








and Related Misconduct). Bill C-27 died on the Order Paper with the call of the 2008 federal election

The Bill focused on the illegal obtaining/use of official documents, e.g., credit cards, impersonating peace

officers and includes mention of financial restitution to individuals who incur costs in re-establishing their
identities. It also addressed the practice of pretexting or personation to obtain the personal information of
another person.

Bill C-27 was preceded by two Private Members Bills (PMBs), tabled in 2006, that addressed two aspects of
identity theft and pointed to the gap in Canada’s Criminal code in addressing identity theft.

James Rajotte’s, (Edmonton Leduc) PMB, C-299 An Act to Amend the Criminal Code - identification
information obtained by fraud or false pretense) was aimed at addressing pretexting/personation. Nina
Grewal’s, (Fleetwood-Port Kells) PMB C-271 (An Act to Amend the Criminal Code - personal identity theft)
would have made it an offence for a person to be in possession of, or to transfer, without lawful excuse,
any information or document that can be used to identify another person.

The Canadian Chamber has been an advocate for stronger measures to combat identity theft and
supported the Government’s tabling of Bill C-27 to comprehensively amend the Criminal Code to address
it. That said, the Canadian Chamber believed that former Bill C-27 would be even more effective in
addressing identity theft if it were amended to include a specific offence of personating another person
with the intent solely to obtain information relating to that person. As it had been tabled, personation was
only an offence when it was tied to the intent to gain advantage, obtain property, cause disadvantage or
obstruct justice. It is the Canadian Chamber’s view that personation for the purpose of obtaining personal
information should be an offence unto itself, without the need to prove why the information was sought.
Creating such an offence would go further in properly protecting privacy and would be simpler to
prosecute.

Prevention and Mitigation of Identity Theft through Corporate Practices

It should be noted that identity theft has become a multi-dimensional problem that needs to be addressed
from a number of perspectives, not just the criminal law. A holistic approach to the problem should be
adopted. In particular, in addition to deterring identity theft by more aggressive prosecution and
punishment, prevention is a key part of the overall solution. Identity theft can be prevented by keeping
sensitive data out of the hands of thieves in the first place. This can be accomplished through better data
security and access controls from organizations holding this data. Increased education for businesses and
proper data collection and handling practices will play an important role in a comprehensive approach to
the problem of identity theft.

Additionally, businesses should truncate credit card numbers and expiration dates on purchase slips.
While many businesses already do engage in truncating credit card numbers, it is not mandatory.

The Office of the Privacy Commissioner has been advocating for this to be standard practice among all
retailers and vendors. A case of identity theft can be devastating to both an individual and a small
business. For victims of identify theft, the Government should investigate the possibility of an “Identity
Theft Passport” that could be easily obtained and used to properly verify someone’s identity and that that
person is a legitimate victim. This would alleviate the situation of identity theft victims having to spend
countless hours and significant amounts of money to validate their true identity. It would be particularly
useful in the event that innocent victims may be falsely arrested and held in custody due to outstanding
warrants issued against the actual perpetrators using the stolen identity documents.

Recommendations
That the federal government:

1. Amend the Criminal Code to include a new specific offence of personation for the purpose of
obtaining personal information without the need to prove why the information was sought.

2. Adopt a more holistic approach to the problem of identity theft by assisting both business and
individuals in protecting their personal information.
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Increase education for businesses to ensure proper data collection and handling practices.
4. Ensure that businesses truncate credit card numbers and expiration dates on purchase slips.

Investigate the creation of a government issued “Identity Theft Victim Document” to quickly and
easily verify a victim’s identity.

Improving Consumer Choice: Removing Inter-Provincial Trade Barriers to Sales of
100% Canadian Wine

2008
Issue

In an increasingly competitive global marketplace, inter-provincial barriers in Canada prohibit many
businesses and industries from expanding domestic market share. In 1994, provincial and territorial
governments concluded the Agreement on Internal Trade, providing a basis to tackle inter-provincial
trade barriers, and to explore areas of common interest where the removal of barriers would strengthen
overall competitive advantages. While this approach was a commendable first step towards creating a
more competitive national marketplace, it has produced only modest outcomes. Attention should also be
directed towards targeted regulations as a means to demonstrate the positive impacts that removing trade
barriers can have on industry and economies.

For example, in Canada, the wine industry produces world-class 100 percent Canadian made wines and
yet when it comes to being able to offer its wines to consumers across Canada, domestic wineries are
hindered by regulations and systems that prohibit the direct delivery of wines to consumers across
provincial boundaries. The amendment of prohibitive wine-related regulations can be used as an example
of the need to further reduce inter-provincial barriers as a means to strengthen domestic industries and
facilitate consumer choice.

Background

In Canada, it is illegal to direct deliver alcohol across provincial borders to an individual or to a business
not affiliated or representing a province’s liquor board or approved seller. Since 1928, the Importation of
Intoxicating Liquors Act has prevented the direct sale of liquor across provincial boundaries. That federal
legislation also delegates powers over the importation and interprovincial movement of alcoholic
beverages to the provinces. In addition, the law actually prohibits individuals from taking even one bottle
of alcohol across a provincial boundary.

Canadian wineries are able to apply to provincial liquor boards, or to private Alberta stores, to have their
products listed and sold. The process can be lengthy and costly and beyond the reach for some small to
mid-sized wineries who do not have either the volume of product to meet liquor board minimums or
afford the liquor board mark-ups (eg, 58% in Ontario, 117% in BC). Provincial liquor authorities have
special order programs in place but the system is cumbersome and inefficient compared to being able to
order directly from a winery.

These rules were designed long before Internet sales and just in time delivery became viable options for
wine distribution. As the industry expands, it is vital that it find every domestic opportunity to market its
products. Direct sales would give small to mid-sized producers another important channel to sell their
wines and create more choices for Canadian wine consumers. It would also allow Canadians who visit
Canada’s wine regions the opportunity and choice of having domestic wines not available in their home
province - a benefit to both wine sales and domestic tourism.

The growth of the wine industry in the four key producing provinces - Ontario, BC, Nova Scotia and
Quebec - and the potential in other provinces (eg, PEI, NB) is extremely beneficial to Canada. Not only
does the domestic wine industry create jobs, preserve valuable agricultural land and create vibrant
tourism destinations, it also adds value to the economy in many other ways. A 2002 study conducted by
KPMG and commissioned by the Wine Council of Ontario found that the sale of a litre of Ontario wine
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added $4.29 in value to the Ontario economy compared to $0.56 in added value from the sale of an
imported wine.

In the United States, similar prohibitive state regulations hindered the domestic wine industry from
delivering directly to consumers. In 2005, the U.S. Supreme Court ruled that regulations restricting the
direct delivery of wine between states were unconstitutional and ordered regulations to be adjusted to
allow for domestic wines to be direct delivered across state jurisdictions. As a result, some 36 states now
permit direct-to-consumer delivery and in 2006-07, U.S. wineries reported a 31 per cent increase in direct
sales to consumers. By allowing more consumer choice, in all markets, the entire domestic industry has
benefited.

Any changes in Canada could have the same positive impact as has been demonstrated in the U.S. By
removing inter-provincial barriers to domestic wine delivery, an important agricultural commodity will
gain access to a larger domestic market that will improve the financial stability of the industry, help it to
compete against the imported wines which dominate the Canadian wine market, and enhance its overall
positive impact on the economy. Moreover, Canadian consumers will have increased access to quality
Canadian products.

It is incumbent on Canadian governments (federal, provincial and territorial) in cooperation with the wine
industry, to examine ways to increase the opportunity for Canadians for purchase and enjoy 100%
Canadian wines and for a growing Canadian industry to be able to more easily sell and deliver its
products to Canadian consumers.

Recommendations
That the federal government:

1. Demonstrate commitment to reducing inter-provincial trade barriers by immediately working with all
provinces and territories to facilitate the direct sale and delivery of 100 per cent Canadian wines.

2. Work with the provinces and the Canadian wine industry to examine the feasibility of a permit and
reporting system that would allow specified quantities of wine to be direct delivered to Canadian
consumers.

Biopharmaceuticals - Healthcare as an Economic and Competitiveness Driver
2008
Background

Knowledge-based industries, such as innovative biopharmaceuticals, are recognized as engines of the new
economy and will help Canada achieve its stated goal of a world leadership position in health innovation.
Governments are striving to enhance our competitiveness and the economic base in which the discovery,
development and commercialization of new innovations can thrive. At the same time, policymakers are
seeking to moderate and control healthcare expenditures.

A robust biopharmaceutical industry will result in “health and wealth”, in the form of better patient
outcomes, job creation and a strong economy. Innovation can contribute to all of the principles and
objectives that a healthcare system might strive for. Biopharmaceutical research and development into
innovative medicines contributes value to the health of Canadians by helping them to live longer and
more productive lives. Patient care is best served by making new innovations rapidly available. New
medicines save valuable dollars by helping to reduce the number of expensive hospitalizations and
surgeries.

Industry investments into research and development of innovative new medicines have the additional
benefit of enhancing economic growth within the knowledge-based, life sciences sector, creating new high
value highly skilled jobs, and can create a competitive advantage for Canada in adapting and
implementing world class technologies as they become available.
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The evolving global context is very challenging. Other nations are competing aggressively in a global
marketplace with Canada for the same innovative biopharmaceutical jobs and investments. However, the
potential for growth is huge. With two percent of the total global sales, Canada currently accounts for only
one percent of global biopharmaceutical investments. It is time for the federal and provincial governments
to establish a favorable climate for increased research and development and investment in this key part of
the knowledge based economy by following and implementing the recommendations set out below.

In order to create a business friendly climate for the biopharmaceutical industry to increase its investment
in Canada, several crucial aspects must be addressed:

*  Protection of intellectual property

*  Rapid and fair access to markets

* A globally competitive regulatory environment
Recommendations

That the federal government:

1. Ensure that Canada’s intellectual property protection regime is “best in class” in all material respects
with the regimes of Canada’s key competitors, including without limitation instituting increased data
protection for innovative biologics, patent term restoration, and stable and predictable intellectual
property protection with meaningful enforcement mechanisms. In particular, equity and balance must
be restored under the Patented Medicines (Notice of Compliance) Regulations by providing innovators
with a right of appeal in the event of an unfavorable decision.

2. Ensure that the Common Drug Review (CDR) moves to adopt the recommendations of the House of
Commons Standing Committee on Health and recognizes the Government of Canada’s support for
these recommendations:

e undertake a third party evaluation;
e improve public involvement,
e improve the appeals process; and

e establish a proper mechanism that can properly evaluate first-in-class medicines and medicines for
rare disorders.

Related to the recommendation above, a key element is to improve access to drugs in federal programs
as well as in provinces and territories by establishing a Patient Wait Times Guarantee (PWTG) for
biopharmaceuticals, with a defined timeframe and evidenced-based benchmarks for making decisions
around reimbursement.

3. Review the mandate of the Patented Medicine Prices Review Board (PMPRB) given that it has now
been in existence for 20 years. The goal of such a review should be to ensure that it is still meeting the
federal government’s stated policy objective to “balance consumer protection and affordable health
care with the trade and industrial development objectives of pharmaceutical patent legislation” is
being met.

The federal government should also ensure that the PMPRB annual review of R&D spending by the
patentees includes the research conducted in partnership with biotech companies and the value of the
research conducted by the biotech companies themselves (which are investing large sums in R&D in
their own rights, but it is not captured because they are not marketing patented products).

4. Continuously strive to increase the efficiency and sustainability of the federal drug review and
approval processes and aligning this process with the provincial processes, while at the same time
maintaining and assuring safety and efficacy in accordance with Health Canada regulations.

5. Encourage greater international harmonization of standards with leading regulatory authorities.
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6. Adopt a more efficient approval process for prescription drugs, by setting a time limit of 355 days to
process the companies’ requests, but continue to maintain and ensure safety, according to Health
Canada regulations.

7. Amend the Income Tax Act to broaden the definition of what qualifies for Scientific Research and
Experimental Development (SR&ED), with the objective of encouraging further investments in R&D
and improving Canada’s global competitiveness for attracting these types of investments. One
potential measure could include expanding the definition of SR&ED to include research in the social
sciences as contained in the OECD definition.

Focused Strategy for Mineral and Mining Excellence
2008
Issue

Canada, committed to developing as a knowledge and technology supplier to the world and currently one
of the world’s leading mining jurisdictions, lacks a comprehensive strategy to make mining and the
mineral sector a key component of its continued growth on the world stage.

Background

Canada is one of the largest producers of minerals and metals in the world, with the overall value of
Canadian mineral production totaling $40.4 billion in 2007. Canada ranked first in the world for the
production of potash and uranium, and ranks in the top five for the production of nickel, asbestos, zinc,
cadmium, titanium concentrate, aluminium, platinum group metals, salt, molybdenum, gypsum, cobalt
and diamonds.

The mining industry continues to be a strong contributor to the Canadian economy, despite significant
growth in other sectors. In 2006, the mineral industry contributed $40 billion to Canada's total GDP, or
4.0% of Canada's total GDP. Services related to mining contributed an additional $4.55 billion.

Canada is one of the world's largest exporters of minerals and metals. The Canadian mining industry
exported $72 billion worth of metals, non-metals and coal in 2006. This represented 16% of Canada's total
goods exports of $440 billion in 2006. The export of these commodities and more refined mineral products
has a significant impact on Canada's overall merchandise balance of trade, and hence on the national
standard of living. Canada's mining cluster is responsible for over 28% of Canadian foreign direct
investment abroad by Canada's goods-producing sector.

The mining and mineral processing industries directly employed 369,000 Canadians in 2006, which
represented slightly more than one in every 45 employed Canadians. Average weekly earnings in the
mining industry in 2006 were over $1,108, one of the highest levels of any industry in the Canadian
economy. For every job created in the mining industry, more than one other job is indirectly created in the
Canadian economy.

At the beginning of 2007, there were 801 mining establishments in Canada. Ontario is the leading
province in mineral production with 28% of Canada's total value, followed by British Columbia, Quebec
and Saskatchewan at 17%, 14%, and 11% respectively.

Canada is second only to Australia as the preferred global country destination for mineral exploration
investment. In 2006, exploration spending accounted for $1.37 billion. More than 1,100 Canadian-based
exploration and mining companies account for over 45% of the world's mineral exploration.

In 2005, about $504 million was spent by industry on research and development in the mining and mineral
processing industries. Mining sector research and development investment in 2005 exceeded that of the
crude oil and natural gas sector, the motor vehicle parts and accessories sector, paper manufacturing,
machinery, and the electronics parts and components industries.
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Recommendations
That the federal government:

1. Make a firm public commitment to making Canada the world’s leading jurisdiction in innovation,
technology and knowledge production related to the discovery, production, and use of metals by
developing focused centres for mining research and education excellence where capacity exists and by
concentrating federal resources including education and innovation funding at these sites.

2. Commit to fully exploiting the potential of Canada’s mineral resources by including the mining
supply, service sector, and downstream value-added enterprises in the federal commercialization
agenda.

Expedited Application and Funding Approval Process for Bio-product Applications
2008
Issue

Given that proponents of bio-industrial projects evaluate several geographical jurisdictions in the process
of selecting an investment location, there is a need for the Government of Canada to become more
competitive and expedite the evaluation and funding approval process for projects seeking financial
assistance.

Background

The process of investment attraction is extremely competitive. A multitude of prospective locations across
provincial, state and international boundaries can be evaluated by a project proponent during the
investment location process. To meet critical project milestones, clients demand economic development
agencies at all levels of government respond in an expedited manner to all project-related requests. A
jurisdiction can be quickly eliminated from consideration if requested information is not provided to meet
the client’s schedule. Time is of the essence.

Other things being equal, the availability of financial incentives from senior levels of government can be
the critical factor that determines which community is ultimately selected for the investment project.

Through the Government of Canada, Sustainable Development Technology Canada has two funding
programs that provide financial assistance to projects in the evolving area of industrial bio-product
applications. The $550 Million SD Tech Fund supports the late-stage development and pre-
commercialization of leading edge technologies. The $500 Million Next Gen Biofuels Fund offers capital
assistance for the establishment of first-of-kind commercial scale demonstration facilities for the
production of next-generation renewable fuels.

Under existing guidelines for both programs, it takes 10 months for a decision to be made as to whether a
project will receive funding.

Similarly, the “EcoAgriculture Biofuels Capital Initiative” is a $200 million program administered by
Agriculture and Agri-Food Canada that provides repayable contributions of up to $25 million per project
for the construction or expansion of transportation biofuel production facilities. To qualify for funding,
the program requires that a project is making progress towards being “construction-ready” which means
the completion of environmental assessment obligations under the Canadian Environmental Assessment
Act. This requirement is somewhat backwards relative to a typical investment project where the process
of applying for and receiving all related environmental approvals and permits occurs after a decision has
been made as to the location of the investment. Also, a review of current applicants to the program
identify three projects registered during the past nine to ten months that have received a favourable
environmental assessment decision but are still waiting to sign a contribution agreement with the federal
government.
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It is recognized that proper due diligence is required to ensure that government funds are invested wisely.
However, a decision period of 10 months is not competitive and project proponents will look to other
locales where funding decisions are more expedient.

The Government of Ontario has expedited the funding approval process. In early March 2008, the
Ontario Ministry of Economic Development and Trade announced the application and funding process
for its $1.15 billion Next Generation of Jobs Fund. Strategic sectors for the Fund include the Bio-Economy
and Clean Technology.

With this new initiative, the Ministry will review and decide whether an application for funding to the
program is approved or not within 45 calendar days of receiving a complete application.

Recommendation
That the federal government:

1. Expedite the approval process for all incentive programs related to Renewable Chemicals, Fuels, Bio-
composites and Evolving Industrial Bio-product Applications to make them competitive with other
jurisdictions.

2. Review the financial incentive application and approval process from competing government
jurisdictions to identify “Best Practices”.

3. Through Sustainable Development Technologies Canada expedite the approval process for the SD
Tech Fund and the Next Gen Biofuels Fund to make them competitive with other jurisdictions.

4. Through Agriculture Canada and Agri-Food Canada expedite the approval process for the
EcoAgriculture Biofuels Capital Initiative to make it competitive with other jurisdictions.

5. Through Agriculture Canada and Agri-Food Canada eliminate the requirement that applicants to the
EcoAgriculture Biofuels Capital Initiative must complete all environmental obligations under the
Canadian Environmental Assessment Act before funding approval can be granted.

Expanded Capital Support for Bio-products
2008
Issue

The Government of Canada’s significant financial incentive programs for the development of renewable
chemicals, fuels and industrial bio-product initiatives has a focus on capital support for the establishment
of biofuel production facilities, and excludes other industrial bio-product applications

Background

To support the establishment or expansion of Canadian biofuel production, the Government of Canada
has implemented significant financial incentive programs. The “EcoENERGY For Biofuels”, a $1.5 billion
nine year program administered by Natural Resources Canada , and the “EcoAgriculture Biofuels Capital
Initiative”, a $200 million four year program administered by Agriculture and Agri-Food Canada are the
two significant initiatives under this incentive policy. These two programs are focused on supporting
projects for the production of grain based ethanol and oilseed based biodiesel. Presently, there is a global
debate as to the societal, environmental and economic benefits of grain and oilseed based biofuels.

As technology evolves, new commercialization opportunities are coming forward in the areas of
renewable chemicals, bio-composites and “next generation” renewable fuels. Examples of these evolving
opportunities include the production of soy-based polyols for the manufacture of foam cushioning, the
utilization of soy to replace petroleum-based additives in rubber components, cellulosic-based ethanol,
green diesel and the production of bio-materials such as automotive parts, plastic composites and
insulation sourced from flax and hemp.
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Through the $500 million NextGen Biofuels Fund of Sustainable Development Technology Canada, the
federal government is supporting the establishment of first-of-kind commercial scale demonstration
facilities for the production of next-generation renewable fuels such as cellulosic ethanol. The fund
provides up to 40% of eligible project costs incurred or $200 million per project, whichever is less.

No similar capital programs are in place to support the establishment of commercial scale demonstration
facilities for the production of renewable chemicals bio-composites and other evolving industrial bio-
product opportunities.

Recommendations
That the federal government:

1. Expand the mandate of the “EcoOENERGY for Biofuels program to support commercial scale
manufacturing facilities for the production of renewable chemicals, bio-composites and evolving
industrial bio-product applications.

2. Modify the mandate of the EcoAgriculture Biofuels Capital Initiative to support commercial scale
manufacturing facilities for the production of renewable chemicals, bio-composites and evolving
industrial bio-product applications.

3. Examine the feasibility of establishing and then implement through Sustainable Development
Technologies Canada, a similar program to the NextGen Biofuels Fund which would support
commercial scale manufacturing facilities for the production of renewable chemicals, bio-composites
and evolving industrial bio-product applications.

A National Automotive Strategy for Canada
2008

For Canada to continue to play a leading role in the global automotive industry, the key stakeholders in
the automotive manufacturing industry - assemblers, suppliers, employees - all have a responsibility to
work with all levels of government in Canada to create a more favorable climate for investment. Canada
needs to put in place a Strategic Automotive Policy for Canada.

The Canadian Chamber of Commerce recommends that the Canadian government place a renewed
emphasis on creating a comprehensive National Automotive Strategy which addresses Large Scale
Investment, Innovation and Technology, and Regulatory Harmonization.

The Canadian economy relies on the auto industry as a major economic engine. Annual automotive
exports are about $100 billion. Automotive manufacturers source more than $30 billion in parts and
services from Canadian-based vendors each year. Given the scale of the industry we must ensure that the
industry remains competitive and it is strategically positioned to take advantage of changing vehicle
technology, leading to continued economic output and jobs. More than 150,000 Canadians are directly
employed in the manufacture of completed vehicles and components and another 250,000 are employed in
automotive wholesale, retail and leasing operations. Hundreds of thousands of additional jobs result from
the spillover of the auto industry and the purchasing power of its employees.

The automotive industry is a cornerstone of the Canada US economic relationship. In terms of production
jobs and sourcing for Canadian plants, the majority of our output is destined for the US market. In the late
80’s and early 90’s the auto industry in Canada prospered in a business environment generally
characterized by positive public policy. During this period Canada had in place a number of constructive
industry-specific policies that encouraged investment in Canada. The WTO ruling in 2002 eliminated
many of the public policy rules that helped build the auto industry in Canada.

According to the Canadian Automotive Partnership Council (CAPC), Canada faces serious challenges to
maintain its investment attractiveness in an increasingly integrated global industry, given investment
subsidies in several U.S. states and other jurisdictions, the increasing quality, productivity and cost-
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competitiveness of Mexican facilities; and the rise of China and other developing nations as highly
competitive, low-cost suppliers of automotive parts. The auto industry in Canada is under intense
financial pressure, with plant closures, suppliers and assemblers are under considerable market pressure
to cut costs, invest in R&D and innovate to remain competitive.

Canada is experiencing an unprecedented contraction in its auto sector by manufacturers seeking to
ensure their continued viability in the face of the combined economic downturn in the United States, and
the dramatic increase in gas prices with its impact on consumer preferences in vehicles. While some of
this contraction is due, in part, to the competitive marketplace and the growth of off-shore imports, it is
also the result of policy actions taken by governments in Canada and around the world. If this situation
continues unchecked, it could have a significant negative impact on the Canadian economy as a whole not
to mention the thousands of Canadians employed in the industry. Canadian policy actions need to
encourage continued investment in Canada’s automotive sector by all companies.

A strategic auto policy would work to encourage continued investments by improving the
competitiveness of Canada as a place for investment both through the encouragement of large-scale
investments as well as the alignment of vehicle standards and regulations that would reduce complexity,
cost and enhance environmental effectiveness and safety. The Federal Government has already taken
positive action by instituting the Automotive invocation fund designed to spur large-scale automotive
investments in Canada. Additionally the Federal Government has taken a first step by recently proposing
an amendment to Safety regulations that would align Canada and the United States on bumper standards
for passenger cars. However, more work is needed to implement a comprehensive auto strategy.

Many governments globally have recognized that a strategic auto industry can be a key economic
development catalyst and that vehicle assembly plants can act as significant economic hubs and these
same governments have established Strategic Auto Policies that encourage investment and job creation in
this industry.

The Canadian government must fully understand the economic impact to the small business sector, (i.e.
coffee shops, fast food outlets, independent groceries, and clothiers) that directly and indirectly rely on the
auto industry to sustain their economy. The government must also understand and address the impact
any change will have on the building, shipping and transportation and tourism industry.

Recommendations
That the federal government:

1. In consultation with all stakeholders (i.e. business and labour) ensure that Canada has a National
Automotive Strategy that will continue to provide jobs, investment and economic strength for the
Canadian economy in the coming decades.

2. Ensure the Strategy framework is national in scope and encompasses but not be limited to:
i.  Research and Development and commercialization of technology
ii. Trade and Infrastructure issues - the movement of goods and services across the border
iii. Fiscal Policy
iv. Skills Policy for the education of the Canadian workforce
v. Innovation Policy

3. Address Regulatory Harmonization and take action to coordinate and streamline regulations
(including those pertaining to fuel economy, vehicle safety, certification and emissions) between
Canada and the US and within Canada.

4. Ensure that the National Automotive Strategy is consistent with agreements under the WTO and with
NAFTA.
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Greater Protection of Intellectual Property Required in Canada
2007
Background

The Canadian Chamber of Commerce is very concerned about weak intellectual property protection and
enforcement in Canada. The explosive growth of intellectual property infringement and crime has been
illustrated very clearly by various studies and information from a variety of important sources as well as
the media.

While intellectual property (IP) crime can lack, for some, the social stigma of many other criminal offences,
this illegal activity is a drain on the economy and is responsible for loss of employment, a reduction in tax
revenues for governments, and poses serious consumer health and safety risks due to the poor quality of
products and sometimes hazardous nature of the fakes. Virtually no industry escapes this illegal activity.
In addition, the misappropriation of a rights holders intellectual property rights not only erodes the value
of intellectual property but also discourages investment in innovation and creation. This results in lost
jobs, lost tax revenue for the government and consumer deception.

In the rapidly changing global economy, protecting intellectual property is critical to ensuring a
competitive Canada. Stealing the intellectual property of another not only robs the rights holder of the
economic benefits of those rights long recognized under our traditional civil laws such as our patent,
trade-mark and copyright legislation; it also lowers our country’s reputation abroad, deceives the
consumer and may be putting the consumer’s health and safety at risk.

This issue has not escaped the notice of our principal trading partners. The U.S. Trade Representative has
placed Canada on the Special 301 Watch List, an annual review of countries deemed lacking in their
protection of intellectual property for the thirteenth consecutive year. The International Intellectual
Property Alliance recommends that Canada be elevated on that list to what is termed “the Priority Watch
List”. The International Chamber of Commerce recently released a survey that ranked Canada as the
thirteenth worst country among those surveyed for the protection of intellectual property, ranking worse
than Nigeria, Bangladesh, Sri Lanka and Bulgaria. According to this survey, Canada clearly has the
weakest intellectual property environment in the G7. This is unacceptable; our current IP laws are not up
to the task of efficiently and effectively deterring IP theft.

A thorough review of all of our IP related statutes such as the Copyright Act and Trade-marks Act, as well
as the IP related provisions of other statutes such as the Criminal Code is urgently needed so that rights
holders and the authorities have the tools that they need to efficiently and effectively stop the flow of
counterfeit goods and protect IP in Canada. Canada’s IP environment must be brought to up the standard
of our international trading partners.

Recommendations
That the federal government:

1. Make counterfeiting and piracy a government wide priority and act on appropriate reforms in a
timely manner.

2. Provide core funding resources for the necessary reforms and their implementation, including the
ability to search and seize suspected counterfeit goods at Canada’s major ports and gateways.

3. Strengthen existing statutes, such as the Criminal Code, Copyright Act and Trade-marks Act, either
individually or through a dedicated anti-counterfeiting statute. Initiatives that should be taken in
relation to this are:

*  Making it a criminal offence to manufacture, reproduce, distribute and/or import or offer for sale
counterfeit products;

*  Amending the Criminal Code to properly define “counterfeiting” as a special criminal offence;

*  Making amendments to the Federal Court Act to provide for expedited civil proceedings for cases
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involving counterfeit products and other IP infringement.

*  Adding counterfeit and pirated goods to the proceeds of crime regime, making it possible for law
enforcement officers to seize the illicit wealth of counterfeiters;

*  Ratifying the two outstanding WIPO treaties that specifically deal with enforcement of intellectual
property rights over the internet;

*  Making amendments to the Customs Act to allow for search and seizure of counterfeit and pirated

goods and provide customs and law enforcement agencies with the ability to share information
with rights holders and licensees.

Measures to Control Spam and other related threats to the online marketplace
2007

According to the Canadian Internet use Survey for 2005, the vast majority of people use the internet for e-
mailing and web browsing. Businesses, in turn, use email for a significant proportion of their core
business and communications activities. As such, spam is viewed as a considerable burden not only to
consumers, but to the business community. It is not only an irritant, but also causes lost time at work and
lost productivity and clogs up network systems. Further, spam often carries more harmful problems, such
as viruses, phishing attempts and spyware, which security breaches that entail significant losses to
businesses.

What is spam?

Not all unwanted email is spam. While individual consumers may dislike some forms of email, legitimate
commercial email, even where unsolicited, allows senders to ask to be removed from the distribution list
(“opt out”). It is email where it is not possible for a recipient to communicate with the sender is order to
stop the flow of spam - indeed, communicating often increases the problem - that is frequently the most
damaging and must be addressed.

Spam may be best defined as unsolicited electronic communication that could not be reasonably assumed
to be wanted or expected by the recipient. Spam thus has a personal component, based on the individual’s
preferences. More importantly, however, the most egregious spam is that which is deceptive or false in
content, or is sent for malicious purposes, such as virus distribution. It is this spam which causes security
problems for firms, clogs networks reducing the ability of service providers to meet the needs of
businesses and consumers. As defined by the Global Business Dialogue for Electronic Commerce, spam is
unsolicited electronic communications that included any of the following characteristics:

Absence of consent to receive either via opt-out or opt-in principles
1. Harvesting of personal information

2. False information or claims

3. Intent to defraud

4. Erroneous reply address information

Scope of the Problem in Canada

According to Brightmail, a leading internet security firm, in March 2004, spam accounted for 63% of
Internet email. Canada is heavily implicated in spamming, rated within the top ten countries from which
spam originates. According to software firm Sophos, Canada is responsible for 6.8% of worldwide spam,
second only to the United States (56.74%). Spamhaus, an organisation dedicated to identifying spammers
and fighting spam, places Canada as seventh on its list of top ten spamming countries.

Fighting spam necessitates a coordinated approach that includes enforcing legislation as well as educating
users.
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Recommendations
That the federal government:

1. Work with stakeholders to develop a multifaceted national strategy to address and stop spam and
other related online threats as was outlined in the 2005 Canada Task Force Final Report entitled
Stopping Spam: Creating a Stronger, Safer Internet

2. Implement the recommendations of the Stopping Spam Report that deal specifically with:

a) making the internet more secure and addressing the broad range of potential internet harms (ie.
spyware, phishing, trojan horse).

b) Encourage the adoption and promotion of “best practices” for internet service providers and
other network users.

c) Pursue bi-lateral international agreements on anti-spam policies and strategies.
Work with the provinces and territories to prevent duplication of legislation or approaches.

4. Place a priority on consumer education and awareness and dedicate the appropriate resources to
pursue such initiatives.

Pharmaceuticals - Fostering Research and Development
2007
Background

The evolving global context is very challenging. The overall R&D $ / Sales ratio has either decreased or
was stable for the past 5 years. The potential is huge, with two percent of the total global sales, Canada
captures only 1% investments. It is time for the government of Canada, and the innovative pharmaceutical
and biopharmaceutical industry, to redefine what it would take to increase investment in R&D. Canada
must establish a favourable climate for R&D investments in all industries to be competitive in a
knowledge based economy. This is extremely important in the costly and risky pursuit of drug
discoveries.

The Government of Canada should continue to support polices that foster innovation in the research-
based pharmaceutical industry. A robust pharmaceutical industry results in better patient outcomes, job
creation and a strong economy.

Timely drug approval and streamlining approval processes is also an important component of the
pharmaceutical industry’s competitiveness, and in turn, the competitiveness of the Canadian economy.

As part of a strong pharmaceutical policy, several components must be addressed:
* Protection of intellectual property

* Improving review and approval process

* Better access to drugs

Recommendations

That the federal government:

1. Make the intellectual property protection regime fully competitive with those of the other industrial
countries, in particular, by including clauses reestablishing the duration of patents under certain
circumstances

2. Adopt a more efficient approval process for prescription drugs, by setting a time limit of 350 days to
process the companies requests but continue to maintain and ensure safety, according to Health
Canada regulations, through greater harmonization of standards with other countries, particularly
those of the US and EU.
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3. Accelerate drug access to patients, by eliminating the federal duplication of efforts in drug
reimbursement recommendations already handled by the provinces and territories.

4. Examine the Patented Medicine Prices Review Board (PMPRB), ensuring that the mechanism for
pricing prescription drugs strikes a balance between fair prices, favouring access to products and
appropriate remuneration for pharmaceutical innovation,

5. The Canadian income tax act should be modified to broaden the definition of what qualifies for
Scientific Research and Experimental Development (SR&ED), with the objective of encouraging

further investments in R&D and improving Canada’s international competitiveness for attracting
those investments. Potential measures may include to:

a) Ensure that the Patented Medicine Prices Review Board’s (PMPRB) annual review of R&D
spending by the research-based pharmaceutical industry includes the research conducted in
partnership with biotech companies and the value of the research conducted by the biotech
companies themselves, (which are investing large sums in R&D in their own rights, but it is
not captured because they are not marketing patented products).

b) Clarify fiscal policy criteria for the recognition of investments made by pharmaceutical companies
into research activities by biotech companies, in order to eliminate current ambiguities as to what
investments qualify for deductions.

¢) Improve conditions for attracting and retaining high-level foreign researchers and promote
actively Canada’s advantages to them.
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International Affairs
Enhancing the Canada-U.S. Trade Relationship
2009

Canada and the United States have a special relationship built on shared values and a long history of
family, friends, and visitors living on both sides of the border. The United States is our number one
international trade partner. After all, we build things together, with $1.6 billion in two-way trade crossing
the border every day - one-third of which is the intra-company delivery of input materials. We need to
ensure that two-way movement of goods and services can flow freely across the border from both sides.

The current economic downturn is causing many countries to put in place trade and investment barriers
to protect domestic industries. The United States is not immune to these domestic pressures and has
started introducing its own protectionist measures. For example, the ‘Buy America’ provisions in the U.S.
stimulus package have blocked Canadian companies from bidding on $280 billion worth of state- and
municipal-level procurement projects. In addition, after years of negotiations, the United States recently
put in place new country-of-origin labeling (COOL) requirements that met the integrated needs of U.S.
food processors and Canadian livestock and meat producers. Unfortunately, the U.S. Secretary of
Agriculture is urging U.S. food processors to “voluntarily” follow stricter labeling requirements that
would put at risk co-mingling of Canadian and U.S. livestock and remove the COOL exemption for
Canadian beef and pork exports that go for further processing in the United States. One Canadian food
processor said that the stricter requirements could put at risk over $290 million in pork exports. Other
pieces of legislation that have similar buy local and protectionist measures are making their way through
Congress.

In addition to striving for an open trade and investment market, Canada and the United States need to
make sure that their shared border facilitates the movement of goods and services. Unfortunately,
businesses on both sides of the border are dealing with growing border-related costs such as lengthy wait-
and inspection- times, direct fees for crossing border, and costs for participating in trusted shipper and
traveller programs. In the summer of 2007, border wait-times doubled, sometimes adding up to several
hours and putting an end to just-in-time delivery practices. Participation in trusted shipper programs can
cost hundreds of thousands of dollars and take up to two years to become certified, yet participation does
not lead to fast enough and more predictable border crossings to justify the costs. The APHIS fee costs
Canadian and U.S. companies that use the border approximately $78 million per year. These costs and the
associated delays they entail erode the advantages Canadian and U.S. companies had from preferential
treatment in each other’s markets. The worst part of all is that these border costs apply disproportionately
to our lowest-risk goods and people.

Border infrastructure constraints add to increasing wait-times. Over 40 percent of Canada-U.S. two-way
trade moves through the Windsor-Detroit region using outdated and overburdened infrastructure.
Lengthy wait-times are common at the two bridges in the area. The Detroit River Rail Tunnel, built in
1909, can’t handle the newer and higher double-stacked containers and auto-max railcars. Participants in
trusted shipper and traveller programs are finding that they often have to wait in lengthy border lineups
until they get to their dedicated lanes for expedited border crossing. The Canada-U.S. free trade
agreement heralded an unprecedented integration of our two countries” economies, but unfortunately,
was not supported by necessary changes in our border infrastructure.

Overlapping regulatory systems are holding us back from reaching the full benefits of an integrated and
tariff-free economy. Our regulatory approaches and regimes are similar, with many tests and certificates
duplicating one another. Yet, the tyranny of small differences between our regulatory regimes imposes
significant costs on Canadian and U.S. manufacturers, exporters, transportation service providers, and
consumers (estimated by the OECD to add between 2% to 10% to operating costs). Differences exist in,
amongst other things, health and safety, security, technical, environmental, and product packaging and
labeling requirements. Regulatory equivalency and cooperation will ease the movement of goods and

133



services at the border, promoting greater efficiency and economic growth for both Canada and the United
States.

Differences in trade policy and its implementation are also of concern. A lack of alignment or
effectiveness in the systems and practices of one country create unintended consequences for the region.
Investment and trade decisions are impacted by the effectiveness of all policy and legal procedures,
including trade remedies. Canada and the United States should build on their strong history of close
cooperation on trade policy matters, including their international negotiations at the WTO and elsewhere,
in order to minimize policy ‘gaps’ that detract from the overall competitiveness of the North American
economy.

