive impact on Yukon’s economy and transportation system, particularly a routing
through the Dempster corridor.
Changes in winter weather patterns may also increase opportunities to exploit winter tourism
traffic, be it by highway or air.

Research and Innovation
Perhaps the greatest opportunity from climate change lies in research and innovation. Through
participation in the federally sponsored Network of Expertise on Permafrost, as well as selffunded efforts, Yukon has conducted several research projects focused on mitigation of, and
adaptation to, climate change. These include practical construction technique assessments,
materials assessments and studying the use of technology to help assess and mitigate impacts.
As innovative approaches continue to be developed and implemented, the Canadian North is
well positioned to lead as a research center and exporter of practical approaches and solutions
to the rest of the circumpolar world.
Photo 6. Permafrost research along the Alaska Highway
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Moving Forward
From Yukon government’s perspective, when considering how to move forward there are three
key documents that should form the basis for any actions: The Government of Canada
Northern Strategy, The Council of Ministers of Transportation and Highway Safety Strategic
Vision, and the National Transportation Policy as outlined in Section 5 of the Canada
Transportation Act.
Canada’s Northern Strategy is very clear as to how the Government of Canada views the North
and its importance to the rest of Canada:
Canada’s North is a fundamental part of Canada – it is part of our heritage, our future and
our identity as a country. The Government has a vision for a new North and is taking action
to ensure that vision comes to life – for the benefit of all Canadians. To meet the challenges
and opportunities of a changing North, the Government has established a comprehensive
Northern Strategy and is taking concrete action in four priority areas:





Exercising our Arctic sovereignty
Protecting our environmental heritage
Promoting social and economic development
Improving and devolving Northern governance

World-leading Arctic science and technology underpin the Northern Strategy and help
ensure sound decision-making. The Government is committed to helping the North realize its
true potential as a healthy, prosperous and secure region within a strong and sovereign
Canada. (Canada, 2012)
In 2013 the Council of Ministers for Transportation and Highway Safety (COMT) issued a
Ministerial Statement entitled “Connecting Now to the Future: A Vision for Transportation in
Canada”. The vision and the guiding principles articulated by the Ministers offer a pan-Canadian
perspective:
In 2030, Canada will continue to maintain, promote and enhance safe, competitive, viable
and sustainable transportation networks that enhance economic prosperity and quality of
life.
The following fundamental principles will guide the identification of collaborative and
collective efforts that will be required from all governments and private sector stakeholders
to make this transportation vision a reality.


Action must be based on economic, social, and environmental goals, while respecting
jurisdictional authority and that priorities and mandates differ across jurisdictions.



Collaborative decisions should be fiscally, socially and environmentally responsible
and made on the basis of sound analysis and risk assessments.



Greater cooperation and stronger partnerships among governments, the private
sector, and transportation users are key to making progress.” (Safety, 2013)
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Given that the Canada Transportation Act is the subject of the Panel’s review, the declaration
of a National Transportation Policy in Section 5 of the Act is especially relevant:
It is declared that a competitive, economic and efficient national transportation system that
meets the highest practicable safety and security standards and contributes to a sustainable
environment and makes the best use of all modes of transportation at the lowest total cost
is essential to serve the needs of its users, advance the well-being of Canadians and enable
competitiveness and economic growth in both urban and rural areas throughout Canada.
Those objectives are most likely to be achieved when:
(a) competition and market forces, both within and among the various modes of
transportation, are the prime agents in providing viable and effective transportation
services;
(b) regulation and strategic public intervention are used to achieve economic, safety,
security, environmental or social outcomes that cannot be achieved satisfactorily by
competition and market forces and do not unduly favour, or reduce the inherent
advantages of, any particular mode of transportation;
(c) rates and conditions do not constitute an undue obstacle to the movement of traffic
within Canada or to the export of goods from Canada;
(d) the transportation system is accessible without undue obstacle to the mobility of
persons, including persons with disabilities; and
(e) governments and the private sector work together for an integrated transportation
system.” (Justice, 2015)
All of the recommendations to follow are consistent with the stated principles and objectives
outlined in these three documents or are directly linked to them. These statements provide the
foundation for transportation policy in Canada and particularly within the North. Yukon believes
policy and programing options moving forward must focus on four key areas: funding
mechanisms, northern gateways, regulatory, and research.

