100 |~ REPORT, YAL iCOMMISSION ,
29 There was 5 Jlm% evious rabe of increase which,

0
inning in the late years of the decade 1915-26 becomes marked after 1925.
Preﬁfnfiﬁge m:)lf this decline must be sought elsewhere than in motor :ru?k ;ﬁm&
tition. The opening of the Panama canal and the improvement o - n
gveaterwa‘ys have had, and are having, an effect on freight tonmage 00: r:il w:lys
and the passing of the construction and settlement era in Western nt: :ru (:ko~ :
has a bearing on the situation. Even without competition from the r:; or —
railway freight tonnage could not be expected to show the sustained increases
that were general from 1875 to 1915. e Row
§ aking the estimate of 5,000,000 tons of ireight moved by ir
over::‘?ux'f:ll lxxlilghwagys, the Joint Committee of the Railwa; took into account
tonnage which had been developed by the trucks themselves in serving areas
nob touched by railways and in canveyxnl% fxl'el%hfo tg h:nd .flron; :a:;l::icﬁfﬁ;
i ive at the tonnage actually 108! the railways,
fi?ﬁtgglﬁ:ott:x? 'lt:,y reason of lack of statistics, they have had recourse to reports
gent in by railway agenta to the Bureau of Economics of the Canadian National
Railways, and for a three-year period they have arrived at an estimate of
tonnage l’oat by the railways bo common carrier and contract carrier trucks

as follows:—

....................... 422,000 tons
A e i A i s
D NEE LTy 1 SN SRR U LR S R LR AL CLN) 1,459,000 tons

i i of several trucking companies indicates the average
revelilxé %:rcemﬁx;;f:;eiﬁgs is $8, the total loss to the railroads was rather less
than $8,000,000 in 1929 and $12,000,000 1n 1Q30. Losses due to the operations
of priv;tel):-owned and operated trucks, which for all Canada are abm;{ f96

r cent of the total of all trucks and for Ontario, 94-5 per cent of the total for
lt)l(:at provinee, is more difficult still to estimate.

i ommittee consider it fair to take the same amount as fqr
the S(iﬁgg: g::'?iterctruck, as being directly lost to the railroads. Th(fa Ontario
traffic census, conducted by the Department of Highways for the past few years
indicates that J0 per cent of the frel_ght’ tonnage moves on common ca1t~r1er
and contract carrier trucks over the King’s highways and only 30 ger centhox;

rivately-operated trucks and the department deduces from these glllxres ba
It)he operations of privately-owned trucks are la;‘ge]y conf_ir}ed to t el ur §1n
and suburban areas where they are not directly in competition with the rail-

ways. .
ilways are correct in their estimate of 1,500,000 tons for com-
mon3(5,)’5;1':ife1'tif1 ?nrzllgfi(),vit would seem from the Ontario figures that they are well
:thin the mark in estimating their loss to the privately-operated truck in an
. |. amount. It may be that the percentages ascertained by yhe Ontario
:?;fgc surveys would not obtain in other provinces, for the proportion of comlz
mon _earrier trucks in that province is greater in relation tq5 the total truc
registrations than is the case elsewhere, and in Ontario, by reason of thpbptr_ox-
imity of towns and cities to one another ar_ld to the large centres of distribution,
the field of operation for the common earrier truck has been more advantageonlls
than in other parts of Canada. Even making allowance for the comparative eg
small operations of these common carriers in the other provinces as compga.r1
with the privately-operated trucks, it 1is unlikely that these latter vehxc.e;s
did in all Canada convey as much freight c}xrectly competitive th.h.the r}uh -t
ways as the common carrier trucks. The estimate of $24,000,000 lost in fre)%1
revenues in 1930 being about 7 per cent of total freight revenues is prpba y
too high, but even if this amount 1s reduced to say $20,000,000, the loss is v%ry
considerable and of tremendous import to the future of the railways of Canada.
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34. Common carrier trucks are increasing rapidly in all provinces and
though experience of their operations is too short to form a final estimate as
to their ultimate place as an agency in the transport of freight, it would appear
that unless their operations are being conducted on an unsound basis of cost and
will therefore decline, or unless some form of restriction and limitation of their
activities is brought about by competent authorities, a progressively increas-
ing loss will be experienced by the railways in the future which cannot fail to
have a damaging effect on earnings.

VII. FINANCIAL RESULTS OF CARRIER TRUCK OPERATIONS

35. Information as to the results of common carrier truck operations from
a financial point of view was meagre. A representative of the Rural Motor
Distributors of Northern Alberta stated that no profits were being made in

trucking by reason of competition amongst the truckers themselves. The Mani-

toba Bus and Truck Operators Association expressed the opinion that opera-
tions in that province were on a satisfactory basis as to costs, but the Public
Utility Commissioner, to whom applications for permits are made by members
of the association, stated that representations were continually being made to
him that the operators were not making a fair profit. In Ontario figures for
six unnamed freight transport companies were filed by the representative of The
Canadian Automobile Chamber of Commerce and the Truck Owners Associa-
tion which showed that over a three-year period profits, where made at all, were
small and that three of the companies were operating at a loss in 1931.

36. These truck owners expressed a desire to have minimum rates for the
carriage of goods fixed by a competent body, as they feared that there would be
many failures amongst their number if unrestricted competition in rates con-
tinued. As a general rule the provincial authorities have not endeavoured to
fix tolls for truck services. Manitoba has a tariff but admits it is evaded.
Ontario made an attempt to fix rates but has abandoned it for the present until
more experience is gained.

37. Until there is regulation and fixing of tolls, as in the case of the motor
coach, operating conditions will be chaotic and there will be many failures
amongst common carriers of freight, but it is not likely that there will be any
considerable diminution in the competition that the railways are now experienc-
ing from this service. The experience in all the provinces has been that when
an operator drops out because of financial difficulties, another appears to take
his place.

* VIII. TAXATION OF MOTOR TRUCKS

38. From various quarters there have come to the commission suggestions
that the operations of the motor truck on the highway should be regulated.
Regulation in these suggestions generally meant restriction, and restriction was
to be attained by higher taxation, particularly for the common carrier truck.
At present there is very little in the way of regulation of trucks throughout
Canada, and there is a lack of uniformity in the method of imposing taxation.
In general a fee is charged for registration of the vehicle and in some instances
a charge is made for a special permit to operate as a common carrier. In Ontario
where the experience in dealing with the carrier truck is greatest, it is admitted
by the provincial authorities that taxation has not been applied to carrier trucks
as successfully as to motor coaches. An attempt was made to take a toll per
ton mile, but there were so many ways of evading it, that the plan was in opera-
tion only about three months. Instead permit fees have been increased, and the
registration fees on all trucks advanced in that province for 1932, on the prin-
ciple that motor trucks have not been paying a proper share of the burden of
highway -maintenance and that these fees offered the only practicable method

of taxation.
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