An emerging area of concern for businesses in both Canada and the United States is the uncertainty
created by proposed environmental regulations. Potential divergences between regulatory systems in the
two countries create the risk of unintended trade and investment distortions. To minimize these risks, the
regulatory systems and any potential ‘border measures’ to govern traded products into either Canada or
the United States should be pursued on a North American basis with an objective of joint recognition,
compatibility, and alignment of regulatory systems. Canadian exports should not be impaired on the basis
of lack of alignment on environmental policies with the United States.

Despite having 7 million jobs in the United States and 3 million in Canada that rely on a strong Canada-
U.S. partnership, we have not completed a formal border contingency plan to be used in the event of a full
or partial closure of our land, air, and sea border points. A terrorist attack, a pandemic, or a natural
disaster could close down the 49t parallel. Right now, we don’t have a plan to prioritize the movement of
goods and services during a border closure to make sure that “‘what needs to get across’ can to do so. A
process to re-open the border following the emergency should also be part of the plan.

We applaud the progress made by the Canadian and U.S. governments to put in place a communication
and coordination plan to be used during a border disruption. Further, the Canadian government is in the
process of testing its own prioritization framework. As a next step, we need both governments working
together and with relevant stakeholders to finalize a bilateral plan and communications strategy.

Recommendations

That the federal government engages the U.S. government and the business communities in both
countries on:

1. Increasing market integration, market access, and economic efficiencies between the two countries.

2. Adopting a risk-based approach to border management by expediting the movement of low-risk
goods and people. Participants in trusted shipper and traveller programs should be granted faster and
more predictable border crossings versus unknown trade and travellers.

3. Enhancing our air, land, and marine border infrastructure so that it meets the demands of the
integrated Canada-U.S. economy .

4. Facilitating regulatory equivalency where it makes sense and seek regulatory cooperation on a sectoral
basis.

5. Seeking greater North American alignment of domestic and international trade policies and remedies,
as appropriate.

6. Ensuring that environmental regulation in either Canada or the United States is pursued where
possible on a North American basis (e.g. joint recognition, compatibility, or alignment) and do not
result in trade impairment or distortion.

7. Putting in place a bilateral border contingency plan with a prioritization framework and
communication strategy for both restricted (i.e. limited border closure) and exceptional (i.e. full border
closure) circumstances.
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Canada’s International Trade and Investment Priorities
2009

Trade represents two-thirds of Canada’s economy. Canada has worked diligently in multilateral and
bilateral forums to enhance global market access and rules-based trade for Canadian companies.
However, the current economic downturn and changing dynamics in global trade require Canada to focus
its trade priorities and allocate negotiating resources more effectively to maximize value to Canadian
companies.

The economic downturn has increased pressure on governments to protect domestic industries by raising
barriers to trade and investment. Despite the G20 leaders committing to resisting protectionism, fresh
barriers are being erected by governments all over the world including seventeen G20 countries.

The World Trade Organization’s (WTO) Doha Development Agenda, a major priority for Canada, has
stalled once again. The Doha Round is the perfect forum for a mid-sized and trade-dependant country like
Canada to expand market access opportunities and reinforce a rules-based trade environment. Little
progress has been made in the round despite repeated calls by G20 leaders for an ambitious and balanced
outcome. The current stalemate inhibits Canadian businesses' growth potential in key markets and
continues to harm many Canadian industries.

The impact of the economic downturn on Canadian business increases the importance of reinforcing rules-
based trade in the Canadian, North American, and global markets. Countering protectionism and market
distorting practices of other countries by challenging these behaviours in all forums, including through
direct diplomacy with key trading partners and institutions like the WTO and OECD, and effective
enforcement of Canadian trade laws is important for Canadian business.

The Canada-U.S. trading relationship, representing 80 percent of Canada’s merchandize exports and $1.6
billion in daily two-way trade, also faces its own challenges. Maintaining market access to the United
States is a clear priority.. The Doha Round is another key priority due to the global market access
opportunities available for Canadian goods, services, and agri-food producers if an agreement is reached.
Reaching an agreement will require all countries, including Canada, to show flexibility in their sensitive
sectors.

A focus on Canada-U.S. and multilateral trade should be coupled with the pursuit of bilateral trade and
investment agreements with key markets and wherever possible, create synergies between them. Canada
and the European Union are negotiating an enhanced economic-partnership agreement, which is
projected to generate $40 billion in annual trade and investment gains. Concluding these negotiations
should be a priority. Enhancing trade with China and India are essential for Canada’s near-term and long-
term growth. Canada and India are exploring free trade negations following the recent conclusion of a
FIPA, while FIPA negotiations with China are on-going. As we broaden trade relationships with other
jurisdictions, it is critical that we focus resources on these booming economies in Asia-Pacific.

Recently concluded FTAs with the European Free Trade Association, Jordan, Colombia, and Peru are
important achievements. The next step is to have Parliament approve pending agreements and focus
negotiating resources on future initiatives that maximize opportunities for Canadian businesses, such as
the current talks with South Korea, provided that a balanced outcome on tariff and non-tariff barriers to
trade and investment can be achieved.

The cumulative benefits of trade negotiations should be apparent to all major sectors of the Canadian
economy. We should seek ambitious and balanced outcomes to all trade and investment negotiations,
taking into account the impact on all affected sectors, such as goods, services, and agri-food producers,
importers, exporters, and investors.

The Canadian government and the business community need to keep in mind that there are limits to their
capacity to manage a large number of negotiations. We must be strategic and selective, but flexible enough
to switch course if required.
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Recommendations
That the federal government, in consultation with the business community:
1. Strengthen Canada-U.S. relations as our primary bilateral trade policy priority.

2. Work to resurrect and ensure maximum results from the WTO Doha Round negotiations and show
flexibility in our sensitive sectors to achieve an ambitious and balanced agreement.

3. Conclude an ambitious and balanced economic-partnership agreement with the European Union
within two years.

4. Undertake free trade negotiations with India, building on the recently concluded FIPA and strive to
achieve a substantive outcome in FIPA negotiations with China as a stepping stone toward enhancing
the Canada-China economic partnership.

5. Use remaining resources on those signed and pending negotiations that provide the greatest value to
Canada.

6. Use diplomacy, international trade forums (WTO, OECD), and effective domestic trade remedy
enforcement to ensure the Canadian market is free of trade distortions caused by the protectionist
policies in other countries.

Nexus Pass Appeal
2009

Background

The Nexus pass for those travelling to the United States has been in effect for over five years and provides
quick access for those who have passed an advanced security check on both sides of the border. This is
supposed to ease the border-crossing process at land, air, and marine borders with the United States.
However, it has come to our attention that the land border does pose some issues. We have received
information regarding the NEXUS pass being taken away from individuals who have contravened the
subsystem even in the slightest way. For example:

e Having a text book in the vehicle which may be construed as a commercial sample. As such, you
cannot use the NEXUS lane and your pass is confiscated.

e Nexus card seized because driver’s license information (from a recent license renewal) had not
been updated as yet

e A returning family (including children) all of whom have Nexus cards having them seized because
they volunteered to bring back one child’s friend who did not have a Nexus pass

e Having a passenger in your car who does not have a NEXUS pass and needs to be dropped off
well away from the station and re-join you after having crossed the border through the foot
passenger entry point. One example was a handicapped person staying in the car until the station
is reached, and then getting out. This is not allowed and the pass was confiscated.

These are just some examples of small issues that can cause seizure of the NEXUS pass on both sides of the
border. To compound the issue, there is no formal appeal process to regain the NEXUS pass except by
applying to the same station that took it away. Very seldom are the passes returned even after what are
minor transgressions.

There is a need to have an effective route of appeal to regain a NEXUS pass where the reasoning for the
seizure in the first place is minor in detail and/or may be due to a personality conflict.
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Recommendation

That the federal governments set up an effective appeal process, which could include an independent
review, for the assessment of seizure of NEXUS passes, the goal being to deal with the possible return of
the cards in an expeditious manner.

US Customs Pre-Clearance - Belleville International Terminal Security
2009

Canada’s economic trade viability relies significantly on a number of gateways, major land and sea border
crossings, where transportation networks converge to connect centres of economic activity.

Gateways to Canada include approximately 300 commercial sea ports, over 20 major airports, and a large
number of land border crossings, 18 of which are major trade gateways. The Belleville International
Terminal in Victoria, British Columbia is one example of a gateway connecting the leisure travellers of the
United States and Canada.

It is of paramount importance to ensure that appropriate capacity and infrastructure improvements are
adopted at all necessary crossings. In the post 9/11 world, appropriate capacity includes not only
infrastructure considerations but also high-level security measures.

The United States is Canada’s primary trading partner, and as such, it behooves the Canadian government
to work in harmony with US officials and provincial governments on security measures.

Ballantyne and Canada Place in Vancouver, both cruise terminal sites with US preclearance service, each
have modern facilities with adequate pre-clearance services with no expressed concerns from the US
Customs and Border Protection Agency. While important at commercial crossings, it is equally important
to be vigilant in border security and infrastructure investment at gateway locations with a concentration
of leisure travellers.

The US Customs and Border Protection Agency (CBP) have a number of Preclearance locations around the
world, one of which is the Belleville International Terminal in Victoria, BC. In a letter written on the issue
of the terminals condition in 2006, the US CBP advised that the terminals in Victoria “lack an
infrastructure necessary to maintain passenger sterility and vessel security” and expressed concern that
this situation had been a long time issue in Victoria without a proposed solution.

In the event that the Belleville Terminal is not upgraded and brought into compliance with international
safety standards and requirements of the Department of Homeland Security ,the Agency has stated that “a
withdrawal of Preclearance services at Victoria must be considered”. Clearly, the status quo at this
terminal site is untenable and clearly does not support a strategic alliance with our US partners.

The potential loss of preclearance services at Belleville International Terminal would have a significant
impact on the economy of Vancouver Island and the tourism industry of British Columbia. The terminal,
which covers a land mass of 6.5 acres, provides international foot passenger ferry service to various
destinations in Washington State and international vehicle ferry service to Port Angeles. In 2005, the
terminal welcomed 1.1 million return foot passengers and 175,000 return vehicle trips. A marine
transportation done in that same year by Moffat and Nichol showed an increase in traffic projections for
2010 to be 1.2 million return foot passengers and 188,000 return vehicle passengers.

The Belleville Terminal Preclearance site is one of only a few marine based site in the country. The
majority of CBP Preclearance locations in Canada are at International airports. The airport facilities were
all originally built and funded with initial investment by the federal government with some costs
recouped through airport improvement fees. Airports were subsequently transferred to Airport
Authorities. In contrast, the Belleville International Terminal has operated with little government support
from any level. Unfortunately, its current status reflects that funding reality.
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As the Belleville Terminal is an international border crossing, its infrastructure and security requirements
are clearly within the mandate of federal responsibilities. However, due to the devolution of the terminal
to the province of BC, the federal government has not supported the infrastructure needs of this location.
However, the fact that the terminal location is owned by the province of BC should not in any way
diminish the federal responsibility for infrastructure funding as it pertains to international security
requirements. The terminal is currently managed through the Provincial Capital Commission, a crown
corporation of the provincial government.

There have been numerous studies concerning the redevelopment of the terminal over the last decade.
One study in 2005 put the infrastructure redevelopment cost estimates between 40 and 50 million dollars,
with real estate development on top of that. Another task force put forward a proposed vision with
similar cost projections. However the concept of redevelopment has never been sent out as a request for
proposal with concrete cost projections.

The redevelopment of Belleville International Terminal is a project of considerable size and would need to
be accomplished through a partnership with the province of British Columbia. For its part, the project may
qualify for federal funding under the Building Canada Fund, a fund for federal investment of $33 billion
dollars over seven years, through to 2014.

Canada’s commitment to security is an important indication of our strategic partnership with the United
States. In order for Belleville International Terminal, which poorly represents the capital of British
Columbia, to be an international standard transportation portal and safe gateway, infrastructure and
security investment is hastily required. A partnership is required between the federal government of
Canada on this international border crossing and the provincial government of British Columbia who
owns the terminal property to bring the facility up to date and ensure many more years of secure service
for Vancouver Island.

Recommendations
That the federal government:

1. Partner with the government of BC to develop the Victoria marine pre-clearance site at Belleville
International Terminal as a model for future marine facilities in Canada;

2. Examine other marine based pre-clearance sites to ensure they also meet US infrastructure and
security requirements.

Canada Border Services Agency Cost Recovery Fee for Services
2009

Canada’s economic prosperity and quality of life are directly linked to the transparency of our border.
Ports of entry along the Canada-U.S. border are more than a generator of economic activity and trade,
they are a fundamental part of our ability to get goods to market efficiently and cheaply while providing
much needed visitor revenue through the cruise ship industry.

Increasingly we are seeing the ‘thickening’ of the border, often based on unnecessary and arbitrary
barriers erected on a premise of security. While the Canadian Chamber has been consistent in its concern
regarding the role of the Department of Homeland Security as it relates to a seamless border we are now
in the unfortunate position of seeing the Canada Border Services Agency (CBSA) cost recovery fee for
service having a devastating effect on businesses which are looking to diversify into new growth areas to
offset decline in more traditional industries.

CBSA’s new fee for service policy (cost recovery) only applies to new facilities so existing facilities will not
have to deal with this additional cost, even if they require more CBSA services. This policy clearly
hampers the development of any new facilities by placing them at a distinct competitive disadvantage by
discriminating against any new facility that will require CBSA services across Canada.
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At a time when we are seeing increased competition from ports in the United States, this new cost will
further erode the competitiveness of Canadian ports with U.S. ports as gateways for international trade.

There are a number of examples across Canada of the negative impact of the policy. A good example is the
potential second Amtrak train from Vancouver to Seattle. This escalation of service is unquestionably
important to tourism generally, to the cruise ship industry as well as to the forthcoming 2010 Olympics. A
recent study by the Border Policy Research Institute of Western Washington University concluded that a
further $18 million could be expected to be expended by U.S. visitors to Canada with the addition of a
second train which, in turn, would increase corresponding taxation revenues for various levels of
government in Canada.

Significant elevation of services are and have been implemented to serve general border, port and airport
operations, including containerization at Prince Rupert and the Gateway program in the Lower Mainland
of British Columbia - without imposition of CBSA cost recovery clearance fees. Similarly, following a Core
Service Review of the air mode, CBSA has recently concluded that the Abbotsford Airport will be eligible
for new or enhanced publicly funded CBSA services.

As a matter of principle, customs and immigration services to facilitate entry and clearance of visitors,
returning citizens or residents and/or commercial commodity trade should be implemented at
international points of entry without charge wherever it can be demonstrated that a viable transportation
facility either exists or can be implemented. CBSA’s new Air Services Policy Framework allows for a case-
by-case assessment in the air mode. This is a necessity in the interests of national security, tourism and
international trade.

At a time when regions from across Canada are striving to develop new economic opportunities and
activity while trying to compete on a global scale any new charges which are applied in a discriminatory
way affect their ability to compete both nationally and internationally.

Recommendation

That the federal government through the CBSA continue the escalation of its Core Service review process
for all transportation modes to ensure that service and efficiency levels are maintained so that they are
adequately serving the needs of national security, tourism and international trade - with the objective that
such should be administered in a manner similar to or consistent with other essential services.

Responsible Business Conduct
2008

The value created by business in an open market economic system benefits shareholders, employees and
their communities, customers, as well as society at large. Successful businesses understand that the
contributions they make to society and the communities where they are present help to maintain their
social license to operate. At the same time, healthy societies contribute to a climate in which business can
prosper and succeed.

Canadian companies are promoting responsible business conduct globally through their leadership in
understanding and addressing the economic, environmental and social dimensions of their business and
impacts on the communities in which they operate. This includes respecting the laws and regulations of
the host country. With a solid international reputation as good corporate citizens and responsible
community stakeholders, the competitive advantage of Canadian companies is enhanced by increasing
their position as trade and investment partners of choice.

In this area, the most frequently used term is “corporate social responsibility.” However, Canadian
business prefers “responsible business conduct” or “voluntary corporate initiatives,” as the initiatives
denoted by such terms are voluntary values, principles and commitments undertaken by companies that
go above and beyond their legal obligations. In addition, “corporate social responsibility” is an inapt
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term, as all organizations, including governments and non-governmental organizations (NGOs), have a
responsibility and accountability for their actions.

Canadian companies continue to contribute positively to the countries in which they are active through,
among other things, the improvement of living and working conditions in these countries. Their trade
and investment activities, as well as their involvement in global supply chains, help to create jobs, develop
skills and know-how, act as a vehicle for the transfer of technology and improve productivity and
competitiveness.

Many Canadian companies have already adopted comprehensive internal codes of conduct that govern
their activities in all jurisdictions in which they operate worldwide. Globally, the number of voluntary
corporate initiatives, whether on an industry-wide or sector-specific basis, continues to grow. These codes
and initiatives can serve as useful benchmarks for Canadian companies in the development of their own
codes of responsible business conduct. However, the number of such codes is increasing so rapidly that it
is becoming difficult for companies, particularly small and medium-sized businesses, to determine which
code to follow.

The Canadian Chamber of Commerce believes that voluntary principles, rather than legally enforceable
standards, are the most effective means for responsible business conduct because the understanding of
what is the voluntary business best practice is still very much a work in progress and varies widely by
industry and business size. The diverse operating conditions in different countries also mean that a rigid
standard is unlikely to be workable for all organizations in all circumstances. Flexible and voluntary
principles allow organizations to tailor operations to the particular situation.

The need for flexible principles is reflected in the leading global instruments, such as the OECD’s
Guidelines for Multinational Enterprises and the United Nations” Global Compact. Both of these
initiatives set out voluntary principles and standards that are the key elements of good corporate
citizenship. Similarly, the ongoing initiative of the International Standards Organization (ISO) is to draft a
voluntary guidance standard in this area.

That being said, there are a number of universal norms and principles, such as the Universal Declaration
of Human Rights, which all organizations should respect and promote. Unfortunately, many host country
governments - as a result of weak governance - do not enforce all of these universal norms and principles,
leaving it to other organizations, such as companies, to fill this void.

Good governance and success requires that each component of society (business, government, non-
governmental groups and citizens) takes on the roles and responsibilities within its scope. It is vital to
define the boundaries between what business can and should do versus the responsibility of governments.
It is important to clearly state that it is governments that remain the primary means for ensuring
economic, environmental and social protections through implementation and enforcement of national
laws and regulations. While voluntary corporate initiatives play an important role, it must be made clear
that this role is secondary and ancillary to governments’ responsibility in the economy, environment and
society.

Consequently, there is a role for the Government of Canada, particularly in building capacity in host
governments and for advising and supporting Canadian companies on responsible business conduct
activities. Companies operating in developing countries are often faced with the challenge of weak
governance. They often must undertake additional voluntary corporate initiatives to address an absence -
or weak enforcement - of governmental regulation in economic, social and environment policy, among
others. Moreover, questionable behaviour is sometimes encouraged by corrupt officials who see the
potential for personal gain in situations of weak governance. For example, Canadian government officials
that are better trained in the issues that surround extractive sector operations in foreign countries,
particularly those that are weak governance zones, will be able to provide valuable support to the
companies and non-governmental organizations operating there.

Finally, non-governmental organizations also have a role to play. Many NGOs are working with
companies to advance responsible business conduct initiatives. Unfortunately, some NGOs are unfairly
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targeting various Canadian companies” operations. It is incumbent that all actors conduct themselves in a
transparent, responsible and accountable manner, guided by explicit governance codes. Responsible
public communications is part of this good governance. Non-governmental organizations that continually
make false and frivolous allegations against responsible Canadian companies, especially when such
claims have been shown to be baseless by respected independent investigators, only do a disservice to the
cause of responsible business conduct.

Recommendations
That the federal government:

1. Promote and celebrate the world-leading responsible business conduct initiatives undertaken by
Canadian companies. Such efforts can provide a competitive advantage to Canadian companies when
investing abroad and help to make them a partner of choice for trade and investment.

2. Maintain responsible business conduct as a voluntary corporate practice.

3. Work internationally to build governance capacity in host governments through bilateral and
multilateral activities and forums. Domestically, the Government of Canada should train our trade
commissioners to be better able to support and advise Canadian companies investing and operating
internationally, particularly in weak governance zones.

4. Encourage non-governmental organizations to operate in a transparent and accountable manner
through the adoption of an explicit governance code.

Access to Customs & Immigration Programs
2008

Equitable access to customs and immigration programs at border crossings and points of entry is essential
to efficient commercial operations. As a result of various federal laws and policies, though, the cost to the
owner/operator of a border crossing or other point of entry of Canadian Border Services Agency (CBSA)
facilities and services can vary from location to location.

Section 6 of the Customs Act requires the owner or operator of an international toll crossing, an airport
with a customs office or a railway operating internationally to pay to provide and maintain Canadian
Border Services Agency (CBSA) facilities associated with the crossing. In the case of bridges to the U.S.,
many of these bridges are operated by public entities that rely on toll revenue to be financially self-
sustaining, with no operational subsidy from any governmental entity on either side of the border.
However, due to the age of much of our border infrastructure, many crossings require substantial funds to
replace and expand existing facilities. The operators of these crossings are required to pay for these
expansions. Consequently, capital needs to be devoted to the expansion or upgrade of customs facilities,
which can be to the detriment of the capital needed for the upkeep of the physical condition of the bridge
or crossing.

As a result of the implementation of the Treasury Board External Charging Policy, CBSA was required to
“freeze” border services at the level provided at the point the policy was introduced. Any requests
subsequent to that policy are treated on a direct cost recovery basis or not provided at all. This applies to
new facilities, as well as to the expansion of existing facilities.

In other instances, there are very limited or no customs offices serving large numbers of small or mid-size
communities within a province/territory. This absence of customs offices can have a negative financial
impact on these communities.

The presence of customs facilities enables commercial and tourist traffic to utilize these border crossings
and points of entry. The resulting benefit to Canada and the communities within which these crossings
and points of entry are located is substantial. In most instances, the tax revenues to the federal

government generated by this commercial and tourist traffic more than covers the costs associated with

141



the customs facilities. Where it can be demonstrated, through pre-determined criteria, that the benefits of
this customs service extend beyond a single user or supplier, the system should adjust to accommodate
the need without additional cost to the international crossing or point of entry operator. Existing services
should be reviewed and more appropriately allocated to meet demand.

Recommendations
That the federal government:

1. Exempt Canadian international crossings and points of entry from the responsibility to pay for the
provision and maintenance of CBSA facilities.

2. Create a federal funding mechanism to pay for the provision and maintenance of CBSA facilities at
Canadian crossings and points of entry.

3. Establish a set of criteria for determining where a business case exists that the Treasury Board’s
External Charging Policy should not be enforced for the provision or expansion of CBSA services.
Where these criteria are met, the CBSA services should be financed by the government, rather than on
a direct cost recovery basis.

4. Provide equitable access to and provision of CBSA services across Canada. This includes ensuring
that small or mid-sized communities have adequate access to a border crossing that allows for the
direct transportation of personnel and goods from outside of Canada.

Canada - U.S. Border
2008

A smart and secure Canada - U.S. border is critical to the current and future well-being of the Canadian
economy. Many Canadian and American industries are highly integrated through operations on both
sides of the border. For many of these Canadian companies, their economic survival depends on an
ability to make decisions quickly and be accessible to their head offices, suppliers and consumers,
regardless of where these people are located.

As outlined in the February 2008 joint report by the Canadian and U.S. Chambers of Commerce, Finding
the Balance: Reducing Border Costs While Strengthening Security, a major concern for the Canada-US business
community is that not all border booths are operational during peak commercial and tourist travel times
at major crossings. An increase in the number of border crossings that are open 24 hours will help to
ensure the efficient use of existing facilities and support Canada-U.S. competitiveness, through lower
transaction and transportation costs for Canadian companies and the promotion of just-in-time delivery.
Ancillary services, such as secondary inspections and border-related support services, should also be
available on a 24-hour basis at these border crossings.

Within the context of a smart and secure Canada-U.S. border, it is also important that services and
operation times are increased at secondary crossings in order to compensate for any expected delays or
reduction in service due to construction or other reasons at major crossings. A prime example is currently
occurring in southwest B.C. Construction on the U.S. side of the Peace Arch crossing - the busiest border
crossing in southwest B.C. - is underway and not expected to be completed until shortly before the
opening of the 2010 Winter Olympic Games in Vancouver-Whistler. At the same time, the Port of
Vancouver is being dramatically expanded and Asia Pacific trade is projected to increase significantly.

As a result of lane reductions at the Peace Arch crossing, it is anticipated that many motorists will divert
to alternate routes to avoid the expected traffic backlog. In addition, the number of vehicle crossings will
increase dramatically in advance of the opening of the Olympic Games, as media, participants and visitors
will be travelling to and from the various venues. At the same time, other border crossings are facing
higher levels of traffic and congestion as a result of increasing populations and increasing trade moving
through the Port of Vancouver. Hours of operation at the other border crossings in southwest B.C. need to
be increased to serve as alternate crossings that can help alleviate this backlog and congestion.
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Recommendations
That the federal government:

1. Work with the relevant U.S. government departments with border mandates to provide 24/7 access at
all major border crossings. This includes the operation of border booths, secondary inspections and
border-related support services.

2. Ensure that there are a sufficient number of border crossings with 24/7 access to facilitate the cross-
border commerce and tourism in each of the provinces/ territories.

3. Co-ordinate and extend the operating hours of nearby border crossings to compensate for delays that
will result from construction and upgrading of facilities at border crossings and ports of entry and/or
from demographic changes. An immediate area of concern is southwest B.C., where the Aldergrove
crossing should become a 24/7 crossing while the Peace Arch border crossing undergoes construction.
The model used to facilitate the movement of traffic during the upgrade of the Peace Arch crossing
can set a formal framework for future border construction projects.

Investing in Border Crossings
2008
Issue

The Peace Bridge border crossing between Fort Erie, Ontario and Buffalo, New York is the second busiest
bridge crossing, and the busiest in terms of tourist traffic, in Canada. The American government has
identified the Peace Bridge as a key entry point into Canada. Owned by the Buffalo and Fort Erie Public
Bridge Authority, the bridge is scheduled to undergo an expansion that will twin the current three-lane
bridge. As a significant economic link between Ontario and the eastern United States, it is important that
the Canadian and American governments work collaboratively to ensure the second bridge is built.

Background

According to the Ontario Chamber of Commerce (OCC) report on border crossings in Ontario, Easing The
Choke Points, delays and congestion at the borders are having a dramatic impact on the economy. The
report projects that continued delays at border crossings will amount to 17,345 lost jobs by 2020 and 91,194
by 2030. Currently, delays at the border are requiring manufacturers to increase inventory at a cost of
upwards of $1 million per hour. Even more damaging is that delays at the border impacted Canada’s
export industry nearly twice as hard as the U.S. export industry in 2002 with Canada absorbing $8.34
billion (61.3 per cent) of the estimated $13.6 billion total cost of border delays that year.

Over 70 per cent of the value of Canada’s international trade travelling by road flows into the United
States across Ontario borders. Between 1994 and 2004, the value of trade by truck between the United
States and Ontario increased by over 52 per cent.

As the OCC highlighted in its report, the Peace Bridge between Buffalo and Fort Erie is the second busiest
bridge in Canada, following closely behind the Ambassador Bridge in Windsor for trade traffic, and the
busiest in Canada in terms of tourism crossings. Although current U.S. tourism travel to Canada is down,
the upcoming 1812 - 2012 Bicentennial Celebrations is projected to attract millions of visitors over a three-
year period to participate in the celebration of 200 years of peace between Canada and the United States.

The Buffalo and Fort Erie Public Bridge Authority are moving forward with its plans to twin the bridge
after years of delays. In January 2008, the New York State Governor specifically mentioned the bridge
expansion as part of a State of the State Address. In addition, Chief of the U.S. General Services
Administration (USGSA) said in a speech in December 2007 that the Peace Bridge expansion is part of the
USGSA’s plans to ignite a building boom at its nation’s ports of entry by building more inspection booths,
more roads, bridges and other infrastructure that is needed to open trade corridors. Currently, an
environmental assessment is underway with a completion date of fall 2008.
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With the expansion of the Peace Bridge, and its increasing importance in Canada’s economy, it is critical to
ensure that the transportation and border infrastructure supporting the Peace Bridge in Fort Erie can meet
the increased demands of an expanded bridge. It is also important to ensure that the transportation links
between the Peace Bridge and southern Ontario are capable of supporting expanded trade and tourism
traffic.

Recommendations
That the federal government:

1. Incooperation with provincial and municipal governments, work with state and federal partners on
the U.S. side to expedite the construction process (upon completion of the environmental assessment)
of a second bridge between Buffalo, New York and Fort Erie, Ontario.

2. Ensure that the reconstruction factors include multi modal solutions, future transportation trends,
tourist and truck traffic needs.

3. In cooperation with provincial/territorial and municipal governments, invest in immediate and
ongoing improvements to transportation corridors approaching all border crossings.

Steel Industry Trade
2008

In order to capitalize fully on growth opportunities, fair, open, and market-based international
competition must exist in the Canadian market. This will ensure that Canadian producers remain
competitive.

Canadian steel producers are world class and competitive. In recent years, the face of the steel industry in
Canada has changed dramatically resulting in a more stable and competitive environment for Canadian
producers. In 2007, the Canadian steel industry employed in excess of 35,000 people and produced 15.6
million metric tones of steel resulting in sales of over $13 billion - including exports worth $6 billion.

Canadian producers compete fairly in the domestic market, the North American market, and elsewhere.
The industry has positioned itself to seize the significant growth opportunities that lie before it. It
supports free, market-based trade as one of the keys for seizing these opportunities and opening up new
ones.

Recommendations
That the federal government:

1. Ensure an appropriate international trade environment that will encourage continued investment in
Canada to strengthen the domestic steel industry as it competes globally.

2. Negotiate for strict trade rules through the WTO and use trade remedy mechanisms in a WTO and
NAFTA-consistent manner to assess and respond to threats to the Canadian steel industry.

Foreign Trade Zone
2008

The U.S. Foreign-Trade Zone Board defines a Foreign-Trade Zone (FTZ) as a physical area within the
United States that, for customs purposes, is treated as if it is outside U.S. borders.

The FTZ program was developed to provide American firms with financial incentives for value-added
manufacturing and processing by allowing them to source low-cost materials from outside the U.S. for
incorporation into final products. This arrangement helps to level the playing field with international low-
cost competitors as companies operating in FTZs are able to use the advantages of the program to
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facilitate storage, distribution, manufacturing and value-added activity. The products that are
manufactured or value-added in a FTZ can be sold domestically or re-exported.

FTZs may be defined strictly to a specific geographic area or defined instead by the firms registered under
the program. While often there are specific boundaries to FTZ, they are not necessarily confined to a
contiguous space. For example, six locations spread among four cities make up the Minneapolis-St. Paul
FTZ and include such sites as the airport, two industrial parks and the Minneapolis Convention Center.
The flexibility of the FTZ program allows for individual firms to receive special “sub-zone” designation to
enable for FTZ rules to be applied to these firms in multiple locations. In addition FTZs support the
development of gateways - something Canada needs to give serious thought to given the current gateway
initiatives underway. Most effective global logistics centres have FIZs as integral components.

FTZs also help to attract economic activity that in the absence of an FTZ would be done offshore. FTZs
add to the economic activity that takes place - they are not established to merely relocate existing activity.
The 67th annual report of the Foreign-Trade Zones Board to the Congress of the United States, reported
that in 2005, the combined value of shipments into general-purpose zones and subzones totaled $410
billion, compared with $305 billion the previous year. Of this, general-purpose FTZs received $69 billion
in merchandise, while subzones received $341 billion worth of shipments - 83 per cent of zone activity
took place at subzone facilities, which is consistent with the pattern over the past 15 years. Finally,
approximately 340,000 persons were employed at some 2,500 firms that operated under FTZ procedures
during the year.

FTZs have exhibited strong growth and economic success throughout the world. There are currently more
than 500 distinct FTZs worldwide, a number that has more than tripled in the past 30 years. In the United
States alone, there are nearly 250 general purpose FTZs in addition to over 460 sub-zones in all 50 states
and Puerto Rico. FTZs are easy for foreign firms to understand - they can consider locating at FTZs
because the concept is widely understood around the globe.

There are currently no FTZs in Canada. The closest parallel to a FTZ in this country is a combination of the
Export Distribution Centre (EDC) Program and the Duty Deferral Program. These programs are
administered by the Minister of National Revenue, the Canada Revenue Agency (CRA) and Canadian
Border Services Agency (CBSA). Any companies that want to utilize both the EDC Program and the Duty
Deferral Program must apply separately to each respective department and agency. In addition to having
a multi-application approach, these programs have restrictions on value-added activity, focus solely on re-
export and receive limited government promotion to generate awareness among trade officials and
industry. Subsequently, Canada is the last G-8 nation to enact the trade incentives offered through a FTZ
program and was behind a number of OECD and developing nations.

FTZs offer a flexible, streamlined and profitable approach to the movement of goods and services that will
encourage Canadian businesses to take advantage of manufacturing, storage, distribution, value-added,
domestic and re-export trade opportunities. An effective and efficient FTZ program will ultimately
increase Canada’s competitiveness in the global supply chain.

Recommendation

That the federal government immediately take appropriate measures to implement a well published and
easily accessed Foreign Trade Zone program that embraces the application and enforcement concepts in
the EDC program for

i) applying for designation (administrative rather than governor in council or legislative)

ii) enforcement (auditable accounting system).
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Fisheries Management
2008

Overfishing by foreign vessels has been a major contributor to the collapse of Canada’s fish resources.
While foreign fishing and overfishing in international waters near Canada has a long history,
developments in international law that relate to the concept of territorial seas and the rights of coastal
states become critical as resources diminish. Custodial management of international waters, which
includes effective enforcement measures and dispute resolution procedures, is an issue that must be dealt
with on the international stage by the Canadian government.

Canada’s continental shelf extends beyond the 200-mile exclusive economic zone (EEZ) into areas of the
continental shelf known as the Nose and Tail of the Grand Banks, and also the Flemish Cap. Canada is one
of only three countries with such a continental shelf that extends beyond 200 miles. This area represents a
part of the natural range of several groundfish species (including northern cod, southern Grand Bank cod,
and several flatfish species), which move outside the 200-mile limit in response to changes in water
temperature and food availability. During these periods, these species have been subject to severe
overfishing by foreign vessels. The North Atlantic Fisheries Organization (NAFO), which was established
in 1979 to manage the stocks that straddled Canada’s EEZ and the high seas beyond 200 miles and those
on the Flemish Cap, has been ineffective in achieving conservation of these internationally fished
groundfish stocks.

NAFO decision making process, objection procedures are flawed making it difficult to implement
conservation measures, it has no binding dispute resolution mechanism. Under the NAFO Convention, as
under current law of the sea, individual flag states have the sole right to enforce measures adopted for
fisheries in the NAFO Regulatory Area (NRA). While boarding and inspections are permitted, albeit
under strict and agreed guidelines, the inspecting state can take no direct enforcement action; only the flag
state can prosecute its vessels for violations

It is clearly impossible for a coastal state, such as Canada, to effectively manage these stocks within a 200-
mile exclusive economic zone in the absence of effective management measures outside 200 miles.

According to Report of the Advisory Panel on the Sustainable Management of Straddling Fish Stocks in the
Northwest Atlantic, the ineffective management of straddling stocks on the Grand Banks is a direct
consequence of the limitations placed on coastal states and the maintenance of a global commons on the
high seas. This is because of the current provisions of the law of the sea and the inadequacies of the
Regional Fisheries Management Organization (RFMO) for the area, or NAFO. In the first instance, coastal
states are forced to rely on cooperation from Distant Water Fishing Nations (DWFN) to manage fish stocks
that cross their EEZ boundaries. This has not been generally forthcoming. In the second case, RFMOs are
the only vehicle the law of the sea provides for management of straddling stocks but they really have been
given no effective powers to attain conservation in the absence of cooperation. The RFMO for the
Northwest Atlantic, NAFO, has been particularly ineffective in managing the stocks under its aegis.

After 16 years of a Canadian moratorium and multi-nation management of the fishery on the Grand Banks
including the Nose and Tail and the Flemish Cap, the resource has practically collapsed. All participants
are now experiencing such low catches per unit of effort that it is rapidly becoming an uneconomic
industry. Continued fishing on diminishing stocks will result in commercial extinction unless a state of
emergency is declared and an effective management regime is implemented for the long term benefit of
nations with an historical performance in those fisheries

Economic Value of Fisheries

Fishing industries contribute greatly to the national economy. In 2006, 865,000 tonnes of fish were landed
in the Atlantic region and 211,000 tonnes in the Pacific region. The combined value of the 2006 catch was
more than $1.8 billion. With exports of fish and seafood products estimated at $3.5 billion in 2004 (the
most recent data available), Canada ranked sixth in the world for exports in this sector. Over the past 15
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years, however, the landed value and quantities of significant ocean groundfish species have declined
sharply due to resource scarcity and resulting moratoria.

Issues of Custodial Management

The 1982 convention, as well as the growing international acceptance of the right of coastal states to a 200-
mile EEZ, effectively brought 90 per cent of the world’s fisheries under coastal state management.
Unfortunately, however, the third United Nations Conference on the Law of the Sea did relatively little to
develop international law with respect to fisheries occurring outside the 200-mile limit. While UNCLOS
contains a number of vague references to the need for states to cooperate to ensure the conservation of
fisheries resources on the high seas, the uncertain extent of coastal states rights, and the absence of
effective enforcement measures and dispute settlement procedures meant few controls existed. This is a
major concern with respect to both highly migratory species and straddling stocks, which continue to be
heavily exploited by distant water fleets.

The United Nations Fish Stocks Agreement (UNFA) elaborates the principles of UNCLOS, and contains
provisions for dispute settlement and the right of states that are party to UNFA to board and inspect
fishing vessels to verify compliance with internationally agreed fishing rules.