Funding Mechanisms
The Yukon government appreciates the fiscal reality that all public governments need to deal
with and recognizes that transportation is not the only sector that places demands on limited
budgets. In the economic climate of January 2015, there was a strong indication from the
federal government that it does not believe increased expenditures on public infrastructure is
prudent. In response to Premiers’ calls for increased spending on infrastructure, Minister of
Finance Joe Oliver made it clear that the federal government does not share this view, feeling
this is “precisely the wrong time” for a massive deficit program. He stated: “The opposition and
some premiers appear oblivious to the consequences of the current global instability and the
dramatic decline in the price of oil” (Curry, 2015).
Regardless of one’s view of the benefits or drawbacks of increased deficits as a tool to stimulate
economic growth, given the critical nature transportation plays in the health and prosperity of
Canadian society, we believe it is time to consider and fully discuss new approaches, especially
in the case of the North.
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Existing Fund Structures and Process
New Building Canada Fund
The New Building Canada Fund (NBCF) provides Yukon with significant access to federal funds
for infrastructure development upon application and approval of individual projects or bundles
of similar projects. The NBCF maintains the practice of the previous fund and recognizes the
special circumstances in the north by allowing up to 75% of costs to be eligible for funding
under the program.
Yukon notes that like all federal funding programs, the NBCF has a sunset date and will expire in
2023/24. While we appreciate the desire for some end date for the funds, we believe strongly
that a long-term commitment to infrastructure funding is needed. This will allow better longterm planning and will assist individual jurisdictions in achieving their asset management
objectives. Considering that the majority of expenditures on infrastructure are actually being
made by the jurisdictions, with the northern exception, the commitment by the federal
government is not as significant as that of the provincial partners.
The roll out of the NBCF was long and protracted, with the federal government unwilling or
unable to provide any significant level of detail as to what the fund would look like and how it
would be administered until the months before the fund was expected to launch. On launch,
there was still confusion around application processes and yearly funding levels, which
complicated Yukon’s planning and application process.
Part of the challenge of being able to deliver needed projects under the NBCF is that it has a
significantly higher administrative burden and project approval process than previous funds.
The approval process requires significant upfront work and expenditure with no certainty a
project will be approved. Although to be fair, if Yukon manages to satisfy the information
requirements in the application, we can see no reason our projects would not be approved.
Likewise, the anticipated long approval timeframes between the initial scoping/costing and
approval from Canada will exacerbate the administrative burden and hinder Yukon’s ability to
plan and deliver projects within the timeframe of the NBCF.
In addition, the actual monies associated with the funds also appear to be back end loaded, as
the majority of funding is available in the last five years of the program. This puts increased
pressure on local construction capacity, potentially increases construction bid prices, and
impairs Yukon’s ability to ensure successful project delivery.
The structure of the NBCF also unintentionally hinders innovation in program delivery. Under
the National Infrastructure Component (NIC) of the fund, Yukon government is considering
making an application for a Resource Access Project. The proposal would have seen needed
road infrastructure to three significant mining areas being upgraded over the life of the NBCF.
In initial discussions with Infrastructure Canada it was suggested that such an application would
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be difficult to prepare because the areas in question are not contiguous and the application
would have a better chance of success if it focused on one project area only. To the credit of
Infrastructure Canada, it has recently indicated a willingness to explore the Yukon proposal
further.
Yukon government strongly believes that when designing funding programs, priority must be
given to minimizing the administrative burden associated with the funds and/or providing
funding for administration. This would be to offset incremental costs, allowing flexibility in
unique circumstances, and focusing on an annual funding allocation that respects the
jurisdiction’s capacity to perform as well as encouraging long-term stability and growth in the
local construction industry.
These principles clearly meet the commitments of the Northern Strategy pillar “promoting
social and economic development in the north”, the goal of the COMT to “respect jurisdictional
authority and recognize that priorities and mandates differ across jurisdictions”, and the
objective of the National Transportation Policy to “enable economic growth in urban and rural
areas across Canada”.
Recommendation #1:
Commit now to continue “Building Canada” like funding once the NBCF sunsets.
Recommendation #2:
In designing future funds have the criteria, processes and funding amounts
clearly established well in advance of the end of the NBCF, allowing provinces
and territories to seamlessly transition from one program to another.
Recommendation #3:
Minimize the administrative burden and upfront application process and focus
on outcomes with clear performance measures that show some trust in the
individual jurisdictions’ ability to know where funds need to be expended and
how to deliver needed projects.
Recommendation #4:
Provide steady cash flow throughout the life of the fund, recognizing capacity
constraints in the north as well as a significantly shortened construction
season. Steady predictable funding also allows local industry to build internal
capacity to be able to compete for construction contracts and successfully
deliver projects.
Airports Capital Assistance Program
The federal Airports Capital Assistance Program (ACAP) has proven to be a needed and
successful program and should be continued. However a broader, more flexible approach to
eligibility is encouraged to support the viability of smaller airports and uncertified aerodromes
that do not currently meet the current, somewhat arbitrary, eligibility criteria.
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The Government of Yukon believes that there is a need to expand eligibility to include all
aerodromes and not just those with a minimum 1,000 scheduled passengers per year. For
example, the Watson Lake airport sees between 2,500 – 3,000 charter passengers a year in
support of mining operations in the region, but because it does not get 1,000 scheduled
passengers per year, it is deemed ineligible for ACAP funding. The safety of charter, MEDEVAC
and other aircraft activity that use uncertified public aerodromes on a daily basis is just as
important as scheduled flight activities and their passengers.
ACAP should strive to be all-inclusive with an objective of strengthening the national air
transportation system as whole, not just selected elements of the system. This would allow
projects that are required:






to improve small airport use, accessibility and safety;
for airports that have regular charter passenger service, but do not have a minimum of
1,000 scheduled passengers each year;
for uncertified airports which serve northern and remote communities, ensuring that
charter passengers receive the appropriate safety protection as that given to scheduled
passengers and to ensure the safety of medevac flights that routinely fly into uncertified
airports; and
to allow airports to meet the requirements of new design standards as they are
introduced (e.g. the evolution of TP312 4th Edition to 5th Edition).

The administrative burden and uncertainty associated with ACAP can be daunting. Projects that
are ‘approved’ at the regional level by Transport Canada personnel who have the most
knowledge of the facility and needs of the region, are often altered by review personnel in
headquarters. Other times seemingly arbitrary conditions are applied to the contribution such
as only funding transport of equipment part way to its final destination. Consistency in
approvals can also seem arbitrary. For example, wildlife fencing (to meet Transport Canada
requirements) may be approved one year, and rejected in subsequent applications as being
deemed a low priority.
ACAP is a much-needed program but its officious administrative nature and demands make it
unappealing from some perspectives. ACAP rules, applications and approvals must be
consistent nationally but the project approval process should rest with the regional offices.
These principles clearly meet the commitments of the Northern Strategy pillar “promoting
social and economic development in the north”; the goal of the COMT to “respect jurisdictional
authority and recognize that priorities and mandates differ across jurisdictions”; and the
objective of the National Transportation Policy to “enable economic growth in urban and rural
areas across Canada”.
Recommendation #5:
Transport Canada should, in consultation with stakeholders, review the ACAP
with an eye to streamlining the administrative burden, developing criteria that
meet the needs of airport operators, and adequately funding the program.
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Dedicated Resource Infrastructure Fund
As beneficial as the NBCF is to Yukon, the reality is that the need for access to stranded mineral
resources is significant enough that current known projects would use up all of the Yukon’s
NBCF allotment, leaving nothing for other significant infrastructure needs in other
transportation and non-transportation sectors. For example, Yukon’s full allotment under the
NBCF over the 10 year life of the program is $324 million. Preliminary estimated reconstruction
costs for potential resource access routes in Yukon (Dawson Range, Nahanni Range, Canol
Corridor) are in excess of $400 million. Considering other infrastructure improvements in
energy or communications that could help enable development, the need is that much greater.
The ancillary benefits to resource development in Yukon are also significant. From developing a
sustainable construction industry, opening up new opportunities for First Nations to participate
fully in the construction and maintenance aspects of access and mine development, and
enabling a strong service sector to develop around the industry, there is unlimited economic
potential in pursuing responsible and sustainable development in Yukon.
There will always be cycles in the resource sector. Governments need to be ready to take
advantage of the inevitable downturns, to enable development of infrastructure that will be
ready for, and potentially encourage, the recovery. Being ready means having a long-term
strategic view of where investments need to be made and an agreement in place as to how
those investments will be made.
The potential benefits flowing to Canada from northern development are undeniable and
unlocking the northern potential is really about nation building. This isn’t something that can or
even necessarily should happen in the life-span of a federal funding program. It takes vision and
a long-term commitment on the part of all parties to make it happen.
Yukon believes strongly that there is a real opportunity for innovative approaches to developing
the North. One of these approaches is a dedicated resource infrastructure fund based on the
following principles:


Governments have a responsibility to maximize sustainable economic and social
development in the North;



Any commitment of funding by Governments must be based on a strong business case
which shows a return on investment; and



Industry must play an active role in any infrastructure development.

The Northern Strategy recognizes the North is a fundamental part of Canada and bringing the
strategy’s vision to life will benefit all Canadians. Yukon believes a dedicated resource
infrastructure fund complements this vision and meets the commitments of the Northern
Strategy in “Promoting social and economic development.”
A dedicated resource infrastructure fund is also consistent with the principles of the COMT:
“Greater cooperation and stronger partnerships among governments, the private sector, and
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transportation users are key to making progress” while “… respecting jurisdictional authority
and recognize that priorities and mandates differ across jurisdictions.”
The idea of the dedicated fund also meets the objective of the National Transportation Policy to
“… advance the well-being of Canadians and enable competitiveness and economic growth in
both urban and rural areas throughout Canada” by ensuring “governments and the private
sector work together for an integrated transportation system.”
Recommendation #6:
That Canada works with Yukon government and the other territories to
establish a dedicated resource infrastructure funding mechanism.

P3
Under the NBCF there is a requirement for all projects over $100 Million to be subjected to a P3
screen to determine if this is the best delivery mechanism. Outside of the NBCF, Yukon believes
some projects could potentially be delivered as a P3.
The challenge Yukon has with P3 as currently structured under P3 Canada is the funding
allotments. P3 Canada will contribute up to 25% of the eligible project cost, leaving the
remaining 75% to Yukon and the private sector partners. The scale of some of the potential P3
projects is such that financing that level of the project would be difficult for Yukon. Given that
over the life of project concession, Yukon would effectively pay the full amount of the
infrastructure, other funding alternatives look more attractive.
Yukon does believe there may be a place in future project delivery for the P3 model. However,
Yukon also believes the criteria and funding allocations under the current P3 Canada model
need to have some level of flexibility for the North that does not currently appear to be in
place. Building flexibility in for northern jurisdictions could make the use of the P3 model more
attractive.
As the case for P3 financing largely rests on spreadsheet valuations with input from private and
public entities, this financial tool provides a good opportunity to unite northern and southern
forces in realizing large scale economic growth opportunities in the North. P3s also provide a
mechanism to test the waters for multi-lateral commitment and capacity to invest in large scale
developments, ensuring that industry and the market, rather than government, are key
constituents in project decisions.
A realistic and flexible northern P3 model meets the commitments of the Northern Strategy in
“Promoting social and economic development.” A modified P3 approach is also consistent with
the principle of the COMT: “Greater cooperation and stronger partnerships among
governments, the private sector, and transportation users are key to making progress.” A P3
approach that recognizes the northern reality is also in keeping with the National
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Transportation Policy to “… advance the well-being of Canadians and enable competitiveness
and economic growth in both urban and rural areas throughout Canada” by ensuring
“governments and the private sector work together for an integrated transportation system.”
Recommendation #7:
That Canada works with Yukon government and the other territories to modify
the current funding structures under P3 Canada to maximize the potential of P3s
being used as a delivery mechanism in the North.