Canada has full responsibility to manage the fishery within its Exclusive Economic Zone (EEZ) which is
contained within the 200 mile limit proclaimed in 1977 within the framework of the Law of the Sea
Convention. Under custodial management, Canada, the coastal state, would assume responsibility, on
behalf of the international community, for the full extent of the continental shelf zone and for management
of straddling and non-transboundary fish stocks in waters within that zone but beyond 200 miles,
commonly known as the Nose and Tail of the Grand Banks and the Flemish Cap. Canada would assume
responsibility for the conduct of science, the implementation of compliance and other regulatory
mechanisms to ensure ongoing effective management and the rebuilding of fish stocks within this
marine ecosystem. Canada would also establish management rules for all stocks, including but not
restricted to: biomass targets and limits; total allowable catches (TAC'S), seasonal and area closures, gear
restrictions and bycatch limits, to be determined by scientific advice. Allocations of annual fishing quotas
within the TAC would respect the historical shares held by individual fishing states. Provision could be
made for a regional fishery management organization to play an advisory role and to undertake scientific
research to support the management of the zone encompassed by this proposed custodial management
regime. By invoking custodial management Canada would respect historical fishing rights and not
arrogate to itself the right of access to all of the quotas.

Recommendation

That the federal government take decisive action to deal with foreign overfishing on the Nose and Tail of
the Grand Banks and the Flemish Cap by undertaking custodial management in the waters above
Canada’s continental shelf, whereby Canada would assume responsibility for the conduct of science, the
implementation of compliance and other regulatory mechanisms to ensure ongoing effective management
and the rebuilding of fish stocks within this marine ecosystem. Canada would also establish management
rules for all stocks, including but not restricted to: biomass targets and limits; total allowable catches
(TAC'S), seasonal and area closures, gear restrictions and bycatch limits, to be determined by scientific
advice.

“Grown in Canada” Label - Marketing the Nation’s Agriculture and Agri-Food
Products

2008

The Canadian Chamber of Commerce recognizes the contribution of agriculture to the economy and that
enhancing the strength of the sector is an important priority. Several organizations have initiated branding
Canada proposals to enhance our country’s image and advantages.
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It is particularly important for the livestock sector to join in this drive to overcome the effect of adjusting
currency values, provide a market based incentive to increase value added in the farm and food
processing industries, and to provide a marketing link between grown in Canada product and the very
strong Canadian standards for food safety and environmental stewardship.

In August 2006, Meyers Norris Penney was commissioned to do a market assessment of consumer
demands for a Canadian label. Some of the significant results were:

*  90% of Canadian consumers felt Canadian grown product should be easily identifiable in stores.
*  95% of consumers would prefer to buy Canadian grown product that is competitively priced.

* 80% of those surveyed felt a “Canadian Label” concept was a good/very good idea, with the most
appealing aspects being its connotation of quality attributes and ease of identification.

* 46-50% of consumers were willing to pay premiums for ‘labelled” beef, pork, poultry, grain, vegetable,
and fruit products.

* 73% of consumers were willing to pay more of a premium if they knew the premium would go to
Canadian farmers.

Overall the results showed strong support by Canadian consumers for Canadian grown products.

In May 2008, the Prime Minister announced a plan to modernize federal guidelines governing use of the
“Made in Canada” and “Product of Canada” labels so that Canadian consumers can more easily identify
the Canadian content in food products. The Canadian Chamber of Commerce applauds this move by the
Prime Minister, but notes that this policy direction from the Prime Minister still needs to be defined. The
federal government is undertaking extensive consultations with national agriculture and agri-food groups
to determine the form that this policy intent should take. Through this policy resolution, the Canadian
Chamber is offering its input for this initiative.

Further, the Agricultural Policy Framework (APF) and Growing Forward policies of the federal,
provincial, and territorial governments both feature branding Canada as a theme. However, much more
progress needs to be made on this file.

In our January 2008 submission to the Competition Policy Review Panel, the Canadian Chamber of
Commerce noted that our position in the world and export growth should be tied to “a pan-Canadian
brand, with common logos, images and themes.”

The livestock and value-added meat products are an ideal place for the government of Canada to start
vigorously implementing the mandate of APF and Growing Forward to label Canada, promote locally
grown and processed product, and brand our exported livestock and meat products.

The federal government has recently unveiled a Canada Brand campaign (“Quality is in our Nature”) for
the agri-food sector. However, this branding campaign is not an example of a stand-alone branding
exercise. Itis a value chain exercise to promote high standards in food production, exceeding customer
expectations. However, since under current regulations non-Canadian food can be labeled as a “Product
of Canada,” there is still no method for Canadian farmers or processors to be the sole beneficiaries of
Canada’s international reputation for high quality production. Better marketing tools need to be
developed to allow truly domestic production to gain advantage from the Canada Brand value chain
exercise.

Recommendations
That the federal government:

1. Complete the ambition of APF and Growing Forward to create a voluntary “Grown in Canada” label,
logos, images, and themes that would identify with 100% Canadian grown product.

2. Oppose mandatory country of origin labelling requirements that can be used to promote protectionist
agendas and technical barriers to trade, especially within the WTO Technical Barriers to Trade rules
and Codex standards.
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3. Ensure that any “Grown in Canada” label regulations do not impose product description
requirements that discriminate against imported product.

4. Advocate additions to appropriate legislation respecting “Made in Canada” rules and by adding a
separate “Grown in Canada” marker for 100% Canadian product.

5. Provide standards for the identification of products with particular characteristics which some
consumers may desire (e.g. organic product or BST free milk). The identification should be limited to
the declaration of the presence of the characteristic and such identification should be done on a
voluntary basis.

6. Ensure Growing Forward works to develop branding skills and knowledge among farmers and
processors.

7. Support a big, bold initiative to create a pan-Canadian brand.

Attracting Foreign Direct Investment to Canada
2007

Enhancing Canada's investment opportunities is essential in its ongoing international competitiveness.
Foreign direct investment (FDI) links Canadian companies, consumers and workers to the knowledge-
based global economy. It enhances Canada's competitiveness by revitalizing domestic industry and
increasing the flow of goods and services between Canada and its trading partners. Foreign investment
not only produces jobs, but also introduces new technology, new management techniques and new
market access.

Canada has a clear interest in ensuring an environment of stability, transparency, predictability, non-
discrimination and protection for Canadian companies and individuals that invest abroad. Foreign
investors into Canada expect the same. Good investment rules make for a positive economic climate,
which favours growth and jobs. Canada has, therefore, consistently supported a strong, rules-based
system, multilaterally, regionally and bilaterally.

When foreign companies invest in Canada, they must comply with the Investment Canada Act (ICA).
Except with respect to certain sectors, the Investment Review Division of Industry Canada (“Investment
Canada”) administers the Act under the direction of the Minister of Industry, screening for economic
factors and approving those of “net benefit” to Canada.

The Canadian Chamber is concerned that, according to the OECD, Canada maintains the highest level of
explicit restrictions on foreign equity ownership in the G7, with sector-specific restrictions related to
banking, fishing, mining and energy, air transport, telecommunications and cultural activities. Given
these restrictions, it is not surprising that, as highlighted by the federal government in Advantage Canada,
Canada’s share of total inward FDI directed to the G7 and OECD countries has been declining and the
share of investment in Canada by firms from other G7 countries is falling. For example, Canada’s 2007
Trade Update notes that global FDI rose by 34.3% and amounted to over US$1230 billion by the end of 2006.
However, Canada’s inward FDI stock only grew by 10.1% in 2006 (its highest percentage increase since the
technology boom of 2000) and amounted to less than 5% of the global total.

Canada’s falling investment underscores the need for greater Canadian investment promotion in key
markets.

In 2006, a review of the ICA was announced. The Canadian Chamber supports the periodic review of
Canadian legislation to ensure that it is serving Canadian interests. This review should set out to clarify
the rules under which foreign investment will be welcome in Canada, while ensuring a framework that
allows Canada to take a proactive approach to attract the much needed foreign investors.

The Canadian Chamber of Commerce fully supports the principle of “freedom of investment” laid out in
the 2006 policy statements of the International Chamber of Commerce (ICC) and the Business and
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Industry Advisory Committee to the OECD. We are deeply concerned about the unwarranted investment
protectionism that is occurring in many countries. Current Canadian uncertainty and voices projecting
protectionist sentiments are not providing an environment that encourages investment from developing
countries, such as China. Any regulation must ensure that we do not discriminate against or impede
legitimate foreign investment. As a matter of principle, the origin of the investor should not play a role in
the review of investment.

Finally, the federal government could also improve Canada’s investment environment by ratifying, once
and for all, the Convention for the Settlement of Investment Disputes between States and Nationals of
Other States (the ICSID Convention). This convention facilitates the conciliation and arbitration of
disputes between member countries and investors who qualify as nationals of other member countries.
All member countries of the ICSID Convention are required by the Convention to recognize and enforce
ICSID arbitral awards. While the Canadian Chamber recognizes that, in December 2006, Canada became
the 155t country to sign the ICSID Convention and we applaud that the federal government has
introduced legislation to implement the ICSID Convention, in order for Canada to ratify the agreement
and for Canadian companies to gain the ICSID benefits afforded to our competitors in 144 other countries,
provincial and territorial action is also needed.

Recommendations
That the federal government:

1. Must send a clear and positive message to foreign investors that Canada wants inbound investment
through a proactive investment strategy and promotion campaign.

2. Clearly outline what is deemed an acceptable investment and under what criteria

3. Must move to address the uncertainty clouding the Investment Canada Act, particularly with regard to
the issue of national security. The review of the Investment Canada Act must not introduce any new
walls or barriers to legitimate foreign investment in any sector.

4. Review all potential foreign investments according to the same criteria and not single out any
particular type of investment for special treatment.

5. Adhere to the 2006 International Chamber of Commerce and the Business and Industry Advisory
Committee to the Organization for Economic Cooperation and Development policy statements on
investment protectionism that call on all governments to avoid investment protectionism and to
uphold their commitments in word and in practice to welcome market-driven foreign investment by
not regulating in a manner that discriminates against or impedes foreign investment.

6. Ratify the ICSID Convention in order to make Canada more attractive for investors.

A Canadian Services Strategy
2007

The Canadian economy is predominantly services-based, with over three-quarters of employment and
over two-thirds of economic activity being attributable to the services sector. Moving forward, the
Canadian economy is expected to become more services-based, as the sector is projected to be the
dominant driver of job creation and economic growth.

The services sector is comprised of a wide range of industries and activities, including government,
finance, insurance, education, information and communication technology, transportation/logistics,
research and development, marketing, media, professional and engineering services. These industries
require a highly-skilled, multi-disciplinary workforce and, in turn, offer high-wage and high-value
employment for Canadians.

Beyond the quality of employment, services are an essential input in the production of virtually all
industrial and agricultural goods, as well as other services. According to the OECD, services account for
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25% of value-added in manufacturing. A firm’s competitiveness and productivity is not merely a function
of its employees and capital stock, but also of the quality and cost of the services it procures. Increasingly,
these services can be sold and procured on a global basis.

Information and communication technologies are globalizing markets for information-based and
knowledge-based services. Currently, only 20 percent of global trade is services-based, but this number is
quickly growing. One would think Canada, which is export-oriented and integrated into the largest, most
dynamic economy in the world, would translate the high services profile of its economy into international
trade benefits. Alarmingly, this is not the case. According to Statistics Canada, in 2005 services accounted
for merely 12.5% of Canada’s exports; this percentage has been falling since 2002. Canada’s weak
performance in regards to services exports is underscored when looking at the United States, which leads
the world in services exports at 29.1 percent, and Australia, a comparable economy to Canada, at 22
percent.

Moving forward, it is imperative that Canada begin placing more strategic focus on services. Canada
needs a comprehensive services strategy.

Recommendations
That the federal government:

1. Use existing information and resources to complete a study of Canada’s services sector, similar to the
House of Commons Standing Committee on Industry, Science and Technology Report on
Manufacturing. The study should aim to better understand and calibrate:

a. The importance of the services sector to Canada’s competitiveness
b. The present and projected quantity and quality of jobs in the services sector
c.  The trade-related growth opportunities in knowledge-based services

d. The skills required for a services-based economy and the needed education/training adjustments
to achieve this

e. Investment opportunities in research, development and commercialization in the services-related
fields where Canada is and/or can be a world leader

2. Use the findings and recommendations of this study to create a comprehensive Canadian Services
Strategy.

3. Incorporate this strategy into Canadian policy, for example by making the services sector as a key
pillar in the Global Commerce Strategy.

Canada’s Gateways
2007
Background

Canada is one of the most heavily trade reliant countries in the world and international commerce is
fundamentally important to our prosperity as a country. Exports of goods and services from Canada
account for almost 36.3% of our GDP, while imports account for 33.7% of our GDP.

While the US is still the destination for over 75% of Canada’s merchandise exports, China is accounting for
an increasing share of exports. With a population of 1.3 billion and GDP growth at almost 10% in 2005,
the economic opportunities China represents are enormous. Between 2000 and 2005 China’s exports grew
annually at 25% and its imports at 24%. Perhaps almost as great an opportunity may be found in India - a
country of 1.1 billion people, with population growing at a rate of 1.4% annually and with GDP growth of
over 8% in 2005. Its exports, between 2000 and 2005, grew at an annual rate of 21% and imports at a rate
of 16%. By growing its share in both import and export markets such as China and India, Canada has the
chance to become more competitive internationally and encourage foreign investment.
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Context

Canada already has many assets when it comes to developing these markets. Our west coast is a natural
route for both imports from and Canadian exports to China and Southeast Asia. Canada’s east coast is
equally well situated to service these emerging markets. In particular, the east coast enjoys an advantage
when it comes to trade with India. Ships leaving India and the Indian sub-continent can travel through
the Suez Canal and arrive expeditiously in North America via Canada’s east coast; this same advantage is
found for Canadian exports going to India and the Indian sub-continent. Increased trade with India via
the east coast gateway has the potential to increase Canada’s trade with the US as more goods move to the
US mid-west via the gateway. As international transportation links improve and the industry becomes
more competitive, it also will increase opportunities for businesses across the country.

If we are to take full advantage of the opportunities presented by emerging markets, our transportation
links must be world class in efficiency and security. The excellent natural situation of our west coast ports
has been enhanced by recent support to and investment in the Pacific Gateway. Trade via east coast ports,
with their many natural and geographic advantages, could likewise be enhanced with support and
investment.

For instance, as larger container vessels are commissioned, ie, vessels that are twice the size of those now
in service, the requirements of mega-hub ports for Canada and North America need to be considered.
Expansion of existing infrastructure is inevitable. In the future, shipping companies using these larger
vessels may well avoid low productivity container terminals to avoid long port layover time. It is vital
that there be innovations in container handling systems to significantly increase the productivity of
Canadian ports. A hub port for very large container ships must become a logistics platform as part of a
supply chain serving individual industries and companies within them. If Canada’s ports expect to create
a more competitive supply chain, it is vital to have an integrated and efficient transport network for rail
transport, feeder transport, and inland transport by truck, as well as the vertical and horizontal
cooperation which provides value added service to port users.

Canada’s transportation gateways represent economic opportunities not just for those areas that house
them, but also for those parts of the country these gateways link to. Efficient and secure gateways with
sufficient capacity not only make Canada a more attractive and competitive place to do business, they also
encourage increased trade and foreign direct investment.

The Canadian Chamber applauds the government’s $1 billion investment in the Asia-Pacific Gateway and
Corridor Initiative. However, continued incentives are needed to support capital and technological
developments on both coasts. There is an opportunity for Canada to move to a new level that is more
responsive to market demands.

Recommendations
That the federal government:
1. Actively and intensely promote all of Canada’s recognized gateways

2. Develop a more efficient process from announcement of projects to regulatory approval, funding and
completion of project development.

3. Support investment and capital pool formation in marketing/awareness and infrastructure for
Canada’s gateways to ensure we, as a country, are taking full advantage of the exceptional trade
opportunities in Asia, especially China and India.

4. Within the Gateway context, and in close consultation and collaboration with local chambers of
commerce and recognized Gateways, provide real incentives to support capital contributions and
technological development for all appropriate modes of transport, as prioritized in that consultation
process, and supporting infrastructure development purposes, while eliminating disincentives and
reexamining the regulatory and policy framework to facilitate the movement of goods, services, and
people.
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5. While working in tandem with provincial, territorial and municipal governments, ensure that
regulatory approval processes for new infrastructure investment are more efficient in terms of time
and provide a level of outcome predictability. This should include:

*  Establishing firm timelines for the process
*  Eliminating redundancies in federal, provincial, territorial and municipal processes

*  Completely defining the scope of the review requirements at the outset so that the mid-stream
amendments are minimized

*  Providing clarity on the full scope of the required background studies.

Arrivals Duty Free at Canadian Airports
2007
Issue

The Federal Government should permit Arrivals Duty Free at major Canadian airports as it will result in
many positive economic benefits.

Background

At present, federal legislation allows the sale of duty-free goods only to passengers departing Canada, but
prevents the sale of duty-free goods to passengers arriving in Canada. As a result, sales that should be
made in Canada are forced abroad.

Currently, more than 50 countries in the world have Arrivals Duty Free and many other countries are
considering implementing Arrivals Duty Free due to the economic and other benefits that it generates.
This creates a clear competitive disadvantage for major Canadian airports and reduces the potential
revenues that could be generated from international arriving passengers.

Arrivals Duty Free presents a significant opportunity for Canada to repatriate sales that Canadians
traveling abroad would normally make on departure at foreign airports prior to their return flights.
Allowing Arrivals Duty Free would also not only increase passenger convenience and direct revenue
currently spent abroad, but would also offset the losses currently experienced by Canadian duty free
businesses due to increased security measures, including the current restrictions on liquids, aerosols and
gels allowed on flights.

Duty Free sales are a significant revenue generator for airports. The introduction of Arrivals Duty Free
would: significantly enhance the non-aeronautical revenues of major Canadian airports, helping to offset
airline costs and costs of travel; create additional employment directly at airports as well as through
increased sales of local goods; better promote domestic products; reduce baggage loads for aircraft; be
more convenient for travellers; and provide additional tax revenues to the Federal Government. It is
estimated that the introduction of Arrivals Duty Free in Canada would mean as much as $50 million a
year in additional revenue for the sector, 340 new Canadian jobs and $3.2 million in additional federal tax
revenue.

The experiences of other countries that allow Arrivals Duty Free have been extremely positive and
Canada could expect the same, particularly at the major airports throughout the country that already
provide duty free sales.

There is broad support for Arrivals Duty Free from Canadian airports, Canadian business and Canadian
travelers.

Recommendation

That the federal government amend the following sections of the Customs Act and the Duty-Free Shop
Regulations in order to introduce Arrivals Duty Free at airports in Canada:
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*  Customs Act, s. 24(1)(c)
*  Duty-Free Shop Regulations, s. 18(1)

Approved Destination Status
2007

China is quickly becoming a giant source of tourism travellers, with over 100 million Chinese citizens
expected to travel abroad as tourists by 2020, according to the World Tourism Organization.

In order to be able to fully participate in being a destination of choice for Chinese travellers, it is important
that Canada successfully achieve Approved Destination Status (ADS). ADS is a bilateral agreement with
the Chinese government that will allow the Canadian tourism industry to actively market Canadian travel
opportunities in China and will permit Chinese travel agents to advertise and promote leisure travel
packages to Canada.

Without ADS, Canada is losing significant competitive ground. Though figures have shown an increase in
visitors from China, those increases could be multiplied with ADS. According to the Tourism Industry
Association of Canada, in 2005, Canada welcomed 117,000 visitors from China, a figure that was up
approximately 15% from 2004. Chinese visitors currently account for more than $150 million per year of
tourism spending in Canada. Their average length of stay is 30 days and they spend an average of $1,857
per person-trip, the highest among Asia Pacific markets. The Tourism Industry Association of Canada
estimates that these revenues could perhaps double or triple in the short term and provide a stable
grounding for more sustained and significant growth.

The majority of current visitors from China are business travellers, students, or people visiting friends and
relatives. The tourist traveller represents only 16% of the total revenue to Canada. Clearly the growth
potential with ADS is substantial.

Though Canada is officially in negotiations with China for ADS, the process has become quite bogged
down. In January 2005, China officially agreed to grant Canada Approved Destination Status, triggering
negotiations and preparations that were expected to take upwards of a year. Yet two years later, Canada
has not received approval from China, while 80 other countries now have ADS and their economies are
benefiting from the increase in tourism revenue that status has brought.

It is of significant importance that Canada completes its negotiations with China and be the first North
American country to receive ADS. Achieving ADS after our neighbours in the United States will make the
marketing of Canada a much greater challenge than if we were to finish our negotiations in a timelier
manner. Chinese travellers are curious to get their first glimpse of western nations, and should that first
glimpse be the United States, it will not be easy to sell a second trip to what is an expensive destination,
compared with other ADS markets in Europe and Australia.

Chinese citizens are very interested in visiting North America. Visits to Canada by Chinese citizens will
have a positive impact on our tourism industry and have the potential to act as a precursor to trade. Trade
relationships have their roots in personal relationships and personal experience. Delays in achieving ADS
status will delay the development of trade relationships with China. The timely approval of ADS with
China should be considered a cornerstone of the Asia Pacific trade strategy.

Recommendation

That the federal government negotiate to achieve Approved Destination Status with China by
December 31, 2008.
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The Need for an Accessible and Efficient Canadian Passport System
2007

The Canadian Chamber of Commerce acknowledges the administration process for passports has been
placed under significant recent pressure due to an unprecedented level of demand and this has focused
public attention on the deficiencies in the application system and the pressure this places on the applicant.

Despite efforts by all stakeholders in both Canada and the United States to relax the passport
requirements of the Western Hemisphere Travel Initiative (WHT]I), it is clear that WHTI will soon be in
effect at all air, land and sea border crossings into the United States. As of January 23, 2007, Canadians
need a valid passport to enter the U.S. when traveling into the U.S. from Canada by air. Atland and sea
border crossings, WHTI could be implemented as early as January 1, 2008.

A major deficiency in the current Canadian passport system is that Canadian passports are only valid for a
period of five years. Most of our trading partners, such as the U.S., Australia and most European Union
countries (including the United Kingdom, Germany, France and Italy), have passport validity of ten years.
Indeed, Canada is the only country in the G7 that does not issue a ten-year passport.

The Canadian Chamber of Commerce appreciates that the Canadian passport system is facing significant
increases in the number of passport applications. According to Passport Canada’s 2005-2006 Annual
Report, Canada faced unprecedented volume pressures, with over 3.1 million Canadians receiving
passports in this past fiscal year, representing an increase of 16.15% over the previous year. This increased
demand for passports will continue, given the increased demand generated by WHTI and the fact that the
majority of Canadians do not hold a valid passport.

The pressure on the current system is readily apparent. Passport applicants now have to wait as much as
8-10 hours in line, sometimes outside, to apply for a passport. The average wait time is approximately 4
hours. Applicants may apply for their passports by mail, but there is minimum six-week turn around
period. If applicants apply in person, the turn around time is 22 working days or 4.5 weeks. This puts an
extreme hardship on Canadians who must travel for business, work-related or health reasons.

The Canadian Chamber of Commerce acknowledges and welcomes initiatives by Passport Canada to
introduce new systems and processes to improve service. These initiatives include immediate verification
of an applicant’s previous records and would allow Passport Canada to eliminate the need to present
proof of citizenship for renewal applicants. This change is also intended to remove the need to obtain the
signature of a guarantor once the information has been electronically archived.

Welcome also are initiatives undertaken by Passport Canada to trial a new Passport Renewal Process. A
previous trial in 2005 whereby qualified individuals were invited to utilize a simplified application
process resulted in 22,617 passports being issued. Passport Canada is in the process of assessing all of the
impacts of this program from an operational, security and financial perspective. An end result could be a
simplified process that is offered to all passport holders. While the Canadian Chamber of Commerce
agrees with a need for a review of any new program, the need for a passport renewal process is
immediate.

The Canadian Chamber of Commerce believes the federal government must take a leadership role in
ensuring that Passport Canada has the capacity to facilitate passport applications in a more efficient and
timely fashion, introduce a program that extends the life of Canadian passports and expedite passport
renewals for applicants who have previously gone through the screening process.

A final area of concern, for the Canadian Chamber of Commerce, is the ability of Canadians from outside
the major urban centers to access passport offices. Many individuals are often challenged by their inability
to easily access either a Passport Canada office or a reviewing agent. It is imperative that Canadians be
able to access a responsive passport system focusing on the needs of the applicant, while maintaining the
necessary security provisions.
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Recommendations
That the federal government:
1. Raise the validity date for Canadian passports to a ten-year period from the present five-year period.

2. Mandate Passport Canada to introduce an expedited process for individuals applying for a passport
renewal, on the understanding that the individual will have undergone the initial security screening
process required by Passport Canada when they obtained the original passport.

3. Offer an expedited passport renewal at a lower price than the regular application fee to reflect the
lower inputs and costs required of both the applicant and government in the process.

4. Establish additional full service passport offices in smaller cities outside major metropolitan areas.

Increase centralized capacity to process passport applications in a more timely manner.

Cross-Border Business Travel Facilitation for Executive, Professional and Technical
Specialists (XPT Program)

2007

With the growth of cross-border business, the increasing demand for qualified personnel and the
increasing scarcity of skilled personnel, there is an accelerating need for travel between the United States
and Canada by executives, professionals and technical specialists. Labour market conditions and skills
shortages are quite different now than when current arrangements were established for cross-border
travel by these categories of individuals.

For example, an individual who needs to travel between Canada and the United States cannot obtain the
required visa in advance. The individual must present themselves at the border or more likely at United
States Immigration at an international airport immediately prior to departure, bearing original university
degrees (not copies), specific written material identifying the purpose of the trip, and an offer of short-
term employment from an employer in the United States. This requirement must be met for something
even as simple as traveling to the United States to make a paid speech.

There is no assurance that the qualified individual will be granted entry to the United States, due to
inconsistent treatment by inspecting officers. The least irregularity may trigger a refusal from the
inspecting officer, a refusal that in effect cannot be appealed. The business traveler then must cancel their
obligations in the United States on very short notice.

Qualified residents of the United States can face similar challenges on seeking entry to Canada.

This situation impedes the normal conduct of business between the two countries. There is a need for a
solution to this that will ensure that qualified individuals can know in advance that they will be able to
cross the border, while ensuring at the same time that the need for security has been met.

It is proposed that a mechanism be established for multiple entries by security cleared executive, technical
and professional citizens and permanent residents of the United States and Canada for travel between the
two countries. This would be a broadly based arrangement covering all executive, professional and
technical personnel who are able to demonstrate their qualifications as members of the qualified
occupational categories.

It is proposed that qualified personnel would apply under the trusted traveler program that has been
established for travel between Canada and the United States. This would ensure that all identity and
security requirements are met. However, in addition to the information and background checks involved
in enrolment as a trusted traveler, the essential background information required for border crossing and
the issuance of permission for multiple entries would also be recorded. The applicant, at the time of the
interview for enrolment in the trusted traveler program, would produce the required documentation
satisfying qualification under the executive, technical or professional categories.
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The free movement of executive, professional and technical specialist personnel between the United States
and Canada would be a desirable outcome. Over time, the program would involve not only those four
categories already specified under NAFTA, but also the more broadly qualified group of personnel
actively engaged in these areas in the United States or Canada. In essence, this would be a much more
open labour market for these increasingly sought after occupations.

Some of these categories would require the recognition of their credentials in the states or provinces where
they might work if they intend to practice a regulated occupation. That would be no different than the
situation that now exists.

To facilitate the trial of this type of arrangement, it would be useful to mount a pilot program, which has
been a key ingredient in the successful deployment of the trusted traveler programs that increasingly are
being used to expedite the travel of individuals whose identity and trustworthiness has been verified.

Recommendations

1. That the federal government work with the government of the United States to establish a mechanism
to facilitate the movement of executive, professional and technical specialist categories of business
travelers between Canada and the United States:

*  Qualified citizens and permanent residents would apply under the established trusted traveler
program(s) to ensure all security requirements are met;

* Inaddition to trusted traveler data, essential information for border crossing under the new
program would be added to the electronic records;

*  Establish an optional pre-approval process for qualified individuals to obtain necessary
visas/approvals;

*  Recognition of professional credentials by provinces, territories or states would operate as at
present;

* A pilot program should be undertaken to facilitate a trial of the program.

3. That the federal government move quickly to expand this program in order to apply to all qualified
personnel actively engaged in the United States and Canada, so as to create a much more open labour
market for executive, professional and technical specialists.

Waiver of Transit Visa Requirement for the EU
2007

The Immigration and Refugee Protection Act requires that citizens from a number of European countries
obtain a transit visa for entry into Canada, even when traveling aboard flights that stop in Canada for less
than 48 hours. At present, this transit visa requirement applies to seven of the European Union’s 27
member states: the Czech Republic, Hungary, Latvia, Lithuania, Poland, Romania and Slovakia.

The European Union is among the largest economic and political entities in the world. European Union
members can invest, live, travel, and work in other member states. Passport control and customs checks at
most internal borders were abolished by the Schengen Agreement. However, Canada still requires transit
visas for many European Union member nations simply to transit through Canada en route to other
destinations.

The Transit Visa requirement forces Canada to forfeit millions of dollars in revenue annually and impacts
the economic welfare of the nation as it makes foreign jurisdictions such as Iceland and Portugal more
attractive as transit points. The Transit Visa impacts both Canadian airports and Canadian airlines looking
to foster new international routing opportunities through Open Skies Agreeements. Moreover, it
demonstrates an unequal application of policy with the EU, with whom Canada is currently negotiating
an open skies agreement.
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The Canadian Chamber of Commerce recognizes that, at the 2007 European Union - Canada Summit, the
leaders of the European Union and Canada committed themselves to the “free and secure movement of
people between the EU and Canada, and to the objective of visa exemption for all EU member states as
soon as possible.” In this same declaration, the Government of Canada asserted that it would soon
provide information on the criteria and process to achieve visa exemption.

Recommendation
That the federal government:

1. Immediately act upon its commitment to outline the criteria and process for achieving a visa
exemption for all European Union member nations.

2. Immediately implement this process, thereby removing the Transit Visa requirement for certain EU
citizens.

The United States’ International Traffic In Arms Regulations (ITARs)
2007

The Canadian and the United States economies are heavily integrated in many industry sectors. One of
the longest standing integrative relationships has been in the defence industry, which dates back to the
signing of the Defence Production Sharing Arrangement in 1956. Presently, there are more than 80 treaty-
level defence agreements, some 150 bilateral fora and 250 memorandums of understanding between the
Canadian Department of National Defence and the United States” Department of Defence.

The United States has in place legislation, known as the International Traffic in Arms Regulations (ITARs),
restricting the export and sale of defence goods. In general, the ITARs require that, for persons and
corporations to have access to U.S. defence articles, services and related technical data, they must be
registered with and licensed by the U.S. Department of State. Due to the longstanding cooperation within
North America on defence and security matters, Canada obtained an exemption to the ITARs whereby
certain exports of U.S. defence goods can be exported to Canadian federal and provincial governmental
authorities acting in an official capacity in Canada and to “Canadian registered persons” (which includes
Canadian-incorporated businesses and certain Canadian nationals) without the need to obtain a license.

There are some limitations, though, to the Canadian exemption from licenses. In particular, the exemption
has been interpreted by U.S. officials such that it does not extend to Canadian citizens who are also
citizens or are eligible to obtain citizenship of a third country (dual nationals). While in the majority of
cases, the needed license will be granted, the length of time to achieve this can be lengthy and
unpredictable. However, if the third country nationality is one of the currently twenty-four countries that
are proscribed under the U.S. legislation, this issue is insurmountable. The U.S. list of proscribed
countries includes, among others, Afghanistan, China, Cuba, Lebanon and Vietnam. Moreover, Canadian
citizens born outside of Canada, according to the U.S. interpretation of the ITARs, are considered to be
dual nationals, regardless of their actual, legal citizenship status. As well, naturalized Canadian citizens
and lawful permanent residents are treated as non-Canadians under the ITARs.

In general, Canadian dual nationals from a proscribed country and non-Canadians cannot work in any
way with ITAR-related products, even if they have obtained the requisite Canadian security clearance.
Companies that do not comply with ITARs can be subject to substantial fines, running into the hundreds
of millions of dollars, from the U.S. State Department.

While the ITARs directly affect Canadian companies in the defence and aerospace industries, this issue
can affect Canadian companies in all sectors. For example, a Canadian company that is providing a
service to another company that is using ITAR-related goods can encounter problems due to the dual
nationality of their employees. In trying to deal with this issue, some Canadian companies have provided
their dual national employees paid leave during the time of work on an ITAR-related contract in order to
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abide by the ITARs. In other instances, companies are being put in the position of having to determine the
nationalities of their employees, potentially in violation of Canadian human rights laws, or taking into
consideration an applicant’s ability to meet the ITARs requirements during the recruitment process.

The governments of Canada and the United States recently agreed to an arrangement that grants access to
defence articles and services exported under the ITAR to DND personnel who are Canadian citizens,
including dual nationals, who have a need to know and a minimum secret-level security clearance. This
arrangement is the first of a three-stage approach to addressing the dual national issue. The next phase
deals with providing access to dual nationals in other government departments followed by granting
access to private sector individuals.

The ITARs present further issues beyond that of dual nationality. While there is a Canadian licensing
exemption from the ITARs, this exemption does not extend to all products within the scope of the ITARs.
For those products not subject to Canada’s licensing exemption, the Canadian individual or business
needs to obtain a license from the U.S. Department of State. This is an onerous process that can take in
excess of 9 months. As a result, Canadian businesses are put at a competitive disadvantage to their
American compatriots. In addition, this need for a license seriously undermines integrated Canada-U.S.
supply chain relationships. The lack of an ITAR exemption can hinder or even discourage the cross-
border servicing of aerospace and defence-related products, a common practice in the integrated North
American market.

Even if an ITAR-covered product is part of the Canadian licensing exemption, there are still restrictions on
the export of all ITAR-covered products to the countries on the U.S.” list of proscribed countries.

Canadian companies may be limited, as a result of the ITARs, in how they can use an ITAR-covered
product that it has legitimately purchased. Consequently, many Canadian companies strive to ensure that
their products offered for sale are ITAR-free. Canadian companies offering for sale products containing
ITAR-covered components find that they are very difficult to sell.

This desire by Canadian companies to avoid using ITAR-covered items in their resale products is made
more difficult by the fact that any item of U.S. origin that was designed or used for a military purpose
automatically becomes subject to the ITARs, regardless of when this military use occurred. As a result,
products with little or no military value that were used originally for military purposes decades
previously, such as fasteners for commercial aircraft, are ITAR-covered goods. Once this is discovered,
the Canadian company must seek to have the products de-listed as an ITAR-covered product by the U.S.
State Department, a process that can take as much as six months. This can cause major delays to
production and create difficulties for Canadian companies in fulfilling contracts with third parties.

U.S. industry is also being harmed by the current interpretation of the ITARs. U.S. companies are finding
their ability to market any commercial products containing non-military ITAR components, which
includes a wide array of commercial products, is very limited in foreign markets.

This issue has been evolving and increasing since 1999. Efforts have been on-going from both Canadian
and U.S. industry to mitigate the negative effects of these regulations on the North American market.

Recommendations
That the federal government:

1. Within the next 6 months, in partnership with the U.S. government, negotiate and move forward on
granting access to ITAR covered-materials to individuals with a secret clearance, including dual
nationals, in the private sector.

2. The Canadian government must guarantee that there are adequate resources available to ensure that
security clearance requests are processed, on average, in less than 3 months.

3. Continue negotiating with the U.S. government a comprehensive solution to the issues raised by the
ITARs that also addresses U.S. security concerns. This would include:

- anagreement to expand the list of items that fall within the Canadian licensing exemption;
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- anagreement that any licenses required under the ITARs will be granted by the U.S. State
Department in a commercially reasonable time;

* Export License: no more than 6 weeks - 8 weeks

* Technical Assistance Agreement (TAA) and Manufacturing License Agreement (MLA): less
than 4 months

- anagreement that ITAR-covered products that raise minimal security concerns are automatically
de-listed after they have been in use for 10 years.

4. Work with the U.S. government to ease restrictions on the sale to third countries of Canadian-made
products containing minimal ITAR-covered content.

5. Create, in cooperation with the U.S. government, a program to designate Canadian companies as
“ITAR-certified” and could operate under a preferred ITAR regime, such as an expedited process for
receiving licenses from the U.S. Department of State. Certification procedures would include a
mutually agreed security clearance process and an enhanced Canadian Controlled Goods program.

6. Ensure that the detrimental effect that the ITARs are having on the North American market is
communicated to the U.S. government.

7. Reconfirm with the U.S. government both countries’ commitment to a strengthened bilateral defence
and aerospace industry.
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Justice

Organized Crime Task Force
2008

Background

Organized crime poses a serious long-term threat to Canada’s institutions, society, economy, and to our
quality of life. The vast majority of organized crime groups use or exploit the legitimate economy to some
degree by insulating their activities, laundering proceeds of crime and committing financial crimes via a
legitimate front. Organized crime groups exploit opportunities around the country and create a
sophisticated trans-national network to facilitate criminal activities and challenge law enforcement efforts.

Domestic policing efforts across Canada increasingly require the development of strategies and programs
that address the international components of organized crime. Currently, the RCMP and local law
enforcement are focused on reducing the threat and impact of organized crime. In countering the growth
of organized crime groups and dismantling their structures and sub-groups, a critical component is the
improved coordination, sharing and use of criminal intelligence and resources. This sharing of
information and resources are used in support of integrated policing, law enforcement plans and
strategies, as well as creating incentives designed to communicate the impact and scope of organized
crime.

Nature of Problem

Organized crime now plays a significantly greater role in the Canadian economy than it did a generation
ago. Organized crime involves both well-known and lesser-known groups, as well as white collar
criminal activity, gang activity and both domestic and foreign participants. Recently, there has been
significant innovation within the realm of organized crime, especially within the drug economy. This has
resulted in a vibrant and expanding underground economy. Through its corrosive socio-economic effects
and violent attempts at self-regulation, organized crime is of concern in both a tactical and strategic sense.
This concern is linked to organized crime and the drug trade, in the range of secondary activities
associated to organized crime, and the indirect, damaging effects of a criminal economy.

The threat and impact of organized crime have been detailed in information gathered on behalf of the
RCMP, Provincial and Federal governments and non-governmental agencies. A review of the relevant
data confirms the following;:

a) In 2007, the Canadian criminal intelligence community identified approximately 950 organized crime
groups that were found to operate in communities throughout Canada.

b) Over 300 street gangs have been identified as carrying on operations in Canada, with an estimated
11,000 gang members and associates.

¢) Many groups are involved in a variety of criminal activities. For example, there are approximately 108
various organized crime groups currently known to be involved in the illicit tobacco trade; 69% are
also involved in drug trafficking, mainly in marijuana and cocaine, and/or weapons trafficking.

d) The most significant categories of organized crime in Canada are outlaw motorcycle gangs, Asian-
based organized crime, independent organized crime, Indo-Canadian organized crime and Eastern
European organized crime. Organized crime groups are now exporting its scope of operations
throughout Canada and to other countries

e) For example, in British Columbia, approximately 20% of organized crime is based outside the Lower
Mainland. Furthermore, criminal revenues now comprise a significant component of the provincial
economy and 72% of the known organized crime groups cannot be addressed under current police
capacity, and will operate free of significant law enforcement attention.

The statistics for Canada and globally identifying the effect of organized crime are as follows:
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a) The statistical information available suggests current annual global revenues from illicit criminal
activities include:

i)  $100-300 billion from drug trafficking

ii)  $10-12 billion in toxic and other hazardous waste dumping

iii)  $9 billion from automobile theft in the United States and Europe
iv) $7 billion from human smuggling

v) Global trade and pirated goods are estimated at $450 billion US
vi) $40-50 billion annually due to the illicit tobacco trade

b) The international monetary fund has estimated that between $22 - 55 billion dollars are laundered
annually in Canada.

c) Drug trafficking continues to be the principle source of revenue for most organized crime groups. The
illicit drug market in Canada is worth in excess of $10 billion annually. In 2007, approximately 80% of
all crime groups in Canada were involved in the illicit drug market. It is suspected that some of the
profit derived from drug sales finds its way into funding terrorists and other insurgent groups who
are involved directly/indirectly in the drug trade.

d) Marijuana cultivation is the most pervasive and lucrative organized crime activity, and leads to
significant spin-off criminal activity, including violent crime and money laundering.

e) Methamphetamine production and trafficking is expanding at a rate similar to the early growth of the
marijuana industry.

f) Credit card fraud led to losses of $200 million in Canada in 2005 and debit card losses amounted to $70
million.

g) Motor vehicle thefts cost Canadians an estimated $1 billion annually, and approximately 30% of the
170,000 motor vehicles that are stolen every year in Canada are never recovered.

h) Globally, profits from child pornography are estimated at $24 billion annually. Cybertip.ca (the on-
line tip-line for the reporting of potential internet sexual abuse) has received a total of 9,145 public
reports. These tips have resulted in 17 arrests, 972 websites being shut down and 700 ongoing
investigations.

i) In 2006, Phonebusters reported 23,317 victims of scams, with an overall value of loss reported at $96
million.

j) In 2006, there were 7,778 reported cases of identity theft, with an overall value of loss reported at $16
million.

Insurers, businesses and consumers pay for the activities associated with organized crime. The cost of
crime is passed from insurance firms to businesses and then on to the consumers, who also pay higher
premiums for personal insurance. The more crime there is, the more it costs taxpayers for law
enforcement, justice and correctional services.

Organized crime has no boundaries and can occur in large, small or medium sized communities.
Criminal activities occur throughout the country in suburban neighbourhoods and rural communities
through the internet, in local schools or through the sale of counterfeit goods and breach of intellectual
property laws.

Strategic Approach to Reducing Organized Crime

With the expansion of organized crime throughout Canada, and the necessity to reduce its growth, there
must be plans and priorities established to guide our law enforcement efforts towards reducing the threat
and impact of organized crime in Canada. Strategic studies undertaken confirm that certain regions
throughout Canada are more susceptible to the establishment of organized crime operations, and the
necessity for integrated task forces to combat this problem must be identified and utilized immediately.
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A coordinated law enforcement effort must be undertaken that provides for a regionalized approach to
combating organized crime utilizing the services of the RCMP, municipal and provincial police forces and
other agencies in a coordinated effort. The necessity to address and combat the organized crime issue can
only be dealt with through ensuring that there are sufficient financial resources available to establish
organized crime task forces in regions throughout Canada. The financial investment by the Federal and
Provincial governments in manpower and resources to combat organized crime is essential.

With the expansion of organized crime throughout Canada, certain high risk regions are more susceptible
than others to the establishment of organized crime operations. The ability of the RCMP and local law
enforcement to address crime before it grows exponentially is a genuine concern.

Recommendations
That the federal government:

1. Establish organized crime task forces in key identified high-risk regions throughout Canada to combat
the growth of organized crime.

2. Work jointly with provincial\ territorial governments to provide funding for the establishment of the
needed task forces.

3. Ensure that organized crime task forces work together with all levels of law enforcement on a regional,
provincial\ territorial, federal and international level to combat the problem of organized crime

Correctional Services Canada Revitalization
2008

An independent panel on Correctional Services Canada appointed by Public Safety Minister Stockwell
Day issued a recent report which identifies where we are failing in the federal prison system and what can
be done about it. A key issue is that anyone serving time in a federal institution gets statutory release after
two-thirds of their time has been served. It doesn’t matter how well or how poorly they have done in
addressing their own issues within the system, they get a “get out of jail free” card after serving only two-
thirds of their sentence.

The downside of this policy is that 40 per cent of those given statutory release re-offend or have their
release revoked and the violent re-offending rates are three times higher versus parole releases (parole is
the supervised release of a prisoner before the completion of his/her sentence). As the Panel said,
statutory release is ‘a key disincentive to offender accountability. Whatever happened to earning your
way out early? By having to earn their way out, offenders are much more likely to work on behavioral
changes which would, in turn, improve release outcomes. At least, that is what the statistics cited and the
review seemed to indicate. The side benefit is fewer victims and a better society.

As part of the move toward behavioral change, the offender must use the tools available and use them to
effect change. They have as much a responsibility for change as does Correctional Services.

Another major highlight of the report was the astonishing statistics concerning the education level of the
federal prison population. “‘More than 70 per cent of offenders at admission had unstable work histories;
more than 70 per cent had not completed high school and more than 60 per cent had no trade or skill
knowledge. These are astonishing facts. It points to the dereliction of our education and social systems
that allow this to happen and helps contribute in no small way to the possibility of someone getting into a
life of crime. This was a major element cited as pointing toward potential criminality in The Vancouver
Board of Trade’s October 2006 Kids ‘n Crime report.

The period of incarceration offers an opportunity to rectify this situation as long as more meaningful skills
development is provided to prepare an offender for employment upon release. Again, the review panel
pointedly states that “without the means to earn a living upon release, an offender’s rehabilitation is
jeopardized’.
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In summary, the panel made five major recommendations:

1. Offender Accountability - “if rehabilitation is to occur and truly be sustained, it must be a share
responsibility of CSC and the offender’

2. Eliminating Drugs from Prison - ‘the presence of illegal drugs in federal penitentiaries in not only
unacceptable but results in a dangerous environment for staff and offenders’

3. Employability/employment - “without the means to earn a living upon release, an offender’s
rehabilitation is jeopardized’

4. Physical Infrastructure - address the shortcomings of existing facilities ‘through the development,
design and implementation of regional complexes’

5. Eliminating Statutory Release - Moving to Earned Parole Recommendation

A meaningful reformation of the Corrections Services can have a positive effect on Canada’s economy.
These proposed reforms could lead to a meaningful drop in the recidivism rate which would cut down on
crime and lessen the economic impact on Canadian residents and businesses - less property crime, re-
purposing of police resources to more serious crimes, lower insurance costs, fewer deductible payments,
etc. It also could be the basis for adding to the number of skilled workers available in an era where there
are increasing shortages of these skills.

Recommendation

That the federal government, as soon as is feasible for the benefit of society, the economy and the
individual offenders, implement the ‘Roadmap to Strengthening Public Safety” report in its entirety as
outlined under the five major recommendations contained therein:

* Offender accountability

* Eliminate drugs in prisons

* Employability/ Employment
* Physical infrastructure

« Eliminating statutory release

Illegal Cigarette Trade in Canada
2008

The illegal cigarette trade has increased during the last few years, increasingly affecting the Canadian
economy. The majority (94.9 per cent) of the illegal cigarette trade is concentrated in Quebec and Ontario,
but the problem seems to be spreading to other provinces. The problem results in losses for the Canadian
economy, not only for retailers, but also because unpaid taxes on the sale of tobacco deprive federal and
provincial governments of important revenues, estimated at $1.5 billion to $2 billion in 2006.

It is not the first time that cigarette sales have escaped government control. In the past, Quebec fought
against a thriving illegal cigarette trade. In the 90s, high tobacco taxes were associated with a huge
increase in cigarette contraband, and during that period, the illegal trade reached alarming proportions.
Quebec’s Minister of Finance estimates that almost 65% of all cigarettes smoked in Quebec were sold
illegally and that this clandestine economy cost the ministry nearly $1.3 billion in lost tax revenues
between 1990 and 1994. By agreeing together to reduce tobacco taxes, the governments of Canada and
Quebec were able to stop the crisis. Paradoxically, despite the 80% reduction in tax rates, fiscal revenues
from tobacco sales increased in Quebec after declining for several years due to the underground economy.

The illegal cigarette trade has been booming since 2000. According to the Canadian Tobacco
Manufacturers Council, in Quebec and Ontario, almost 1 in 3 cigarettes is bought illegally and the illegal
trade is growing. Data shows that the volume of illegally sold cigarettes is growing, and reached 31% in
2007 up from 22% in 2006 in Quebec. Although Quebec accounts for 41.1% of cigarettes illegally sold
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nationally, the problem is national in scope and 22% of cigarettes purchased in Canada are illegal.
Currently, the price of one carton of illegal cigarettes (200 cigarettes) can be sold for as little as $6, which is
equivalent to 3 cents per cigarette. The problem is urgent.

It is in the best interest of Canadians to stop the illegal cigarette trade, because of its many negative
consequences for the community in general. Tolerating the trade of illegal products, on which taxes are
not paid, amounts to accepting the loss of legitimate fiscal revenues, estimated in Canada at more that $1.5
billion in 2006. Moreover, owners of retail businesses, including very small neighbourhood retailers, see
their sales fall dramatically and this cannot be explained by a lower rate of tobacco use in the population.
According to the Canadian Convenience Stores Association, illegal cigarettes are lowering retailer
revenues by 25%.

The illegal cigarette trade affects not only the economy, but also the health of Canadians. There is no
quality control on products sold illegally. Health requirements, such as disclosing content, and the
prohibition of tobacco sales to minors are not necessarily followed. Young people have access to cigarettes
more easily and cheaply and risk becoming regular smokers. So, it is important to increase awareness
among the young by working more closely with affected groups.

The illegal cigarette trade is a criminal issue because it breaks the law and gives organized crime
additional revenues, allowing it to finance other illegal and damaging activities. Until now, government
responses have not succeeded in stopping the perception that one can disobey the law and suffer very few
consequences. It is obviously in the best interest of Canada and the provinces to justly and effectively
control cigarette sales, as any other trade, to ensure compliance with the laws.

Recommendations

That federal and provincial governments take all necessary measures to end the illegal cigarette trade in
Canada, including:

1. Implement adequate enforcement measures to ensure compliance with the laws in force relating to
cigarette trade.

2. Increase collaboration between the various federal, provincial, and municipal law enforcement
authorities in order to make law enforcement actions more efficient.

3. Develop a closer partnership with Aboriginal communities in order to end the illegal cigarette trade
and encourage legitimate and viable economic development on reserves.

4. Develop a clear communications plan for the Canadians reaffirming the illegal nature and negative
consequences of cigarette smuggling.

A Realistic Approach to Reducing Crime in Canada
2007

Over the past few years crime (and its impact on businesses and communities) has become one of the most
important issues for Canadian Chamber members across the Canada.

This reflects the view of the public at large as opinion polls have consistently shown that crime is a more
serious problem for western provinces than for the eastern provinces. This perception is also supported
by the data which for the period 1995-2005 have shown higher crime rates in the west, both over time and
across virtually all categories.

BC, for example, continues to have one of the highest crime rates in Canada, this must be viewed within
the context of an overall improvement in crime rates for the entire major crime categories: violent crime,
property crime, and other crimes. While this is a cause for celebration, again within the wider context it
continues to be a cause for concern as while BC’s relative position within Canada may be improving it still
lags behind the national average for all major crime categories.
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The inability of BC to significantly improve its comparative position with other jurisdictions is mirrored
by Canada’s international position.

The United Nations Interregional Crime and Justice Research Institute (UNICRI) for many years has been
involved in the International Crime Victim Survey (ICVS), and is a member of the board of ICVS. Other
board members include government ministries from several countries and the European Union; the
Department of Justice for Canada is also a board member.

In comparison with other developed countries, crime rates in Canada are relatively high. The United
Nations International Crime Victims Survey of 17 industrialized countries in 2000 placed Canada in the
“high risk” group for violent-contact crimes, worse than the United States, where the violent crime rate
has dropped significantly since 1999. Canada’s has stayed virtually the same.

Data from Statistics Canada bear out the fact that Canada as a whole and particularly urban communities
in Canada have a serious crime problem. Although comparison with the U.S. is tenuous, the data that is
available tends to confirm the results of the International Crime Victim Survey.

According to Statistics Canada’s Criminal Victimization Survey, there were more than eight million criminal
offences in Canada in 2004, directly affecting one person in four. There were more than 2.7 million violent
crimes, which inflicted over 650,000 physical injuries.

Property crime accounted for 49 per cent of Criminal Code offences reported to police in Canada in 2004,
the latest year for which data is available. Thirty-nine percent were “other” Criminal Code offences, and
12 per cent were violent crimes. These figures exclude Criminal Code traffic incidents, drug offences and
other federal statute offences that collectively were equivalent to approximately 10 per cent of the three
principal categories of Criminal Code offences. (Statistics Canada, Juristat, Crime Statistics in Canada,
2004, catalogue no. 85-002-XIE, Vol. 25, no 5, p.16)

There are many reasons why Canada has the level of crime that the victim survey data indicates. The
Canadian Chamber believes that there are two primary goals on which government should focus to have
a significant and lasting impact on reducing crime rates;

1. Identifying and tackling the root causes of crime.
2. Identifying and correcting capacity and inefficiencies in the application and prosecution of justice.

Improving Canada’s record with respect to crime will require a concerted effort among all levels of
government; police; prosecutors; the judiciary; those responsible for the treatment of drug addiction and
drug addicts with mental health problems; those responsible for housing the homeless; health authorities,
and educators. There is a need for a consultative and cooperative approach involving all of these parties in
a national effort, with a corresponding commitment of adequate resources.

These are significant challenges that cannot be addressed by one level of government, but rather by a
coordinated, truly national strategy. It will not succeed otherwise.

While the administration of the Court System, (for example, the need for Crown Counsel to lay charges
and the delays in disposing of cases) is only within the jurisdiction of the Provincial Governments, the
challenges with regarding to sentencing and the other substantive provisions of the Criminal Code are
under federal jurisdiction.

The Canadian Chamber believes these types of issues can only be addressed effectively through the
creation of a Criminal Justice Commission, charged with a strong but focused mandate. The Canadian
Chamber believes that the benefit of a permanent Commission as distinct from a temporary structure such
as a Task Force offers the benefit of taking a longer term perspective while allowing for a greater degree of
responsiveness as circumstances change. While a Task Force has merit there are numerous examples of
Task Force reports whose recommendations quickly become obsolete as the reality changes.

The key to the success of the Commission will be the level to which the individuals are free from political
interference. The commission should be comprised of senior individuals from all levels of government, as
well as from the criminal justice community. The Canadian Chamber believes that the mandate of the
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group should be structured in such a way as to institutionalize the Commissions independence from
political interference. Bureaucrats and politicians must not be allowed to protect their turf at the expense
of justice.

While the recommendations of the Commission will be the result of substantive consultation and research,
the Canadian Chamber believes that a cornerstone of a national strategy must be measures to address
certain critical areas including but not be limited to;

1. Increased levels of policing.

2. Adequate prosecution resources.

3. Improved sentencing guidelines, including escalating sentences for chronic offenders.
4

Revision of public policy underlying the Criminal Code to re-emphasize the protection of society and
the responsibility of individuals for their criminal behaviour.

o

Improved treatment for addictions and mental health.

6. The addressing of the underlying social conditions and influences that contribute to the severity of the
problem.

A problem that is only beginning to be dealt with is the failure of the justice system to deal adequately
with chronic offenders, particularly with respect to property crime and robberies. A large majority of these
types of crimes tend to be committed by a relatively small number of repeat offenders.

Cities are beginning to develop crime reduction strategies in an effort to address the root causes of crime
in individual communities. While we applaud their efforts, in order to be effective a national crime
reduction strategy is required that will be implemented in every Province, Territory and Region in
Canada.

Recommendation

That the federal government work with other levels of government to create a permanent Criminal Justice
Commission that is responsible for the development and implementation of a comprehensive national
integrated crime reduction strategy to address the root causes of crime as well as core issues and
challenges facing the criminal justice system across the local, provincial and federal levels.

Crime Victimization Surveys
2007

Only about one-third of actual crimes in Canada are reported to police, but police statistics are widely
mis-quoted as representing the actual crime rate. The result is that policy makers, media, the judicial
system and the public are misled.

A more accurate indication of the extent of crime in Canada is provided by the results of a widespread
survey of the public, contained in the Statistics Canada report, Criminal Victimization in Canada. The 2004
edition of the report warns: “88% of sexual assaults, 69% of household thefts, 60% of physical assaults
were not reported to police.” In total, two-thirds of all criminal victimization incidents are not reported to
police. In light of this, it is clear that police statistics are not an accurate measure of actual crime rates.

To gauge the full extent of the problem of crime and its real impact on individual Canadians, it is
necessary to utilize the results of the Criminal Victimization Survey. According to this survey, there were
more than eight million criminal offences in Canada in 2004, directly affecting one person in four. There
were more than 2.7 million violent crimes, which inflicted over 650,000 physical injuries.

A problem with respect to accurately portraying current crime statistics is that the Criminal Victimization
Survey is only carried out by Statistics Canada once every five years (the similar survey in the United
States is conducted annually). As a result, the media tend to pay more attention to annual reports of
crimes reported to police.
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As an illustration of the misleading impact this can have, there was a marked divergence of aspects of
actual crime versus crime reported to police in the first half of this decade. Compared to the 1999 survey,
the 2004 criminal victimization survey shows: “...no significant change in self-reported rates of violent
victimization, namely sexual assault, robbery or physical assault. However, rates rose by 24% for theft of
personal property, 42% for theft of household property and 17% for vandalism. The only type of offence to
show a significant decline was breaking and entering, where rates fell by about one-fifth.”

While violent crimes reported to police and subsequently reported by Statistics Canada stayed high
between 1999 and 2004, total property crimes reported declined by nearly 7%, a sharp contrast to the
results from the criminal victimization survey. The percentage change for breaking and entering was
consistent with the victimization survey.

Clearly, there is a need for a realization that crimes reported to police do not represent an accurate picture
of the total extent of crime in our country. The current widely used approach of equating crime reported
to police as an indicator of the total extent of crime is wrong and misleading and needs to be changed.

Recommendation

That the federal government direct Statistics Canada to carry out the Criminal Victimization Survey
annually, and provide Statistics Canada with the appropriate funds to do so, fiscal conditions permitting,
in order to give policy makers, police, the justice system and the public a better measure of actual crime
rates in Canada.
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Social Policy
Federal Public Sector Pension Benefits
2009

For both public and private sector employees, the "Gold Standard" in terms of pension benefits, has been
the defined benefit plan (DBP). A DBP plan provides a retirement pension whose amount is set in
advance. The amount usually corresponds to a percentage of salary, multiplied by the number of years of
credited service under the plan. In a number of instances, the amounts payable are indexed to keep pace
with inflation. The normally less generous pension plan alternative has been the defined contribution
(DC) plan. With a DC plan, the amount of your retirement pension depends among a number of factors
with payout based on the total amounts accumulated in your account.

In terms of pension plan coverage, out of 3.3 million public sector employees, 2.6 million are covered by
pension plans with the vast majority, 2.5 million, enrolled in DBP pensions. From the private sector
perspective, out of 11.8 million private sector workers, 2.8 million are covered by pension plans of which 2
million are enrolled in defined benefits plans, and 766,000 by defined contribution programs.

Although DBP plans still account for a majority of workers enrolled in a pension plan, the recent growth
in DC coverage has been significant. According to Statistics Canada, from 1991 to 2006, the number of DC
plan participants doubled, from 466,000 to 899,000.

The Changing environment for pensions and pension sustainability has raised a number of important
questions on public sector pension plans. Since the majority of Canadian workers are outside of a pension
plan AND the private sector is moving towards the DC plan model, is it still appropriate for the federal
public sector to continue with the DBP model? With pension plans in Canada and around the world facing
significant asset declines as a result of the current economic crisis, is the federal public sector pension plan
sustainable without taxpayer bailouts? The recent federal budget projects deficits until 2013-2014.
Regaining a balanced or surplus budget will require reducing government expenses. This may require a
review of the federal public sector pension regime to ensure that it is sustainable and provides a level of
support that is acceptable to Canadian taxpayers.

Recommendations

That the federal government establish an expert committee comprised of professionals in the field to make
recommendations on federal public employee pensions to the appropriate ministers with the
goals of:

1. Ensuring a sustainable funding model

2. Creating a federal public employee pension system that will reduce liabilities for the taxpayer without
compromising the attraction and retention of high caliber public sector employees.

3. Examining the solvency tests and governance tests against which registered public sector pension
plans are evaluated.

Making the Work-Sharing Program Work Better
2009

Work-sharing is a federal government adjustment program designed to help employers and workers
avoid temporary layoffs where there is a reduction in the normal level of business activity that is beyond
the control of the employer. The measure provides income support to workers eligible for Employment
Insurance (EI) benefits who are willing to work a temporarily reduced work-week. Under a Work-Sharing
Agreement, the employer shortens the work-week by one to three days (20 percent to 60 percent) and pays

169



reduced wages accordingly. For the hours, days, or shifts not worked, Service Canada arranges for EI
eligible workers to draw benefits, helping to compensate for the lower wages received from the employer.

The program is a win-win for employers and participating employees. For employers, it provides an
opportunity to reduce payroll costs and still retain valued, skilled employees that they would otherwise
lose entirely through laying off, and avoids the expense of hiring and training new employees when
business activity returns to normal. For participating employees, they retain their employment, avoiding
the hardships of being laid off by continuing to be compensated for hours worked as well as receiving EI
benefits for the reduced hours. The federal government gains by having employment and jobs sustained,
and reducing EI benefits costs that would otherwise be paid fully for employee lay-offs.

In Budget 2009, the federal government introduced some positive changes to Work-Sharing as a
temporary measure, to be in effect until April 3, 2010. The maximum agreement duration for Work-
Sharing applications received as of February 1, 2009 was increased by 14 weeks to 52 weeks. This measure
is estimated to cost $200 million over two years ($100 million per year). In addition employers with active
Work-Sharing Agreements, once expiring, could immediately reapply for a new agreement up to 52
weeks.

Many employers appreciate the Work-Sharing program as being a key factor that allows them to survive a
slowdown and retain valued employees. While many aspects of the program are good, there are also
significant improvements that can be made to the benefit of employers that would make the program
clearer, more flexible, less administratively onerous, and also encourage a higher level of participation -
and achieve a higher level of sustained employment.

Employers lose control of their normal business decisions

The program guidelines and criteria currently give a negative impression that program participation
diminishes the control of the employers to make sound business decisions to advance the business’
interests.

Some of the criteria limit effective business decisions. Hiring decisions: the program scrutinizes
participating employers on any new hiring required. Scheduling: the program scrutinizes work hours of
participating employees that may be required for full time hours as a result of a temporary increase in
business that will terminate agreement if lasting over six weeks. In addition, the program only allows for
reduction in days of work and not hours of work in a workday that may better meet the business” needs.

Employers’ eligibility for participation unnecessarily cumbersome

Employers applying for Work-Sharing are required to submit a very detail application that includes two
years of historical financial information (quarterly or monthly data) demonstrating a business slowdown
and hardships. In addition, a detailed 12-month business recovery plan must be submitted outlining the
strategies that the business will implement to recover the business. These criteria are onerous,
cumbersome and time-consuming to develop and produce, and certainly not as necessary for each
individual business to demonstrate given the current economic climate. It also creates a strong
disincentive for employers to participate. The criteria would serve employers better if eased so that
applicants can simply articulate in a written submission its existing challenges and measures being taken
to sustain the business. A strong effort is needed to simplify the criteria for employers to set-up and
manage the program.

The waiting period for approval is supposed to be 30 days, however, various employers have reported
waiting six to eight weeks - some of this attributed to additional time required to adequately meet the
detailed requirements. This timeline is too long.

Expand criteria for positions eligible for participation

The criteria of positions which are eligible are not very clear and considered restrictive. Currently, the
program dictates that those “who assign workloads” i.e. managers, are “generally” not eligible to
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participate in the program. The program should leave it to the Employer’s discretion to identify which
positions in the organization are eligible for participating. Often it is in the better interest of business
sustainability to reduce hours for higher paid employees, including managers, versus lower-paid entry
level positions business slowdowns may also contribute to reduced workloads for managers; and for
optics and employee morale, management may wish to demonstrate that they are also taking similar
measures for themselves.

Raise awareness and better promote program

While the Work-Sharing program can be invaluable to employers, there is a strong lack of awareness
about the program. Service Canada has one website page dedicated to the program that includes a link to
an Applicant Guide and Printable Application Form. There is no active marketing or promotion of the
program.

Recommendations
That the federal government:

1. Afford employers participating in Work-Sharing program the ability, flexibility, and discretion to
make sound business decisions, without limiting any needed hiring and scheduling decisions (despite
the employer experiencing an overall slowdown particularly as part of a national economic recession).

2. Simplify and ease employers’ eligibility requirements for participation, in particular demonstration of
business hardships, provision of detailed historical financial data and recovery plan, and reduce
length of time for approvals.

3. Open the window on the criteria for positions which are in scope to participate in the Work-Sharing
program.

4. Actively market and promote the Work-Sharing program to employers and ease with which
employers can apply and manage.

5. By December 31, 2009, re-assess the temporary measures included in Budget 2009 for possible
extension beyond April 3, 2010 in order for employers to anticipate future program requirements.

First Nations Land Claims
2009

Uncertainty over the ownership of lands subject to First Nations land claims is a national problem
threatening economic development and public safety. Further, the lengthy delay between a determination
of validity of a specific land claim by the court or the federal government and the eventual resolution is
excessive.

By 1867, the federal government was assigned exclusive jurisdiction over “Indians and Lands reserved for
the Indians,” which included the power to make treaties with Aboriginal peoples under the British North
America Act. The provinces were assigned jurisdiction over private property and the management of
Crown lands and natural resources located within a province. This, however, left the province with no
jurisdiction over treaties.

Section 91 (13) of the Constitution Act gives the province/territory the power to legislate concerning
property and civil rights within the province/territory. This makes land transfers primarily a provincial
concern, but a land claim that involves Aboriginal peoples or lands can engage both the provincial
constitutional powers over property and the federal constitutional powers concerning Aboriginal people.
Hence, both levels of government are intricately involved.

Currently, there are 1,410 First Nations land claims in Canada. As of May 28th, 2009;
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e 496 were under review
e 171 were under negotiation
e 87 were in active litigation
e 337 were concluded
e 319 had been settled.
These figures do not include the Metis or Inuit claims.

One such example of land claims which have stalled economic development activity and threatened
public safety relate to the Haldimand Tract in southern Ontario. During the American War of
Independence (1775-1783), Joseph Brant and other Six Nations” warriors helped the British fight American
revolutionaries. Following the war, Governor Haldimand offered land to Brant and his followers to settle
on under British Protection.

In 1995, Six Nations Council sued the Governments of Canada and Ontario for damages claiming the right
to occupy the lands originally given to them by Haldimand was not properly surrendered. Of the 950,000
acres of territory originally set aside by the Haldimand proclamation, only 48,000 acres remain, this being
the present extent of the Six Nations Reserve.

There were 29 land claims involved in the 1995 law-suit. Only four had been validated by the federal
government when the lawsuit was suspended in 2004 to explore the possibility of reaching an out-of-court
settlement. Of the four claims validated, only one has resulted in an offer of compensation from the
federal government.

Recommendations
That the federal government:

1. Work with the provinces, territories and First Nations” communities to resolve all outstanding First
Nations’ land claims, either by negotiation or resolution through the courts by 2020.

2. Develop a consistent and transparent approach to the evaluation of compensation for those claims
determined to be legitimate, reflective of local/regional realities, to expedite the settlement process.
Where an offer of compensation does not lead to final settlement of a land claim within a twelve
month period, bring forward the matter immediately to the courts for a determination of both the
general valuation approach and the specific compensation to be awarded.

Increase the Attraction and Retention of Immigrants to Mid-Sized and Smaller Urban
Centres

2009

Small Canadian communities are confronted with a pending economic crisis. Populations are aging,
birthrates have witnessed significant decline, young workers are increasingly mobile and community
sustainability is reliant on the productivity of a depleting workforce.

In an effort to ensure the continued viability of census agglomeration communities, those between 10,000
and 100,000 persons, aggressive immigration policies are required. Immigration endorsement is perhaps
the most effective option to offset the impacts of shifting demographics in these smaller communities.
Without coordinated action many communities will experience an accelerated decline in economic
prosperity while being challenged to support the services required of the shrinking population.

Immigration must be encouraged outside Canadian Census Metropolitan Areas, larger urban cities with
populations over 100,000 persons. Comprehensive immigration policies must be adapted to include the
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attraction of knowledge capital, human capital and investment capital; while ensuring newcomers remain
within the community which welcomed them.

Recommendations
That the federal government:

1. Address the unique needs of smaller urban centers through its immigration and settlement integration
policies.

2. Through Citizenship and Immigration, to work aggressively with smaller urban centers to encourage
immigration that meets the business and economic needs of the community.

3. Collaborate between the federal government, provinces and smaller urban centers to develop
innovative integration strategies, which equitably benefit all regions.

4. Reduce the minimum investment required by the investor-class applicant under the Provincial
Nominee Programs.

Skills Training for a Low Carbon Economy
2009

Introduction:

Many Canadians are being laid off in various sectors across our country. To recover from this crisis the
2009 federal Budget has made provisions for additional Employment Insurance durations and training
possibilities and allotted money for infrastructure and community projects to create more jobs. Job losses
are mostly occurring as a result of the global economic crisis and are happening globally. This has brought
communities, countries and heads of States together to find solution for a quick recovery of our
economies. Most meetings, conventions and summits have concluded with financial solutions that include
strategies of low carbon growth and green jobs.

Provincial and federal job creation plans:

We just have to look around us to find evidence of the effects of job losses due to the economic downturn.
Employment Insurance (E.I.) claims are up and some companies are suggesting reduced salaries so people
can weather these times without losing their jobs. As part of its Economic Action Plan (Budget 2009), the
Government of Canada has passed legislation that increases the maximum number of weeks a claimant
can receive EI benefits. This change provides nationally the benefits of the current Extended EI Benefits
Pilot (Pilot Project 10) that until now has only been provided in regions with the highest unemployment
rates.

Federal, provincial and global budgets are including funding for infrastructure and community projects
attainable to many sectors so people have opportunities to work when companies are downsizing and
workers are laid off. Budgets are also including incentives and grants for energy reducing activities and
all governments are recognizing the new economy being focused on low carbon growth creating new
green jobs and environmentally sustainable economies.

At the 2009 Economic Summit in Vancouver, Feb. 3-4, it was stated that clean technology could drive the
economy for the next 30 years. Speakers from every sector spoke of the inevitability of business, society
and the future economy being determined by sound environmental commitments. Details of the federal
and provincial budgets contain funds for developing new green technology, environmental clean-up
efforts, construction grants and tax incentives, developing carbon capture projects and creating green
infrastructure. There was no mention of funding to assist and support the workers who will be
implementing this new economy.
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Global job creation plans:

The Leaders of the Group of Twenty’s Global Plan for Recovery and Reform April, 2nd , 2009 urged that every
country must join together to resolve today’s challenges to the world economy. Some of the points in their
Global Plan speak of job creation and continuing expansionary policies as long as needed to help the
economy rebound. British Prime Minister, Gordon Brown said as part of the economic recovery plan “the
G20 leaders were committed to continue to promote low carbon growth and to creating green jobs.”

Conclusion:

If our leaders are promoting a future economy driven by low carbon growth and new green jobs,
commitments could be made under many of the budgetary plans to include training, assistance and
support for Canadians to gain skills in all aspects of green technology. Future industries, developments
and infrastructure projects could also be assisted and supported to include as many green plans and
technologies as possible. Since Canadians are oftentimes compelled to retrain in order to retain or re-enter
the job force in our country, Canada has great opportunities to identify and plan for future low carbon
industrial practices and the green jobs needed to support growth for those industries. Training programs
may need to change quickly to keep up with the new green economy and by addressing this opportunity
our federal government could lead the way for quick economic recovery.

Recommendations
That the federal government work with provincial and territorial governments to:

1. Develop a database of emerging green technologies and other technologies where Canada has a
competitive advantage, and a clear strategy for ensuring sufficient, well trained workers are available
with the needed skillsets; and

2. Ensure training funds and education programs support a training strategy for addressing any
identified shortfalls.

Aboriginal Labour Force Strategy: Tapping Into An Underutilized Pool Of Labour
Supply
2009

The economic slowdown that hit the global economy in 2008 will have a substantive short-term impact on
the demand for labour. However, over the long-term, demographic changes and economic expansion will
continue to drive demand for labour in Canada. It is imperative, therefore, that Canada position itself to
tap into existing underutilized pools of labour in anticipation of the next economic surge.

The Aboriginal population represents the largest untapped labour force in the country. The Aboriginal
population is younger than the population at large. In 2006 approximately one in three Aboriginal people
were less than 15 years of age, compared to fewer than one in five non-Aboriginal people. Aboriginal
people also exhibit a greater propensity to participate in the labour force, but lack success in securing and
retaining employment. In 2006 Aboriginal employment rates were 15.8 per cent below the population at
large - at parity, this translates into an additional 88,000 workers for the Canadian economy.

Fully engaging Aboriginal people and communities in the economy and labour force creates a compelling
case for Canadian businesses.

e The combination of underemployment, a younger than average population, and individuals
rooted in the local community make the Aboriginal population an ideal pool of talent for long-
term engagement.
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¢ Employing Aboriginal people in the workplace creates genuine business advantages such as access
to the growing Aboriginal market, and improved market knowledge of the local consumer base.

e Aboriginal engagement and employment programs help gain public and regulator support for
projects, alleviating avoidable project delays and establishing a reputation for corporate social
responsibility.

e Improving Aboriginal employment outcomes will increase employment income tax revenues and
reduce excess government spending on remedial health and social support programs - ultimately
reducing the tax burden on all Canadians and businesses in Canada.

Much of the Aboriginal/non-Aboriginal labour market disparity is linked to education. Approximately
50percent of Aboriginal people possess less than a high school diploma, compared to 30percent of the
general population. As Aboriginal education levels improve, so too do employment outcomes. However,
education in and of itself does not necessarily guarantee improved Aboriginal labour market outcomes.
For all levels of education, Aboriginal unemployment rates continue to be higher than non-Aboriginal
unemployment rates. Poor Aboriginal education and labour market outcomes are also linked to the
unique cultural, social and structural characteristics that distinguish Aboriginal people from the
population at large.

e Culturally, Aboriginal people have unique histories, customs, values and protocols that impact
how they interact in the workplace. Consensus building as an approach to decision making,
working and learning styles that emphasize oral techniques and hands-on instruction, and a
flexible approach to scheduling and task management are all characteristics that can influence an
Aboriginal person’s approach to the workplace.

e Socially, Aboriginal people exhibit poorer health status and higher rates of homelessness,
addiction and poverty, and are more likely to come from single parent households, relative to non-
Aboriginal people. These factors adversely impact an individual’s ability to successfully secure and
retain employment.

e Structurally, Aboriginal people, particularly those of First Nations ancestry, have historically
resided in reserve communities that are separate and distinct from the mainstream. As a result,
Aboriginal people in reserve communities may face structural barriers to employment due to a
lack of economic opportunities, and those who move to urban areas may experience difficulty in
developing the life skills (e.g., establishing credit, obtaining identification, managing finances,
securing stable housing and child care, accessing transit, and connecting with community /social
supports) necessary to succeed.

Consequently, improving Aboriginal labour market outcomes requires a holistic approach that involves
government, the business community, Aboriginal community stakeholders, individuals, and service
providers. The Calgary Chamber of Commerce report entitled Completing the Circle: Realities, Challenges and
Strategies to Improve Aboriginal Labour Market Outcomes in the Calgary Region identifies the following
strategies to improve Aboriginal economic and labour market outcomes.

Align Business, Government and Aboriginal Priorities

Businesses and government agencies seeking to work with Aboriginal communities need to align their
objectives with those of Aboriginal communities. This means approaching issues in a manner that
considers the perspectives, interests and culture of the community, and then assessing how the business
opportunity can align with these values.

Single Access Point for Aboriginal Employment Services

Multiple Aboriginal career and employment service providers exist to service particular client groups,
however, these organizations do not fully coordinate in linking and referring clients to services. What is
needed is an integrated access point to connect Aboriginal people to the services, training, programming
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and employment opportunities they need to succeed in the workplace. In particular, the process for
connecting employers to prospective employees needs to be as streamlined, accessible and coordinated as
possible.