Infrastructure Banks
The concept of infrastructure banks as another tool for infrastructure financing is not new.
Outside of Canada “… many countries and sub national political entities are already seriously
discussing whether infrastructure banks (or iBanks) should be created to replace or supplement
older, conventional ways of financing infrastructure, particularly transportation projects.ˮ
(Flemming, 2014)
Developing infrastructure banks would be a radical shift from the traditional financing methods
for public infrastructure, which generally rely on tax revenue. However, establishing these
entities could leverage the expertise in financing projects that have already developed in
Canada where pension funds and insurance companies have been financing infrastructure
projects as a means of offsetting declining returns in bond markets (Flemming, 2014).
Yukon holds no firm position on whether infrastructure banks are a viable option in the
Canadian context. But Yukon does believe that Canadians need to have a serious conversation
to debate the merits of infrastructure banks. They may not be the solution to financing the
infrastructure deficit in Canada, but may certainly be one of the tools to help do so.
The concept of infrastructure banks is clearly consistent with the objectives of the national
transportation policy when “regulation and strategic public intervention are used to achieve
economic, safety, security, environmental or social outcomes that cannot be achieved
satisfactorily by competition and market forces and do not unduly favour, or reduce the inherent
advantages of, any particular mode of transportation.”
Recommendation #8:
That Canada leads a national discussion and debate about the suitability of
infrastructure banks within the Canadian context, seeking views and opinions from
a broad range of stakeholders.

Northern Gateways
Canada has seen real success in its Gateways initiative. In western Canada through the AsiaPacific Gateway, significant improvements to the supply chain have enhanced the
competitiveness of Canadian ports, increased efficiencies across the network and seen
significant infrastructure improvements achieved. This was accomplished through a
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collaborative and strategic approach between various levels of government and industry and
was a multi-jurisdictional effort.
For the North to fully develop for the benefit of all Canadians, it is time to start looking at what
needs to be done to facilitate northern gateways. With climate change a reality this may mean
looking north to sea routes or it could mean tying into existing southern gateways.
Regardless of how the Gateway is structured, it will be a multi-jurisdictional effort as people
and goods need to travel north/south between provinces and territories. In the case of Yukon
this will be an international effort as well due to its close ties to Alaska.
Using the lessons learned in the Gateway initiatives completed to date, the discussion must
now turn north. Gateways are about economic growth and competitive advantage for the
future and establishing a Northern Gateway or Gateways is clearly aligned with the
commitment in the Northern Strategy in “Promoting social and economic development.”
Recommendation #9:
That Canada initiates discussions with the northern territories and contiguous
jurisdictions on the establishment of a Northern Gateway or Gateways.