Workplace Preparation and Support

Cross cultural awareness training is critical to Aboriginal employment success. For Aboriginal employees,
this is manifested in pre-employment preparation training regarding workplace etiquette and
expectations. From an employer perspective, Aboriginal awareness training is an effective approach to
improve Aboriginal employee retention in the workplace.

Skills Development and Business Capacity Building

Education is strongly linked to employment, however, education levels on-reserve are well below those of
the population at large. Success has been demonstrably achieved with provincial involvement in
Aboriginal education through tripartite agreements between the federal and provincial governments and
Aboriginal communities. Engaging Aboriginal youth, however, also requires the use of new media. This
means overcoming current tendencies to favour traditional forms of communications in education
delivery and government funding decisions.

While improved educational attainment, skills training, and a more accepting and inclusive work
environment are beneficial, a major barrier to improved labour market outcomes continues to be the level
of economic development on-reserve. It is imperative that government, Aboriginal communities and
businesses work together and adopt business friendly, flexible approaches to improve access to economic
development opportunities on-reserve.

Recommendations

That the federal government work with the business community, the provinces, territories, Aboriginal
communities and Aboriginal service providers to:

1. Coordinate efforts to improve Aboriginal economic and labour market outcomes on-and-off-reserve,
in remote communities and urban settings and strengthen network linkages to better connect clients to
services and employers (with a focus on connecting to Aboriginal youth electronically).

2. Develop and market accessible, competency-based Aboriginal awareness programming to small- and
medium-sized businesses, and that this training serve as recognition of these organizations as
Aboriginal employers of choice.

3. Continue to support industry and service providers in the delivery of Aboriginal workplace
preparation, education and safety programs.

4. Continue to work through tripartite agreements between the federal government the provinces,
territories and Aboriginal communities, to achieve meaningful gains in Aboriginal K-12 outcomes -
with a focus on electronic delivery on-reserve.

5. Prioritize high school upgrading and literacy as key components of federal Aboriginal human resource
programs.

6. Develop business-friendly governance and regulatory practices within Aboriginal communities, and
adopt flexible funding approaches that encourage successful economic development partnerships.

Increasing Canada’s Productivity Through Early Childhood Development
2009

The productivity of Canada’s labour force is suffering. Canada is losing its global competitive advantage.
Investing in early childhood development (ECD) will augment Canada’s ability to compete globally.
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The Honourable Diane Finley, Minister of Human Resources and Skills Development agrees: “Our
government understands that being competitive and productive means ensuring that Canadians have the
skills and training to adapt to a changing global market.”2

¢ Nearly nine million adult Canadians lack the literacy skills necessary to cope with everyday life. 3
¢ Among developed countries, Canada comes dead last in spending on early childhood programs.+

e Currently, Canada spends only about half of what the United States and the United Kingdom do
on early learning and care, as a percentage of the GDP. The Scandinavian countries all spend five
times as much, or more, and are reaping the benefits in greater employability for all parents, more
taxes paid, enhanced child development and lower costs of welfare and social services.

e While it seems that the federal government has both the motivation and the prudence to support
early skills development, “it is clear that national and provincial policy for the early education and
care of young children in Canada is still in its initial stages.”5 Even though the federal government
has increased the national Child Benefit Supplement and Canada Child Tax benefit as part of
Canada’s Economic Action Plan, there is no specific mention of support for early childhood
development, specifically between the ages of 3 and 6.

Investing in a universal ECD program is the most cost-effective strategy in the effort to improve the
productivity of Canada’s current and future labour force.

e Nobel Laureate and University of Chicago Economics Professor, James Heckman maintains that
“investments in children bring a higher rate of return than other investments.”¢

e Focusing on policy-related investments on children results in a higher level of skill development
and yields a greater rate of return.”

e Targeted investment in early childhood development will ultimately enhance school readiness,
increase the efficiency of primary school investments and human capital formation, reduce social
welfare costs, stimulate community development® and produce higher economic productivity.?

¢ A universal early childhood development program is financially viable. A recent economic
analysis commissioned by YWCA Vancouver confirms a two-to-one return on every dollar
invested in quality child care.

A universal early childhood development program is a prudent investment and is financially justified.
Federal support for such a program promises a very high rate of return that will benefit Canada’s global
economic standing.

Recommendation

That the federal government, in cooperation with the provinces and territories and other stakeholders,
fund and assist in the development of a provincially-delivered effective early childhood development

2 Human Resources and Skills Development Canada (April, 2009). http:/news.qgc.ca/web/article-eng.do?&nid=445209 Visited
June 1, 20009.

® McCain, Hon. Margaret Norrie, J. Fraser Mustard, Dr. Stuart Shanker (March 2007). Early Years Study 2: Putting Science into
Action. Toronto, ON: Council for Early Childhood Development. gtd. in The Case for Early Childhood Learning and Care: Five
Reasons Why. p. 6.

* McCain, lbid. p.6.

® Qtd. in Early Learning and Child Care: How Does Canada Measure Up? (2006). Childcare

® Heckman, J. James. Fostering Human Capital. 2000. gtd. in Why Business Leaders Think Child Care Matters. YWCA of
Vancouver. 2006.

"YWCA (Vancouver). Why Business Leaders Think Child Care Matters. 2006. www.ywcavan.org

& Young, Mary. E. Early Child Development: Investing in Our Children’s Future. gtd. in Understanding the Early Years:
Burnaby, British Columbia. 2008. p. 14.

® McCain, Ibid. p. 2.
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program to improve the long term productivity of Canada through a better educated, more highly skilled
workforce, resulting in superior economic performance.

Increased Sentences for Repeat Offenders
2009

In 1971, the Government of Canada changed the approach taken towards convicted criminals. The
Minister responsible stated in the House that “--- we have decided from now on to stress the rehabilitation
of individuals rather than the protection of society.” This approach has prevailed ever since.

The rationale stated for this change was that at least 80 per cent of inmates can be rehabilitated. However,
this simplistic approach does not deal with the remainder of the criminal population, where efforts at
rehabilitation generally are not successful. That small group is responsible for a large amount of the crime
which is inflicted upon the citizens of Canada as well as businesses and other organizations in this
country.

To reduce crime, Canada needs to deal more strongly with chronic crime offenders who routinely receive
light sentences that do not escalate with the number of convictions. Increasing and escalating prison
sentences will provide a greater deterrent to these criminals and will at least protect the public by
preventing these criminals from victimizing more citizens.

The Canadian Association of Chiefs of Police has acknowledged that research shows a minority of
offenders commit the majority of crime, and that many of these individuals are chronic offenders. The
Association has called upon the Federal Minister of Justice to amend the Criminal Code to make bail more
difficult to achieve for these criminals, and to mandate increasing sentences for chronic offenders so as to
decrease victimization.

The problem of chronic offenders is illustrated by the results of an analysis carried out by several police
departments which is illustrated by the Vancouver Police Department work. The Department reported
that it was monitoring 379 chronic offenders who on average had 39 convictions during the period 2001-
2006, for a total of nearly 15,000 convictions. Most chronic offenders are middle-aged, and have been
stealing for decades to fund drug addiction.

Further analysis showed significant losses by both residents and businesses as a result of theft in the City
of Vancouver and is estimated at over $125,000,000. When combined with probable losses from other
major urban centres, this is a major economic loss to all Canadians. In addition, by having longer
sentences for chronic offenders, there is significant savings in terms of police and judicial costs from not
having more frequent crimes, arrests and trials.

Any movement toward having repeat offenders sentenced to longer terms should be coupled with a
comprehensive approach that provides more and better treatment for drug addicts and supports other
prevention measures.

The simple fact is this, if repeat offenders are not on the street, they can't break into our houses and
businesses, steal our cars a57nd threaten our safety. The justice system needs to focus on the rights and
freedoms of victims, as well as the rights and freedoms of criminals. Longer sentences for repeat offenders
should be enacted.

To achieve that balance, an amendment is required to Section 718.2 (a) of the Criminal Code, which
addresses “other sentencing principles”. This section speaks to aggravating and mitigating factors that
need to be considered before imposing a sentence.

Recommendation
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That the federal government amend section the appropriate section of the Criminal Code by adding the
following clause:

‘S718.2(a)(vi) evidence that the offence committed is part of a continuing pattern or history of criminal
convictions that indicates that the public interest may be served by an increased length of incarceration’

Crime in Canada
2009

Contrary to what may be popular belief, Canada has a serious crime problem. The United Nations
Interregional Crime and Justice Research Institute (UNICRI) for many years has been involved in the
International Crime Victim Survey (ICVS), and is a member of the board of ICVS. Other board members
include government ministries from several countries and the European Union; the Department of Justice
for Canada is also a board member. In comparison with other developed countries, crime rates in Canada
are relatively high. The United Nations International Crime Victims Survey of 17 industrialized countries in
2000 placed Canada in the “high risk” group for violent-contact crimes, worse than the United States,
where the violent crime rate has dropped significantly since 1999. Canada’s has stayed virtually the same.

Data from Statistics Canada bear out the fact that Canada as a whole and particularly urban communities
in Canada have a serious crime problem. Although comparison with the U.S. is tenuous, the data that is
available tends to confirm the results of the International Crime Victim Survey. According to Statistics
Canada’s Criminal Victimization Survey, there were more than eight million criminal offences in Canada in
2004, directly affecting one person in four. There were more than 2.7 million violent crimes, which
inflicted over 650,000 physical injuries. This survey is carried out every five years. Compared to the 1999
survey, the 2004 survey shows: “--- no significant change in self-reported rates of violent victimization,
namely sexual assault, robbery or physical assault. However, rates rose by 24% for theft of personal
property, 42% for theft of household property and 17% for vandalism. The only type of offence to show a
significant decline was breaking and entering, where rates fell by about one-fifth.” Property crime
accounted for 49 per cent of Criminal Code offences reported to police in Canada in 2004, the latest year
for which data is available. Thirty-nine percent were “other” Criminal Code offences, and 12 per cent were
violent crimes. These figures exclude Criminal Code traffic incidents, drug offences and other federal
statute offences that collectively were equivalent to approximately 10 per cent of the three principal
categories of Criminal Code offences. (Statistics Canada, Juristat, Crime Statistics in Canada, 2004,
catalogue no. 85-002-XIE, Vol. 25, no 5, p.16)

There are many reasons why Canada has the level of crime that the victim survey data indicates. Prime
among them is drug and alcohol abuse. Drug addiction drives numerous types of crime, including:
property crime; robberies; prostitution; drug trafficking; assaults; weapons offences; homicides; extortion
and others. Key factors contributing to property crime include drug addiction; insufficient police;
insufficient prosecution resources; weak sentencing and inadequate treatment facilities. The situation can
be complicated by the fact that many drug addicts also have mental health problems. A large part of the
problem in Canada stems from the public policy underlying the Criminal Code. This policy dictates that
convicted criminals should not be jailed except as a last resort. It discourages prosecution and
responsibility for criminal behaviour, and encourages conditional sentences or no consequences for
committing crime. The result also is that all too often repeat offenders regard jail for short periods as a
“cost of doing business”. According to the US Justice Department’s 2004 victimization survey, between
1993 and 2004, the violent crime rate in the US dropped by 57% and the property crime rate dropped by
50%. These are impressive figures, by any measure.

Research at Stanford University by Steven Levitt, reported in the Journal of Economic Perspectives (2004),
shows what has worked to reduce crime in the US. Professor Levitt found evidence linking increased
punishment to lower crime rates is very strong indeed, “...the increase in incarceration over the 1990s can
account for a reduction of about one-third of the observed decline in crime.” And, “the increase in police
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can thus explain somewhere between one fifth and one tenth of the overall decline in crime.” Ranking
similar to increased incarceration, lower birthrates in key socio-economic groupings were also reported as
a significant factor, while the waning of the crack epidemic was a lesser contributing influence. Improving
Canada’s record with respect to crime will require a concerted effort among all levels of government;
police; prosecutors; the judiciary; those responsible for the treatment of drug addiction and drug addicts
with mental health problems; those responsible for housing the homeless; and health authorities. There is
a need for a consultative, cooperative approach involving all of these parties in a community-centred
effort.

The drug court pilots underway in Toronto and Vancouver hopefully will demonstrate a useful means of
dealing with simple offences involving illicit drugs. While that remains to be seen, the continued
widespread use of these courts in the U.S. indicates worthwhile potential. In Vancouver, a community
court is proposed that would be modeled after similar successful courts in New York City. This would
offer a constructive alternative to conventional courts now clogged with offenders who are both addicted
to drugs or alcohol and have mental challenges. A problem that is only beginning to be dealt with is the
failure of the justice system to deal adequately with chronic offenders, particularly with respect to
property crime and robberies. A large majority of these types of crimes tend to be committed by a
relatively small number of repeat offenders. The sentences for this type of crime are light, and do not
escalate as they should with the number of offences. To deter these criminals and to improve the
protection of the public, the national sentencing guidelines for this type of crime need to be modified to
address the chronic offender.

Although education is a provincial matter, studies have shown that those with learning difficulties are at
risk of becoming involved in criminal activity. These offenders usually are lost by grade seven in the
school system and will drop out of school by grade nine or ten. One study in Utah showed that offenders
who underwent a literacy and numeracy program in prison were less likely to reoffend.

Although the federal government does offer more treatment options for federally incarcerated offenders
why wait until a person commits a serious offense to provide intervention. Programs are needed from the
first contact with the offender. Since these offenders have no difficulties crossing provincial boundaries,
there needs to be a national strategy. The National Crime Prevention Centre appears to be the
organization best equipped to develop with their provincial counterparts a national strategy on
intervention and prevention programs.

In fixing the problems of crime in New York City one of the strategies was to increase the number of
police on city streets. Increase the number of Border Patrol members and RCMP support at all
Canadian/US Borders, Airports, and train terminals by a minimum of 25% to deter the importation of
guns and drugs. In addition increase the RCMP presence at ports. The removal of RCMP from the ports
has caused them to become an entrance point for illegal substances and weapons with little opportunity
for detection. The Borders, Ports and air terminals should be provided with updated technology that
streamlines and as a result encourages screenings to occur on more containers, baggage etc. so that there is
less opportunity for successful smuggling. The RCMP should be taking a more aggressive lead on crimes
that are national, such as organized crime activities involving violence, drug trafficking and commercial
crime including computer and internet related illegal activities. Federal Solicitor General should work
with his provincial counterparts to removing jurisdictional obstacles to the sharing of intelligence and
crime analysis.

Budget 2006 provides $161 million for 1,000 more RCMP officers and federal prosecutors to focus on such
law-enforcement priorities as drugs, corruption and border security (including gun smuggling).

The Speech from the Throne identified tackling crime and strengthening the security of Canadians as a
priority. Budget 2008 provided funding to enhance protection for Canadian families and communities,
including;:

180



Setting aside $400 million for a Police Officers Recruitment Fund to encourage provinces and
territories to recruit 2,500 new front-line police officers.

Committing $122 million over two years to ensure that the federal corrections system is on track to
implement a new vision to achieve better public safety results.

Providing $32 million over two years to enhance the work of the Public Prosecution Service of
Canada.

Providing $30 million per year to the National Crime Prevention Strategy.

Facilitating compliance by waiving fees for firearms licence renewal until May 2009.

The Senate Committee on National Security and Defence in 2007 recommended that the Government of
Canada increase the size of the RCMP National Port Enforcement Teams by between 1,300 and 1,500 full-
time equivalents (FTEs) in order to provide the RCMP with the capacity to:

Combat organized crime at the 19 seaports in the National Ports System

Prevent and respond to threats to the national security of Canada that originate from Canada’s
seaports

Increase, through joint force operations with provincial and local police forces, the number of
waterside police in seaports situated on the Great Lakes and St. Lawrence Seaway System and on
major rivers.

The Public Prosecutions Service of Canada has an integral role to play in fighting crime in the courts and
employs approximately 900 full time employees, including 500 prosecutors, and retains more than 810
private-sector lawyers as agents across Canada.

Recommendations

That the Federal Government work with the provinces, territories, cities and regions to analyze and
address the problem of crime in Canada, and to identify and move to implement measures to reduce the
crime rate, including but not necessarily limited to:

1.

Increased levels of policing - specifically, that the federal government provide an additional $161
million over two years to support the hiring of an 1,000 more RCMP officers, similar to what was done
in Budget 2006.

Ensuring adequate prosecution resources by providing the Public Prosecution Service of Canada with
an additional $32M over two years, to continue the additional funding that was provided in Budget
2008.

Improved sentencing guidelines, specifically, for serious crimes, the application of conditional
sentences should be restricted to those cases where there is a minimum risk that the offender will
repeatedly contravene the law and where the crimes are not serious. Conditional Sentences should not
be given to prolific offenders regardless of the seriousness of the crimes.

Revising the public policy underlying the Criminal Code to re-emphasize the protection of society and
the responsibility of individuals for their criminal behaviour.

Improved treatment for addictions and mental health.

Addressing underlying social conditions and influences that contribute to the severity of the problem,
notably, that the Federal Government is urged to work with its provincial counterparts to establish a
compendium of best practices on effective crime prevention strategies that can be shared nationally.
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Establishing a Register of Repeat Offenders and a Register of Violent Offenders
2009

The Chamber has previously commented on the need for tougher sentencing of repeat and violent
offenders, and for government to devote greater resources towards addressing the causes of property
crime. However frustration is often expressed with the manner in which information regarding
prolific/repeat or violent offenders is shielded from public disclosure and not available to law
enforcement in a coordinated manner.

Prolific Offenders and Property Crime

Many types of property crime (such as shoplifting and vandalism) disproportionately affect business, and
result in increased costs in carry on business which are ultimately passed on to consumers. Much of this
crime is perpetrated by repeat, chronic or prolific offenders who have demonstrated a pattern of frequent
and repeated convictions on similar charges.

In recent years there have been a number of efforts aimed at specifically addressing the issue of prolific
offenders. While all well-intentioned, there appears a distinct lack of coordination. The B.C. Criminal
Justice Reform Secretarial has established a Prolific Offender Management (POM) pilot project in six pilot
communities (Surrey, Kamloops, Nanaimo, Prince George, Williams Lake and Victoria) monitoring the
activities of 190 identified prolific offenders. The RCMP has specific prolific offender management
programs in five B.C. regions (Coquitlam/Maple Ridge/Port Moody, Courtney/Comox, Fraser Lake, Port
McNeill and Penticton). The Vancouver Police Department has operated a Chronic Offender Register for
a number of years. The Langley RCMP has established its own “Prolific Offender Warrant List.” Similar
efforts can be found in other Canadian jurisdictions, such as the establishment by the Alberta government
in October, 2008 of a project to track more than 60 individuals in Calgary and Edmonton who had been
identified by police and Crown Counsel as engaging in repeat or habitual theft or property crime.

The number of different local programs emphasizes the need to create a single national Register of Prolific
Offenders which serves the needs of all Canadian communities. The system must recognize that prolific
offenders may travel between and within Provinces, and that prolific crime is not limited to larger urban
communities.

While the principal function of a central Register of Prolific Offenders would be to facilitate the exchange
among and between law enforcement agencies, Crown counsel and the judiciary, the Chamber is of the
view that information gathered and stored in such a registry should also be made available both to the
public in the case of individuals who - through their past conduct as evidenced by repeat criminal
convictions - have demonstrated themselves to be prolific offenders.

Violent Crime

While the concept of a Register of Prolific Offenders may be seen as somewhat unique, such is not the case
with violent offender registration. Many jurisdictions provide for the registration of certain violent
offenders, and often make such information available to the public.

In the United Kingdom, the Violent and Sex Offender Register (ViSOR) includes registration of offenders
jailed for more than 12 months for violent offences, and unconvicted people thought to be at risk of
offending. Several of the United States have violent offender registries, including Kansas, Montana,
Indiana and Oklahoma (for example, see the Montana Sexual or Violent Offender Registry,

http:/ /www.doj.mt.gov/svor/search.asp), which provide for access both to law enforcement and to the
public. The common element of each of these registries is the establishment of a central database of
offenders who have been convicted of crimes of a violent nature, recognizing the greater risk that those
individuals will commit similar offenses in the future.
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Since December, 2004, the Canadian National Sex Offender Registry (NSOR) provides for the
discretionary registration of offenders who are convicted of sexual offences. Violent crime, including
repeat violent crime, is not reportable unless there is a conviction on a related sexual offense. NSOR has
been the subject of much debate and criticism, much of which is focused on the fact that information that
is collected from the offender is confidential, is often not kept up to date, and is not available to the public.

The Chamber is of the view that it is reasonable and in the interests of the public that information is made
available to the public and to law enforcement in the case of individuals who have been convicted of
violent criminal offenses. While some existing information is available to police in Canada, most notably
through the Canadian Police Information Centre (CPIC), they are limited in scope and provide only
“tombstone” information (once the information is entered it is stored as is; the information is not updated
to reflect changes).

Recommendations
That the federal government:

1. In consultation with the Attorneys General and Solicitors General of the Provinces, establish both a
Register of Prolific Offenders and a Register of Violent Offenders (the “Registries”), either as new
standalone Registries or though a comprehensive retooling of the CPIC system, based on the principal
that registration of a prolific or violent offender shall be required (and not subject to judicial
discretion) where the nature of an offender’s convictions (in the case of the Register of Violent
Offenders) or frequency of offences (in the case of both Registries) falls within specified guidelines.

2. Concurrent with the establishment of the Registries, amend the Criminal Code to create a specific new
offenses where a registered offender fails to advise of any change of name or address, and that
administrative directives are given to ensure that the prosecution of these offenses will be given
priority by Crown Counsel.

3. Inestablishing the Registries, give paramount importance to the need to allow unimpeded and
immediate electronic access to the Registries for any legitimate law enforcement purpose.

4. Determine a formula whereby the information contained in the Registries is available for timely
electronic access by the public upon reasonable request, which endeavors to satisfy the public’s
legitimate “need to know” without creating an unreasonable risk to the offender.

Relocation of Federal Government Offices
2009

The availability and accessibility of government services through local offices contribute to the quality of
life in a community and have a significant impact in retaining people in their community.

In the last five years, many communities have experienced the closing and/or moving of federal
government offices out of their community. In an effort centralize many of the federal government
services, many of the small and medium sized communities have experienced the loss of well paid jobs
and valuable government services. In one case the head reporting office for BC had moved to Alberta.

Some of the federal government departments and programs that have been effected are: Service Canada,
(Labour Market Information, Canada Pension), RCMP Call Centers’, and Canadian Citizenship and
Immigration.

While the Chamber recognizes and approves of government’s achieving cost effective and efficient service
provision, there needs to be greater consultations with communities that are impacted by service
reductions.
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If the Federal Government is investigating the move of a service delivery office out of a community, it is
crucial that a community be consulted ahead of time in order for that community to have time to work
with the federal government in addressing concerns of its citizens.

Recommendations
That the federal government:

1. Conduct a review of the centralization of Federal Government offices and its effect on service delivery
to its citizens. .

2. In consultation with the Provincial Government investigate ways to ensure that service delivery
structures respond to the needs of all communities and is done in a fair and equitable manner.

3. Consult with local communities prior to relocation of government offices that provide front line
services in order that the communities have an opportunity to provide input on any planned service
reductions.

Reforming the Canadian Healthcare System
2009

The Canadian healthcare system is a key part of the nation’s fabric. Historically important, through its
features of universality and absence of prohibitive out-of-pocket costs, the system in the past has served
the population well. However, over the past decade or more the system increasingly has not met the needs
of Canadians within a reasonable time frame.

Through the Canada Health Act and provincial legislation, the key aspects of diagnostic services and
surgical procedures for medically necessary conditions have been restricted to those funded by
government. With an aging population and advances in healthcare requiring ever-increasing funding,
governments have not had the finances available to meet demand. Wait lists have grown substantially,
and have the effect of rationing healthcare. The situation has reached crisis proportions, as acknowledged
in a landmark case decided by the Supreme Court of Canada in June 2005. An excerpt from the reasons for
judgment succinctly describes the situation:

"The evidence in this case shows that delays in the public healthcare system are widespread, and that, in
some serious cases, patients die as a result of waiting lists for public health are. The evidence also
demonstrates that the prohibition against private health insurance and its consequence of denying people
vital healthcare result in physical and psychological suffering that meets a threshold test of seriousness."
(Supreme Court of Canada, Chaoulli vs. Quebec, June 9, 2005)

Against this background, public dissatisfaction with and concern regarding the Canadian healthcare
system has reached a high level. The federal and provincial governments have acted to increase funding
for the system, but the fundamental problem remains.

Even though Canada is in the top tier of OECD countries in terms of the percent of Gross Domestic
Product (GDP) spent on healthcare, the performance of the Canadian healthcare system is less impressive.
In 2000, the World Health Organization ranked Canada’s healthcare system in 30th position, lagging
many leading OECD countries. The Fraser Institute’s most recent annual report on healthcare also found
that by 2004, Canada was falling behind other countries in terms of waiting times for surgery, access to
modern technology and availabilities of doctors. According to the results of an annual survey, in 2005 the
median wait between referral by a general practitioner and the actual treatment was 17.7 weeks, much
higher than 1993 level of 9.3 weeks. This disconnection between health expenditures and waiting times
indicates that it is not how much Canadians are spending that is the problem; the real problem is the
nature of our healthcare system itself.

184



Transforming Canada’s ailing Medicare into a better healthcare system will require meaningful healthcare
reform. In recent years, government has made a number of positive developments on the healthcare front.
However, without fundamental reform, just injecting more money into the Canadian healthcare system
will not solve the problems plaguing Medicare.

Finding real solutions requires Canada to look to the more successful models in some European countries
who have demonstrated that universal, publicly funded healthcare systems can operate more efficiently at
a lower cost and involve the private sector to produce superior outcomes, with no appreciable waitlists.
Every developed country except Canada harnesses the financial and business capacity of the private
sector to help deliver medically necessary diagnostic and surgical services effectively and efficiently.

A healthcare system involving private diagnostic and surgical facilities does not conflict with the principle
of universality. Universality is not necessarily achieved only through public funding. Of the 30 OECD
countries, all but two (United States and Mexico) are committed to providing access to a full range of
healthcare services to all citizens regardless of their ability to pay, and several countries achieve even
broader coverage than Canada through both public plans and private insurers.

Since some criteria and provisions of the Canada Health Act and related provincial legislation have
become barriers to exploring real solutions to a better healthcare system, changes are imperative. The
Canadian Chamber of Commerce is firmly convinced that changing the Act, its interpretation, and
relevant provincial legislation to allow greater involvement of the private sector would serve the best
interests of both patients and taxpayers. This is the first and most significant step toward the creation of an
improved healthcare system for Canada.

Further, Canadians have the right to timely and high quality healthcare. In a free and democratic society
such as in Canada, it is not just and reasonable that government rations the supply of healthcare services,
and simultaneously discourages or prohibits the provision of privately delivered, medically necessary
diagnostic and surgical services in part through the prohibition of private payment. The recent decision of
the Supreme Court of Canada confirmed that.

Governments in Canada no longer can afford the rate of increase in health care costs, without curtailing
other services essential to the public and the economy. To a greater extent than at present, funds provided
by the private sector and private individuals must be allowed to supplement public sector health care
expenditures.

Medically necessary diagnostic and surgical services in Canada are administered by government, insured
by government, paid for by government, largely delivered through government-owned facilities and are
evaluated by government. This situation is unique and unacceptable in almost every other public and
private area.

The Canadian public are strongly in favour of “--- following or considering the experience of countries
that offer parallel government and non-government (healthcare) systems.” “If Canadians had a choice
between only two hypothetical parties - one that would allow health services outside the governmental
system and one that would not, the former would outpoll the latter by more than 2:1.” (Public Opinion on
Healthcare, Compass Inc., Public Opinion and Customer Research, January 16, 2006)

Without competition, inefficiency and low productivity has manifested itself in many aspects in the
healthcare delivery system as described in a report tittled Why Competition Is Essential in the Delivery of
Publicly Funded Healthcare Services. This report was co-authored by Senator Michael Kirby, who was
responsible for the Kirby report on the Canadian healthcare system. In making progress toward a more
efficient and productive healthcare system, healthy competition is essential. The incentives involved can
encourage individuals and institutions to act in their own self-interest, and thus make the desired changes.

Healthcare is an industry that relies extensively on information technology. Without sufficient and timely
information, it is difficult for policy makers to determine how to allocate financial, physical and human
resources in the most cost-effective way. Currently, however, there are significant barriers to the effective
use of information technology in the Canadian healthcare system.
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To make our healthcare system more efficient, a uniform and comprehensive information system is
essential. Significant effort is being made in Canada towards achieving better use of information
technology in the healthcare system. Governments are working towards this goal, and are achieving
progress. However, a good deal more remains to be done.

Under the current system, there are a number of barriers that prevent the efficient use of the scarce human
resources in healthcare delivery. For instance, professional organizations may be unwilling to give up
parts of their scope-of-practice rules, or union contracts may require the use of particular health providers
even though others could probably do the work at less cost. As a consequence, particular tasks or
responsibilities may be undertaken at a level higher than need be, such as physicians carrying out work
that could be done by nurses or nurse practitioners. Healthcare is a labour intensive sector - labor costs
amount to about 75 per cent of healthcare spending. More flexible scope of practice rules would foster
greater productivity in the healthcare system and help to ensure that the most appropriate care providers
perform healthcare services. Achieving this is likely to be a lengthy process requiring a great deal of
patience, negotiation and many small steps. However, the goal is well worthwhile the effort.

Recommendations
That the federal government, in an effort to improve patient care and outcomes:

1. Work with the provinces and territories to ensure that meaningful reform of the Canadian healthcare
system is undertaken, in part guided by the more successful healthcare models in some European
countries that have demonstrated that universal, publicly funded healthcare systems can operate more
efficiently at a lower cost and involve the private sector more fully to produce superior outcomes, with
no appreciable waitlists.

2. Change the Canada Health Act as required and work to persuade the provinces and territories to
change their legislation to allow greater involvement of the private sector to meet the rights of
Canadians to access timely and high quality healthcare, while overturning government rationing of
healthcare services that is achieved in part by effectively prohibiting privately offered diagnostic and
surgical services and private insurance to pay for those services.

3. Inaccord with the 2005 decision of the Supreme Court of Canada in the Chaoulli case, strive to ensure
that the prohibition of private insurance and payment for healthcare does not continue.

4. Stimulate action to ensure that competition is introduced to the Canadian healthcare system to achieve
progress towards greater efficiency and productivity, particularly in the provision of surgical and
other services usually provided in a hospital setting.

5. Work with the provinces and territories to encourage the private sector to establish centres of
specialization or centres of excellence offering particular treatments or surgeries so as to ease the load
on public sector facilities and provide these services with greater efficiency.

6. Encourage the provinces and territories to change the current system of determining hospital funding
to recognize the need to provide incentives for increasing the volume of patients treated rather than
leaving hospitals with a need to restrict patient volumes so as not to exceed funds available in their
budgets.

7. Continue to work with the provinces and territories towards achieving a uniform and integrated
healthcare information system to increase the efficiency, productivity and reliability of the healthcare
system.

8. Encourage the revision of rigid scope-of-practice rules to make healthcare professionals and support
staff more productive and explore other mechanisms to address labour shortage issues in the health
care system.
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Immigration
2008

Immigration has always been an important source of net labour force growth in Canada and will be even
more important in the future, given our rapidly-aging population. Without swift action to resolve the
shortfall in the workforce, Canadians will face slower economic growth and lower living standards.

Recognizing this, the federal government has taken positive steps in recent years to ensure that Canada’s
immigration policies are more closely aligned with the needs of the labour market and newcomers are
able to more quickly find employment that uses their talents, skills and experience. Improvements have
been made to the Temporary Foreign Worker Program to help employers meet immediate skill
requirements when qualified Canadian workers cannot be found. The Foreign Credential Referral Office
has been created to provide immigrants with information about the Canadian labour market and
credential assessment and recognition requirements as well as with pathfinding and referral services to
identify and connect with the appropriate assessment bodies. The government has also provided funding
to enhance settlement and integration programs for newcomers. Lastly, the government created the
Canada Experience Class (CEC) to facilitate the transition from temporary status to permanent residence
for international students and temporary foreign workers who qualify.

As positive as these changes have been, significant problem areas remain. The overall inventory of
applications continues to grow (it now stands at more than 900,000) and processing times for applicants
for admission to Canada are unacceptable. Depending on the location, it can take more than five years to
process an application. As a comparison, Australia is able to process immigration applications in 6-12
months; something that Canada should strive for. Australia has also placed a greater emphasis on the
"skill" element of its Migration Program due to a specific skills deficit in the Australian workforce.
Australia maintains a Migration Occupations in Demand List (MODL) which is updated on an annual
basis. Applicants with skills in demand are allocated extra points under the points test system and are
given priority.

Once in Canada, complex credential assessment and recognition requirements keep many foreign-trained
professional and tradespeople from putting their skills to work. Faced with having to incur costs to repeat
their studies or undertake further training, some simply give up, resulting in a significant productivity
loss to Canada. Additionally, many newcomers find integrating into the workplace difficult and need
greater assistance. The federal government must work with the provinces/ territories to harmonize
accreditation requirements and provide a level of transparency and uniformity about what is required to
practice in Canada.

Other countries that face similar challenges will increasingly compete with Canada for workers. It is in
the interest of all Canadians to design and sustain an efficient immigration system that gives Canada a
competitive edge in the battle to attract and retain the skills we need to ensure a healthy economy.

Lastly, we need to address the perception that Canada is a source of illegal immigration into the U.S.
because of the heavy traffic volume at border crossings each day, and our sprawling uncultivated
countryside.

Recommendations
That the federal government work with the provinces and territories to:

1. Establish a timeframe for the implementation of the new streamlined process to ensure that
applications are processed within 6 to 12 months.

2. Give priority to applicants who possess skills that are in short supply in Canada’s labour market.
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3. Allocate the necessary resources in offices abroad to process immigration applications more rapidly.
Ensure that visa officers receive adequate training to assess immigration applications more effectively
and efficiently. Adopt a quality assurance framework to ensure consistency in decision-making when
selecting immigrants.

4. Work with the provinces/territories to develop national and international accreditation standards to
evaluate foreign credentials, professional and trade qualifications, and certification in regulated and
non-regulated occupations.

5. Better coordinate settlement and integration services and focus attention on services that facilitate
integration into the workforce, such as employment-related language training, internships, mentoring
and other labour market access supports.

Better Matching Immigrants with Regional Labour Needs

Issue
2008

Canada has an active immigration system, bringing in over 250,000 immigrants to our country every year.
However, there is not an effective strategy to attract these immigrants to areas within Canada where their
specific labour and skills are in demand to maximize their employment potential and better support
employers’ labour needs.

Background
Immigration system focused on economic class immigrants

Under the economic class, immigrants to Canada are qualified, selected and approved according to a point
system based on language skills, qualifications and experience. They are encouraged and even recruited into
coming to this country under the premise that their skills are needed to address Canada’s labour needs.
However, immigrants are not provided information on where in Canada their specific skills are in
demand (or alternatively where not in demand), as skills shortages in various sectors of the economy and
from region to region will differ.

When making decisions on where to locate in Canada upon arriving, and without having the benefit of
strong regional labour needs information, immigrants are often inclined to locate in communities (often
large cities/regions) where others from their family, country of origin or religious background, are settled.

The resulting effect is that often, in many regions and cities, and in some sectors of the economy, there is a
“surplus” of qualified immigrants unemployed or under-employed, while in others there is still a vast
skills shortage despite the high levels of immigrants.

Unemployment and underemployment of immigrants

Evidence indicates that upon arriving to Canada, immigrants face extreme difficulties finding gainful
employment in their field of experience. This is supported specifically by the fact that the unemployment
rates among newcomers and immigrants who have been in Canada for up to five years is significantly
higher than the national rate, despite having high academic credentials and professional qualifications.
This situation is even extreme in certain geographic regions and in some specific sectors of the economy.

For internationally trained professional and trades people, the employment issue becomes perhaps even
more relevant as they often have no choice but to settle for menial jobs despite the fact that they were
encouraged and accepted to immigrate to Canada based on their economic-related qualifications and
skills. This high unemployment and under-employment rate among internationally trained professionals
and trades people represents a significant loss for the Canadian economy in terms of tax revenues, a drain
on social services, and for not maximizing the potential of addressing employers” labour needs. It is, at the
same time, a great source of disappointment and frustration for newcomers.
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The strategy of the federal government to address the issue of unemployment and under-employment of
immigrants has been through the funding and development of various programs and services targeted to
supporting newcomers through a variety of community service and settlement organizations throughout
the country. The programs typically focus on three key barriers preventing immigrants for gaining full
and meaningful employment in their field of training and expertise - namely language skills, recognition
of foreign credential and licensing requirements, and lack of Canadian experience.

Local labour needs information needed

The federal government has recognized that shortage of labour and skills in many sectors of the Canadian
economy already exists and will become an increasing problem that will require an effective immigration
strategy to address. However a strong immigrant employment integration strategy is required to
effectively locate immigrants in areas where their skills and labour are in demand.

System should better match needs and demands

One major shortfall in our immigration and integration strategy is that there is insufficient local labour
and skills needs data for various cities and regions of the country, that if collected can be promoted and
made accessible to immigrants prior to arriving to Canada in order for them to make informed decisions
about where best to located based on empirical data demonstrating where there are demands for their
labour and skills.

Recommendations
That the federal government:

1. Collect relevant and timely information on current and future labour needs in cities and regions across
Canada to be promoted to immigrants, primarily before they immigrate, to encourage them to locate
in communities where their labour and skills are in demand

2. Conduct such research in partnership with chambers of commerce, municipalities, post secondary
educational institutions and other community agencies

3. Use data collected on labour and skills needs and workforce availability to assist Immigration Canada
in determining effective immigration policies and targets.

4. Implement these recommendations by 2011, the year according to Statistics Canada that the country
will be relying on skilled immigrants for all of its labour force growth.

The Need for Continued Reform of the Canadian Immigration System
2008

Chambers of Commerce have been the leading voice calling on government and business to realize the
scale of the challenge facing the province through a looming skills shortage in every sector, every industry
and in many region of the Canada.

Until recently this call has been unheard.
Scope of the challenge

The Conference Board of Canada predicts that by 2020, Canada will experience a labour shortage of nearly
one million people. Quebec could face a shortfall of 292,000 workers by 2025, rising to 363,000 by 2030.
Alberta could be short of 332,000 workers by 2025. Ontario could be short of 360,000 workers by 2025 and
over 564,000 by 2030. In the case of BC estimates suggest that the province will create one million new job
openings by 2017 while only graduating 350,000 students through the K12 system.

Immigration will play a key role in addressing these short- and long-term labour market needs. Between
2011 and 2016, growth in Canada’s working-age population will virtually stagnate and post 2016 it will
decline. At the same time, baby boomers (those born between 1946 and 1964) will begin reaching
retirement. Innovative responses are needed so that Canada can attract people from around the world
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with the right mix of skills and talents to support economic growth now and in the future and meet global
competition head-on. Other industrialized countries are confronted with similar challenges and will be
increasingly competing with Canada for this global pool of skilled workers. We must remain ahead of the
competition.

While The Chamber will continue to work with government and business on enhancing businesses ability
to access under-represented groups such as aboriginals, youth at risk, and the disabled, the key to
addressing this challenge is immigration. The challenge is the fact that the current immigration system is
simply not ensuring that the immigrants we attract are being used to their full capacity.

Quite simply the current immigration system is not capable of attracting the ready-to-work immigrants
with the required skills base to Canada in a timely manner.

The Chamber must congratulate the federal government for playing a critical role in addressing the
concerns of business, particularly those in the west. We have seen:

* A new Canadian Experience Class

* New Expedited Labour Market Opinion (LMO) program

* The overdue launch of the first phase of the Foreign Credentials Referral Office
* Expansion of the provincial Nominee Program for many provinces

While these initiatives have been welcome they have been dealing with elements of the challenge and
have so far ignored the core issue - the process itself. The Chamber believes that amendments to the
Immigration and Refugee Protection Act, as passed in Bill C50, as well as changes to the immigration
process, go a long way towards addressing this missing piece.

Primary among these will be the issuing of Ministerial instructions that will allow certain skills and
occupations to be given priority in terms of processing, thereby allowing these workers to be ready to
enter the Canadian workforce much more quickly. In addition the federal government has also announced
changes that will:

* Eliminate the obligation to process all submitted applications to a decision;
* Provide $109 million over five years to improve and modernize the immigration system;

* Direct additional resources to certain overseas missions to improve wait times. This will include
centralizing processing and data entry

Reform of the system was long overdue. The system has become so challenged that Canada has developed
a backlog of applications that has become a significant deterrent to our ability to attract new immigrants,
at present Canada has approximately 925,000 (of which 600,000 are in the Federal Skilled Worker
category) people waiting in line. This has continued to place pressure on the immigration process that has
seen processing times for certain locations being as high as five years. While the changes introduced
include a commitment to reduce wait times to 6 months there is no time frame assigned to this
commitment. The Chamber believes that assigning specific goals and timeframes are an essential part of
ensuring that government meet their targets.

As many other industrialized countries are finding themselves grappling with the demographic crunch,
they too will be competing for the same limited pool of skilled immigrants. Canada will face the
increasing challenge of attracting and retaining skilled workers that are essential to our international
competitiveness.

The needs of the economy today will not be the needs of the economy tomorrow. As we have seen with
the institutional refusal to undertake changes to the point system without a more flexible approach we
will almost inevitably return to a situation where the system quickly falls behind the needs of the
economy.

The Chamber does not disagree that we need to ensure that we attract immigrants with managerial and
professional skills the province and the country is facing a skills shortage from the board room to the shop
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floor. Any system that does not recognize the need to address this simple reality at all levels is failing to
address the needs of the economy - the intended focus of the immigrant program.

At present the pass mark for qualifying as a skilled immigrant to Canada is 67; this is assessed by
reviewing education, skills, language and family. Conducting a quick test on the government’s self-
assessment tool shows that a skilled tradesman with high school education, fluent English and three years
experience will not qualify as a skilled immigrant unless he has French language skills and immediate
family already in Canada.

In addition to these limitations, immigrants applying for a working visa are also challenged with the
federal government process. First, an individual must apply for a working visa which is a lengthy process
(6 months). Unless the individual can make a case that their skills are in demand and a Canadian is not
available to take the position, the immigration case is rejected. The problem with this system is the process
involves both HRSDC as well Citizenship and Immigration. If HRSDC statistics show a lack of demand,
the case is lost. Unfortunately, the statistics do not factor in localized or specialty needs. They are based
solely on surveys and reports which are often flawed as Immigration and HRSDC do not collaborate with
firms that require the skills.

Recommendations
That the federal government:

1. Overhaul the permanent immigrant system by reviewing the point level required and by restructuring
the allocation of points to emphasize the skills required by the economy.

2. Establish a timeframe for the implementation of the new streamlined process to ensure that
applications are processed within 6 to 12 months.

3. Enhance the overall training strategy to ensure that visa officers receive sufficient and appropriate
training and have the necessary tools and means to assess immigration applications more effectively
and efficiently.

4. Provide education overseas to better prepare immigrants for integration into Canada.

5. Review the connection between HRSDC, Citizenship and Immigration Canada and firms desiring a
specific skill and seeking to hire an immigrant due to lack of local talent to ensure the process is driven
by a true reflection of supply and demand rather than process driven.

6. Review the permanent and temporary immigration system with a view to enhancing small businesses
ability to find and recruit foreign workers.

7. Continue to expand the Expedited LMO Program to include other occupations where an identifiable
shortage exists.

Temporary Immigrant Work Permits
2008

Canada’s labour market will face huge challenges in the coming years. However, Quebec’s demographic
profile will not allow this gap to be filled.

Neither will Canada’s. Between 2011 and 2016, growth in Canada’s working-age population will virtually
stagnate and post 2016 it will decline. At the same time, baby boomers (those born between 1946 and
1964) will begin reaching retirement. As the population ages, competition among industrialized nations
for workers will be fierce. For this reason, the Quebec government, for example, hopes to raise the
number of immigrants entering the province from 46,000 in 2007 to 55,000.

The use of temporary workers fills some immediate gaps in the market. Every year, over 90,000 foreign
workers enter Canada to work temporarily in jobs that help Canadian employers address skill shortages,
or as live-in caregivers.
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Going forward, population aging will increase pressures on the labour market. Currently, there is a
backlog of some 925,000 applicants for Canadian permanent residence making the whole system slow to
adjust to shifts in the labor market.

Recommendation

That the federal government leverage temporary permits more effectively in order to alleviate the
shortage of technically or professionally trained workers by:

1. Increasing the number of temporary work permits allocated.

2. Ensure that permits are allocated to sectors and positions where demand is strong and national,
provincial\ territorial and local supply is inadequate.

Employer Focused Strategy for Employment Integration of Immigrants
2008
Issue

The employment integration of immigrants into the Canadian economy is, by far, the most important
aspect of the permanent and successful settlement of newcomers. For immigrants coming to Canada
under the economic class, and specifically for internationally trained professionals and trades people,
resolving the issue of employment integration means not just finding employment, but more specifically
in their fields of training and expertise.

Based on the fact that immigrants are facing multiples barriers preventing them from gaining meaningful
employment, the federal government’s employment integration strategy has a strong focus on supporting
immigrants to become “employment ready”. A lot of resources and funding are applied to this strategy.
However, an effective strategy for the employment integration of immigrants also requires a focus on
employers to make them “hire immigrants ready”.

Background
Current employment integration strategy focused on newcomers

Although immigrants to Canada, under the economic class, are selected according to a point system that
credits language proficiency, qualifications and experience, the reality is that after arriving in Canada they
face a number of barriers - including a cultural divide - that is limiting their effective employment
integration.

Based on these findings, the current employment strategy has concentrated on developing and funding
numerous organizations and settlement agencies to develop and deliver countless programs and services
to improve immigrants’ language skills, address the issues related to foreign credentials recognition and
licensing, and to facilitate the acquisition of Canadian experience through mentorship and placement
programs.

Despite the expenditure of millions of public tax dollars, the success of those initiatives and efforts, aimed
to achieve the “employment readiness” of immigrants, is very limited. The unemployment rate among
immigrants is still significantly higher than the national rate, with dramatic differences in some regions
and sectors of the economy.

These disappointing results are a direct consequence of the fact that many employers are not fully aware
of the advantages that hiring immigrants and a diverse workforce can make to their bottom lines, are
reluctant to face the challenges of hiring and managing cultural diversity in the workplace, and are not
sufficiently informed of the programs and services available to help them deal with these issues.
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Need to focus more on employers

The current employment integration strategy, focused mainly on the “employment readiness” of
newcomers to Canada fails to take into consideration that employers also need to be “hire immigrants
ready” for the employment integration of immigrants.

The integration strategy should encompass therefore a comprehensive awareness campaign not only to
bring down pervasive barriers to hiring immigrants, but also to bring about awareness to employers that a
culturally diverse workforce makes good business sense, while providing a resolution to current and
future labour shortages.

In order to implement such an employer focused strategy, strong consideration should be given to the
engagement of chambers of commerce throughout the country as they are directly connected with
employers.

Recommendations
That the federal government:

1. Develop an employer focused strategy for effective employment integration of immigrants. This
strategy should:

* include the development of partnerships and collaborative projects and programs between local
chambers of commerce and settlement organizations providing employment services to skilled
immigrants to connect employers with the available talent pool of skilled immigrants located in
their communities.

* focus on educating and training employers in utilizing the resources available to tap into the pool
of skilled immigrants to develop and manage a diverse workforce.

* develop a Cultural Diversity Awareness Campaign to educate employers about immigrants, their
background, cultures, religious customs and practices.

3. Provide adequate funding from the existing immigrant settlement and integration funding envelope
towards this strategy to help advance employers’ preparedness to hire immigrants.

Developing a Skilled Workforce for a Globally Competitive Value-Added Products
Industry

2008

The rising level of competition facing Canadian companies, changes in production technologies, and
changes in the nature and organization of work are all driving increases in the knowledge requirements of
jobs in Canada. Foreign outsourcing has reduced the domestic demand for unskilled workers, thereby
increasing the relative demand for skilled workers. The growing prominence of information-
communication technology industries has also fed the demand for skilled workers who can thrive in a
knowledge-based economy.

An area that is short of highly trained workers and competitive technology is the value-added products
industry also known as the secondary manufacturing industry. Canada could train a globally competitive
workforce by utilizing the latest technological, production and marketing advancements available in
respective industries and schools locally and abroad. Addressing Canada’s skilled labour shortage is
important for the value-added manufacturing industry to expand and compete globally.

Background

Canada’s export base has shifted in recent years from manufactured goods such as autos and machinery
and equipment back to its traditional natural resource products, notably energy. The low import content

193



of the booming resource sector is one reason our trade surplus has hit record highs, despite the slowdown
in overall export growth after 2000.

This shift means a growing part of our economy does not face the intense global competition felt by many
manufacturers. This may assure that Canada maintains its market share of exports, but could also dull our
appetite for productivity gains and innovation.

Much of the growth of gross exports reflects the increasing use of imported components, not higher value-
added exports. Value-added exports, which include only inputs purchased in Canada, are the key
determinant of domestic output and jobs.

Conversely, many of our leading resource products have a largely extractive production process that
requires few imports apart from machinery and equipment. Industries that import less actually have a
larger role than gross exports suggest, notably natural resources.

For Canada to regain a competitive international market in manufactured goods we must produce
globally desirable value-added products from our resources. Managing the production of our raw
materials to the final value-added product could be part of a strategic plan to sustainably manage our
resources so Canada’s future generations benefit from a sound and prosperous economy with
regenerative resource sectors.

In Canada, four resource sectors - industrial goods (metal products), energy, forestry and agricultural
products account for just under half of all exports.

Canada’s forestry industry is an example of a resource sector that could benefit from secondary
manufacturing. Presently Canadian companies manufacturing value-added wood products use some
local wood but often import wood from other provinces or from international markets depending on the
products they make. Developing products using a higher percentage of our own wood could make for an
even more competitive industry.

Value-added wood products are items which have additional processing, beyond the commodity level
and unlike primary and commodity forest products, value-added products are usually targeted at end-
users (often consumers). An example of a value-added product is a garage door, where additional
processing of primary commodities (lumber and panels) is undertaken to create a product with greater
value than the sum of the primary products. Other examples are pre-fabricated housing panels and
systems where complete walls panels are manufactured in a factory and the furniture and cabinetry
industry where the end product is ready for retail sales.

Global examples of value-added manufacturing are the Swedish housing industry and the Danish
furniture industry. Sweden prefabricates over 90 percent of all new housing in factories. Swedish
companies are more automated than North American prefabricated housing companies and have more
flexible use of staff, employing highly trained workers at all work stations. Factory built houses can be
built year round in colder climates, they are more cost effective and quality control is easier to maintain
during production.

The furniture sector in Denmark is currently comprised of approx. 400 companies, which, combined,
produced furniture to the value of DKK 19.4 billion (C$4 billion) in 2006. The Danish furniture sector
employs approximately 16,900 people and the combination of advanced technology and a high level of
technical competence makes productivity in the sector very high. Furniture is Denmark's sixth-largest
export industry. Every Dane employed in the furniture industry creates annual revenues of DKK 1 million
(C$183,000) on average.

Manufacturing value-added products in Canada can generate additional jobs and income from the same
resource supply base used to produce primary products. One of our biggest challenges in the next decade
is going to be a skilled labour shortage threatening the profitability of Canadian companies. Canada could
commit to generating the best value from our resource sectors by training a workforce to develop a
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globally competitive value-added products industry thereby strengthening Canada’s economy and
contributing to a strong future.

Recommendations:
That the federal government:

1. Work with local and provincial/territorial governments to identify leading edge research,
development, technology and innovation initiatives and link information from those initiatives to
current and new industries in the value-added products sector.

2. Work with local and provincial/territorial governments in collaboration with industry organizations
to develop marketing strategies to attract future entrepreneurs and workforces to the value-added
products industry.

3. In coordination with the provincial/territorial governments implement export, trade and marketing
policies and strategies to sell Canada’s value-added products to the international market.

4. Promote provincial/territorial fast-tracking initiatives on the development of standards for the value-
added products industry and promote recognition and use of current reputable national standards
programs for trades training and quality control.

5. Work with local and provincial/territorial governments to identify and learn from successful value-
added products industries.

Aboriginal Issues: Achieving Certainty
2008

Businesses operate best in a stable and predictable environment, where rights are certain and are
protected by the rule of law.

The biggest issue for the business community arising from aboriginal claims is uncertainty.

The root of the uncertainty in Canada is that various aboriginal groups claim rights of ownership or
control over virtually all of the public land in Canada. As a consequence, many activities that businesses
carry on, or wish to carry on with the permission of the Crown, may be seen as impacting in some way on
these asserted aboriginal rights.

It is clear that aboriginal rights and aboriginal title still exist in Canada, and are protected by the
Constitution, but in most instances the extent of aboriginal rights is unclear, while the extent of aboriginal
title remains completely unknown.

Certainty concerning the extent of aboriginal rights and title will most likely be achieved by two methods
running in parallel - that is, by a combination of court decisions resolving asserted aboriginal rights and
title claims, and by negotiations culminating in final settlements in the treaty process. However, achieving
certainty concerning the extent of aboriginal rights and title in Canada will take a very long time.

The challenge for federal, provincial and territorial governments is to create an environment in Canada
which will allow businesses to operate successfully and competitively - and with certainty - for the
foreseeable future, while the resolution of the aboriginal rights and title issues is still underway. The
solution, as noted below, is to institute an effective process of consultation, as suggested by the Supreme
Court of Canada in Haida.

The most important recent decision for the business community concerning aboriginal rights issues is still
the November 2004 decision of the Supreme Court of Canada in Haida.

The Haida decision - and the companion Taku decision - addressed the process the Crown should follow
in granting licences and rights which might affect unproven but asserted claims to aboriginal rights and
title. (Haida decision can be found at http://scc.lexum.umontreal.ca/en/2004/2004scc73/2004scc73.html.
Taku decision can be found at http:/ /scc.lexum.umontreal.ca/en/2004/2004scc74 /2004scc74.html).
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The key finding of the Supreme Court of Canada was that the Crown has a duty to consult with aboriginal
groups who have not yet established their rights, before granting licences or permits that might affect their
asserted rights and, in some circumstances, the Crown has a duty to ‘accommodate’ those aboriginal
groups.

The Court made it clear that the duty to consult with aboriginal groups is one owed solely by the Crown
and is not owed by the project proponent.

The Court described the nature of the consultation required as being on a sliding scale based on an
assessment of the strength of the aboriginal claim and the impact of the proposed activity on the asserted
aboriginal interest.

The Court also commented on ‘accommodation’, describing it as a process of trying to harmonize the
competing interests of development and the wish to protect aboriginal interests. The Court did not
endorse the province’s practice of paying money as a requirement of ‘accommodation” before aboriginal
rights had been established.

A very interesting part of the decision was a statement by the Court that the Crown (both federal and
provincial) could establish a regulatory scheme to address the obligations of consultation. In effect, the
highest Court in Canada advised the Crown that if a fair process for consultation was established and
followed, then the courts would uphold the decisions that emerged from that process.

At the provincial level, the consultation process remains a black box with no rules. This is a major
impediment for people wishing to do business in Canada. Achieving certainty with respect to the process
of aboriginal consultation - with guidelines, timelines, and outcomes that can be relied on - is of critical
importance to the business community.

Until recently, the federal government failed the business community by not developing an effective
process of consultation. Instead, the policy of the federal government (like the province) seems to have
been to try to avoid the consultation process altogether by trying to force project proponents to obtain the
consent of the potentially affected aboriginal groups to the proposed projects.

Indian and Northern Affairs Canada has made a commendable effort to address this policy vacuum, and
released its “Interim Guidelines for Federal Officials to Fulfill the Legal Duty to Consult” in February,
2008. The Chamber is encouraged by this development.

To this point, the lack of an effective consultation has been particularly obvious in the Department of
Fisheries and Oceans (DFO), whose approvals or authorizations are required for a multitude of projects
throughout Canada. The apparent inability of the DFO to address its legal obligation concerning
aboriginal consultation issues has been exceedingly problematic for the business sector in the province.

The consequence of the failure of both Crowns to establish an effective process for consultation, combined
with Canada’s failure to develop a policy framework concerning resource revenue sharing, has been that
entrepreneurs who require permits or licences issued by the Crown(s) to carry on their businesses have
been required to enter into economic arrangements directly with aboriginal groups. These arrangements
have not been based on any principle except expediency, but set precedents for others throughout Canada
and create and foster uncertainty.

How the resource revenues and tax base of the provinces and territories should be shared
between the Crown and the aboriginal people ought to be a matter of government policy, and not
developed as a consequence of individual arrangements between aboriginal groups and
businesspeople based on self-interest and pragmatism because the federal and provincial
governments have failed to develop an effective consultation process. Now that the federal
government has developed a consultation policy, the key issue would appear to be implementation.

Recommendation
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That the federal government provide adequate funding and support to implement its Interim Guidelines
for matters within its jurisdiction in order to make the consultation process in these areas certain and
efficient for the business community, with particular emphasis on ensuring that the Interim Guidelines are
implemented by the Department of Fisheries and Oceans.

Aboriginal Treaty Negotiations - Fisheries Component
2008

Canadians want to see progress on treaties. Negotiations between Canada, provinces and territories and
aboriginal groups are currently underway. Virtually all of these negotiations include provisions for
fisheries. Yet this one of the thorniest components with widespread opposition to harvest agreements and
treaty protected sale of fish that result in special and separate commercial fisheries specific to each treaty
group.

Despite this opposition, the commercial fishing sector understands and accepts that there will be increased
access to fisheries by aboriginal groups both through the treaty process and outside it. The challenge is to
move forward in an equitable way, assuring a level playing field so that no one group of commercial
participants has a competitive advantage over another with fair compensation to the existing commercial
sector for the cost of settling treaties through increased access to fish.

The federal and provincial governments set up a Joint Task Group with Dr. Peter Pearse and Dr. Don
McRae to look at the fisheries component of treaty negotiations. The Pearse/McRae Joint Task Group
report offers recommendations for reform that would encourage progress on treaties, enable the fishery to
meet new conservation challenges, improve its long-term economic performance, and begin to reverse the
decline of the salmon fishery. Its prescription for reform is based on seven principles that are widely
accepted in the commercial sector and should form the basis for progress in the fisheries component of
treaty negotiations.

Shortly after the release of the Pearse/McRae report, the aboriginal groups Summit and the BC Aboriginal
Fisheries Commission released a parallel report, “Our Place at the Table: Aboriginal groups in the BC
Fishery”, prepared by a group of aboriginal fisheries experts. Like Pearse/McRae, this report proposes
solutions intended to bring a high degree of certainty to aboriginal and non-aboriginal interests alike
while ensuring the conservation of the fisheries resource.

Governments could make an important first step to bridging the gaps between the two reports and
making significant progress on the fisheries component of land claims if they moved immediately to
create an independent Crown agency with a significant base capital fund to acquire licences in various
fisheries for present AIP arrangements or for interim agreements to provide economic benefits to
aboriginal groups until comprehensive agreements are complete. While this process is underway, these
licences could be leased back to the existing commercial industry to generate additional revenue to
supplement the original investment.

Recommendations
That the federal government work with the provinces and territories to:

1. Implement the following changes recommended in the Joint Task Group report to guide both fisheries
management and ensure that all fisheries components of treaties are consistent with these seven
recommendations:

* Anintegrated commercial fishery with all participants fishing under the same rules and priority
* A more responsive management regime

*  Greater co-management and accountability for both stakeholders and managers

*  Enhanced security of tenure (25 year evergreen licenses)

*  Enhanced certainty of harvest share through defined allocations (IQs)
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*  Transitional arrangements to accelerate aboriginal groups’ access to commercial fisheries
*  Legislative change to provide authority for reform and to depoliticize decision-making

2. Formally declare that they will fairly compensate established harvesters for the transfer of allocation to
aboriginal groups to ensure that the costs of treaty settlements are borne equitably by all Canadians.

3. Immediately create an independent crown agency with a significant base capital fund to acquire
licenses in various fisheries for present AIP arrangements or for interim agreements to provide
economic benefits to Aboriginal groups until comprehensive agreements are complete.

Aboriginal Treaty Negotiations
2008

Canada has a responsibility to maintain a strong commitment to treaty negotiations across Canada.
Treaties will be a necessary part of effectively concluding the process of reconciliation.

This does not mean abandoning the litigation process. The court, not the government, develops aboriginal
law in Canada, and the litigation process will continue to assist in defining the principles that should form
the basis of treaty settlements. However, the cost, time and acrimony associated with the litigation
process make it more effective as an adjunct to, rather than an alternative to, the treaty process.

The most serious issue for the business community associated with the treaty negotiations is that third
party compensation not be compromised in the quest to achieve final treaty settlements.

Settlements of treaties will result in the transfer of some Crown Land to aboriginal groups, and tenure
holders who currently have leases or licences on that Crown Land will be affected. It is not clear how
those tenure holders will be compensated for any losses they incur as a result of final treaties. There are
many third parties who have already been affected by pre-treaty agreements, and no compensation has
been forthcoming.

While the government has publicly committed to compensate third parties for losses resulting from
treaties, there has been no process or formula yet established to accomplish this.

In order for Canada to fully benefit from the improved investment climate that would result from the
conclusion of treaties, the question of third party compensation should be settled just as clearly and just as
adequately as the treaties themselves.

Governments should implement fair and transparent policies to ensure that directly affected third parties
with tenure rights on Crown Land do not suffer financial losses as a result of land transfers to settle
treaties.

Recommendation

That the federal government work with the provinces and territories to develop a compensation policy to
ensure that third parties holding specific rights on Crown Land are provided with fair and timely
compensation if their rights are directly affected by treaty settlements or pre-treaty settlements.

Improving First Nations” Access to Resources for Economic Development
2008

Two initiatives that would improve the First Nation business climate are improved infrastructure and
improved land tenure certainty.

First Nations have difficulty in developing infrastructure because they have a small independent revenue
base for financing infrastructure and they cannot access the same capital that other local governments can.
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These two factors leave many First Nations in a Catch-22 situation. They have economic potential but
need to finance the infrastructure necessary to realize this potential. However, this infrastructure cannot
be financed because they have realized too little economic potential to access financing.

With respect to land tenure, the current methods for securing title on First Nation lands and the Indian
Lands Registry are inadequate. They do not provide sufficient title certainty and the registry process is too
slow. This is true regardless of who invests (First Nation and non-First Nation) and regardless of the type
of investment (commercial or residential). Land certainty is the bedrock of the investment and financial
markets. Its absence has deterred investment and greatly lowered land values on First Nation lands.

Recommendation

That the Chamber of Commerce encourages the federal government to develop systems and legislation to
improve land tenure certainty and registration on First Nation lands and to ensure that the systems and
legislation are available in an optional framework for interested First Nations.

The Aging Workforce: Removing Disincentives and Creating Incentives to Continue
Working

2007

A growing body of research clearly indicates that Canadian businesses will face a shortage of skilled
workers, if they are not already. While there are many elements that must be considered to fully address
this complex issue, the Canadian Chamber of Commerce believes that one element should be the removal
of tax and other disincentives that discourage older workers who wish to stay employed, and whose
employers wish to retain them, from continuing to work past age 65.

These changes are needed in a workforce that is not replacing itself and where demographers predict
ever-increasing shortages of skilled and professional workers. Indeed, by 2011 more workers will be
leaving the workforce than entering if there are no changes in the system. This potentially places a heavier
burden on younger men and women to pay the taxes to support the pensions and benefits required for a
growing population of seniors, adversely impacting the Canadian economy.

The Canadian Chamber of Commerce believes that the government’s Old Age Security program, tax-
assisted private savings policies, and public pension plans provide disincentives for people to continue to
work past age 65. Brief descriptions of some of these disincentives are as follows:

Old Age Security

The Old Age Security (OAS) program is an extremely important benefit and has become an essential part of
the income for people with low and inadequate sources of income at retirement. No consideration should
ever be given to eliminating it. However, it is also true that the OAS pension available to people when
they reach age 65 is progressively clawed back. The 2006 clawback starts at individual net income levels
above $62,144 and OAS is fully clawed back at income levels of $100,914. At the threshold where the OAS
payments are reduced, a potentially employable older person has to think twice about working, knowing
that the net result is a lower per hour paycheque based on this clawback.

Tax-Assisted Private Savings

Under current federal policy, a person must withdraw his or her Registered Retirement Savings Plan
(RRSP) funds, transfer them into a Registered Retirement Income Fund (RRIF), or use them to purchase an
annuity, before the end of the year containing his/her 71st birthday. This is a further disincentive to work,
as these funds, which must be taken out of the tax-sheltered status, are then taxed at one’s marginal rate.
Some people at age 72 would and could work, but fail to see the value in working when they stand to lose
large amounts of the money they previously saved for retirement.
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Part-Time Pensions

The current pension system in many provinces does not effectively allow for part-time worker pensions.
In some provinces, the amount of pension that a retired eligible employee can withdraw while still
working is very small. Other jurisdictions do not even provide this flexibility. Many people would
continue to work, but at ages 60 plus, many also want to have more time to pursue personal interests after
a lifetime of working. Legislation needs to be developed to enable workers to transition to full retirement
by providing them with the flexibility to receive a portion of their employer pension plan benefits while
working part-time. This will undoubtedly keep some experienced people in the workforce longer.

Financial Implications

These proposed changes will have fiscal implications for the federal government. Reducing the OAS
clawback could increase total federal government OAS liabilities (in 2002, 7% of seniors were subject to the
clawback), and raising the mandatory age of RRSP withdrawals could defer the payment of associated
income tax revenues and/or decrease the marginal rate at which these incomes are taxed.

That said, with increasing life expectancies, removing financial disincentives for older workers to
participate in the labour force could increase the age at which people choose to retire, thereby increasing
federal employment income tax revenues and reducing overall government retirement program liabilities.
The net effect of these changes will likely be positive.

Recommendations
That the federal government:

1. Work with the business community to amend the Old Age Security program to encourage Canadians to
continue working after age 65.

2. Work with the business community to amend the tax-assisted private savings system to allow
Canadians to continue saving for retirement after age 72.

3. Work with the business community and the provinces to develop harmonized and flexible part-time
pension policies that provide incentives for Canadians to gradually transition out of the labour force
after age 65.

Sharing of Immigration Facilities
2007

Many jurisdictions in Canada are facing a dramatic labour shortage that is hampering their continued
economic growth and prosperity. With this limited labour pool, our economic initiatives are focused on
attracting skilled and semi-skilled foreign workers to meet this labour shortage.

The Provincial Nominee Program and the Temporary Worker Program have proven successful in
attracting foreign workers with the desired skills to meet the current labour shortages in jurisdictions
across Canada. It has, however, become apparent that obstacles and delays are being encountered as
people try to access information and/or services through Immigration offices.

Governments at both the provincial and federal level share a mutual interest in maximizing the
contribution of immigration to the achievement of the social, demographic and economic goals
throughout Canada.

Chambers of Commerce have been vocal at the national level in working to expand the location of
passport offices to regional centres. Sharing of facilities that offer a full slate of immigration services
would be a cost effective method for both levels of government to enhance levels of immigration services.
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In other parts of the country, the provincial and federal governments have entered into a shared facility
arrangement with great success in dealing with economic initiatives. In New Brunswick for example,
provincial and federal staff working on economic initiatives in Saint John and Moncton have benefited
from this form of close cooperation.

The objectives of these immigration policies and programs are to meet the needs of our labour market in a
timely fashion. This model of close cooperation would be of mutual benefit in streamlining immigration
services both in jurisdictions across Canada.

Recommendations
That the federal government work with provincial/territorial governments to:

1. Explore the benefits of sharing facilities and offices in an effort to improve the delivery of programs
and services.

2. Launch pilot projects of shared offices in key regions throughout Canada.

National Adult Literacy Policy
2007
Issue

To help boost productivity and labour force participation, Canada needs to allocate appropriate efforts
and resources in the Literacy programs that help individuals meet current and future job demands. Grade
12 is the minimum required in over 75% of the jobs currently advertised on the Job Bank; however, at least
42% of Canada’s population functions below grade 10 levels.

Although the Government of Canada is aware of the current problems facing adult literacy, it has no
formal policy on which to build strategy to improve it. This is reducing the competitiveness and
employment readiness of the workforce in Canada.

Background

The economy requires a highly skilled (Grade 10 level basic skills) work force to remain competitive. A
1% increase in literacy compared to the international average is associated with a 2.5% increase in
productivity and 1% increase in GDP. Also, over 25% of Canadian workers lack at least one of the four
essential skills necessary to do their job. The strong association between adult literacy levels and
economic success means Canada must have a plan in place to ensure adult literacy levels improve to
impact economic indicators.

Both governments measure literacy rates based on their definition of literacy paraphrased as: the basic
skills including prose and document comprehension, arithmetic (numeracy) and problem solving. It is
this definition that Statistics Canada used for The International Adult Life Skills and Literacy Survey in
2003. The survey looked at those four basic skills in over 20,000 Canadians aged 16 or older at a 66 %
response rate and assessed them from Level 1 (Grade 1) to 5 (Grade 12). The results of the survey are as
follows:

42% are below Level 3 (Grade 10) in prose

43% are below Level 3 (Grade 10) in document

50% are below Level 3 (Grade 10) in numeracy

69% are below Level 3 (Grade 10) in problem solving

The results of this survey are unacceptable given that Level 3 (Gr. 10) literacy is considered the initial
threshold level to get and maintain employment and is also the threshold necessary to prevent many
social problems. Level 1 or 2 literacy adults are more than 2.5 times as likely to be unemployed (for
greater than six months in the last twelve months) than Level 3, 4 or 5 adults and more than twice as likely
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to be on social assistance. Level 1lor 2 adults are also less than Y% as likely to save (adjusted for income and
education). A policy will create an environment that ensures adult literacy levels improve and reduce
social services costs.

With the recent funding cuts to literacy by the Federal Government, and without a current literacy policy,
the future of a Canada wide response to literacy issues is weak at best.

In Budget 2007, the federal government stated that the Minister of Human Resources and Social
Development will work with his provincial and territorial counterparts over the coming year to determine
how governments can best make use of the new investments to introduce “new programming that will,
among other things, provide opportunities for literacy and basic skills upgrading, job readiness assistance,
wage subsidies, on-the-job training and workplace-based skills upgrading. This will help Canadians
develop the skills they need and employers want”. The Canadian Chamber fully supports these initiatives
and makes the following recommendations.

Recommendation

That the federal government work with the provinces/ territories to create and align a national adult
literacy policy that:

* Recognizes literacy as the foundational essential skill for employment, a key component of lifelong
learning and a priority in Canada.

* Creates a holistic approach to improving adult literacy recognizing it is easier for children to achieve
success in literacy when their parents are literate.

¢ Builds awareness of the basic skills deficit.

* Builds synergy amongst the ministries/government departments in order to build a strategy that
addresses literacy skills, e.g. Ministry of Justice, Finance and Economic Development, Works and
Housing, etc.

* Include monitoring, evaluating and reporting on progress outcomes to measure impact.

¢ Jsimbedded in the Adult Education Framework.

Accommodating Canadian Forces Reservists in the Workplace and in Educational
Institutions

2007
Issue

Dedicated young Canadians are being asked to volunteer to take military training, as well as take on up to
an unlimited personal liability in active service, in the Canadian Forces reserves without any meaningful
protection for their employment, and/or their continuing education that is actively supported by their
government.

Background:

Presently in Canada, men and women are contributing their personal time and energy serving their
country in a part-time capacity. These are Canada’s Primary Reserves - individuals who volunteer to serve
in the Canadian Forces (CF) on a part-time basis. Most have either have civilian employment or are
students. Currently, there are at most 25,000 primary reservists serving in the CF (versus up to at most
60,000 regulars, i.e. full-time, soldiers). The CF is planning to increase the strength of the Primary reserves
by a further 10,000 and the regulars by a further 13,000 over the next few years. In short, a greater reliance
will be placed on reservists to meet our growing national and international security commitments. The
reason is easy to understand. It is overall far less expensive for the government to use, when practicable,
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reservists who are usually otherwise gainfully employed in civilian life rather than maintain an equal
number of full-time regulars.

Primary reservists are required to take the same levels of training to qualify for their trades and/or their
ranks as do regular soldiers. This often involves attending training courses and/or exercises up to two
consecutive weeks or more at least once per year. A significant number of individuals in the reserves are
often forced into using their vacation time to attend this required training. As a result, the reservist may
not have any time left for their personal relaxation or spending quality time with their families.

Many, if not most, currently employed reservists rely almost entirely on the goodwill of their employers,
and indeed their families, to help them meet their military training commitments. Many employers do
realize that an employee being a member of the Reserve Force represents ongoing professional
development and a personal commitment to their country, above and beyond that normally demonstrated
of an average citizen. In supporting their employees serving in the reserves, they have gone the extra mile
in terms of their human resources policies governing time off for military service and/or their willingness
to grant individual reservists time off and their recognition of the extraordinary demands of modern
military service. Reservists should not have to risk losing their civilian employment or their educational
credits.

Reservists do, in fact, receive military pay when they are actively training or on active service. However,
quite often it is substantially lower then what they would earn in their regular civilian position. (A current
schedule of the rank and pay rate applicable to a specific reservists situation can be obtained through your
local CFLC - see below).

At present, Canada shockingly has absolutely no standing job protection legislation for reservists who
serve in the military, either to meet our international commitments, such as in Afghanistan, or even if they
are called out for the reasons permitted under the National Defence Act. (i.e. as an aid to civil power in the
event of disaster assistance.) And, at times, they sadly face the risk of unlimited personal liability in taking
these assignments on our behalf. (At least 4 of the 55 Canadian soldiers who have been killed to date
[May/07] in Afghanistan were in fact Reservists.)

By way of comparison, in the United States reservists enjoy legislated job protection similar to “parental
leave” requirements here in Canada. Such a policy for Canada, however, is not recommended as in the US
it actually leads to significant job discrimination by some employers against the hiring of known
reservists.

In addition, Canada does not accommodate reservists who are attending educational institutions. As such,
dedicated individuals who serve in the reserves have lost school credits and/or jobs in order to give their
time to reserve activities. Another issue is for reservists who are completing a college or university
program. If they need to take time off for reserve activities, they may run the risk of losing credit for the
academic units they have already achieved because they need time off for reserve activities.

A civilian group, supported by, but independent of the CF, called the Canadian Forces Liaison Council
(CFLC) have sought to actively outreach and partner with individual businesses, and educational
institutions across Canada to make people aware of the needs of people serving in the reserves and
encouraging them to adopt reserve-friendly H/R policies which grant such things as unpaid leaves of
absence of up to 2 weeks, in addition to paid vacation, for reservist to attend required training. Some
employers have further agreed to top up the military pay their employees would receive while on such
training (i.e. pay them the differential between their civilian and military pay rates.) Some employers even
guarantee the jobs of their reservist employees who do volunteer for longer term assignments, such as
Afghanistan, paying their benefits for up to a year while they are away akin to a “parental leave”
program. Air Canada was one of the first to adopt such a comprehensive military leave H/R policy and is
the ultimate model encouraged by the CFLC in its voluntary programme. However, the hard fact is that
not all employers, particularly small employers, can afford to be as unilaterally generous as Air Canada.