Regulatory
Regulation should not only enhance safety and security of the transportation system, it should
also enable growth in the system and in local, regional and national economies. Too often,
regulations are developed as a control mechanism without full consideration of their
operational and financial impacts. As well, regulations are sometimes designed and
implemented in isolation, without a meaningful consultative process or an appreciation of the
potential cross-sector or social impacts.
Over the past decade, Transport Canada has offloaded regulatory responsibility to provinces,
territories and industry. This offloading of responsibility has occurred without the transference
of a commensurate level of resources at the same time. Simply transferring risk and liability
while substantially increasing operational costs should not be a sought after outcome from
regulatory reform.
Any regulatory change or new program must have clear performance measures and outcomes
identified at the outset. If a program or regulation is not meeting the stated performance level
or affecting the desired outcomes, then it needs to be changed.
There has been significant success in regulatory harmonization in the trucking industry over the
past several years. This has been accomplished in an area where individual jurisdictions are
generally responsible for regulation, although the regulated client often moves between
jurisdictions. The Task Force on Vehicle Weights and Dimensions, established under the Council
of Ministers of Transportation and Highway Safety, brings together governments and industry
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to work towards solutions to enable freer and safer flow of goods in the country. The model is
not perfect and many areas still need reform, but the process works.
In the aviation sector, the requirements for operators and industry to implement Safety
Management Systems and the soon-to-be implemented Security Management Systems, do not
appear to have clear performance measures or outcomes attached to them. If the goal of the
regulatory shift is simply to transfer risk to airport operators and industry, then Yukon is not
convinced whether that is a suitable objective. Safety and Security Management Systems
should be about improving safety and security. It is unclear whether evidence shows that this is
the outcome from these programs.
In the development of regulation for application across a country as diverse as Canada, there
absolutely must be recognition that one size does not fit all. The current discussion around
runway end safety areas (RESAs) is a case in point. Yukon expects that the implementation of
RESAs, as originally envisioned, would have an overwhelmingly adverse impact on relatively
small northern airport operations. They would also have serious consequences for northern
operators who have limited capacity to fund demanded improvements, address northern air
freight costs, and reconfigure northern carrier fleets to address compliance standards, all for
limited, if any, public benefit.
Northern air carriers have made significant investments to be able to provide a critical service in
a difficult environment. The provision of scheduled passenger service to southern hubs has
substantially lowered the cost of air travel for northerners by introducing competition to the
marketplace. As the North is developed, the market will expand and northern carriers will need
to compete with southern carriers for market share. A large national carrier does not
necessarily need to make a profit on its northern routes if the passengers it is collecting are
feeding other Canadian routes. Northern carriers do not have that luxury. While the
Competition Bureau, through the Competition Act, is responsible for ensuring a fair competitive
market, there are linkages with the Canada Transportation Act and it is important for these
linkages to be reviewed and, where necessary, strengthened.
Yukon believes regulation should be an enabler for economic growth, not just a safety and
security mechanism. Regulation and programs must be based on a real need and must have
clearly defined performance measures and outcomes established before implementation. They
cannot be established in isolation from those who will be impacted directly from their
implementation. This is consistent with the COMT principle “Collaborative decisions should be
fiscally, socially and environmentally responsible and made on the basis of sound analysis and
risk assessments” and also clearly aligns with the National Transportation Policy objective of a
transportation system that “meets the highest practicable safety and security standards and
contributes to a sustainable environment and makes the best use of all modes of transportation
at the lowest total cost is essential to serve the needs of its users …”
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Recommendation #10:
Regulation and regulatory program offloading must be accompanied by
resources necessary for successful implementation.
Recommendation #11:
Regulations must be evidence based, have clear performance measures and
outcomes identified before implementation, and must be scaled to the
appropriate level of risk.
Recommendation #12:
Regulatory changes must only be considered after full and meaningful
consultation with all key stakeholders, including First Nations and the public.
Recommendation #13:
Regulatory changes must recognize differences in jurisdictions.

Research
In collaboration with Canada, neighboring jurisdictions and academia, Yukon government has
established itself as a leader in permafrost research and the impacts of climate change.
Research conducted has been focused on practical solutions to the challenges being faced with
a warming climate that can be implemented at a local level.
The research is showing results and we are expanding our use of technology to assist in
mitigating impacts. Lessons learned through Yukon research can be exported throughput the
circumpolar world and we look on the research as not just finding solutions for our issues but
also as a potential business opportunity.
Continuing this research effort and expanding it where necessary is critical if the North is going
to meet the challenges associated with climate change. Canada’s continued support in this
initiative is also imperative. The Northern Strategy recognizes “World-leading Arctic science and
technology underpin the Northern Strategy and help ensure sound decision-making.”
Recommendation #14:
That Canada commits to extending its support of the Northern Transportation
Adaptation Initiative beyond its planned sunset date of March 2016.
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Conclusion
The North faces numerous challenges; geographic, demographic, economic and climate related.
However, the North also has limitless potential as a source of wealth for all Canadians, a center
of innovation, and a leader in sustainability.
The Canada Transportation Act is just one of many acts that directly impact the North. From
Yukon’s perspective, the power of the Act review process is not so much in the detail associated
with the actual language in the Act but rather in the ability of the Panel to generate discussion
and help steer public policy in such as a way as to ensure the North reaches its full potential.
Unlocking the potential of the North will not happen overnight. It will take decades of
concerted effort and continued revisiting of strategies to make it happen. This will require longterm commitments and partnerships to ensure success. The Yukon is ready for the challenges
that lie ahead and we trust our partners are as well.

Photo 7. Haines Road, connecting Yukon with Alaska
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