Employers who have made these kinds of commitments comment that people in the reserves make
excellent leaders and workers in their civilian jobs. Reservists constantly develop and use personnel
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management, communication, and administrative skills. As a result of their military training, reservists
become more experienced, capable, and very motivated employees. As well, military service prepares
students for the civilian workplace. We encourage all members to actively encourage their members to
adopt such policies. You can contact your local CFLC for some ideas and literature in this regard. But, in
summary, the basic package of reserve friendly H/R polices should consider these preferred options:

For Educational Institutions:

When reservists have activities during the school year the recommendation would be to give the student
extra time to complete assignments and reschedule exams if needed.

For Employers:

1. We recommend employers pay their employee(s) partial salary to top up their pay they receive in the
reserves. This would apply to tours lasting 2-3 weeks only.

2. Employers should consider granting the employee(s) a pro-rated amount of time off so they do not
need to use up all of their earned vacation time to create a better work/life balance so reservists can
continue completing their reserve activities while still being able to enjoy some vacation.

3. Employers should consider holding the jobs of the reservists so they are able to serve Canada on active
service while knowing their job is secure upon their return.

Notwithstanding the above, it is time now for the Canadian government to come to the table and develop
some concrete incentives to assist businesses to allow reservists to make a valuable contribution to the
Canadian Forces, to their fellow Canadians and to our national defence.

Recommendation

That the federal government develop, in consultation with the CFLC and the Canadian Chamber of
Commerce, specific meaningful incentives, perhaps in the form of income tax credits that would, at a
minimum, reimburse employers for all out of pocket expenses involved in instituting effective military
leave policies for reservists and otherwise encourage educational institutions and businesses to
accommodate the special needs of reservists. Such incentives could be limited to an appropriate maximum
per reservist employed per annum, fiscal conditions permitting.

National Housing Strategy to End Homelessness
2007

Safe and secure housing is a basic requirement in order for people to be able to lead a healthy and
productive life. For most people, it is something taken for granted. Yet in a time of economic prosperity in
Canada, there is a marked increase in the numbers of Canadians who lack affordable housing or who are
absolutely homeless.

Absolute homelessness refers to individuals or families who have no housing at all or are staying in a
temporary form of shelter, or in locations not fit for human habitation. Though not confined to urban
centres, absolute homelessness is most visible in cities.

From Victoria to Halifax, and numerous points in between, the numbers of absolute homeless have
steadily risen in the last decade.

The Canadian Chamber is significantly concerned about the state of affordable housing in our urban
centres. However, it is the state of absolute homelessness that is the most disturbing. It is this population
which often ends up, quite literally, on the doorsteps of business. In addition, the complication of drug
addictions amongst a high percentage of this population is a prime contributor to incidents of property
crime. Add to this the numbers of individuals who are dealing with complications of physical and/or
mental health issues and it is clear that the challenges with solving the problem of absolute homelessness
are complex, to say the least.
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Yet, Canada is not alone with this problem. Other Western countries also have had an increase in
homelessness. The United States, as a prime example, also has significant challenges with homelessness
accompanied by the complications of drug addiction and mental health issues. However, what is
markedly different between our two countries is our methods of dealing with homelessness.

The federal government in the Untied States has introduced a nationally led housing strategy enacted
through their Interagency Council on Homelessness. The premise of their initiative is a “housing first”
philosophy whereby the homeless are moved immediately from the streets or from homeless shelters into
their own community-based apartments. This is in stark contrast to former systems in the US and current
systems in Canada that move homeless individuals through different "levels" of housing, whereby each
level moves them closer to "independent housing".

The approach, a significant departure from traditional social services, was recognition that the status quo
response to homelessness of ad hoc, uncoordinated crisis interventions was more expensive and less
effective than making bold moves to actually solve chronic homelessness.

The outcomes of the “housing first” approach in the United States are, frankly, amazing. Over 300
locations are now participating in the federally led program with a number having developed ten-year
plans to end homelessness. These plans are business oriented and results focused, and are beginning to
evidence real and quantifiable results. The results are measured as an actual reduction in the numbers of
people living on the streets. Some examples include Philadelphia with a 50 percent reduction, Miami with
a 30 percent reduction, Dallas with a 28 percent reduction, Seattle with a 30 percent reduction, and San
Francisco with a 26 percent reduction.

The homelessness situation in the United States that precipitated the move to a national housing strategy
was not dissimilar to the current situation in Canada. There are countless studies that show the high cost
of homelessness on the Canadian economy due to chronic and heavy use of public-funded institutions,
lost economic productivity from the individuals caught in the cycle of poverty, homelessness and
addictions, the negative impact on the downtown urban centres from public discomfort with increased
homelessness, and of course the social costs of broken families. There is no disputing the numerous cost-
benefit analyses of decreasing rather than managing homelessness.

Recent examples of studies showing significant cost savings potential of a new approach to housing the
homeless include one by the government of British Columbia in 2001 (The Cost of Homelessness in BC,
February 2001). This study compared the cost of maintaining a status quo approach - providing
emergency shelter, and the requisite social and health services - to providing permanent housing and the
requisite social and health services. The study showed that the cost of service usage in the first approach
was 33 percent higher than the cost of housed individuals. Including the cost of housing, the study
showed that the second approach would still save the government money.

A second study in British Columbia conducted by the Vancouver Island Health Authority, modeled after
approaches in Ontario, focused on the homeless with complications of tertiary level mental health issues.
This study spanned two years, following 2373 individuals in the first year, and 2887 in the second year.
Adopting a housing first approach with this challenging group resulted in dramatic cost savings in health
care costs alone. In the first year, hospital bed day costs were reduced from 81 million to 31 million dollars
for the first study group and from 121 million to 39 million for the second group. The savings represent a
respective 62% and 68% cost savings in hospital costs alone for the groups over the study period. Other
findings included an increased level in labour market participation, decreased cost and burden to the
judicial system, and increased independence of individuals.

The Canadian government has invested in homelessness programming, providing $269.6 million dollars
($4.11 per capita per year) over two years beginning April 1, 2007 to prevent and reduce homelessness.
However, the Canadian Chamber is concerned that this allocation will fall drastically short of the need
and the problem will continue to grow and cost our economy. By comparison the United States has
committed $4.47 billion dollars ($14.86 per capita per year) in fiscal year 2008 to address homelessness, up
from $4.22 billion the year previous. On a per capita basis, the US federal government budgets 3.6 times
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the amount the Canadian government does to address their homelessness problem. Recognizing that
simply providing housing to the absolute homeless is not a panacea that will solve the myriad of
problems associated with this population, it is well accepted that housing provides the platform from
which other services, which are already funded, can be implemented more effectively.

It is apparent that a far more aggressive approach is needed in Canada if we hope to reverse the
worsening trend in Canada and achieve the sort of positive measurable outcomes being realized in the
United States.

Recommendations
That the federal government:

1. Evaluate existing models and outcomes of programs designed to end absolute or chronic
homelessness to determine the potential return on investment (e.g. reductions in health care, policing,
juridical, and social costs as well potential for increased productivity and social inclusion) of adopting
a new approach to homelessness.

2. Based on the results of the research, develop and fund a national long term strategy to measurably
reduce “absolute homelessness” in Canada led by the federal government in co-operation with
provincial, territorial and municipal governments. The strategy should be needs oriented, research
and data driven, performance based and results oriented.
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Transport and Infrastructure
Improving the Regulatory Review Process for the Development of Infrastructure
2009

Canada’s infrastructure is an economic enabler for its economy, allowing value-added sectors to develop,
to create jobs, and to compete. Infrastructure includes highways, rail lines, marine ports, waterways, ferry
services, bridges, airports, pipelines, telecommunications, and power generation and transmission
facilities, to name a few. Currently, Canada’s infrastructure is in need of major investment to improve
Canadian business competitiveness and trade potential. However, the regulatory review process required
prior to starting infrastructure projects can be unduly slow and unpredictable, impacting Canada’s
economic competitiveness and ability to attract much needed investment.

Regulatory review addresses a broad range of environmental, health and safety, socioeconomic,
community, and First Nation issues to ensure that the concerns of all interested stakeholders are taken
into account prior to starting infrastructure projects. Potential effects of a proposed project are identified
and evaluated, providing the opportunity for the proposed project to be modified before design and
construction starts. Through the process, potential projects are approved, modified or rejected should
significant residual impacts be identified following mitigation measures.

In many cases, an infrastructure project will require the environmental assessment to be done by both the
federal and provincial or territorial levels of government. Even a number of departments and agencies
within a single level of government play different roles during the regulatory review process.
Overlapping jurisdiction and duplicative and conflicting procedures make the regulatory review process
longer then it has to be. Sometimes the need for new studies comes out of the woodwork once the
assessment has already begun, pushing aside already agreed-upon timelines. In other cases, not enough
government resources are available to do the assessment in an efficient manner.

Potential investors may be turned away due to the unpredictable process and business may not be able to
make informed location and logistics decisions. For instance, according to a 2008 KPMG Competitive
Alternatives report, transportation infrastructure is a major driver of location decisions made by
manufacturers, representing 16 percent of location-sensitive costs. As a result, knowing where and when
an infrastructure project will be complete are major drivers influencing organizational location decisions.
We need to make sure that the regulatory review process is efficient, has a clear scope, reasonable
timelines, and a process to deal with unforeseen circumstances and resource shortages.

All levels of the government have been working to make the regulatory review process more efficient. For
example, the Environmental Assessment and Cooperation Agreements between the federal government and a
number of provincial and territorial governments make sure that projects needing reviews under both
federal and provincial environmental assessment legislations undergo a single, cooperative assessment,
meeting the legal requirements of both governments while maintaining their existing roles. While this is a
positive step in making the environmental assessment process more efficient, more needs to be done to
remove duplication within the decision-making process. Recently, the Canadian Council of Ministers of
the Environment (CCME 2009) Environmental Task Group recommended a one project-one
environmental assessment approach for projects requiring federal and provincial or territorial
environmental assessments.

To bring greater certainty to the time involved to do the regulatory review process, all levels of
government must reduce duplicative practices and put in place a joint-scoping process that establishes
firm timelines and commits to them. Steps are already being taken. The federal government recently
opened the Major Projects Management Office (MPMO) that provides a single window for the federal
regulatory process for natural resources projects. The goal of the MPMO is to cut in half the regulatory
review period. In addition, through legislative changes promised in Budget 2009, the federal government
committed to speed up the review process by 12 months for major infrastructure projects.
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In March 2009, the federal government announced that certain projects funded under the Building Canada
Plan (including some solid waste, wastewater and water facilities as well as public transit, railways,
highways and bridges) would be exempted from federal environmental assessment requirements until
2011. Where such facilities are located near federally-protected environmentally sensitive areas, only
projects with (i) total costs of less than $10 million (excluding land costs) and (ii) environmental mitigation
measures in place to protect such areas will be eligible for the new exemption. The Canadian Chamber
supports these new exemptions and would recommend extending them beyond 2011 and to any similar
projects that are not funded by the Building Canada Plan.

Recommendations
That the federal government, in cooperation with its provincial and territorial counterparts:

1. Putin place a joint-scoping process that lays out detailed and reasonable timelines of all the studies,
consultations, and assessments that need to be done as part of the regulatory review process.

2. Streamline and shorten the environmental assessment process ensuring that there are no redundancies
in the environmental review process and put in place a single window for assessing infrastructure
projects.

3. Make the necessary resources available to do the regulatory review process in a timely manner. In
addition, put in place a program, in consultation with the private sector, where those who wish to pay
on a cost recovery basis for faster service with clear service standards and guaranteed turnaround
times are provided with that option.

4. Establish a formal process to deal with exemptions to the regulatory review process with only a
Deputy Minister or Minister having the authority to change the environmental assessment process
under exceptional and unforeseen circumstances.

5. Extend the March 2009 Building Canada Plan project exemptions beyond 2011 and to any similar
projects not funded by Building Canada.

Marine Transportation in Canada
2009

Statistics Canada 2006 shows that the share of the total cargo handled by the ports and marine terminals of
the 19 Canadian Port Authorities (CPAs) went up to 54.4% in 2006 from 53.2% in 2005. According to
Transport Canada, goods handled at Canada’s ports reached almost $144 billion in 2006.The Marine
transportation industry and associated infrastructure are integral to Canada’s economy and a critical
contributor to the lives of all Canadians. To maintain and improve our standard of living and quality of
life, investment in marine transportation must have an enhanced role in government policy making.

While there have been amendments to the Marine Act to ensure added safety and associated penalties,
there remains a lack of change adaptive to the current worldwide economical shift.

The marine industry and its costs have a direct influence on our competitiveness of our exports to
compete in the world economy, considering that Canada's marine transportation system handled $143
billion of international trade in 2006. An increasing amount is the movement of inter-modal traffic. Given
Canada’s trade-dependence with the rest of the world, the use of Canada’s marine transportation system
could continue to increase. An efficient multimodal transportation system with effective marine
transportation services is crucial to Canada’s trade competitiveness.

Major road systems in Canada are becoming increasingly congested, and the resulting pollution is
detrimental to the environment and human health. In addition, the cost of expanding and improving road
and highway systems is formidable, and to some extent that cost could be alleviated through greater
reliance on marine transportation. Revitalization of transportation by canals in Europe and increased
movement of goods by water along the U.S. east coast are examples of initiatives to relieve road traffic and
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take advantage of the environmental benefits of marine transportation (Table 1). Even though the marine
mode is the lowest contributor per tonne shipped to greenhouse gas emissions, marine transportation
infrastructure is under utilized and some of our internal waterways have seen significant declines in
traffic levels. The Canada Marine Act Review determined that the St. Lawrence Seaway is used to only 50
% of its capacity.

Environmental Benefits of Marine Transport
Index
Energy use
Atmospheric Emissions

Accidents

Spills 1

Noise 1 14 1.3

Source: Sodes and Saint-Laurent, Vision 2000. Comparative Study of the Environmental
Impacts of Modes of Freight Transport in the St. Lawrence Axis, Appendix 1 (2001).

Source: Sodes and Saint-Laurent, Vision 2000. Comparative Study of the Environmental Impacts of Modes
of Freight Transport in the St. Lawrence Axis, Appendix 1 (2001).

Recommendations
That the federal government:

1. Putin place a multimodal National Transportation Strategy that includes supporting the marine
industry with policy initiatives that increase the utilization of the waterways for transportation of all
commodities and particularly inter-modal traffic.

2. Undertake a comprehensive National Goods Movement study to determine the current and future
market for marine transportation services such as short sea shipping, and to identify the appropriate
investment vehicles for the necessary infrastructure to serve growing demand for marine
transportation.

3. Identify marine transportation as an efficient, safe and secure way of moving people and goods in an
environmentally respectful way, vital to the national economy and multimodal transportation system,
and ensure that marine transportation is considered when making strategic investments.

National Urban Agenda Needed
2009

According to the 2006 Census, over 80% of Canadians live in Canada’s largest urban areas, anchored by
the conglomerates of Toronto, Montreal, Vancouver, Ottawa-Gatineau, Edmonton and Calgary. Canada’s
city regions are not only hubs of people; they also act as economic drivers for the entire country. In both
times of economic prosperity and especially during periods of economic recession, successful and healthy
urban areas are crucial to Canada’s long-term economic success. However, Canada’s lack of a concerted
urban strategy is hampering the ability of Canada’s cities to act as strong engines of growth and fulfill
their role as necessary drivers for Canada’s economic recovery.
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Canada’s urban areas act as hubs of economic growth. The Institute on Competitiveness and Prosperity
has noted that urban areas provide a necessary environment for sustained economic progress, with
positive links between urbanization and productivity (Source: Martin Institute for Prosperity Working
Paper 2: Measuring Ontario’s Prosperity, Developing an Economic Indicator System). According to conclusions
reached in Compete to Win, the final report from the Competition Policy Review Panel, “large, dynamic
urban centres have a national importance that transcends their significance to a region or a province, in
the same way the national railways were recognized in the 1800s as having a national significance.”
(Source: Compete to Win, Competition Review Panel, June 2008)

A national urban strategy should address at least three key areas: transportation and other infrastructure;
immigrant settlement and integration; and affordable housing.

Transportation:

As Canada’s urban areas continue to grow, there has been a lack of necessary investment in transportation
infrastructure, both to support existing infrastructure and to construct additional capacity. A report by
TD Bank, Mind the Gap - Finding Money to Upgrade Canada’s Aging Public Infrastructure, estimated that the
cost of repairing and replacing current civic infrastructure needs to meet current requirements ranges
from $50 billion to $125 billion. Such estimates do not include any additional transportation needs to meet
the requirement of Canada’s growing urban population.

Immigration:

Ninety-seven percent of Canada’s immigrants settle in urban centres, with 69% of all immigrants to
Canada settling in Toronto, Montreal and Vancouver (Source: Statistics Canada, Immigration in Cities).
According to research compiled by the Federation of Canadian Municipalities, immigrants to Canada and
specifically immigrants to Canada’s largest urban areas face greater socio-economic challenges than non-
immigrants. For example, recent immigrants face an unemployment rate that is 1.6 times higher than for
non-immigrants. This statistic increases to 2.3 times higher when examining immigrant populations in
Canada’s largest urban areas (Federation of Canadian Municipalities, Quality of Life in Canadian
Municipalities - Immigration and Diversity in Canadian Cities and Communities).

Housing:

Canada’s Census Metropolitan Areas (CMA) account for a disproportionate share of the country’s
population growth; in Central Canada, for example, CMAs now account for almost 95% of overall
population growth. Even in regions of Canada that are experiencing little net population growth, urban
areas continue to grow. Such significant growth in constricted areas has lead to remarkable pressures on
urban house prices. According to research by the Federation of Canadian Municipalities, housing prices
in urban areas significantly outpaces income growth. Furthermore less than nine per cent of all housing
units completed in Canada’s largest cities between 2001 and 2006 were rental units. (Source: Federation of
Canadian Municipalities, Quality of Life in Canadian Municipalities - Immigration and Diversity in Canadian
Cities and Communities).

According to Toronto as a Global City: Scorecard on Prosperity, a landmark study undertaken by the Toronto
Board of Trade which compared the economic and labour attractiveness of 21 global urban regions,
Toronto and other Canadian cities fared well when it came to their livability indicators. This result
reaffirms the findings of other annual international rankings on livability, such as the Economist
Magazine’s “Worlds Most Livable Cities.” Economically, though, Canadian metropolises continue to trail
their international competitors, exhibiting mediocre performance on such economic indicators as GDP per
capita, GDP growth, and productivity. Canada tends to lag other jurisdictions in terms of senior-level
government support for urban regions. Many believe that greater senior government support would have
a demonstrable impact on the economic performance of Canada’s cities.

National and international actors have commented on Canada’s urban policies. The Competition Policy
Review Panel recognized the national importance of Canada’s largest urban centres and recommended
that the federal government “provide leadership to deal with critical urban issues,” while the OECD has
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declared that Canada’s urban policies are “disjointed”. International research supports establishing
national urban policies as a way to promote national economic growth. The European Institute for
Comparative Urban Research (EURICOR) monitors national urban policies of 15 EU member states and
concludes that countries with a national urban policy “understand their large cities as regions of the
economy, and have woken up to the fact that the motor can be stalled by social inequality or environment
degradation.” (Source: European Institute for Comparative Urban Research, National Urban Policies in the
European Union)

As the Toronto Board’s of Trade’s Scorecard on Prosperity showed, some Canadian cities perform well on
an international basis. Without a national urban agenda, though, Canadian cities are at risk of becoming
less globally competitive and falling behind their global competitors.

Recommendations

That the federal government work in concert with the provinces and territories to establish a National
Urban Agenda including:

1. A national urban transportation plan that provides sustainable and predictable funding for urban
transit systems, promotes the use of public private partnerships in urban infrastructure projects.

2. Urban immigration and education programs that are designed to meet the needs of Canada’s growing
immigrant population and ensure that Canada’s immigration policy is coordinated in conjunction
with municipal services.

3. A national affordable housing plan to address homelessness and the relatively high cost of living in
urban regions.

Strengthening Canada’s Urban Public Transit System
2009

Increasing urbanization, environmental awareness and rising fuel costs have greatly increased demands
on Canada’s public transit systems. Over eighty per cent of the Canadian population now lives in urban
centers and 67 per cent of Canada’s jobs are located in 25 metropolitan areas. Canada’s cities act as
engines of economic growth for the nation. However, there is not a coordinated transportation plan to
address the investment in infrastructure needed to support this urban shift. Canada continues to be the
only OECD and G8 nation without a long-term federal transit plan; consequently, a national
transportation strategy should be a priority for the federal government.

Public transit is an essential service that contributes to the economic well being of a city through such
effects as increased residential and commercial property values and reduced amounts of household
budgets devoted to transportation, thereby increasing disposable income. According to research
conducted by the Canadian Urban Transit Association (CUTA) the optimal supply and demand of transit
in Canada would require a $71.3 billion investment in transit infrastructure but would generate economic
benefits of $238.6 billion (Source: Canadian Urban Transit Association, The Optimal Level of Supply and
Demand for Urban Transit in Canada, 2008).

Gridlock and congestion is increasing in many municipalities where expansion of public transit systems is
not keeping pace with the growth of the urban centre. This has economic, social and environmental costs.
Metrolinx, the Greater Toronto and Hamilton Area’s regional transportation authority, calculates that
congestion costs the Greater Toronto and Hamilton Area $6 billion ($3.3 billion in economic burden for
commuters and $2.7 billion in lost opportunities for economic expansion) in 2006 alone (Source: Metrolinx,
Costs of Road Congestion in the Greater Toronto and Hamilton Area, December 2008). Meanwhile, 21,000
Canadians died of smog-related deaths in 2008, with this number expected to rise to 90,000 by 2031
(Source: Canadian Medical Association, No Breathing Room, National Illness Costs of Air Pollution, August
2008).
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Municipalities have the responsibility to provide transit services, but limited ability to generate the
revenue necessary to sustain, let alone expand, transit systems to meet the growing needs of the
population. Cities currently rely heavily on the property tax base to fund their services. However, since
property taxes don’t grow with the economy, like income or sales taxes, municipalities aren’t well
positioned, fiscally, to make the long run investments public transit requires. Coupled with growing
demands for other municipal services, many cities have deferred important transit infrastructure
maintenance or expansion. CUTA estimates that Canadian transit systems require a $40.1 billion capital
infrastructure investment by 2012 to meet the rising transit demand across the country (Source: Canadian
Urban Transit Association, Towards a National Plan for Public Transit, 2008).

Financial contributions from senior levels of government vary across jurisdictions. On average, provincial
governments tend to fund 40-50% of capital transit improvements (Source: Canada Urban Transit
Association, A National Transit Strategy for Canada, 2007). At present, most federal funding for public
transit is contained in the Building Canada Fund, a 7 year infrastructure improvement plan that runs until
2014. The 2009 Federal Budget contained significant stimulus funds devoted to infrastructure, but the
time-limited nature of these funds means that most public transit projects will not qualify for these funds.
Complete to Win, the final report from the Competition Policy Review Panel on increasing Canada’s
international competitiveness, recommended that the federal government provide leadership to deal with
critical urban issues, such as public transit, including an “adequate, stable and diversified revenue base to
underpin Canada’s urban centres” (Source: Competition and Review Panel, Compete to Win, 2008).

There is a striking difference between Canada and, for example, the U.S. in the level and predictability of
the federal support for transit. Between 1998 and 2006, the U.S. government spent a total of US$56.5
billion on public transit and as part of the Obama Administration’s Economic Recovery Act an additional
$8.4 billion has been allocated specifically for public transit initiatives. In Europe, senior levels of
government underwrite 15-30 per cent of transit operating costs and 30-100 per cent of capital
requirements.

Capital transit projects take many years to complete and a lack of stable, predictable funding makes it
difficult to undertake necessary projects. A dedicated, stable commitment to public transit will enable
Canadian transit agencies to make long-term transportation plans that will help to bolster the economy,
better serve transit users and provide the investment confidence required to attract private sector
investors. With a dedicated national transit program, Canada can move forward into the 21st century
with funding to maintain the existing infrastructure and develop new transit projects that are important to
relieve congestion, improve mobility for all Canadians and strengthen the economy.

Recommendations
That the federal government develop a National Transit Strategy including;:
1. A permanent federal funding mechanism to support urban transit infrastructure.

2. Cooperating with provincial and territorial governments to facilitate and encourage private
investment in infrastructure projects, particularly through public-private partnerships.

3. Support for municipalities in their attempts to develop jurisdictional wide planning, which would
involve integrated land use, and would limit sprawl.

Completion of an All-Weather North-South Trans Canada Highway
2009

In support of infrastructure to spur economic development and speed Canada’s economic recovery, the
nation needs an all-weather north-south Trans Canada Highway through the Mackenzie Valley to the
Arctic coast.
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This country’s development was driven by creating overland east-west transportation linkages - both rail
and road - but work remains if we are to truly connect Canada from sea to sea to sea. It was Prime
Minster John G. Diefenbaker who first proposed an all-weather highway connection to Canada’s Arctic
coast and more than 50 years later, his vision has yet to be fully realized. It would cost roughly $1.2 billion
to extend the Mackenzie Valley Highway from its current terminus near Wrigley to Tuktoyaktuk.

There are many benefits related to the construction of this much needed infrastructure project. It would
ensure Canada’s sovereignty in the North, improve our ability to respond to emergencies, allow business
and residents to better adapt to climate change both in terms of reduced dependence on winter roads and
enhanced ability to develop alternative energy sources to diesel-generated power, reduce costs for
business and residents in six currently isolated, predominantly First Nations communities, encourage
economic development in the North, and increase tourism opportunities.

Based on the Government of the Northwest Territories’” (NWT) research, an extended all - weather

Mackenzie Valley Highway would spur development in the petroleum industry generating the following
results:

e A boost of up to $58.9 billion to national GDP,

e More than 86,000 person - years of employment, with more than 71,118 of these outside the NWT,
related to exploration and development, and

e Up to $15 billion in government revenue with the majority of this flowing to Ottawa

Construction of this much-needed piece of infrastructure would create thousands of short-term
construction-related jobs with the territorial government estimating the lower section between Wrigley
and Fort Good Hope alone requiring up to 2,360 person-years of labour during development and as many
as 55 full-time employees related to ongoing annual maintenance.

Recommendations
That the federal government:

1. Fund the completion of an all-weather north-south Trans Canada Highway through the Mackenzie
Valley from Wrigley to Tuktoyaktuk in the NWT to achieve several priorities:

e Speed Canada’s recovery from the recession,
e Fuel economic development across Canada, and

e Enhance Arctic sovereignty as climate change makes the North and its resources much more
accessible.

2. Move ahead with this project immediately as a means of improving the economics of the Mackenzie
Gas Project by reducing logistical challenges related to construction of the proposed pipeline.

National Economic Infrastructure: Marine Atlantic
2009

The Marine Atlantic ferry service requires investment to facilitate trade by Canadian companies into and
out of the Newfoundland and Labrador market. This service benefits companies and individuals across
Canada and is a national economic issue rather than a regional transportation topic.

In context - An economic issue

Marine Atlantic Inc. (MAI) is an economic facilitator for Canadian business as a key market connector
between the island portion of Newfoundland and Labrador and the rest of Canada. This is a vital link; on

213



average, the service brings approximately one-half of the goods, including 90 percent of all perishable
items, into the province. MAI, as part of the national highway, links Ontario car companies, Quebec
wholesalers, PEI farmers, New Brunswick suppliers, Nova Scotia tourism operators, and the Alberta oil
patch to Newfoundland’s market.

MALl is a $200 million per year business; collecting $80 million from users, it requires $120 million in
government investment. That $120 million investment supports over $7 Billion in retail sales (2008
Statistics Canada) in Newfoundland and Labrador, and the operations of 4,706 extra-provincial companies
in the province (Government of Newfoundland and Labrador figures). To illustrate, two auto parts
companies alone import over $21 million (wholesale) via Marine Atlantic from mainland companies.

Lack of Delivery on the Commitment

The Terms of Union (Term 32.1) state that “Canada will maintain in accordance with the traffic offering a
freight and passenger steamship service between North Sydney and Port aux Basques, which, on
completion of a motor highway between Corner Brook and Port aux Basques, will include suitable
provision for the carriage of motor vehicles.” MAI’s mission is “to provide a safe, environmentally
responsible, and quality ferry service between the Island of Newfoundland and the Province of Nova
Scotia in a reliable, courteous and cost-effective manner’. The mission should conclude ‘as a means of
supporting economic success in all provinces.”

With an average age of over 18 years, MAI vessels require renewal now. Most ocean-going cargo ships
have a life expectancy of 20-30 years. BMT Fleet Technology noted that “typically, vessels more than 25-30
years old are unreliable and expensive to maintain. International and Canadian statistics also show that
they are more likely to be involved in accidents, and the consequences of such accidents are more likely to
be serious.”

Business Impact

The primary business issues are cost, reliability, and quality. Currently, grocers for instance pay double
fare to be assured crossing; at times, capacity is not adequate to accommodate demand for the movement
of Canadian goods into a buyers market, even with this premium. From January 2007 to January 2009, for
instance, users saw three rate increases and five fuel surcharge increases, which ranged from 2 percent to
27.7 percent. There is little flexibility or desire to charge users additional fares so government must
consider its investment in the context of the benefit it offers to 4,706 Canadian companies.

Businesses on the island and the mainland are affected by pricing, reliability, scheduling, and overall
service of this part of the national highway system. Stakeholders have noted that labour continues to be a
troubling issue, with the threat of strike damaging the economy by deterring use of the service. The
Canada Industrial Relations Board has already ruled that the service was essential to health and safety.
Additionally, a March 2005 report by the federal Advisory Committee on MAI recommended ‘an
amendment to the 1986 MAI Acquisition and Authorization Act, or other legislative instrument, to
recognize the essential nature of MAI's services’. MAI would also benefit from consolidation of its six
unions, allowing time for management to address issues other than negotiations; in contrast, the Treasury
Board of Canada negotiates with 17 bargaining agents of the entire core public administration.

Recommendations
That the federal government:

1. In 2010, sponsor an independent, comprehensive economic impact study to fully understand MAI’s
contribution to the Canadian economy, including employment and economic opportunities for other
provinces. Further, determine equivalent road and air cost for travel between North Sydney, Argentia
and Port aux Basques, and the cost, price and subsidy options for similar services globally.

2. Subject to the economic study, change MAI's mission, and support this with resources, to include the
reality that the Crown Corporation is a ‘means of supporting economic success in all provinces’.
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3. Use the economic study to quantify and specify the immediate actions that must be taken to ensure
that the average vessel age does not perpetually serve as a barrier to reliable, cost effective service by
embarking on a 10 year strategy to ensure all vessels on the service are less than 25 years old, with an
optimal average age of 10-12 years.

4. Designate the Marine Atlantic national highway service an essential service under federal legislation
to avoid the threat of, or actual labour disruptions which harm trade and potentially harm public
safety.

5. Subject to the economic study, instruct the Canada Industrial Relations Board to take steps to
consolidate unions at MAI to enable management to focus efforts on areas aside from labour relations.

Cabotage - A Need to Increase the Number of Empty Containers Available to
Canadians

2009

The conditions under which international container equipment may be imported tax-free into Canada
from non-NAFTA countries and used to move freight within the domestic market is known as
“Cabotage”. The principle of how Cabotage is applied must be changed in order for Canada’s businesses
to remain competitive internationally. The customs tariff on international container equipment in Canada
has a negative impact on Canadian shippers, the environment, intermodal surface transportation service
providers and Canadian retailers. The Department of Finance held consultations on this issue in the
winter of 2009. It is expected to present its recommendations in the fall.

There is a natural imbalance in Canada’s containerized trade, with roughly three import loads to Central
Canada for every export load. It is in the interest of the shipping line, which owns the international
container, to move the empties back to their port of origin as quickly as possible for another load of high
revenue imports. Unfortunately, there is little economic incentive for the owners of international
container equipment to serve Canadian producers.

Commodity producers advise that, despite an increasing number of empty international container
equipment moving through Canada’s ports to Asia, there is a shortage of empty containers for them to
use. Canada’s custom policy towards international container equipment contributes to the shortage of
empty container equipment available to Canadian commodity producers.

Canada’s customs tariff on international container equipment has a negative impact on the number of
empty containers available to domestic producers. Tariff Item 9801.10.00 sets out Cabotage tax
exemptions for point-to-point freight movements in Canada incidental to an international move (i.e., back
to the port of origin) but only if used within 30 days of entry into Canada. As such, there is a disincentive
for the owner of the international container equipment to allow the containers to be used in a manner that
does not qualify for the exemption, because duty and the GST on the assessed value of the container
would apply. In contrast, U.S. Cabotage rules respecting international container equipment allow 365
days of unrestricted duty-free freight movements in the United States and the container does not have to
leave by the port where it entered.

Not only would relaxed Cabotage rules provide for greater availability of container equipment to
domestic producers it would also generate environmental benefits associated with fewer empty container
movements. Empty container movements take up as much capacity and create nearly as much pollution
as full containers. Fewer empty container movements would lead to reductions in fuel consumption and
emissions from container transportation, and would create surface transportation capacity without any
additional investment in infrastructure.

The impact on the federal government of relaxing the Cabotage rules is not expected to be significant. The
revenue from the tariff item appears to be minimal as most containers leave the country before the
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exemption expires. The increased economic activity generated by a more relaxed container Cabotage
regime would more than offset any tax losses that might be incurred by the loss of federal revenue from
customs duties.

Representatives from both Class 1 railways agreed that more relaxed Cabotage regulations on container
equipment would make Canada more competitive for North American containers. The Committee was
told that more flexibility for Cabotage movements could allow the railway to load a container with
domestic freight back to the coast and mitigate the cost for steamship lines. Apparently, such a regulatory
change would be of particular benefit to Newfoundland, which is expensive to service with international
containers under the current regulations.

Recommendations
That the federal government:

1. Direct Transport Canada to harmonize its container regulations with those of the United States, in
order to increase the supply of empty containers to Canadian shippers.

2. Amend Customs Tariff Item 9801.10.00 to match the U.S. Cabotage rules on the point-to-point
movement of containers in Canada in order to increase the number of containers available to domestic
shippers.

Reducing Airport Rent
2008

The Canadian transportation sector is an important contributor to the well-being and growth of the
Canadian economy. With supply chains becoming more global, it is necessary that Canada has an efficient
transportation system. This means ensuring that all modes of transportation compete fairly amongst
themselves and with international competitors.

Recently, the viability of Canada’s aviation industry has been challenged by a number of factors including
the rising price of fuel, high security costs, and burdensome taxation. While a number of these factors are
out of the government and the private sector’s control, the Government of Canada has an important role
to play in improving taxation and regulatory efficiency. Airports and carriers have invested heavily in
improving operating efficiencies while decreasing costs. For example, in 2008, the Greater Toronto Airport
Authority (GTAA) reduced landing fees by 3.1 percent and terminal charges by 4.7 percent. The
Government of Canada must now do its part in facilitating the development of a more competitive and
efficient air transportation sector that competes on a level playing-field with others modes of
transportation and international carriers. Specifically, the Government of Canada must address the policy
of federal airport rent being charged to airports.

The Canadian airports and air carrier industry are a vital part of our national economy. Airports in
Canada directly employ approximately 200,000 people and account for $45 billion in economic output.
Furthermore, Canada’s airports have invested over $9.5 billion in infrastructure improvements within the
last decade.

Canadian airports are economic enablers of strategic national importance, facilitating the movement of
people and goods within Canada as well as being gateways into North America for people and cargo from
Asia and Europe.

The Canadian Chamber recognizes the important role played by the Federal Government in maintaining a
competitive air transportation sector. Canada’s Blue Sky International Air Policy and the National Policy
Framework for Strategic Gateways and Trade Corridors are positive steps in fostering a competitive
transportation environment within Canada and an effective gateway into North America. While the
Government of Canada’s policy framework lays the groundwork for an effective multimodal
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transportation system, an efficient tax and regulatory environment is needed to move people and goods
within Canada and to and from North America.

In 2007, Canada’s airports paid approximately $300 million in airport rent to the federal government.
Since 1992 Canada’s airports have paid over $2.5 billion in airport rents that were only worth $2.0 billion
at the time of transfer. This onerous federal rent burden not only stifles airport expansion and dampens
economic growth, but is also a significant cost passed to consumers. While a 2005 change to the rent
calculation formula was intended to reduce rent charges for some, more needs to be done. Peru and
Ecuador are the only two other countries that charge airport rent.

U.S. airports enjoy a cost advantage as they are not subject to the same rent charges and taxes that are
applied to Canadian airports. U.S. airports near the border are beginning to use this competitive
advantage. For example, approximately 1.7 million Canadian passengers travel through the Buffalo
Niagara International Airport. In addition, the airports in Bellingham, Washington and Plattsburgh, New
York are undertaking similar strategies to poach Canadian travellers from Vancouver and Montreal
respectively. The Plattsburgh airport is 1 hour from Montreal and opened in 2007 using government
financing to pay for the terminal. Furthermore, the airport is not subject to property taxes, federal rent, or
interest on debt. Conversely, the Montreal airport pays approximately $60 million in government rent and
taxes annually in addition to $34 million in municipal taxes and $70 million for interest on debt.

Canada’s current airport rent policy is based on a formula that mandates all funds required for debt
servicing be counted as revenue for the purpose of calculating rent due. This interpretation of the policy
reduces our global attractiveness as a destination for business and tourism. In fact, a recent World
Economic Forum ranked Canada 110t out of 124 countries in terms of price competitiveness in the travel
and tourism sector.

The airport rent charged by the federal government is ultimately passed on to the consumer through
increased air travel costs and costs associated with the movement of cargo. In addition, it inhibits Canada
from becoming a true gateway into North America. Furthermore, it places airports and air carriers at a
competitive disadvantage to other modes of transportation and international competitors. Reducing
airport rent will be a positive step towards facilitating the development of a competitive multimodal
transportation system in Canada.

Recommendation

That the federal government move to eliminate airport rent and that an immediate interim step be taken to
amend the rent formula for all airports by eliminating debt financing costs and the Airport Improvement
Fees used to offset the capital requirements from the definition of revenue for the purposes of calculating
the “rent” due.

A New National Transportation Policy
2008

The Canadian Chamber of Commerce recommends that the federal government develop a new National
Transportation Policy.

The policy should recognize the critical importance of transportation sector and its links to the country,
take into account the challenges and global advancements in this sector, and connect all modes of
transportation as part of this policy.

Introduction

In a country as large as Canada, transportation plays an integral role in the nation’s economic vitality. In
2006, commercial transportation services accounted for 4.3 per cent of Canada’s value-added Gross
Domestic Product (GDP). Given that the remaining economic activity relies heavily on these services, this
figure understates the overall level of importance and contribution of this sector.
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Background

Current national transportation policy is derived from the Canada Transportation Act, 1996. With
heightened activity in the transportation sector such as gateway, a rail freight service review and
substantial federal funds being earmarked for infrastructure, the time is right for the federal government
to develop a modern national transportation policy.

While Section 5 of the Canada Transportation Act serves as an articulation of policy under which the
Federal Government broadly governs the transportation sector, it is really too general in scope to provide
the guidance that is needed in the 21st Century. The Canadian Chamber of Commerce believes that greater
clarity is needed in modern transportation policy. Practical applications that relate to today’s domestic,
international and global transportation environment are required to make a policy relevant to the
contemporary situation.

Summary

Transportation is a local, regional and national economic powerhouse and there is a recognized local,
regional and national need for infrastructure revitalization. A better infrastructure creates easier and
better transportation and linkages. Additionally, economists have directly tied increased infrastructure
spending to greater economic productivity. Improved routes and linkages and greater economic
productivity result in improved economic growth. These factors will keep Canada globally competitive in
future years.

In summary, what is good for the transportation sector is good for Canada’s economy -- and vice versa.
Recommendations

That the federal government:

1. Develops a new National Transportation Policy

2. Use the following principles as a guide in the development of a new national transportation policy:

*  Underscore the government’s role in the creation of a viable and globally competitive
transportation policy to ensure that Canada has a proactive, concise, safe and secure
transportation infrastructure that facilitates social and economic growth and maintenance of a
healthy environment.

*  Establish service standards for each transportation mode. Such a policy should be merit-based
and founded upon industry and business cases, rather than largely on political imperatives that
change with election outcomes.

*  Recognize that each transportation mode is at a differing stage of development, regulation,
competitive environment and capabilities.

* Take into consideration differing transportation standards in other jurisdictions, where
interjurisdictional and/or intermodal co-ordination can prevent unnecessary bottlenecks.

*  Address the intricacies of each transportation mode and its respective infrastructure needs. It
should also recognize that not all transportation should be, or can be, based on self-financing or
cost-recovery models. Due to the country’s dispersed geography, the policy must acknowledge
that some transportation routes must be subsidized or must be considered differently.

*  Encourage private sector infrastructure investment and reward.

*  Decrease environmental impact wherever possible. New infrastructure development should be
designed with environmental sustainability taken into account.

*  Identify clear action timelines and milestones, with an accountability and established review
periods attached, similar to long range corporate business planning criteria. Any new policy
should operate on a business model, whenever possible. It should have defined action items,
timelines for accomplishment and accountability to accomplish action items and definite review
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periods attached.

*  Address situations of concern and opportunities facing the different transportation modes. The
transportation system, like any economic system, must evolve with changes in society and
technology. Any policy designed to govern the transportation system should be similarly flexible.
It must be able to adapt to the times and to deal with new, emerging and emergent issues. (Global
transportation security issues in light of terrorist threats spring to mind immediately as an
example of a fairly new concern that must be considered in larger transportation policy issues.)

*  Take into consideration the five lenses of Transport Canada’s Gateway Strategy as a basis for
policy creation:

* International commerce strategy

* Volume and values of national and regional significance
* Future patterns in global trade and transportation

* Potential scope of capacity and policy measures

* Federal role and effective partnerships

High Speed Rail Infrastructure
2008

The Windsor-Quebec City corridor is the most densely-populated and heavily-industrialized region of
Canada. With over 16 million people, it contains over half of Canada's population, the national capital and
three of the four largest metropolitan areas in Canada (Toronto, Montreal and Ottawa-Gatineau).

Establishment of a high speed rail service, with dedicated infrastructure, connecting the entire length of
the region would provide nation wide economic benefits from enhanced business opportunities,
connecting new communities with speed and efficiency not achievable by conventional rail service.
Connecting growing populations with quality rail service, significant reductions in travel times and
improved service reliability will support economic development activities near stations. The speedy access
to major economic centres will also aid the business communities of cities and towns surrounding the new
high speed rail corridors.

The Windsor-Quebec City corridor is already the focus of most VIA Rail service. Currently the area is
served by several freeways, VIA Rail, commuter and local transit, and several airports. This corridor
population density is comparable to the Rhone River valley where the French high speed rail system TGV
is very profitable.

There have been proposals for a high-speed service, such as VIA Fast, but no action has been taken so far.
On January 10, 2008, Dalton McGuinty (Premier of Ontario), and Jean Charest (Premier of Quebec)
announced their two provinces will conduct a joint $2 million feasibility study into the development of
high speed rail in the Windsor-Quebec City corridor. The federal government has agreed to participate in
the study.

Similar high speed systems are being planned or discussed across the continent. One example is the U.S.
Midwest Regional Rail System (MWRRS) that envisions connecting nine Midwest states and is forecasted
to attract approximately 13.6 million passengers. The primary purpose of the MWRRS plan is to meet
current and future regional travel needs through significant improvements to the level and quality of
passenger rail service. The main corridor for this plan is the busy Detroit-Chicago Connection. This
system, when developed will end at the Windsor-Detroit corridor and has the potential to link with the
new Canadian high speed rail network.

Recommendations:

That the federal government:
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1. In cooperation with the provincial\ territorial governments, develop a viable high speed rail
transportation plan encompassing Windsor-Quebec City corridor.

2. Subject to the feasibility study, support the promotion and establishment of a high speed rail service
between Windsor-Quebec City as a priority for completion within 10 years.

Driving Economic Growth by Improving Infrastructure and Access to International
Airports in Canada

2008

Recently there have been many fluctuations in the world’s economy and through this Canada’s economy
is remaining stable. Clement Gignac of National Bank Financial mentioned January, 2008 that Canada has
the lowest debt to GDP ratio of all the G7 countries and that our economy will stay strong.

With a strong and stable economy comes recognition and interest from foreign investors in our country
and creates opportunities to host International events. This exposure in turn adds to growth which
includes increased business travel, tourism, emigration and immigration. Bringing the world to Canada
puts additional pressure on our airports to expand and in order to better support the expansions more
efficient infrastructure to and from the airports is important. Improved infrastructure could provide safe,
sustainable and efficient transportation from the airports to move visitors, immigrants, emigrants, cargo,
goods and services to their final destinations thereby strengthening tourism, the economy and the
amenities for Canada’s businesses and communities.

Lawrence Cannon, Minister of Transport, Infrastructure and Communities said at an Annual National
Conference in 2006 that:

“Physical infrastructure is the basic building block of any economy - it supports everything, literally and
figuratively. This is true for all countries, but even more so for Canada.”

We are a trading nation, so it is essential to have efficient ports, airports, and border infrastructure. To be
competitive, we must be extra-efficient at moving things around. Consider just our trade relationship with
the US. Every day, some 36,000 truck trips in both directions, close to 1,500 flights, 300,000 people, and
$1.6 billion in goods and services cross the Canada-US border. The provincial and territorial governments
have estimated the need for capital investment in transportation priorities alone over the next 10 years at
close to $100 billion.

If we do not keep pace with the need to replace and renew ageing infrastructure, our quality of life and
our economic prosperity will suffer. We need to think about our infrastructure with real objectives, such
as to improve the quality of our environment, the air that we breathe. The financing arrangements for the
Canada Line in B.C. - an 18.5 kilometer light rail line from central Richmond to the Vancouver
International Airport and downtown Vancouver- has won two awards from Project Finance magazine -
the 2005 North American Transport Deal of the Year, and the 2005 North American Infrastructure Deal of
the Year.

The Government of Canada is the largest public partner in this project, with a contribution of $450 million.
Other major public partners include the province of British Columbia, the Vancouver Transportation
Authority, and the city itself. In all, the public sector is contributing more than $1.2 billion of the $1.9
billion total cost of the project. Beyond winning awards, this project shows that P3s can work in the
Canadian light rail market - and with the growing need for efficient, sustainable transportation in our
cities, the line sets an important example for the future.

Many of Canada’s urban centers have seen a lot of growth in the last years and addressing infrastructure
needs to keep up with the growth while reducing impact to the environment is important. Other cities and
some smaller municipalities are also growing rapidly. Growth in smaller municipalities is partially due to
immigration and emigration from larger urban centers but also from other smaller municipalities. This
growth puts pressure on these municipalities” infrastructure needs. The smaller municipalities may not
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have the comparative local funding available that major urban centers do but may still have immediate
infrastructure needs spanning distances similar to major urban centers.

Many visitors” final destinations are accessed by single lane rural roads and this increased traffic can incur
high maintenance costs, traffic congestion and safety issues. Winter weather can be unpredictable in many
municipalities in Canada and road maintenance, reliable transportation and safe roads are vital to
transporting passengers safely and efficiently from airports to their final destinations.

The rural setting of the International Airport in Kelowna is similar to others across Canada. According to
a survey conducted by Kelowna International Airport in 2005, 75% of passengers to the airport rely on the
use of private vehicles to get them to the airport. Rental cars make up 14%, while shuttle buses and vans
make up 4%. In rural areas public transportation does not currently play a major role in bringing people to
and from international airports. There is currently no regional bus system from the Kelowna airport to
surrounding municipalities or to any resort destinations. For investors to consider Canada’s
municipalities viable for investment, the infrastructure requirements from International Airports need to
keep up with the increase in passengers and the movement of cargo, goods and services. Failure to make
significant progress towards bridging the infrastructure gap could prove costly in terms of congestion,
unreliable supply lines and growing environmental problems with all the implications for living
standards and quality of life this entails.

A national initiative such as Canada’s Gateway Strategy benefits all Canadians and air transport is one
mode of transportation that will bring people, goods and services from our ports and rail systems to the
rest of North America and beyond. It is prudent that the Gateway Strategy include infrastructure to and
from airports. Improvements for infrastructure surrounding International Airports will vary from area to
area but could include: regional public transit systems featuring green buses, light rail systems and heavy
rail systems and could also include road maintenance and upgrades. The transportation of passengers
using transit systems benefits the environment and reduces traffic, and maintaining roads and modes of
transportation adds to their safety and longevity.

For many visitors, airports are their first access to new destinations. Investors and industry will view
infrastructures for shipping and local traffic and ask if it is efficient and organized adequately to support
the capital they are investing. They will be creating new jobs to run their businesses and need to know
that the region is set up to handle the movement of services. Other considerations may be how to create
less pollution when moving cargo, goods, services and people through an area.

To find answer to these and other issues related to infrastructure and to save on capital cost investments
needed for infrastructure improvements it is important to first create a workable plan for airport
infrastructure needs. A national plan that can be tailored to the unique local requirements of each
international airport in our country could save time and funds for future airport infrastructure projects.

For airport infrastructure projects to be cost effective thorough groundwork is required and could include:
* Feasibility studies

* Actionable strategic plans

* Sustainable environmental plans

* Best practices

» Utilizing available knowledge from successful infrastructure projects currently in place

* Research

* Long-term projections with work/management plans

Canada’s Chambers can act as a catalyst by recommending that our country support long term economic
growth by addressing current and future infrastructure needs in areas surrounding our international
airports.
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Recommendations
That the federal government works to:

1. Allocate funds to develop a national strategic infrastructure plan that addresses safe, efficient and
sustainable transportation requirements to passengers, cargo, goods and services moving to and from
Canada’s international airports;

2. Provide funding for infrastructure needs to municipalities with international airports that are
experiencing and projecting a significant increase in visitors, emigrants and immigrants and where as
a result, the municipalities are growing rapidly;

3. Provide funding for infrastructure needs to municipalities with international airports that are
experiencing and projecting a significant increase in the movement of cargo, goods and services as a
result of rapid growth to their municipalities;

4. Facilitate municipalities with international airports that are experiencing and projecting significant
growth in accessing infrastructure funding by working together with said municipalities to identify
their unique needs and to include those needs in effective strategic plans for their areas.

5. Develop a national transportation strategy for infrastructure that includes airports across Canada that
would be included in Canada’s National Gateway Strategy.

Enhancing Canada’s Global Export Advantage - Canada’s Asia-Pacific Gateway Export
Hubs

2008
Issue

Canada’s continued and future economic growth is closely linked to its ability to reach global markets.
The recognition of Canada as an efficient and reliable exporter of major commodities to help feed the
world’s population and fueling the building of modern infrastructure is one of Canada’s most significant
competitive advantages. The maritime ports and airports which form the nation’s transportation
gateways are the critical points where Canada’s trade capability is demonstrated.

Today, with increased competition from US ports, constrained rail and terminal access infrastructure no
longer meets operational demands, community safety or environmental expectations. Without targeted
Gateway funding to address the needs of Canadian commodity exporters, the reliability and future
growth of Canada’s export economy is at risk. funding emphasis from primarily import container flows,
to a more balanced approach is needed to ensure the continued reliability and the most efficient means of
bulk and break bulk commodities transport.

As we look to develop a world class infrastructure to support our export industries the Chamber believes
this can only be done through a true partnership between all levels of government (not just federal) and
the private sector to agree on priorities and partner in investing in infrastructure that supports our export
products.

Background

The federal government’s Asia-Pacific Corridor Initiative states as part of its mission, “to improve the
efficiency and reliability of the Gateway for Canadian and North American exports.”

Supporting this is the Canada-British Columbia MOU on the Asia Pacific Corridor, which has a
framework goal to “improve the efficiency and reliability of the Gateway and Corridor for Canadian and North
American exports, within a system that is secure and environmentally sustainable.”

Operating within this Asia-Pacific Corridor is one of Canada’s largest and most diverse export commodity
hubs, the North Shore Trade Area, which in 2007 moved $ 8-billion dollars of Canadian export
commodities. The facilities have national significance as they are critical export links supporting the many
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mine, mill and farming communities throughout Western Canada that rely on a safe, efficient and reliable
Canadian port to export their products. And, given the proximity to Asian markets, this export hub is key
asset in Canada’s national transportation infrastructure.

While bulk product exports to the Asia-Pacific region are anticipated to see continued growth, the limited
supply of available rail-serviced, deep water port locations in Canada, makes it imperative to optimize
Canada’s export commodity hubs to support Canada’s trade advantage.

To date public investment in Canada’s Pacific Gateway has not adequately addressed the needs of
Canadian bulk product exporters who use this Gateway. In addition, the most efficient bulk and break
bulk export transport system, including the transition of some break bulk commodities into containers,
must be supported in order for Canada to reach the goals outlined in the Asia-Pacific Corridor Initiative.

Recommendations

In order to ensure the continued reliability of Canada’s export hubs, the Chamber recommends that the
federal government:

1. Enhance investments in Pacific Gateway infrastructure to better facilitate the export of bulk and break
bulk goods from Canada to global markets.

2. Continue to invest in export infrastructure investment, given the reality that current bulk transport
methods continue to be the most efficient means to transport the majority of bulk commodities.

3. Work with industry to enhance industry’sflexibility to transition from break bulk to container
handling to facilitate the fact that some break bulk products, specifically forestry products, are
increasingly being exported via containers and that flexibility to transition from break bulk to
container handling is required.

4. Support rail-road grade separations, additional rail bridging and trackage to enhance the rail corridors
and allow the continued benefits Canadian exports to flow to the local communities that derive their
livelihoods from trade in a sustainable and complimentary manner.

5. That investments in all gateway infrastructure recognize the need for bulk and break bulk goods.

Moving Forward on Open Skies
2008

Canada has embarked on a National Gateway and Corridor strategy however removing key air access and
facilitation impediments and thereby creating a market driven environment is a pre-requisite in achieving
success.

Background

Air services between two countries, including destinations served, number of flights, level of competition
and pricing are regulated by bilateral air treaties. Canada’s international air policy which provides
direction for the negotiation of such agreements was significantly liberalized in late 2006 through the
announcement of Canada’s “Blue Skies” policy. The spirit, tone and direction of Canada’s new
International Air Policy is encouraging, however, it incorporates poorly defined caveats. Terms such as
“level playing field”, “normal market disciplines”, “reasonable level of service” are undermining the
success of the policy. Our major competitor, the U.S., adopted a broadly based “open skies” policy in the
early 1990’s and has since negotiated 92 such agreements. Conversely, Canada has negotiated five such
agreements - none involve an Asian nation (Canada has negotiated open skies agreements with the U.S.A, United
Kingdom, Ireland, Iceland, Barbados and New Zealand).

Too often the pursuit and development of market opportunities is blocked by restrictive air treaties.
Priorities and apparent lack of resources at the Federal level is slowing the progress of revising these
agreements. Over the past year Canada has placed its focus on an open skies agreement with the
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European Union, which if successfully concluded would result in essentially 27 open skies agreements.
This has however undermined Canada’s ability to move forward on the Asia Pacific agenda.

We also need to be cognizant and realistic that in certain cases Canada may have a mandate and desire to
negotiate an open skies type of agreement however the other country in question is not ready or willing.

Stakeholders - In establishing negotiating priorities and mandates the government should to take into
account the needs of the broader stakeholder community. This can be evidenced by the negotiating
calendar and the process itself whereby, with two exceptions (With respect to the U.S. and E.U. negotiations two
representatives of the Canadian Airport Council have been afforded the opportunity to participate as observers) Canadian
observers are limited to any Canadian airline. This philosophy needs to evolve similar to the U.S. whereby
any airport may sit as an observer - representative of its community.

Transparency - In Canada, air treaties are typically confidential with access provided to government
officials, airlines and airports. Business stakeholders and the general public do not have access to the
commercial details. A good example is the agreement signed with China in April 2005 - details such as
frequency entitlements, or destinations served are still confidential. In addition, Canada continues to
negotiate confidential MOUs that are never made public. Why is this the case? In contrast, the U.S. by law
is not permitted to enter into such agreements.

Facilitation - Realization of the potential of certain liberal agreements are not achieved unless Canada, in
parallel, removes key facilitation impediments. A prime example is China whereby three years ago
Canada negotiated a relatively liberal agreement. The lack of a Transit-Without-Visa (TWOV) program for
Chinese Nationals, no Approved Destination Status (ADS) for Canada and visa issuance issues have all
collectively undermined the potential of this market.

Air policy liberalization and the recognition of air service and airports as economic generators have
become widely acknowledged. Adoption of the above recommendations will enhance Canada’s
competitive position as a Gateway and foster the development of trade, tourism and business linkages.

Recommendations
That the federal government:

1. Provide the necessary resources to fast track Canada’s Blue Skies International policy and in principle
aggressively pursue “open skies” agreements in all bilateral air transport negotiations. This applies to
both passengers and cargo.

2. Adopt a balanced approach to stakeholders, recognizing the needs of Canada’s air carriers but also
comparably taking into consideration community stakeholders. Individual airports, as community
representatives must be granted observer status comparable to that of airlines.

3. Adopt a transparent policy with respect to public access to air treaties and that air treaties
(“Bilaterals”) no longer include confidential addendums or MOUs, particularly as it pertains to
commercial articles.

4. Undertake a proactive, aggressive, and unified strategy across all departments and jurisdictions in
order to fully leverage the gateway potential of our major hub airports. Presently there is minimal
coordination amongst federal departments, i.e. Transport Canada, CBSA, CIC.

Putting New Open Skies Policy Into Action
2007

Canada’s social and economic development has always been achieved in tandem with its transportation
system.

Our future economic prosperity rests on our ability to capitalize on our role as the Gateway to Asia
Pacific. As part of its strategy the federal government said that it would tackle the roadblocks that stood

224



between Canada and a “seamless, matchless flow of trade” with Asian countries. One of these roadblocks
continues to be the lack of progress on Canada’s international aviation policy.

The Canadian Chamber recognizes and welcomes the progress that has been made over the past year in
terms of advancing truly open skies.

Recently the federal government has taken steps that begin to dismantle the roadblock by liberalizing
individual bilateral aviation agreements. Most notably a new Open Skies agreement between Canada and
the United States came into effect in September 2006. Canada also has recently liberalized bilateral
aviation agreements with China, India and Portugal and negotiated an Open Skies agreement with the
United Kingdom.

Further to this progress the Canadian Chamber welcomed the announcement of the federal governments
new “Blue Sky” international air policy as a significant step in the right direction.

The new policy states clearly that “as a primary objective, Canada will seek to negotiate reciprocal “Open
Skies” type agreements, similar to the one negotiated with the US.” These agreements would cover the
following elements for scheduled and all cargo service;

*  third, fourth, fifth, sixth and seventh freedom rights

* no limit on the number of airlines permitted to operate

*  no limit on the permitted frequency of service or aircraft type
*  open and flexibility for the operation of code-sharing services

While the Canadian Chamber agrees that these must be the foundation of all air agreements our members
have expressed concern regarding certain conditions placed on the negotiating priorities of the federal
government.

Primary amongst these concerns is the continued focus on serving the needs of Canadian airlines.
Historically air agreements have been characterized by bilateral agreements that have focused on securing
reciprocal rights for national carriers and which are characterized by significant pricing and service
restrictions.

While Canada has a number of agreements in place with other countries these have traditionally been
focused on Eastern Canada. Of the agreements currently in place only 40% of these agreements allow
foreign carrier’s access to Vancouver, compared to 75% for Toronto and 90% for Montreal. Even in these
existing agreements, many have frequency restrictions to these destinations.

The Canadian Chamber is also concerned with the seeming lack of urgency placed on the need to
immediately enter negotiations with key markets. Many provinces have a history of suffering under the
legacy of restrictive agreements with some of our most important markets for tourism and trade. With
this in mind the Canadian Chamber believes it is incumbent on the federal government to move
aggressively to utilize the new framework to negotiate new agreements with key markets as identified by
the major airports.

The Canadian Chamber was also disappointed to note the lack of action on the issue rights of
establishment in the new policy.

It must be recognised that the airline industry is very capital intensive and to have arbitrary barriers to
foreign investment in an age of increasing integration of the global economy is anachronistic to say the
least.

With this in mind the Canadian Chamber believes that rights of establishment are the most effective way
to immediately introduce significant new investment and competition into the market. The granting of
rights of establishment will bring increased competition and choice as companies look to establish a
Canadian presence.

This increased investment will inevitably bring increased employment, as the sector grows and foreign
carriers establish operations in Canada they will by definition employ Canadians.
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It seems clear that the approach to international aviation taken to date has failed and there is a new
consensus developing on how to move forward. There are new markets and new sources for growth in a
truly liberal aviation environment if policy makers begin to approach the issue with the primary focus
being the importance of the airports and the businesses they serve rather than on an outdated,
protectionist focus on protecting routes and services for national carriers.

The Blue Sky policy is a welcome recognition of this fact, it is now time for the federal government to put
the policy into immediate action.

Recommendations
That the federal government:

1. Immediately pursue liberalization with other jurisdictions and if possible on a multilateral basis
focusing on key markets.

2. Review all existing agreements to determine which can be enhanced to Open skies agreements in an
expedited manner.

3. Ensure that the principles of Canada’s Blue Sky international air policy are followed in all
agreements and ensure that airports are included in all Open Skies discussions as an equal partner to
the airlines..

4. Immediately allow the establishment of foreign-owned but Canadian domiciled carriers (the “right of
establishment”) in Canada while working to ensure that reciprocal access is granted in foreign
markets.

CBSA Cost-Recovery Program - Limiting Smaller Airports
2007

The Canada Border Services Agency (CBSA) implements a cost-recovery program, which is based on the
Treasury Board External Charging Policy. Interpretation of this Policy by CBSA requires reimbursement
for custom services rendered at specific airports within Canada and not at others. The principle criterion
used to draw the distinction between those airports or airlines that must support cost recovery and those
that do not, is whether such services existed prior to the imposition of the program. The Canadian
Chamber of Commerce believes that the application of this Policy impedes airport growth, economic
development and trade.

The critical issue about the CBSA Cost-Recovery Policy is that it does not treat all airports in an equitable
manner. Many Canadian airports, both large and small, are currently being provided CBSA service over
a broad range of work hours free of charge, while others that have international service must pay
exorbitant fees. For example, the costs charged for CBSA services at Fredericton airport, which has twice
daily service to USA, are in the range of $200,000 annually.

The Economic Development Impact

CBSA’s Cost Recovery Policy inhibits new business development and drives existing business away.
Specifically, if an airline, and in particular airport operation, is forced to pay the extra costs, it may opt to
land at an airport with “free customs services”. On the other hand, if the airport chooses to pay CBSA
charges, it must seriously examine whether it can recoup those fees through the application of landing
fees. The amount of land fees collected is a function of the gauge and frequency of the aircraft type.
Again, the potential for lost business is present. In some cases, this might represent the difference between
remaining profitable or showing a loss.

A number of communities are being similarly impacted when new services are being sought. For example,
Charlottetown only has service 9 to 5 Monday to Friday. As a result, this airport is unable to clear trans-
border flights outside of those hours unless it enters into an expensive user pay agreement covering all
CBSA costs including standby, overtime, mileage etc. Another example is Deer Lake Airport in
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Newfoundland. Customs service has become a very important issue for the Deer Lake Regional

Airport due to current and anticipated market demand resulting from a new major resort development
bringing international visitors. Deer Lake does not presently enjoy customs service but we will be
pursuing a regular service in the very near future. However, the airport is experiencing a lack of support
at the bureaucratic level, even when considering full cost-recovery.

By default, the Policy impacts on the Charlottetown and Deer Lake Airports” ability to attract trans-border
or international service because there costs are ultimately passed to the airline passenger. With respect to

smaller airports like Deer Lake, Charlottetown, Fredericton or Moncton, it is clear that the Government of

Canada is routinely charging them for services which are provided free of charge at other airports.

The current Policy works as a detriment to the business developments and economic growth of in
communities and does not recognize the necessity to support, not impede that growth and development.
Business trends and opportunities are very much related to the growing international nature of our
economies. Companies in Canada are continually called upon to be export orientated and growth is
dependent on their ability to succeed in free trade and competition with the United States.

In airport terms, the Policy will be a hindrance in attracting new trans-border services and general
aviation traffic from outside the country. These extra fees involved are often sufficient reason for airlines
and aircraft operators to opt for an airport that has “free” CBSA service instead. The economic
implications for not only the airport in question, but also the community (is) that it serves, are obvious

Recommendations
The federal government:

1. Require that the CBSA remove any inequity in CBSA services throughout Canadian airports and other
ports of entry where CBSA cost recovery charges would apply. Further, require that CBSA give
strong consideration to the public and community economic benefits of providing services to airports.
Also, require that CBSA not be solely guided by cost recovery policies that bring inequality to the
services provided by the Agency. Finally, ensure that CBSA set clear service standards in developing
their resource allocation model.

2. Direct CBSA to review its application of the Treasury Board External Charging Policy with a view to
ascertain if the cost/benefit relationship of the Policy is flawed and unfair by penalizing certain
communities over others and targeting one mode of travel over others.

3. Require CBSA to work more closely with communities and airport authorities when considering
issues that could potentially have an adverse impact on either entity’s economic well-being. Towards
this end, Section 5.5 of the Canadian Inspection Services Agreement signed by National Airport
System airports under the transfer Ground Lease indicates that the CIS departments (including CBSA)
will consult with Authorities prior to making decisions respecting the “commencement, suspension,
resumption, termination or substantial increase, decrease or modification of any services affecting CIS
services and facilities at the airport and in the event that any party contemplates any changes to
operational policy or procedures which could affect the operations of the airport.”

4. Require that CBSA facilities at airports provide a level of service equal to those provided to other
modes of transport and in other locations across Canada

5. Given the economic importance of attracting and retaining international and/or trans-border service
to a Province/Territory, as a minimum, 24/7 CBSA coverage must be available at least one airport in
every province/ territory in this country. Every Province/Territory has the right to expect that they
too have the right to direct, efficient and no cost custom services at least one of their airports of entry.

6. Provide CBSA coverage in airports that experience intense seasonal international and/or
transborder traffic
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Canadian Air Transport Funding - Security
2007
Background

As the service provider for national air travel security in Canada, the Canadian Air Transport Security
Authority (CATSA) has faced many challenges that have hindered its ability to fulfill its mandate of
passenger and baggage security screening in a cost effective manner. It is important that these issues are
addressed, as the decisions made by CATSA affect trade, tourism and travel.

The scope of CATSA’s business, and the manner in which it is conducted, affects the security and
efficiency of airports throughout Canada. CATSA makes decisions that significantly affect airport
operations, including capital planning, retail development, baggage and passenger flows and a broad
range of other activities. In short, the manner in which CATSA is funded, and the way it conducts its
business and the range of services that it provides, unavoidably influences the business of running an
airport. If CATSA’s operations are not properly managed, this in turn has the potential to stifle trade and
tourism opportunities for the communities to be served by the aviation industry.

In a business that is largely focused on facilitating the safe and efficient movement of passengers and their
bags on and off aircraft, CATSA’s functions represent a key element of airport operations that airports
must have the opportunity to influence in a significant way. One key area that needs to be addressed is
airport security, funding issues and financial responsibilities.

Issue for Consideration

Financial considerations remain the major concern to airports in terms of national security, security
regulations and CATSA operations. Most stakeholders in the commercial aviation industry view aviation
for international airports and regional airports as a national defence issue. It is axiomatic that terrorist acts
are directed at the state, not at the aviation industry, and as such, the Federal government should be
financially responsible for counter measures.

There is no question that the terrorist attacks of September 11, 2001 have had a significant effect on the
security needs of air travellers. While international terrorists have historically seen commercial aviation as
a means to attack governments, aviation has not been the only target of terrorist attacks. Recently, we
have seen marine and surface transportation used as targets, and all governments are developing
programs and making expenditures to improve security at public transit, marine ports and boarder
crossings.

The Canadian government has introduced the Air Travellers Security Charge (ATSC) to recover security
costs from users of the air transportation system, but has not attempted to treat other modes of
transportation in a consistent manner. The security tax was introduced in the 2001 budget after the
terrorist attacks on the World Trade Center. It was one of the government’s responses to harsh criticism of
airport security. To help foot the bill for new safety measures, a charge of $12.00 per one-way fare was
added to the price of domestic flights. At that time, the charge added up to nearly half a billion dollars
per year and has continued to grow.

The use of the Air Travellers Security Charge raises concerns in the aviation industry as the revenues are
not tied to any particular security costs. Moreover, it is practically impossible for the Federal government
to explain what the ATSC revenues are used for, and despite the fact that the fee has been reduced a
number of times, there still appears to be a large sum of monies unaccounted for by the government.
Further complicating matters, is the fact that the ATSC revenues are treated as general revenues, and thus
there is no direct link between security costs and the CATSA budget.

The Tourism Industry Association of Canada has opposed the ATSC since it was introduced in 2001.
Studies produced for the Department of Finance suggest that every 10% increase in the price of a short
haul airline ticket causes a 10% drop in the number of passengers. In December 2002, the Commons
Transport Committee strongly recommended that the government substantially lower the Air Travellers
Security Charge, especially after officials had been unable to say how much money it had generated, or
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exactly how the money had been spent. The committee’s findings also suggested that the Canadian Air
Travel Safety System is, at best, a bit safer, but questioned whether the improvements are proportionate to
the cost to travellers.

The Canadian Airports Council released a report on May 2, 2006, confirming that many representatives
from airports throughout the country strongly believe that matters of national security are a Federal
responsibility and should be funded entirely from general tax revenue. If however, the Federal
government decides that the ATSC should be used to fund security, the ATSC should be set at a level to
fund all of CATSA’s functions if it is deemed to be necessary and in the interests of national security for
the aviation industry. The Canadian Air Transport Security Authority funding should also be transparent,
cost based, and should not cross-subsidize other modes of transportation. In order to accomplish the
above, it is essential that airports have significant influence and input into changes to CATSA’s mandate
and the way that its mandate is implemented and accomplished.

The discriminatory nature of the Air Travellers Security Charge is repressive and singles out a single
industry that is being penalized. It is our belief that the Air Travellers Security Charge should be
eliminated, and security costs for the aviation system should be bourn by Federal government from
general revenues as it is for other modes of transportation. Alternatively, if the Air Travellers Security
Charge is not eliminated, its revenues should be used to offset aviation industry security costs only. It
should not be used for non-security or non-aviation purposes.

If the Federal government is not prepared to fund aviation security costs directly, then the ATSC
responsibilities should be turned over to CATSA and be managed in a transparent manner. CATSA
should set the security fee paid by air travellers at a level appropriate to support its mandate and then be
held accountable for the spending of those fees.

Recommendations
That the federal government:

1. Acknowledge that national security is a Federal responsibility and expenses should be covered by
general tax revenue.

2. Alternatively, the Air Travellers Security Charge (ATSC) should be held separately from general
revenue and CATSA must be required to account for the spending of those fees.

Rail Service and Capacity Issues
2007

Legislative amendments to the Canada Transportation Act (CTA) are currently being considered by the
Federal Minister of Transportation. The transportation of export commodities by rail to tide water ports
across Canada is crucial to our economic prosperity. The Canadian Chamber supports the enactment of
provisions which will improve the rail service provisions of the CTA and foster sustainability of Canada’s
social and economic benefits derived from international trade.

The level of railroad service to and from Canada’s ports has deteriorated in many regions in recent years.
This presents two major challenges, increasing throughput capacity while managing and reducing
demurrage charges (costs incurred in keeping rail cars or vessels waiting). Unreliable rail system
performance has increased operating costs and acts as a disincentive to future investments in terminal
storage and handling capacity. This capacity is needed to ensure that the Terminals will be in a strong
competitive position to serve Canada’s critical exports (potash, coal, vegetable oil, grains, pulp, sulphur,
woodchips).

Those port facilities that are export oriented are highly dependent on the products listed above arriving
“on time” to ensure Canadian ports are seen as dependable suppliers to export markets. Where
inadequate rail service exists, terminal operators face significant added costs. This erodes their
competitors and presents significant challenges for those businesses that rely on their service. This is
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further exacerbated by the fact that many operators face a monopoly situation in terms of the railway
service provided. There is a lack of balancing provisions in the current Canada Transportation Act (CTA)
requiring “two-way” commercial relationships between railroads and other parties in the supply chain.

If we were to look at the Lower Mainland in BC as an example, the Asia Pacific Gateway Strategy of the
federal and provincial governments is marketed overseas as having an integrated rail system, comprised
of CP Rail, Burlington Northern Santa Fe (BNSF), CN Rail and the Roberts Bank line, there are complex
rail access agreements are in place. CN Rail’s exclusive access to the North Shore of the Burrard Inlet was
derived from one of these agreements, the “1953 Agreement” between CN Rail and the then National
Harbours Board (renewed by VPA /CN in 2003 for a further 50 years). This agreement precludes line haul
carriers such as CP Rail from delivering their own motive power and the shipper’s or their own railcars
directly to the destination terminal. CN Rail must be in a position to match crew resources to other
railway’s trains otherwise rail service failures can and have occurred.

In recent years the railways have entered in a series of agreements to improve the utilization of the rail-
track, improve their operating efficiency and reliability. For example, CP and CN began directional
running through the Fraser Canyon several years ago. In 2006, in further attempt to improve rail traffic
fluidity in the Lower Mainland CN, CP and BNSF entered into a series of co-production agreements to
manage these complicated ownership rights. This has resulted in an environment for sustainable
improvements to rail capacity and service; however, there is now a need for the railways manning
practices continue to keep pace with volumes.

To illustrate one example: CP Rail delivers unit trains carrying potash and grains from Saskatchewan, coal
from Southeastern BC and sulphur from Alberta to Boston Bar, where they are then boarded by a CN Rail
crew which replaces the CP crew. When all goes well, there is a CN crew available whenever a CP train
arrives. The final leg of this journey sees the commodities delivered in a timely fashion to a marine
terminal in the North Shore. Variables to a timely arrival include weather conditions that may affect the
rail line, labour issues and co-ordination between both railways with respect to crew schedules. Weather
conditions are not controllable, but a service agreement between the shipper/terminal operator and the
railroads is. If a CN crew is not available, this can result in potash / coal / sulphur / grain trains sitting
for long periods in Boston Bar. The terminal expecting these commodities must schedule labour crews
specifically for the arrival of the rail cars from Boston Bar that will sit idle if they do not arrive. The cost of
labour called out but not used is estimated to be about $5 million annually. Because of the ownership
rights (railway monopolies) that exist, there is little that terminal operators can do to influence better co-
ordination and reliability between railways. Enforceable, effective written service models (agreements)
between shipper/terminal operators and railroads do not exist and the existing Canada Transportation
Act is weak in defining an appropriate level of service to allow development of a service model for marine
terminals.

The railways are public entities of strategic national importance and operate to maximize profit for their
shareholders. They must also serve the national interest by providing reliable cost effective service to
shippers. Increased throughput and reliability of service will improve the capacity of port terminal
operations, resulting in future investment and improved competitiveness. The movement of product by
rail is cost effective and environmentally sustainable.

The importance of the Canada’s ports to the overall economic performance of the province and country is
critical. The demand to move imports and exports in the most efficient and effective manner possible is
key to maximizing that economic impact. Rail service is the major transportation mode used in moving
products into and out of many of our ports. The federal statute that governs the provision of rail service is
the Canada Transportation Act. The service provisions for railways defined in that statute quite simply
have not kept pace with the nature and demand of exports and export ports. Canadian shippers have
identified a definite need to make that statute more contemporary and to better reflect the needs of
shippers today and into the future. The objective should be to obtain changes to the provisions of the Act
such that for every substantial movement a railroad has to quote a service model and commit to enter a
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service agreement with shippers and other transport service providers such as marine terminals. The
Canadian Chamber supports this need for change.

Recommendation

That the federal government amend the railroad service provisions of the Canada Transportation Act in
the current Act review process.
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